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Safety on Railways.

Copy of Bill No. 2, as introduced by Mr. Casey.
No. 2] BILL. [1897.

An Act further to secure the safety of railway employees
and passengers.

ER Majesty, by and with the advice and consent of the Senate and
House of Commons of Canada, enacts as follows :—

1. All cars fitted with air-brakes shall, within one year from the passing Cars fitted
of this Act, be provided with an automatic device in the hose-coupling of I:I'E{‘(:'KU be
such air-brakes, or in the train pipes, so arranged that, after the cars are p.-:,\f;{h.d with
coupled, the connection between such brakes and the air pump on the loco- certain devies
motive cannot be broken, or the coupling deranged, accidentally or other-
wise, without the knowledge of the engineer.

2. All box freight cars built for use on Canadian railways, shall, after Attachments
the passing of this Act, be of a uniform standard height, and of a capacity for hox freight
not to exceed sixty thousand pounds, to be approved by the Minister of "™
Railways and Canals, and shall be provided with the following attachments
for the security of railway employees :—

(a) Outside ladders, on opposite sides of the ends of each car, projecting
below the frame of the car and with one step or rung of the ladder below
such frame, such ladders to be placed close to the end of the side to which
they are attached ;

(b) Arched iron rails, extending from the top of each ladder to a sutlicient
and firm support, placed at the side of the running board, and so arranged
as to assist persons climbing on to the roof by means of such ladders.

2. All such attachments shall be subject to the approval of the Minister Ajproval
of Railways and Canals. Minister.

3. Every such car already built, which is the property of Canadian rail- A« ¢,
ways for use in Canada, shall, within two years after the passing of this ready built.
Act, be fitted with the foregoing attachments.

4. The penalty for building such cars not fitted in accordance with the Penalty.
provisions of this Act after the date herein mentioned, shall be twenty-five
dollars for each car.

5. The penalty for using any such car not fitted or handled in accordance Penalts.
with the provisions of this Act after the date herein provided, shall be five
dollars a day for every day or trip lasting less than a day, during which it is
80 used.

6. The Minister of Railways and Canals shall proceed against any rail- Minister to
way company or car builder handling, using or building such cars contrary Prosent-
to the provisions of this Act, on the information of any credible person.

7. Every employee of a railway company injured while in the discharge Compensation
of his duty, shall, for every day during which he is thereby unfitted l'fl;i‘"{’(’]”y o
for duty, be entitled to compensation from the railway company at the rate '
of not less than sixty per cent of the current rate of wages for men similarly
employed by the company, at the time the injury occurs, to be paid for not
more than fifty-two weeks.

2. Every such employee permanently disabled while in the discharge of If permanent
his duty, shall be entitied to compensation from the railway company to ¥ disabled.
the amount of not less than three thousand dollars.

1
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If killed. 3. The legal representatives of every employee who is killed, or who dies
from injuries received, while in the discharge of his duty, within six months
after such iujury, shull be entitled to compensation from the railway to the
amount of not less than three thousand doilars.

ggz’z’é’;ﬁ‘z_‘é’“ 4. The foregoing provisions as to the compensat’on shall be without pre-

" judice to any further damages which a court of law may adjudge to any such

Right to dam- employee or his legal representatives as against any railway company, and

ages cannot be ghall not be capable of being renounced or given up by such employee by

renounced. 4 hy agreement or ¢ ntract with the railway company, for value or other-

) wise, or of being made void by any rules or rezulations of the railway.
11:\14{(,?&:1 cer- 5. The certificate of two duly qualificd disinterested physicians shall be
- sufticie t to prove permaneut disability ; and the certificate of the attending

physician shall be sufficient to prove untitness for duty. for a period not
exceeding ten weeks, after which t'me a monthly certificate of a physician
named by the company shall be sufficient.

Contributory 6. The foregoing provi-ions as to compensation shall be void in ‘the case

negligence. o any employee’ whose injury, disablement or dea h is caused by his own
neglig nce,—the burden of proof of such ne-ligence being upon the railway
company ; but if such injury, disablement or death occurs in the handling
or use of trains, locomotives, cars or appliances which are out of repair, or
in ufficient, or not in ac.ordance with the provisions of this Act, o if the
provisinns of section eight of this Act have not been complied with, the
railway company shall not be allowed to plead contributory negligence on
the part of the employee so injured, disabled or killed.

Number of &8 [very railway company shall at all times employ a sufficient number

ifenlﬁ‘é:flm“ of telegraph operators, trainmen, sectionm n, and other employees and

to ensure workmen to safely carry on its business, and to keepits bridges. track, road-

safety. way, ro'ling stock and plant in good condition.

9. If it fails to do so, it shall be held responsible for all injury to life,

Penalty.
person, or property in connection with its operations.



Safety on Railways.

Copy of Bill No. 2, as amended in Committee of the Whole House.

No. 2.] BILL. [1897.

An Act further to secure the safety of railway employees
and passengers.

ER Majesty, by and with the advice and consent of the Senate and
House of Commons of Canada, enacts as follows :—

L. All curs fitted with air-brakes shall, within two years after it is Cars fitted
made to appear to the Railway Committee of the Privy Council that a ﬁ’l‘:};:‘t‘“ be
satisfactory device of this kind is in exi~tence, be provided with an auto- provided with
matic device in tie hose-coupling of such air-brakes, or in the train pipes, certuin device.
so arranged that, after the cars are coupled, the connection between such
brakes and the air pump on the locomotive cannot be broken, or the coup-
ling deranged, accidentally or otherwise, without the knowledge of the
engineer.

2. All box freight cars built for use on Canadian railways shall, after As to hox
the passing of this Act, be of a uniform standard height of drawbar from freight cars.
the top of the rail, and shall be provided, for the security of railway em-
ployees, with outside and end ladders, on opposite corners of each car,
projecting be'ow the frame of the car, and with one step or rung of the
ladder below such frame.

2. Such standard height and such ladders shall be subject to the approval Approval of
of the Minister of Railways and Canals. Minister.

3. Every such car already built, which is the property of Canadian As to cars al-
railways for use in Cnada, shall, within two years after the passing of this ready built.
Act, be fitted with the foregoing attachments, except as provided in section
one.

4, The penalty for building such cars not fitted in accordance with the Penalty.
provisions of this Act, after the date herein men:ioned, shall be twenty five
dollars for each car.

&, The penalty for using any car not fitted in accordance with the pro- Penalty.
visions of this Act after the date herein provided, shall be five dollars a day
for every day or trip lasting less than a day, during which it is so used.

6. The Minister of Railways and Canals shall proceed against any railway prosecution.
company or car builder handling, using or building such cars contrary to
the provisions of this Act, on the information of any credible person ;
provided, however, that any other person may institute any proceeding for
the recovery of any penalties provided by this Act.

7, Every employee of a railway company injured while in the discharge Compensation
of his duty shall, for every day during which he is thereby unfitted for It .e"’l’(]l"ye‘“’ ’S
duty, be entitled to compensstion from the railway company at the rate of ™"
not less than 60 per cent of the current rate of wages for men similarly
employed by the company, at the time the injury occurs, to be paid for not
more than fifty-two weeks.

2. Every such employee permanently disabled while in the discharge of If permanent-
his duty shall be entitled to compensation from the railway company to the 1¥ disabled.
amount of not less than four years’ wages at the rate thereof at the time of

he accident.
3
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If killed.
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bars further
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3. The family or dependents of every employee who is killed, or who
dies from injuries received, while in the discharge of his duty, within six
months after such injury, shall be entitled to compensation from the railway
company to the amount of four years’ wages at the rate thereof at the time
of the accident, but not exceeding in all three thousand dollars.

4. If any employee, or the representatives of any employee, accept the
compensation provided by this Act, he or they shall have no further claim
at law against the company.

5. The rights under the foregoing provisions shall not be capable of being
renounced or given up by such employee by any agreement or contract with
the railway company, for value or otherwise, and the said provisions shall
not be made void by any rules or regulations of the railway.

6. The certificate of two duly qualified disinterested physicians shall be
sufficient to prove permanent disability ; and the certificate of the attending
physician shall be sufficient to prove unfitness for duty, for a period not
exceeding ten weeks, after which time a monthly certificate of a physician
named by the company shall be sufficient.

7. The foregoing provisions as to compensation shall be void in the case
of any employee whose injury, disablement or death is caused by his own
negligence,—the burden of proof of such negligence being upon the railway
company ; but if such injury, disablement or death occurs by reason of the
handling or use of trains, locomotives, cars or appliances which are out of
repair, or insufficient, or not in accordance with the provisions of this Act,
the railway company shall not be allowed to plead contributory negligence
on the part of the employee so injured, disabled or killed.

8. In any suit for damages by an employee against a railway company,
the act, default or negligence of any fellow employee shall not be pleaded
or given in evidence on behalf of the company as a defence to such suit.



Safety on Railways.

Copy of Bill No. 8, as introduced by Mr. Maclean.

No. 3] BILL. 11897,

An Act to promote the safety of Railway Employees.

ER Majesty, by and with the advice and consent of the Senate and
House of Commons of Canada, enacts as follows :—

1. On and after the first day of January, 1900, it shall be unlawful for g; jrakes on
any railway company — trains.

(@) To use any locomotive engine that is not equipped with an air brake
in proper working order, or to run any train a sutficient number of the cars
of which are not so equipped with an air brake that the engine-driver on
locomotive can control its speed without requiring the assistance of the hand
brakes ; or—

(b) To use on its lines any locomotives or cars not equipped with auto- Autowatic
matic couplers in proper working order, so that such locomotives and cars “uplers.
can be coupled and uncoupled without it being necessary for men to go in
between the ends of cars.

22, On and after the passing of this Act, it shall be unlawful for any rail- Qnalitications
way company to employ any person— : :’f:’:ﬁl{“c(‘)if"
(a) As engine-driver, who has not been employed for at least five years Auctors.
as fireman on a locomotive engine ; or—
(b) As conductor, who has not been employed for at least five years as a
brakeman,

3. Any railway company violating any of the provisions of this Aect, shall Penalty.
be liable, on summary conviction, to a fine of not less than dollars
nor more than dollars.
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Copy of Bill No. 3, as amended in Committee of the Whole House.

No. 3] BILL. [1897.

An Act to promote the safety of Railway Employees.

ER Majesty, by and with the advice and consent of the Senate and
House of Commons of Canada, enacis as follows :-—

Air broygs on §, On and after the first day of January, 1900, it shall be unlawful for
trains. any railway company—

(a) To use any locomotive engine that is not equipped with an air brake
in proper working order, or to run any train a sufficient number of the cars
of which are not so equipped with an air brake that the engine driver on
the locomotive can control its speed without requiring the assistance of the
hand brakes; or—

Automatic (b) To use on its lines any locomotives or cars not equipped with auto-

couplers. matic couplers in proper working order, so that such locomotives and cars
can be coupled and uncoupled without it being necessary for men to go in
between the ends of cars.

Qualifications @, On and after the passing of this Act, it shall be unlawful for any rall-
of engine driv- way company to employ any person—

ers and con-

o (@) As engine-driver, who has not been employed for at least three years

ductors.
as fireman on a locomotlve engine ; or—
(b) As conductor, who has ot been employed for at least three years as
a brakeman.
gfegiﬁ%:e“ 3. All railway companies shall within two days from demand, furnish
" employees with a certificate, specifying the time and nature of service by
such employees.
Penalty. 4. Any railway company violating any of the provisions of this Act, shall

be liable, on summary conviction, to a fine of not less than ten dollars for
each offence, during each day that such offence continues.



Safety on Railways.

THE SECOND REPORT

OF THE

SELECT COMMITTEE ON BILLS NOS.2 AND 3.

The Committee in charge of Bills Nos. 2 ani 3, entitled: An Act further to
secure the safety of Railway Employees and Passengers, and An Act to promote the
safety of Railway Employees, beg to report as follows :—

They have heard the evidence of Mr. A, Hudson, Ottawa, Chairman Dominion
Legislative Board of Railway Employees; Mr. A. B. Low, Secretary of the same Board ;
Mr. William Hughes, Ottawa, ex-conductor, C.P.R.; Mr. T. C. Jones, London South ;
ex-conductor, G.T.R. ; Mr. John McKenzie, St. Thomas, Ont., ex-conductor, M.C.R.,
representing the Railway Ewmployees; and Mr. William Wainwright, Assistant to the
General Manager, Grand Trunk Railway ; Mr. Thomas Tait, Assistant General Mana-
ger, Traffic Department Canadian Pacific Railway ; Mr. Fred Harris, Superintendent
New Bruuswick and P. E. Island Railway; and Mr. J. B. Morford, Division Superin-
tendent of the Michigan Central Railway Company, operating the Canada Southern
Railway ; and Messrs. G. M. Clark, Solicitor C:P.R. (who addressed the Com nittee on
the Compensation Ciauses of Bill No. 2), and H. B. Moore, Montreal, Secretary-Treas.
G.T.R. Provident Society ; Mr. Pepall, of the local Executive Board of same Society,
and Mr. R. P. Leslie, Secy. 4th Division same Society, both of Toronto, and Mr. D,
Robertson, Montreal, Yecy. No. 1 Division same Society, the latter four being called by
Mr. Wainwright, representing the Railway Companies. They have taken note of the
legislation of Great Britain and some of the United States on similar subjects, and
of the prevalence of accidents to passengers and employees on Canadian railways.
A copy of the Bill and extracts from the speech of the Rt. Hon. Sir M. W.
Ridley in introducing a Bill in the British House of Commons, providing a scheme of
compensation to employees, were put in by the Chairman.

A number of letters were also put in from the managers of different railways, and
from railway men’s organizations, a list, and copies of which are appended.

Extracts from Hon. L. S. Coflin’s statement before a Congressional Committee at
Washington, 1892 ; an article in the Railroad Trainman’s Journal ; and various tables
of statistics were put in and are hereto annexed.

The evidence of the railway employees was practically unanimous in favour of the
principal provisions of both Biils. A large number of witnesses of this class might
have been procured ; but the officials of the Legislative Board of the Executive Com-
mittee advised against this course, as they feared that the interests of the men actively
employed in railway work might be injuriously affected by their giving evidence before
this Committee. These officials, named above, stated that they had been authorized by
the representatives of the various organizations of railway men to speak on behalf of
railway employees throughout Canada, and to explain why the different provisions of
these Bills were asked for.

This Board is elected at a general meeting of representatives from all the different
organizations of railway men. They also testify that the Bills in question had heen fully
considered at the last general meeting of the Dominion legislative board of railway
employees, composed of representatives elected by all the railway organizations, and
approved of by them in their present shape, with the exception of some details in Bill
No. 3, which are changed in the Bill as reported. The Bills were also considered and
adopted unanimously by the United Brotherhood of Railway Trainmen of the United
States and Canada, in session in Toronto in May, 1897.
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In addition to this evidence, the Committee took note of the petitions—68 in
number—received by the House in favour of Bills No. 2 and 3, of which a list is
appended.

Your Committee report that they have passed Bills No. 2 and 3 with certain
amendments, as in the copies herewith submitted. They also report the evidence,
extracts, statements and statistics laid before them, and recommend that the same be
printed for distribution.

GEORGE E. CASEY,
Chairman.
Adopted Tth June, 1897.

EVIDENCE.

The Select Committee of the House upon Bill No. 2, further to secure the safety of
railway employees and passengers, and Bill No. 3, to promote the safety of railway
cmployees, met in the Tower Room on Wednesday, April 28th, 1897.

Mr. Wirrian WaiNwrIGHT, Assistant to the General Manager of the Grand Trunk
Railway system, upon being called, stated :—Bill or no Bill the Grand Trunk Railway
is certainly doing this work which you call for just as fast asit could do if it had the
Vanderbilt money at its back. Tt is not a question of money. The reason why we do
not wish this legislation passed is that these appliances are only made by certain con-
cerns. We are in their hands.

Mr. Casey—Which appliances?

Mr. WainwricnT—These appliances, brakes, couplers, ete. Our freight cars are
being equipped with automatic couplers and air brakes at the rate of 275 to 300 per
month, and we have already equipped 2,291 cars. Our superintendent of the car depart-
ment has instructions to equip these cars just as quickly as he can possibly do it with-
out regard to cost oranything else.

Mr. McGrpcor—How many cars have you !

Mr. WaixwricHT—About 20,000.

Mr. MoGrEGOrR—AS that rate you will have them equipped in how long a space of
time !

Mr. WarsxwriGHT—300 a month would be about 4,000 a year. Bill No. 2 calls for
cars to be made a uniform height. That has all bien done. We spent $10,000 in 1896
in raising our cars to the uniform height.

Mr. Casey—When you say that has been done, do you mean that it has been done
to the wiiole of your rolling stock !

Mr. WainwriGHT—It has been done to the whole stock. Of course there are
exceptional cases in respect of furniture-cars and other cars of an exceptional character,
but I am talking of the ordinary cars carrying merchandise.

Mr. Casey—What is the height!

Mr. WainwriGgHT—I have not got it here.

Mr. Tuomas Tarr, Assistant General Manager of the Canadian Pacific Railway
said :—The Master Car Builders’ Association, which regulates all matters of standard,
has agreed upon a standard height for the draw bars of freight cars above the ground
and it is compulsory upon all railways which are members of that association, which
practically includes all railways of the United States and Canada, that after a certain
date the draw bars of cars shall be raised to that height. That means that the car body
shall be raised vo that height on the trucks and any company failing to raise its cars is
bound to pay the railway company on whose lines such cars may be the cost of raising
them so that practically to-day all freight cars have been raised to a standard height of
draw bar. That does not mean a stundard height of roof.

Mr. Casey—Does that mean all over the continent ?

Mr. Tarr—Yes, sir, in Canada as well as the United States and Mexico. The,
height of the floor will be practically the same but the height of the roof will not.

Mr. PoweLL—That obviates all possible objection to the automatic couplings.
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Mr. Tair—We are obliged to equip our cars with automatic couplers. Thereis a
variety of commodities carried in railway cars and we are obliged to build our cars to
suit these commodities. Some of these commodities are very bulky ~ Furniture, for
instance requires a specially high car ; dressed beef requires a high car because it is hung
from the roof. Flat cars have no body of course. Take two cars of the same height
when empty and load one and the roof of the loaded car is not of the same height as the
roof of the empty one. So that while cars may be of the same height at the floors and
draw bars it is impossible to have the roofs of the same height or to have a continuous
platform.

Mr. Casey—The bill only requires that box freight cars shall be of a uniform height.

Mr. Tarr—That includes ventilator cars, refrigerator cars, and furniture cars.

Mr. Casey—Your view is these special cars should be excepted from the rule?

Mr. Tarr—More than that.  As you know, there has been a steady increase ever
since railways were built in the size of freight cars. The old standard of 10 tons was
increased to 30,000 pounds, then to 40,000 pounds, and then to 50,000 pounds. Now,
almost all the box cars built are 60,000 pounds or 30 tons, and railways have been
building 40- and 50-ton cars. The additional capacity can be obtained some in length,
very little in width, and some in height. To-day we have cars varying from 20 to )0
tons. These are box cars pure and simplo

Mr. Casev—Then it is not merelv furniture and refrigerator cars which you build
at a greater height than the ordinary cars

Mr. Tarr—No, sir; because the modern car is of a greater height than of the car
built six years ago, of which we have a good many, and which have a good many years
of usefulness yet.

Mr. Casuy—Do you consider that the differ-nce of the height of the roofs of these
cars caused by an actual difference in the size of the cars as an inconvenience or as a
danger to trainmen’

Myr. Tair—T do not, in the future, and for this reason : our trainmen in the future
will not have the same duties to perform as in the past.

Mr. Casey—No ; but at present while they have to run on the top of the cars?

Mr. Tarr—1I think not, because they have all been trained to look for a difference
in the height of cars I would like to explain that the difference of a foot in the height
of a car is not as dangerous to the trainman as a difference of three or four inches,
because he is not so liable to trip over it. You are more apt to trip over a small
difference in the level than a high one. You can never overcome a small difference,
because if you take two cars of exactly the same height, and load one, it will be three
or four inches helow the other.

Mr. Casey—1I take it that Mr. Wainwright has some notes, and we had better,
perhaps, go on with him.

Mr. WarswricHT-—I have simply to make a statement in regard to the brakes and
couplers. We are equipping our cars just as quickly as we possibly can. In regard to
this work, we are in the hands of certain manufacturers. It has been said, “If you are
doing this work, why do you object to a bill of this kind to go into law ?” 1 say that
if the time was fixed for this work to be done and it is understood we are then in the
hands of the people who are making these appliances. We are in the same position
that the railways of the United States are to-day in regard to the interchange of cars.
By 1898 these appliances have to be on all cars doing work in the United States.

Mr. CasEy—Is that the law in the United States ? '

Mr. WarsxwricHT—That is the law. But there is now under consideration an
extension of that law to 1901, because the railways have represented just what I have
represented here to-day, that they cannot do impossibilities. The Pennsylvania and
New York Central cannot without closing their works up do this work within the time.

Mr. INcraM—That is within 19017

Mr. WainwricHT—No ; they are asking for an extension of three years. I think
that the time limit is now 1898.

Mr. Tarr—Yes, July Ist, 1898.
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Mr. WainwricHT—They are asking for an extension of three years. As far as the
G. T. R. is concerned we are doing this work. We are just as anxious to have these
appliances and our road properly equipped as the promoters of this bill can be. Our
cars are all more or less interchanged with the American railways and we are compelled
to do it und>r their law.

Mr. INcRaAM—Any engines that you are sending into the shop are you sending out
with modern improvements, with the air brake !

Mr. WaiswriGHT—Yes.

Mr, InéraM—TYou are equipping a certain number of your cars every year with the
air brake !

Mr. WainwriGHT—Yes, I gave that., We are fitting up 275 to 300 per month.
Now I have here a statement from our superintendent of our car department in regard
to the matter of grip irons. He tells me that $8,385 wus expended in order to comply
with the United States Commission between July and December, 1896. So that I
understand that that part of your request has been complied with.

Mr. Casev—The grip iron is a V-shuaped thing, on the top of the car?

Mr. WainwricaT—Yes, for getting on the top of the car.. The superintendent
tells me further that out of 807 engines running east of the St. Clair River, 398 are
equipped with the Westinghouse air brake appliance, and that we are fitting engines at
the rate of from fifteen to twenty per month. That answers Mr. Ingram’s question.
Now, the latter part, of this bill deals with compensation.

Mr. Casey—About outside ladders, have you any notes on that point ?

Mr. WainwricHT—We have put outside ladders on all our cars, in accordance with
the rules of the Master Car Builders’ Association.

Mr. Casey—We have had a number «f plans sent in by our friends who are asking
for this bill. There is a plan of the end of the car. You will see the hand rail they
are asking for, and the grip irons on the end of the car also. What do you think of
that? Just criticise that feature of the bill and compare it with your own cars.

Mr. WainwricaT —There is nothing to complain of about that.

Mr. Tarr placed on the table the model of a freight car.

Mr. Casey—Is this model which he has laid on the table the same as what you are
doing to your cars?

Mr. Tarr—This is in accordance with the rules of the Master Car Builders’
Association.

Mr. WainwrigHT-—Yes, that shows the whole thing. In interchanging car stock
with these American roads it will not do to have one rule for Canada and another for
the United States.

Mr. Tarr—They would refuse to accept our cars.

Me. WainwriGHT—ASs to the ladder on the side of the car, the Master Car Build-
ers’ Association rules in all these matters.

Mr. Casey—Then you object to side ladders because you could not interchange
with the States !

Ir. WainwricnT—We have to effect the uniformity between our cars and those
of the American line which run over our road.

Mr. Casev—Would the Master Car Builders’ Association object if we had both
ladders ?

Mr. WaINWRIGHT—1 do not see how they could.

Mr. Casey—What reason is there for the end as against the side ladders

Mr. WarnwriGHT—It was opposed at one of their meetings, but I do not know
the reasons. It was after due consideration of the best men in the States.

Mr. IngrRaM—There are a number of cars with side ladders in use.

Mr. Casey—Have you any on your road, Mr. Wainwright ?

Mr., WAINWRIGHT—Yes ; quite a number.

Mr. Casey—It is for getting from flat cars to box cars that the end ladder is
adopted.

Mr. Tair—T¢t is one of the reasons.

Mr. WainwriGHT—One of them, and a very good one.

10
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Mr. PoweLL—With the side ladder alone it would be impossible to get to the top
of a box car from a flat one.

Mr. Casey—I call the attention of the Committee to the fact that on the plan
showing what the gentlemen promoting the bill ask for, there is an arrangement at
the end to enable men on flat cars to get on the side ladder. I take it for granted that
these diagonal grab irons are to enable men to slip around.

Mr. PoweELL—1I suppose they are similar to those on this model.

Mr. Casey—I want to ask you about the automatic alarm arrangement, to notify
the engineer when anything goes wrong. Are you putting on anything of that kind ¢

Mr. WarswricnT—No.  As I stated before, we never found any thm" of that kind
which we considered would be of any utility. We examined the device supphed to us,
and it was condemned by our master mechanic.

Mr. Casey—You have only tried one?

Mr. WamrnwricHT—That is all.  If anything goes wrong with the air brake the
train is stopped at once under the present system.

Mr. CasEy—That is just the difficulty. Suppose the air brakes do not work when
called on ?

Mr. WaiNwriGHT—I¢ is a very exceptional thing.

Mr. Tarr—1It is an automatic brake. If anything goes wrong the brake stops the
train.

Mr. Casey—That is where fault is found with it. Take the accident at St.
Thomas, for instance.

Mr. INngrRAM—But you have not proved that they tested the brake before leaving
Port Stanley.

Mr. Casey—But they did not know till they wanted to put them on that they
were defective.

Mr. INcraM—They never tested them, and if they had the accident would not
have happened.

Mr. WarnwrieHT—That would happen with any device if the men were negligent.

Mr. InéRaM—I refrained from bringing that point up in the House several times,
in order not to bring attention to the negligence of the men, but now that we are in
committee I may state it. If the brakes were tested that accident would never have
occurred. No matter what device is employed unless it is properly inspected the same
thing would occur.

Mr. WainwricHT—It is the negligence of the men and not the devices that are to
blame.

Mr. Casey—I understand, Mr. Wainwright, there is no effective dence for the
purpose. Would you have any objection to put anything on if it was found ?

Mr. WamnwriceT—I could not say. We would not be willing to be put to
unnecessary expense when we have the best appliances of the day.

Mr. PoweLL-—What is the object and nature of these appliances !

Mr. WAINWRIGHT—We have only had one presented to us, and we attempted to
work it, but it Lad no effect.

Mr. INérRaM—It would be in the interests of the company if any device which
could not be tampered with by flying stones or tramps were brought out, to adopt it ?

Mr. WainwriGHT—I cannot say at the moment. I am willing to go this far, that
anything we find either in the interest of public safety or our own interests in working
trains, we are always ready to adopt, but we must be the judges.

Mr. In¢rAM—My point is, supposing that for any reasonable expense in doing away
with the danger of tramps turning the brake or a stone striking it you would be willing
to adopt any device.

Mr. WainwricHT— Certainly.

Mr. INéraM—But you would not like to be restricted to any particular device ?

Mr. WarnwricaT—No, certainly not.

. Mr. Casey—Now, I want to bring out your opinion about the compensation
clause.

11
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Mr. WainwriGHT—In regard to this I will say that it would very seriously affect
us for the reason that we have at present a Provident Insurance Society to which the
Grand Trunk Company, as a company, contributes $10,000 per annum. That Society
numbers about fifteen thousand men. They are provided with doctors all over the
country in sickness, and have an insurance fund in case of death. We took some years
to make it popular, and to-day I can say, speaking with authority as vice-chairman,
that it is popular, and gives to our men what neither legislation nor anything else could
give It does not deprive them, if they have a case, of going to the courts, and we are
sued occasionally by our men. They have a sick benefit for 6 months, and on death
their heirs are entitled to a certain sum. If this bill passes we should have to give up
the society.

Myr. Casey—What are the fees and benefits

Mr. WarswricHT—I did intend to bring papers on that point, but I will send them
to you. Itis a very moderate fee, indeed. We could not live on legislation like that
and contribute #10,000 and the time of officials to this fund. It would simply collapse.

Mr. BELcovrr— Why would it collapse !

Mr. WaiNwriGHT —Because you are making provision here that the company
should be charged so much in case of injury to an employee. But we provide for that
ourselves already in this society. . B .

Mr. Bercourt— What proportion does the $10,000 bear to the total fund?

Mr. WarzwricHT—I will give you all those figures, but I cannot give theni correctly
from memory.

Mr. InerAM—I understand that you pay the $10,000 in and that there is a classi-
fication from “A” to “F”. The only objection I ever heard was this. In case of acci-
dent the railway company has to have their own doctors all over the land, and suppose
you did not have this society you would have to have them anyway in case of accidents?

Mr. WainwricHT—Not necessarily.  'We might have them in big centres.

Mr. Incrav—DBut you would not have them all over!

Mr. WarnwrieHT—No. At present we have them and pay them so much per
annum per capita according to the number of men. They are under call all the time.

Mr. IncraM—But if you had no Provident Society you would have them at the
head centres only !

Mr. Wainwri¢HT—That is all.

Mr. INncRam—Under the present arrangement the company pay into the fund
$10,000 and the men manage the society themselves ?

Mr. WaINwrIGHT— Yes ; they elect their officers at the annual meetings. At our
annual meeting a month ago, I presided in the absence of the general manager, and they
came from all over, and the resolutions passed were most satisfactory to the cowpany.

Mr. INnaram—The officers are elected by the men ?

Mr. WaINwRIGHT— Yes : the chief officers represent the company ex-officio, but the
rest are elected by the men.

Mr. Ix¢ram—There is no fraud in the election?

Mr. WarswricHT—None at all.  They elect the officers themselves. At last
meeting one gentleman got up and made the statement that it had been thought a few
years ago that the society would not succeed because they thought it would be run from
headquarters and by the officials of the company, and they were delighted to express
themselves that the men had everything tosay in its management.

Mr. Casey—What representation have you on the board ?

Mr. WainwricHT—All officers are a committee of management to manage the fund,
ot on account of our contribution.

Mr. Casex—You mean the officers of the benevolent fund are officers of the company %

Mr. WainwriGHT—They are ex-officio by virtue of office. They have district com-
mittees which pass on all cases and report to them.

Mr. Casey—The management of the fund is under the chief officers !

Mr. WaINwRIGHT—It is managed by the men, but these reports are sent in by
district committees to the committee of management.

12
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Mr. Casev—1I understood you to say that the chief officers were an ex-officio board
of management of the fund. This board of management i not elected, but ex-officio ?

Mr. WAINWRIGHT—It is elective because there are members from each distriet
elected. .

Mr. Casty—How many ex-officio and how many elected ?

Mr. WainwricHT—I suppose there are two-thirds ofticers of the company and one-
third elected.

Mr. PowrLL—1I suppose the officers of the company perform their services entirely
gratuitously !

Mr. WAINWRIGHT—Yes.

Mr. PowELL—Supposing some one were to decamp with the funds, whois respon-
sible !

Mr. WAINWRIGHT-—That is impossible. The money is all banked with the company.
When money is required to pay benefits or death claims a cheque is given on our
treasurer.

Mr. BeErcourt—To what extent do you come to the rescue of a man by this society

Mr. WaiNwrlGHT—The moment a man Dbecomes sick he goes to the doctor, who
gives him a certificate, declaring him unfit for work, by accident or illness, as the case
may be. The doctor attends to him and gives him medicine, and he puts himself on the
fund, where he can remain for 26 weeks.

Mr. BeLcourr—How much does he get ?

Mr. WaiswriGHT—]In ordinary cases $6.00.

Mr. IncraM—From $3.00 up. It depends upon the class you are in. T will give
the maximum and minimum at next meeting.

Myr. Casey—I want to ask this question: Is there any special allowance in cases
of accident ?

Mr. WarswricnT—No ; he is off duty, and put on the sick list.

Mr. BELcOURT—What about permanent disabilities ¢

Mr. WaiswriGHT—If pern anently disabled we can pay him off the fund. There
are many cases in which men have been so paid off.

Mr. BeLcourT—TIs there any rule, or is it left in the company’s discretion !

Mr WaINWRIGHT—]It is left to the district committee to inquire into the par
ticular case in the man's district, and the board of management follows the recom-
mendation of the district committee. I have not finished the bill. Tn regard to the
eighth clause, I think it goes without saying that we certainly would want to know who
would be the judge as to whether we employed sufficient men.

Mr. PowerLL—I.aw courts of the country are judges of that now.

Mr. WamnwricaT—1 think they are.

Mr. BeLcovrr—That clause does not mean anything.

Mr. PowrLL—If any accident should happen the company would be held liable at
law, if they had an insufficient force.

Mr. WainwricET—I think the company are responsible to the Railway Committee
of the Privy Council.

Mr. INeraM—Section 8 is already provided for in the General Railway Act.

Mr. CasEy—You will see that at the next meeting.

Mr. PowerL—It is provided for in the law independent of this clause.

Mr. Eris—If I understand Mr. Wainwright correctly, the beneficial feature of
the arrangement as regards the men would cease if there was a legal enactment along
the lines of this bill.

Mr. WainwricHT—That is my information.

Mr. Casey—Mr. Wainwright made a suggestion personally to me the other day
which I would like kim to put in to the committee, as to what would be the proper
thing to do in case this Bill passed and was applied to railways generally.

Mr. WarswricET—If such a clause as No. 7 were passed, I think the suggestion
referred to was that a company which had a provision of this kind should be exempted.

Mr. CaseY—That was the suggestion. Did you tell me that you had been con-
sulted before by the provincial governnent in connection with this matter?
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Mr. WainwriGHT—I do not know that I mentioned that. I suppose that you are
referring to the Ontario Provincial Government.

Mr. INcraAM-—Some years ago the Grand Trunk Rallway established a Provident
Insurance Society and in the Compensatlon for Injuries Act in Ontario your company
were exempted because of the fact that you had a Provident Insurance Society !

Mr. WAINWRIGHT—Yes, sir.

Mr. IngraM—In 1888 or 1889 the Ontario Government sent a list of questions as
10 whether the employees belonging to the Provident Insurance Society which gave
them damages would like the Act to apply to them, and their answer was to the effect
that t ey would like the Act to apply to them. In spite of the fact that they belonged
to the Grand Trunk Railway Provident Insurance Society ?

Mr. WAINWRIGHT-—Yes, sir.

Mr. INGRAM—And the Act has applied to your company ever since !

Mr. WAINWRIGHT— Y es. ,

Mr. In¢raM—That is what you want to bring out, Mr. Casey !

Mr. CasEy—Yes, that is what T wanted to bring o-:t.

Mr. INaraM—In respect to the height of cars, Mr. Wainwright, this provision is
simply impossible ?

Mr. WAINWRIGHT-—Yes, sir.

Mr. INgraM—In reovtrd to your furniture and hay cars ?

Mr. W\mwm(‘}l'r—mYes, Sir.

Mr. INcraAM—What are you doing with regard to air brakes and automatic couplers ?

Mr. WAINWRIGHT—At the present time we are fitting out cars at the rate of 275
t0 300 a month. There are already equipped 2,291 cars

Mr. INgraAM —What would be the result if by law you are compelled to do more
than you are doing now ?

Mr. WaINwrIGHT —You will compel us to do something that is impossible. If we
controlled the Vanderbilt bank we could not put these appliances on faster than we are
doing.

Mr. INGRAM—At present you are equipping from 15 to 20 engines per month.

Mr. WaiNnwricHT—Out of 807 engines east of the river 398 are equipped with the
‘Westinghouse air brake appliance, and our engines are being equipped at the rate of 15

0 20 a month.

Mr. IneraAM—Suppose you are furced by law to do it faster what would be the
effect

Mr. WaiNnwriGHT—We should have to stop the road.

Mr. IngraM—This bill provides in section 2 that there shall be side as well as end
ladders.

Mr. WaINWRIGHT— Y es. :

Mr. IngraAM—TIs it not your wish by applying the latest appliances to do away as
much as possible with the running on top of the cars?

Mr. WainwricHT—Yes, sir, we expect to abolish all that.

Mr. IneRAM—Suppsing you have air brakes and automatic couplers there will be
no necessity for men running over trains.

Mr. WaiNwrIGHT—No.

Mr. TnaraMm—Then it will be inzurring extra expense to put side ladders on.

Mr. WaINwrIGHT—Yes, without any reason.

Mr. IN6RAM—But the end ladd rs are useful ?

Mr. WainwricHT-—Yes, and we fit them on now in accordance with the Master
Car Builders’ Association rules.

Mr. IncRaM—Though you have the air brake you will still have the regular old-
fashioned brake 1n case of accident ?

Mr. WainwricBT—Yes, just as we have on the passenger coach. We keep the
brake there because, as the Chairman has said, while it is very exceptional, there will be
times when the men neglect the air brake and it does not work.

Mr. McGreEGorR—Ycu have those air brakes there as a supplementary precautlon?

Mr. Casey—Have you got these steps there now !
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Mr. WarnwriGHT—We put on the er.d steps. They will be useful in the yard in
shunting. We never know when the cars are going to be shunted in the yard.

Mr. INGRAN_—If you did not have the air brake then you would require your side
ladders ?

Mr. WaiNwriGHT—Yes, but having the air brake it is not necessary to have side
ladders.

Mr. IncrRAM—Supposing by law that you were compelled to put; on these arrange-
ments faster than you are doing now, what would be the result? What would you ha.ve
to do!

Mr. WainwricHT—The only thing that I can see is that we should have to stop
tratlic. _

Mr. IncraM—You would have to reduce expenses in some other way !

Mr. ELvis—He says it is impossible to do it.

Mr. PoweLL—They cannot get the machinery fast enough.

Mr. WaINwrIGHT—It seems to me that thereis no use of a discussion when you
are discussing something that is not feasible.

Mr. Casey—1I understood that you had no objection to this provision about air
brakes and couplers if a discretion were left to the Governor in Council to extend the
time. I so understood in personal conversation.

Mr. WainwricHT—I did not exactly put it that way, but T said that if we were
compelled by law to accept this legislation we should be put on the same footing as the
Americans are putting their roads. The Governor in Council, or the Railway Com-
mittee of the Privy Counecil should have the power on application to extend the time
for doing it.

Mr. CnoquErTE — I suppose you are doing everything that is required to ensure
safety on your new cars !

Mr. WainwriGHT— Yes ; if you make it apply to cars that are hereafter built the
provision would not be so objectionable.

Mr. PoweLL—In section 7, Mr. Wainwright. there is a provision for the protection
of the employees. I wish t) ask you this question: Do you consider that brakemen and
train hands have a higher rate of wage than people ordinarily employed in the country
on account of their skillcd labour or on account of skilled labour and risk combined ?

Mr. WaINwrIGHT—It is not a question of skilled labour because as a rule we find
that the newer a brakeman is the less likely he is to meet with an accident. They are
generally old men who meet with accidents,

Mr. PowgLL—Do you pay the men higher wages on account of their hazardous
emplnvment

Mr. WarnwriGHT—The wages are fixed in accordance with the wages paid by the
different lines of railway.

Mr. PoweLL—As a general thing do brakemen receive a higher rate of wages than
other labouring men on account of the hazardous character of their employment ?

Mr. WaINwRIGHT—]I presume the rate of wages was fixed because the employment
was more hazardous.

Mr. PowkLL—Do they receive a higher rate of wage than the ordinary wage of
employees, lahouring men 1 mean?

Mr. WamnwricaT—For the same work they do, but it is not a very much higher
rate. They are paid according to- trips and sometimes men will put in a gre«t many
more hours a day than the ordinary man would putin. If a train man doubles the
road, for instance, he will make 16 hours a day.

Mr. PoweLL—What do you pay sec ion nien, for instance ?

Mr. WaiNwrIGHT—Section men are paid small wages—90c., $1.00, and on some
parts of the road $1.25 a day.

Mr. PoweLL—Supposing a brakeman were working full time what would he get
on the average !

Mr. WarnwricaT—He will make from $50 to $75 a month if he has lots of work.

Mr. McGrecor—That largely depends on the number of trips ¢
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Mr. WaiNwriGHT—It depends on the amount of freight moving. Sometimes he

will get down to $35 a month.
Mr. CaseYy—On the average it does not come to a very high rate of wages a day ?

Mr. WaiNnwriGHT—Not per day.

Mr. ErLis—Risk is not considered much of an element in railway employment,
is 1t 9
Mr. WaixwriGHT—] do not think so. Put a new man on as brakeman and I
would rather insure his life than that of a man who has been running for 10 years.
Take the couplers in our yard. Before we had this fund we used to deal with an
Insurance Company and they preferred new men to old nen.

Mr. Casey—1I will ask Mr. Tait to take up the running for a few minutes.

Mr. Tait—In regard to Bill No. 3, clause 1, “equipment of cars and locomotives
with air brakes,” I desire to say: This clause is very similar to section 1 of an Act
passed in the United States Congress on March 3rd, 1893.

“ Driving wheel brakes and apparatus for operating train brakes must be used on
all engines {passenger and freight) used in interstate traffic, after January 1st, 1898.
From the same date no train niust be run unless it has sufficient cars braked by power
brakes to enable the engineer to control the speed.”

Mr. PoweLL —That does not require the whole train to be so equipped !

Mr. Tarr—No, sir, just sufficient cars. As cars of the Canadian Pacific are engaged
to some extent in the carriage of interstate traffic, but more largely in the carriage of
trathic between Canada and the United States, this United States Act necessitates the
equipment of a large proportion of this company’s freight cars with air brakes within the
next two years. In order that we may enjoy the advantage of controlling our freight
trains with air brakes in Canada, we intend equipping our freight locomotives (some of
them are now equipped) with air brakes and the state of affairs which this clause in the
Bill is intended to bring about will, it is contidently expected, be practically accomplished
without legislation within a few years. Tue Westinghouse Air Brake Company to-day
controls the situation with respect to thé air braking of railway trains, holding as it does
the only patents free from litigation for a safe and approved method of air braking
freizht if not all classes of trains, and therefore if this clause of Bill No. 3 becomes law
it will compel the railway campanies of Canada to purchase on its own terms from the
Westinghouse Company air brake equipment, for all their cars and engines. The pa-
tronage of the monopoly will be made compulsory. In 1895 there were 2,023 locomo-
tives in use in Canada of which about 1,500 were engaged in freight service and not
equipped with air brakes. The expenditure required to equip these 1,500 engines with
air brakes at say $500 per engine represents an expenditure of :750,000. In 1895
there were 57,447 freight cars of all kinds in use in Canada of which not more than
3,000 cars were equipped with air brakes and vertical plane couplers, leaving 54,447
yet to be equipped. The expenditure required for this equipment at $70 a car for air
brakes and 820 a car for couplers would amount to $4,900,230. Representing an ex-
penditure for the equipment of engines and freight cars of $5,650,000.

Mr. Casey—These figures are accurate !

Mr. Tarr— Yes, they are the result of our experience. Under this clause the rail-

way companies wou!d be compelled by the 1st of January, 1,900 to expend over 55,500,000

on this equipment. :
Mr. Casey—These figures apply to all the railways in Canada ?
Mr. Tarr—Yes, sir.  We in the first place admit that air brakes on freight cars are

desirable.
Mr. InceaM—And absolutely necessary.
Mr. Tarr—I cannot say “absolutely necessary” because we have been operating for

some time without them. I admit that vertical plane couplersare also desirable, We
are anxious to equip our cars and engines with automatic couplers as fast as our finances
will permit, but we do object to legislation which will make it compulsory that we shall
be called upon to expend, whether the money markets of the world are favourable or not,
this vast sum of money within the next two or three years. We want to do it as fast
as we can raise the money but we cannot do it unless we can get the money, and to force
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us to gb on the money markets at a time when they are unfavourable means a very seri-

ous strain upon our credit.

Mr. Casey —Would you be compelled to do this ? ’

Mr. Tair—Yes, sir, we certainly would. It could not be taken out of operating ex-
penses. It is improvement and it would be new capital, and the money that we have
expended in the past has been new capital. In 1896 we equipped 1,460 freight carsand
58 engines with air brakes, at an expenditure of $130,000. This year I have authority
from the executive committee to equip 3,000 freight cars and 100 locomotives with air
brakes, at an estimated expenditure of $250,000—250 cars a month. We built last year
400 new cars and some new engines. Last year we equipped 2,460 freight cars with
automatic couplers at an expenditure of $56,000. This year we contemplate the equip-
ment of 3,000 freight cars with automatic couplers at an estimated expenditure of
369,000. All the new cars and new engines which we havebuilt within the last three years
have been equipped with air brakes and automatic couplers and it is the intension to
continue this policy in the future. The automatic coupler adopted by the Master Car
Builders’ Convention has to conform to certain measurements, and is supposéd tc couple
and uncouple automatically. Now this clause will call upon us to equip all our cars
irrespective of their age or value. We have in service, particularly in work trains, a
large number of old flat cars and it would be a great hardship indeed to compel us to
equip these cars with automatic couplers and with air brakes. Once they have been
coupled together and put into a train they may be worked a whole season without being
uncoupled and it would be impossible to work air brakes on themn for the reason that
while unloading ballast, sand, etc., sand gets into the mechanism of the air brake, the
triple valve and prevents the operation of the brake. We therefore think that, provid-
ing the railway companies are making fair progress in the equipment of their present
stock of cars and engines and are equipping their new engines and cars with air brakes
and couplers that should be sufficient and all that we should be called upon to do. As
Mr. Wainwright has said in regard to the United States bill I have just cited providing
for the equipment with all appliances and air brakes of cars and engines, an extension
of time is being asked for, I may say that our information is that there is no doubt it
will be granted. This law provides for the equipment of cars and engines in the United
States by July 1st, 1898. 'We must equip a large proportion of our cars by that date
because they will not be allowed to enter the United States unless they are so equipped.
I think I have already dealt with the paragraph in regard to couplers. Of course we
are anxious to equip our cars with air brakes and couplers for another reason that per-
haps has not occurred to some of those who are in favour of this bill, and that is, as on
the New York Central where all the cars are equipped with air brakes, we should be
able to reduce the number of train hands required on our trains. There is no reason
why freight trains equipped with air brakes should need as many brakemen as we now
.have. On a number of heavy way trains we run three brakemen. Passingon to clause
2 of Mr. Maclean’s bill I have a memorandum here which I will read :

“The period of apprenticeship for both engine drivers and cosductors is too long.
Two, and at the most not mo: e than three, years is sufficient in the case of engine drivers,
and one, and at the wost not more than two, years in the case of conductors; but no
legislation in this matter is required. '

“It is quite apparent this portion of this bill has been framed with a view to
obtaining new and important advantages for those who are now working as engine
drivers and conductors throughout the country. Not only would it render it extremely
ditticult, if not imnpossible, for new railways to secure engine drivers and conductors
except at the higher rates paid on the older roads, but in case of strikes, this bill, if it
becaine operative, would very considerably restrict the number of men available for the
position of engine drivers and conductors, and would seriously handicap the railways in
coping with organized labour, because we would not be able under this law to employ
any man as a conductor or as an engine driver who had not served five years of appren-
ticeship, no matter how capable he might be.

“Jt is in the interest of the railway companies to employ as engine drivers and
conductors men who are not only experienced but sufficiently intelligent and capable in
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every way to fulfil the duties of such positions properly and with safety to life and
property. The mere fact that a man may have had five years’ experience as a locomotive
fireman or a similar experience as brakeman is not sufficient to qualify him for positions
of engine driver and coanductor respectively. He must in addition have a fair education,
be able to read and write, and have some knowledge of arithmetic. ~He must have good
eyesight and hearing, and he must be intelligent and by his past record have proved
himself steady, sober, honest and in every way trustworthy. Some men who have now
been workings as locomotive firemen or brakemen for many years should never be
promoted to drivers or conductors, while others are quite capable of filling such positions
with but comparatively short experience as firemen and brakemen. This matter of
promoting men to the positions of engine drivers and conductors is one which it would
seem safe to leave entirely in the hands of the railway companies, as they are most
concerned and interested in the employment of only capable and trustworthy men in
such positions,

“The Canadian Pacific require all firemen and brakemen to pass an examination
before they are permitted to assume the duties of engineer and conductor respectively,
and these examinations have been made much more szvere and thorough within the last
few years, and the tendency is in that direction.”

Mr. PoweLL—You are combatting something which is not in that section.

Mr. Tarr—I am pointing out that five years’ service is not a necessary qualification.
Some men are able to fill the position in two years.

Mr. InaraM—Would you say three years?

Mr. Tarr—I do not think it is necessary to stipulate any period at all. We are
the best judges of that. Supposing to-day that our trainmen or conductors, for instance,
who have a separate organization of their own, were to strike, what would we do? We
could only put on men as conductors who had served five years, although we might have
any number of men who are capable of filling the positions who have only served three
years.

" Mr. PoweLL—They would have you on the hip then ?

Mr. Tarr—That is the object. Are there any other questions which you would
like to ask me?

Mr. ELris—Of course a railway company is like any other person, their desire is
generally to employ the best and most competent men they can obtain ¢

Mr. Tair—Not only that. We not only make them pass a severe examination
before promoting them to positions where the safety of life and property is concerned,
but we educate them thoroughly from the earliest grades up. We furnish them with
the best literature and the very best articles in the railway papers, sending them to
educational courses entirely at our expense with a view, when an opportunity for pro-
motion comes, to promote those men who are best fitted for the positions.

Mr. Erris—Without regard to years of service!?

Mr. Tarr—In making selections of firemen and brakemen from the shops our people
are all instructed, while we lay down no standard, for circumstances alter cases, that
they must select the man who will prove fittest for promotion.

Mr. Incram—Have you any new men on your road, as gonductors, engineers or
firemen ! A man when new gets certain wages which are increased as he goes on !

Mr, Tarr—We have several. A man is junior for the first year, and then he gets
senior pay. .

Mr. INcranm—Have you ever discharged old men because they were getting high
pay and put on new men at a lower wage !

Mr., Tarr—No man is discharged except for sufficient cause. If it were other-
wise we would have the men up in arms.

Mr. Evnis—This is very important from the employees’ point of view.

Mr. Casey—Is it necessary here?

Mr. Inéran—TYes; for in Mr. Maclean’s bill in clause 2 railways are to be prevented
from employing any men as drivers or conductors who have not been firemen or brake-
men for five years. ’

Mr. Casey—1I see the connection. .
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Mr. INaraAMN—The objection has been made by some employees that the railways
discharge old men and employ new men at a lower wage, and Mr. Tait says this is not
a fact. I believe Mr. Wainwright will say the same.

Mr. WarnwriGHT—Not to my knowledge ; there is no such practice on our road.

Mr. Tarr—Every employee of the C. P. R. has a right to appeal through his superior
officers to the president if he thinks he is severely dealt with. Not ouly personally can
he appeal but our men take up cases themselves, and I have yet to know of a case where
our company has punished a man unless they find he deserved it.

Mr. IncraM—T would like to ask Mr. Wainwright a question to work in with this:
Since Mr. Hays became general manager has he not been trying to abolish what is
known as the general grievances committee !

Mr. WainwriGHT—I believe Mr. McGuigan, our general superintendent, who deals
with that, last time the men were in Montreal told them he did not want them coming
periodically. He was willing to hear them personally. They used to come once a year
and submit a string of questions, the hearing lasting two or three days. He said to
them, “I am on the line all the time and the men can come to me at any time.” He
wants to discontinue it as an organized committee.

Mr. Tarr—I want to give some more information on the point raised by Mr.
Ingram. There is not quite one per cent of our men juniors receiving the junior rate of
pay. Ther: has been a comparatively slight increase in traflic for several years, and as a
result few new men have been employed, indeed some men have been set back-—and all
are receiving senior rate of pay. 'With regard to a casualty fund we have considered it,
but we thought that in the interests of the men they would receive more benefit
without it.

Mr. PoweLL—Down in the Maritime Provinces the railways are small, and they
have not taken up this matter. I do not think there are any automatic couplers or air
brakes except ¢n the Intercolonial, and T would like to ask about the matter of cost.
Supposing the cars are not a uniform height, is there any mechanical difficulty in apply-
ing automatic couplers !

Mr. Tarr—The draw bars must be of the same height and of the same variation ?

Mr. PoweLL—Has the height of a floor to be considered !

Mr. Tair—The draw bar or coupler height is what is taken into account. The
application of vertical planes to automatic couplers was the reason of the Master Car
Builders’ Association adopting the standard height to make the couplers work right.

Mr. PoweLL—-Is that difficulty so great !

Mr. Tarr—TI say the difficulty is not in regard to the draw bar height, but the roof
height. The standard height is for draw bars and it is not difficult to change that.
The charge by one railway for raising the car of another, which is done by placing small
blocks underneath, is $1, fifty cents per end.

Mr. Casey—We will now get on to bill No. 2, and we would like to hear what
you have to say regarding it.

Mr. Tarr—1In regard to bill No. 2, clause No. 1, relating to an automatic device
in the hose coupling to prevent derangement of air brakes, I have drawn up the follow-
ing memorandum :—

“The railway companies have never felt a need for such a device sufficient to war-
rant the expenditure which would be involved in equipping our cars with it. According
to the latest design of air brake angle cock the handle when in open position, that is
brakes operative, is in line with the train pipe and therefore cannot become deranged
unless by the act of someone who desires to interfere with the working of the brakes.
If all cars are equipped with the only known device to accomplish the results described
in this clause great delay and inconvenience would be experienced in the making up and
breaking up of trains and in taking into trains or setting out of trains of cars and engines,
for on trains equipped with such a device no car can be set out until the air pressure in
the train line is reduced from 70 lbs. to the square inch to the pressure of the atmos-
phere, leaving the brakes on all cars set.”

Mr. Casey—One moment ; do you mean the device mentioned a few minutes ago !
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Mr. Tarr—The only one we know of is that invented by a man who lives at St,
Thomas. We tested it, because if such a device was to be had at reasonable expense
and could be depended upon and should operate without delay and inconvenience we
would adopt it.

Mr. Casey—That is Mr. Deyell s invention. You have found it would accomplish
the purpose required ?

Mr. Tarr—*“ It will then be necessary in order to set out a car to bleed (that is,
reduce the pressure in the air brake cylinders, auxiliary reservoirs and train line from
70 Ibs. to the square inch to the pressure of the atmosphere) on the car desired to be set
out and all the cars in the rear of it, assumning that the car is to be switched out from
the rear end. After the car has been switched out and the cars behind it coupled up
again to the forward part of the train, it will then be necessary in order to make the
brakes operative on them to again recharge the auxiliary reservoirs and train line of the
cars which before were bled. In taking a car into the centre of a train, the cars of
which are equipped with this device, it will be necessary to follow practically the same
programme.’

Mr. CaseEYy—In the case of passenger cars, they are almost invariably switched out
from the rear of the train?

Mr. Tait—Not always. Sometimes they are set out from the middle of a train,
when we have to leave off first or second class cars. While the delays to the passenger
trains resulting from the use of such a device would be very serious, yet they would be
small as compared with the delays of freight trains, which often consist of as many as
40 cars, and in connection with which, particularly local freight trains, there is frequent
switching on and off of cars. If railways are compelled to equip their cars with such a
device, it will be impossible to give the same despatch as now to either passenger or
freight trains, and it will necessitate the employment of extra men, if not on the former,
certainly on the latter, class of trains. The Westinghouse Company employ a very
intelligent staff of experts in connection with their brake matters, and they look into
every new apparatus and device for the power braking of trains, and railway companies
all over the continent rely on them almost entirely as “to braking trains and the devices
to be used. They have not approved of any such device as this. The air-brake appar-
atus is a most delicate one ; there is probably nothing so delicate as a triple valve. We
are equipping our cars with the Westinghouse system ; and, if we put something on
that does not meet with their approval, they will not be responsible for the results. We
only know, as I say, of the one device that accomplishes this object ; but it is imprac-
ticable to work it. Our experience is that no such device is needed. We have never
heard that brakes properly tested have failed to work, for they are automatic. I could
bring expert testimony here to that effect. No case has been proved of a cock in the
train pipe having been closed by a malicious person. Accidents have resulted from a
closed cock, but it was owing to the cock not having been opened. This, however,
cannot happen owing to the rigid system of testing brakes after any change whatever.
The old cock in train pipe was not safe, as the handle was exposed when the cock was
open, and it has been knocked shut by a flying missile. The new cock, called ¢ angle
cock,” cannot be knocked shut, as when open the handle is in line with and close to the
pipe, 50 as to be protected by it, and it cannot fall shut, as it works horizontally. No
safer device has yet been introduced which can be operated in a reasonable manner.
Any device used in the hose couplings is very dangerous, as it might prevent the escape
of air if the train parted, thereby preventing the automatic action of the brakes. Such
devices are in the market, but should not be considered for a moment. The air-tight
dummy coupling used on the Michigan Central tenders only would be quite impractic-
able if used throughout the train, owing to the great loss of time and waste of air in
bleeding and recharging auxiliary reservoirs in train pipe when switching cars and are
out of trim. The self-locking angle cock, such as Deyell’s, is equally as well as the
dummy couplings when switching cars, and is no better than the ordinary angle cock, as
it will not lock if not fully open. Therefore, as brakes can be tested with the cock half
open, the test would not prove that the brakes were in a condition which could not be
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changed without the knowledge of the engineer. Our system of “running brake test”
when approaching dangerous points shows any great defect.

Mr. Casey—Now, have you anything to say about box cars and ladders ?

Mr. Tarr—Outside ladders, I suppose?! 1 notice in the bill that cars are not to
exceed 60,000 lbs. in capacity. Well, we do not think from our present experience that
it would be good practice, yet in the States they are building cars of 80,000 and 100,-
000 lbs. capacity, and we may find it necessary in order to meet competition to build
cars of that capacity. It is certainly in the way of economy in the handling of freight,
and Parliament, I think, would not do anythiug in the way of restricting it.

Mr. InaraM—How do wheels last under a 60,000 1b. car?

Mr. Tarr—1T cannov say much on that point from our own experience, because we
have only been building 60,000 lb. cars for two years, and have only 250 of them. We
make our own car wheels and use local iron.

Mr. InGraM—They are giving good satisfaction

Mr. Tarr—During the last three years we have made excellent wheels. We have
been building these cars and placing 600 1. wheels under them, of Radnor iron
which is the best in the world for that purpose

Mr. INncraM—That is important, for if you are going to increase the tonnage you
must have wheels to bear it.

Mr. Casey—" want to make a general statement before Mr. Kingsmill leaves.
We did not intend to call the employers to-day, wishing to hear the employees first, but
as they did not turn up we took up the evidence of Messrs. Wainwright and Tait. We
will be glad to hear now what Mr. Tait has to say on the subject of out<ide ladders.

Mr. Tarr —T have put our views in the following memorandum :—

¢ All Canadian Pacific cars of the box car type are provided with ladders on both
ends, the ladder at one end being at the opposite side of the end from the ladder on
the other end, with the step projecting below the frame of the car on each side close
to each ladder ; also with two grab irons on each side of the car above each step and
also with another grab iron on the top of the car above each ladder to be grasped by
men climbing the ladder, and to be assistance to them in getting on to the roof ; and
with another grabiron on each end at the other side from the ladder for men to hold on
to when they have occasion to go between the cars. The accompanying plan will show
clearly the equipment of Canadian Pacific cars of the box car type with ladders, steps
and grab irons. The grab iron on the top of the car corresponds to the arched iron rail
referred to in section 2, subsection ‘B.” It is highly undesirable to place ladders on
the sides of cars, as men while using such ladders are apt to be struck when passing
through tunnels or bridges, or passing by stations, watertanks, semaphores, cars in
yards, etc., and the Canadian Pacific has, therefore, placed the ladders on the ends of
its cars, with the steps and grab irons on the sides close to the ladders.

Mr. Casev—Is there no room for the body of a man?

Mr. TaiT—Not when swinging out. A man getting on a moving train has little
control of his body. He gets on from the side and the momentum of the train swings
him around to the end, where he gets the ladder. It is much more difficult to get on
the side ladder.

Mr. Casey—What distance is there between the side of thercar and permanent
obstructions ?

Mr. Tarr—The chief ditficulty is in passing through yards, where the men princi-
pally get on cars.

Mr. Casey—DBut in tunnels?

Mr. Tair—Some are wider than others.

Mr. Casey—DBut is there no minimum ?

Mr. Tarr—I cannot give it just now. While dealing with this, T may say we are
following closely the Master Car Builders’ plan. They investigated this carefully and
got out a plan as a standard for all United States cars, and we are following that. It
is considered best in the interests of the men, which was largely their object in adopting
this plan. It must appeal to any one who examines this model that a man getting on

21



60-61 Victoria. Appendix (No. 1.) 1897

the car swings around to the end ladder, when if he tries to get op a side ladder he is
apt to lose his grip.

Mr. Casey—But if the train was going the other way ?

Mr. Tair—He would never do that. He should always get on the rear end of a
car. If there is no ladder on the one car there will be one on the next.

Mr. Casey—Suppose a train of cars all set with ladders the other way !

Mr. Tarr—Out of twenty cars it would be very rare to find no ladder on the rear
end of some of the cars.

Mr. PowgLL—Are there any considerations other than those of safety and con-
venience, such as econcmy for instance, that would lead you to adopt the end ladder in
preference to the other?

Mr. Tarr—1It is entirely a matter of safety. It would be cheaper to put them
there than on the side.

Mr. PoweLL—This is the view taken by experts in the business !

Mr. Tair—Yes; for this reason, that a man getting on there would be swung
around. Another reason is, that for a man mounting from a flat car to a box car roof
this is much better. .

Mr. Casey—1I want to call your attention to the plan I have handed you, which
shows the facilities on the end plan for getiing on to the ladders. In other words, that
end plan shows an arrangement to enable men to get from a flat car to the end of a
box car, and then around to the side ladder. The purpose is the reverse to what you
mention, that of convenience for a man jumping on the side and getting to the end;
would not both work equally well ?

Mr. Tarr—Not at all.  If compelled to put side ladders on, in the interests of a
man we would still continue to put those on the end. I saw the side idea and have
discussed 1t with our men. I do not know where the agitation comes from, as our men
are satisfied.

Mr. Casey—We have two principles in the bill :  One in regard to getting to the
top of cars and the other for getting on the roof. Subsecticn “B,” clause 2, of bill
No. 2 provides for ‘“arched iron rails extending from the top of each ladder to a
sufficient and firm support, placed at the side of the running board, angd so arranged as
to assist persons climbing on to the roof by means of such ladders.”

Mr. InGraAM—TYou see this arched rail here on the tracing, would you consider it
more dangerous than what is on at present !

Mr. Tarr—Yes; because it is apt to trip men in passing from one car to another.
They do not always run on the board and the jolting of the car isapt to throw
them off it.

Mr. InGraM—Do you find in American and Canadian cars a difference which
makes it more dangerous ?

Mr. Tarr—Yes : but there is more danger in a difference of a few inches than in
one of a foot, as the men are more apt to overlook it.

Mr. Casev—You consider the plan proposed by the employees more dangerous
than the other ! Have you consulted the men !

Mr. Tarr—Yes ; we have consulted the different orders of railway labour and can
give you letters froth them. There is one point I would like to make clear. A large part
of the cars passing over our road and over the Grand Trunk are foreign built, belonging
to United States companies. I presume it is not intended to apply the Act to these,
as it would mean that we would have to retire from handling United States cars, a very
serious matter to us.

Mr. Casey—1It is not proposed to extend the Act to them.

Mr. Tarr—There would be about two-thirds of the cars handled equipped with
these things spoken of and over one-third would not be equipped with them. The men
would therefore find a diversity to which they are not accustomed. At present they
know what they have to depend on, but if you make us follow this bill they will never
know what they have to rely on in the way of steps, ladders and grab irons, as there
will be so many American cars fitted only with the present devices.
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Mr. PoweLt—If universally adopted, would there not be some virtue in these
curved grab irons!

Mr. Tarr—No; there is no necessity for them.

Mr. CasEy—That is a question largely for the men to give their opinion on. You
say your men prefer the old plan, but I know we will have some men preferring this
plan, and perhaps you can get statements from your men who prefer your present
system.

Mr. PoweLL—Are those your master mechanic’s views?

Mr. Tarr—I have charge of the transportation and the operation of trains, and I
have no hesitation in expressing my own opinion.

Mr. PoweLL—While these might be a decided advantage where you approach from
the side would it not be an inconvenience when you wanted to get off the car !

Mr. Tarr——Yes; we think so. The arched iron would only do in case of a ladder
at the end.

Mr. INcraM—No practical man would ever ask for that iron.

Mr. Casiy—I would like to have Mr. Tait’s opinion of the compensation question.

Mr. Tarr—In regard to clause 7 that is a matter on which we shall ask to be heard
at the next meeting of the Committee. I would like Judge Clarke to speak on this
clause.

Mr. CaseEy—You might ask him to prepare a written memorandum on the subject
and put it in and then we can discuss the u atter further. Have you anything to say
on clause 8¢

Mr. Tarr—Yes, sir, I have a few remarks to make on that point. This clause is
evidently framed with the object of giving to the railway employees the extraordinary
power to insist upon the railway companies at all times employing what may by the
employees be considered a proper number of men.

Mr. Casey—It does not say so. That is not the provision of the bill at all.

Mr. PowtLL—That is left to the law to decide.

Mr. Tarr—1 presume evidence would be wanted.

Mr. CasEy-—This is the hill handed to me by the railway employees and I think it
is imperfect in the matter of saying who is to decide what number is to be employed.

Mr., Tarr—Probably evidence will be required, and the employees on a section for
instance where there are five men employed might agree that they would give evidence
that two men more were wanted on that section, thus easing the work for the five men
already employed.

Mr. Casey-—1I think this is a matter that would be left to the Government engineer
or some one of that kind.

Mr. WarnwricaT—It is emphatically a matter for the Privy Council Committee to
deal with.

Mr. Casey—1I do not think so. .

Mr. Tarr—In the case of a strike of all classes ¢f railway labour we have to go on
and operate the road. We may not have a full complement of men as required by law
that we would desire to have but we still could continue our operations on sach sections
as might be required to save life and property. This would give those on strike a
decided advantage for they would at once appeal to the law to show that the company
had not a sufficient number of men.

Mr. Casey—Is there any legislation of this kind in the United States !

Mr. WaixwricHT—I do not know of any.

Mr. Casey—Any legislation comparable to this?

Mr. Tair—The only law in the direction to the equipment of cars with special
appliances is what is known as the Coupler and Air Brake Act.

Mr. WawvwricHT— Yes, and that we are complying with.

Mr. Tsir—We do object to having a time put upon us for fixing it at 2 or 3 years.

Mr. Casey—Have you a benevolent fund amongst your men ?

Mr. Tarr—We have not, but we have practically the same thing as the Grand Trunk
in this country. Of course if they are injured through their own negligence they have
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no claim, but if injured through no fault of their own we take care of them, pay their
hospital fees and make them some allowance. We do that voluntarily and we always
take care of our injured men.

Mr. Casey—You do not make any stated contribution to their henevolent fund ?

Mr. Tair—No, sir, we do not, nor do we call upon them to make any stated contri-
bution to a benevolent fund either.

Mr. Casey—In the case of the Grand Trunk fund is the contribution compulsory
by the men? TIs it kept out of their wages, or may they contribute or not as they please !

Mr. WaiNwriGHT—It is taken from them out of their wages. You will understand
that our fund covers not only injury, but sickness as well.

Mr. Tarr—In remote districts where population is sparse and doctors would not
remain unless they were guaranteed some fixed compensation we employ doctors and pay
them a certain salary. Our men pay 50 cents a month to that fund and they get the
doctors’ services and drugs for themselves and their families except in midwifery cases.

Isit proposed, if this compensation clause is enacted, to relieve the railway companies
under the common law?

Mr. WarswricGET—In our cases we do not find that any payment that we have
made is taken into consideration in a court at a'l.

Mr. Casey—It does not relieve a company of thzir common law obligations.

The Select Committee of the House on Bill No. 2, further to secure the safety of
rallway employees and passengers, and Bill No. 3, to promote the safety of railway
employees, met on Wednesday, May 5th, 1897,

Mr. A. Hupsox called.

Mr. Casey—What is your position !

Mr. HupsoN—I am chairman of the Dominion Legislative Board of Railway
Employees.

Myr. Casey—How is that Legislative Board composed ?

Mr. HupsoN—This Legislative Board is composed of representatives of the different
railway organizations—the Brotterhood of Locomotive Engineers, the Brotherhood of
Locomotive Firemen, the Order of Railway Conductors, the Brotherhood of Railway
Trainmen, the Order of Railway Telegraphers, the Brotherhood of Railroad Trackmen.
These bills as you are aware came before the Committee or were introduced in the
House two or three years ago. Mr. Casey spoke to me in connection with them and I
gave my ideas at the time, not having any power from the Dominion Legisiative Board
which was not formed at that time. The organization of the Dominion Legislative Board
of Railway Employees was caused by a bill introduced by Sir John Thompson. Since
then the Board has been organized and all the different railway organizations beleng to
it. I am its chairman and Mr. Low its secretary. At our meeting last year when the
Dominion Legislative Board met the Gov ernment, these bills were taken up and amended.
All we ask is what we consider right*and just in the interest of the railway employees
of Canada. We do not consider that the bills of Mr. Casey and Mr. Maclean are any-
thing more than what is just and right in the interest not only of the railway employees
but of the public, and also in the interest of the railway companies if they look at it in
the right light. There is nothing that we wish to do or have said to induce the railway
companies to do what is impossible or something that has not already been done in the
United States and in other countries. For that reason we took these bills and struck
out of them what we considered obnoxious clauses—clauses that we would have liked to
have bad retained but which we did not consider altogether just to the railway com-
panies. Our committee appeared before Mr. Laurier and the members of the Govern-
ment, and, as the Premier said, we were not asking for anything but what was fair and
just and right. I will say that it is the wish of the railway employees as a whole in
Canada, and the organized railway employees, that these bills should be passed as they
stand. They do not contain anything but what they consider just and right and they
think they should be passed as they stand. 1 refer to Mr. Maclean’s, Mr. Casey’s, Mr.
Gibson’s and the Alien Labour bills. I have been requested to come here and represent
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them. I was not able to come the other day because of the illuess of iny wite, This is
what the railway employees wish and they consider it is nothing more than just.

Mr. Casey—Is bill No. 2 as it now stands exactly in the form in which it was
adopted by your organization !

Mr. Hupsox —Yes, exactly in the form in which it was adopted by the Dominion
Legislative Board of Railway Employees who were represented here from Halifax and
British Columbia.

Mr. Casey—Were there clauses in my bill of last year which vou struck out?

M:. Hunson—Yes, there were clauses which we would like to have had in but we
thought probably that the railway companies would object to them, and we did not wish
to put them to the expense of doing what we did not consider would be just or right at
this particular stage.

Mr. Casey—The bill you have put in the present shape with the ohject of com-
mending it as far as possible to the railway companies ?

Mr. HupsoN—Yes, the Canadian Pacific Railway Company seem to be doing as fast
as they can what isright. They are equipping their cars as fast as they can, and I do
not think this bill will affect them at all. The Grand Trunk Railway Company are also
doing as much as they can. The trouble is with the smaller roads. A brakeman was
killed here the other night, I think, by being blown off the train. With these arch
iron rails on top of the cars we consider that brakemen would have a protection.
‘When a man gets on top of a car now there is nothing to protect him while getting to
the centre of the car. If there is one flat car on and the train is going at any speed he
runs considerable risk, while going to put on the brakes. The first four or five cars
next the engine might be box cars, and then there might be a flat car. He has to get
down off the box car and climb over the flat car to put on the brakes, and without the
arch iron rail he has nothing to protect him.

Mr. Casey—It was urged at the last meeting of the comamittee by Mr. Wainwright
or Mr. Tait that a ladder on the end of the car instead of on the side would be more
convenient under these circumstances for a man getting off a flat car and upon a box car.

Mr. HupsoN—Not at all. They have placed these handles here. The train is
moving and the man has to step off between these cars to get on the other car. He has
to step off between the cars to get on the other car, whereas with the side ladders all he
has to do is to cateh hold of the iron and step on.

Mr. ErLis—If the train is in motion !

Mr. Hunsox—7Yes, if the train is in motion.

Mr. Casey—This plan represents the end of a car with two iron handles diagonally
-on opposite sides of the end.

Mr. HupsoN—Yes.

Mr, Casevy—What is the object of these diagonal handles ?

Mr. HupsoN—These diagonal handles are to allow a man to swing around and
catch them on the end of the car if he wants to step in between the cars. The idea of
the handle is two-fold. To assist a man getting on a flat car or something to take hold
of if he is pulling the pin when the train is in motion. If he happens to get his foot
into a frog he has something to catch hold of.

Mr. Casey—Mr. Tait explained to us that the end ladder with the handle on the
side was more convenient for the man when the train was in motion because he would
grasp the side handle and the motion of the train would swing him around the corner
of the car so that he would alight upon the end ladder.

Mr. Hupson—Does that stand to common sense? Here isa train going at 5
miles an hour; a man grabs the side handle and he is swung around between the cars.
If his hand slips he is thrown between the cars. If he catches hold of the side ladder
he is outside of the cars. If two cars come too close together, or lumber projects too
far beyond the ends of the cars a man climbing up the end ladder is crushed to pieces.
The railway law provides that there should be nothing within a certain distance at the
side of the track. The law provides that two tracks must not be too close to each other
and that all poles must be a certain distance away, and there is nothing on earth that
<an catch a man climbing up the side ladder if the law is complied with.
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Mr. Casey—Suppose a car was standing on a siding at an acute angle with the
track on which the car in question was moving ; might not the corner of that car catch
the man !

Mr. Hupson—The law provides for that. It provides that a car can only be so
far out and there must be a clear space from one track to the other.

Mr. Casey—1If it does not stand far enough to clear the law has been violated !

Mr. HupsoN—Yes.

Mr. Casey—Then Mr. Tait told us that the car with the end ladders has been
adopted by the Master Car Builders’ Association and has become universal on this
continent. :

Mr. Hupsox—That is perfectly right.

Mr. Casey— He says that this being the case a car equipped as you propose would
be particularly inconvenient for men accustomed to the other kind of car.

Mr. Hupson—The Master Car Builders’ Association is composed of railway officials
and they are protecting their interests, or what they think their interests, and not the
interests of the railway employees. We are seeking to protect ourselves and we say
we cannot be protected in any other way. We have adopted what we consider to be
right and just for the safety of railway employees. As a body of railway employees
representing all classes and men who have railroaded for 20 years, we have now laid
before you a bill we consider in the interests of and for the safety of railway employees.
I think if the views of the Master Car Builders’ Association were carried out they
would conflict with our wishes.

Mr. ELLis— You do not seem to meet the point made by them. You make it
appear that there would be some antagonism between you. This Master Car Builders’
Association’s idea is to have proper cars and they are as much interested as anybody
else in saving railways from accidents. It was urged with great force that our cars
going to the United States and and having different appliances would cause confusion.

Mvr. Casey—Or rather their cars coming here.

Mr. ErLis—Yes, the interchange of cars.

Mr. HupsoN—There are two cars in the United States with side ladders to one
with end ladders.

Mr. Casey—1I want to hear your ‘answer to the point as to the inconvenience of
interchanging cars. A point that these gentlemen made in general terms was, that
men accustomed to the end ladder would find themselves at a loss on a car which had
only the side ladder.

Mr. Hupsox—1In answer to that question I will state right here that the sane
conditions exist in the United States. Some organizations have adopted the side
ladders and cars for the reason that I have stated. Hereis a car and the train is
moving at five miles an hour, the man has to catch hold of that handle there and swing
himself around to the end of the car in order to climb up while with the side ladder he
has only to climb up. There is everything in favour of the side ladders and nothing in
favour of the end ladders.

Mr. Casey—Suppose men were accustomed to handle cars with end ladders would
they find themselves at a loss in handling cars with side ladders ?

Mr. Hupson—No, they are handling both to-day on every railway in the United
States and Canada. The C.P.R. and Grand Trunk have both classes of cars and so
has every road that 1 have seen or travelled over.

Mr. CasEy—As a railway employee do you consider that there is a real necessity
for this arched iron rail handle on the top of the car?

Mr. HupsoNn—Yes, that is one of the strongest points that the railway employees
insist upon.

. Mr. Casey—It was thought that men accustomed to use cars with that iron railing
on would be at a loss when they came to brake cars which did not have it on.

Mr. HupsoN—No, I do not think that would be the result. They would know
what roads had these irons on, and they would govern themselves accordingly, just as
they do with the different brake wheels. There is no system for that at all. They go
out to put on the brake in the dark : they feel for it : some are two or three feet high,
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and some not a foot high. This rail is our protection, and if it becomes law we are
satisfied that it will become universal.

Mr. Casey—Clause 1 of bill No. 2 provides for an automatic arrangement con-
nected with the air-brake to notify the engineer if there is anything wrong with the
brake. We were told the other day by Mr. Wainwright and Mr. Tait that if the
brakes were properly tried before the train started there was no possibility of their
going wrong afterwards.

Mr. HupsoNn—1I do not agree with them.

Mr. Casey—What have you been !

Mr. HupsoN—1 have been a locomotive engineer for 15 or 16 years. In the first
place, there are angle cocks in each pipe at the end of each car or at the back of the
tender. When the cock in the pipes is open, the handle is supposed to be straight in
line with the pipe ; when it is shut, the handle is supposed to be hanging down. T was
pulling a train with Mr. H. B. Spencer, ex-Superintendeut of the Canadian Pacitic
Railway, and now General Manager of the Hull Electric Railway Company, in the
engine. We had hold of an excursion train out of Smithls Falls. The brakes were
tried there. I came into Carleton Juncticn, and I tried my brakes. When 1 came to
the semaphore, and found that I had no brakes except on the engine, I reversed my
engine. Somebody, after these brakes had been tried, had turned that cock and cut off
my connection with the train. There are several other cases which have been brought
to the public's notice as well as to the notice of the companies, where trains have run
past stations. I can refer to one case at Buckingham. The engineer tried to stop his
train at Buckingham, and ran a mile before he could stop it. Tramps get on between
the train and the tender, and there is nothing to prevent them from turning that cock ;
and if that is done there is nothing to notify the engineer until he comes to apply his
brakes. With that safety device the cock could not be turned without the engineer’s
assistance,

Mr. CasEy—Whose device is that !

Mr. HupsoN—Tt is Mr. Deyell’s of St. Thomas. There is one being worked on the
Canada Atlantic Railway now. There is an arrangement with the valve in the coup-
ling of the hose, so that when the hose is coupled it opens the valve, and when the hose
is uncoupled the valve is closed. The uncoupling of any of this hose blows the whistle
on the engine. I think if this bill were adopted there would be several other devices
brought out. In the past the companies have refused to adopt this device, because they
hold the Westinghouse Company responsible for anything that might happen from a
failure of their brakes. The Westinghouse Company would not adopt this device :
therefore the companies refused to adopt it. They would adopt anything that the
Westinghouse Company put on.

Mr. Casey—Mr. Tait told us that if Mr. Deyell’s appliance were adopted, it would
cause great inconvenience in cutting out cars because the pressure would have to be
reduced to a certain number of pounds before a car could be uncoupled.

Mr. Hupsox—1In the operation of trains the first consideration should be safety:.
A few minutes’ time does not amount to anything if it is going to do anything which
will protect the lives of passengers and railway employees. We admit that Mr. Deyell’s
device takes a little more time than the present system. All you have to do now is to
jerk the hose apart and it is uncoupled, but in the other case the engineer has to put on
the air to unlock Mr. Deyell’s device, then lets his brakes off and the thing is uncoupled.
T will admit it takes a little more time, but safety is what we are looking for—the
safety of the public and the safety of the employees. We are not taking the time into
consideration at all.

Mr. Casey—You consider that some better device would probably come out ?

Mr. Hupson—Yes; I consider the Westinghouse Company has perhaps something
better adapted to the purpose, but they may not be prepared to put it on.

Mr. ErLis—Suppose the Westinghouse Company were not to adopt these things,
or suppose they were adopted by the railways, the Westinghouse Company would no
longer guarantee their apparatus.
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Mr. Hupsos-—When it was proposed in the United States that Congress by law
should adopt anything that the railway companies and the Westinghouse Company
very strongly opposed and made threats that they would not adopt when it became law,
they soon adopted it. The Westinghouse Company are not going to throw away a large
business simply for a small additional outlay that they will be paid for, and if this is
going to be for the safety of the employees as well as the public, why can they refuse to

ut it on?
E:}Mr. Casey —It seems to me that the argument that the Westinghouse Company
will not adopt this, and therefore that we should not compel them to adopt something
of the kind, amounts to saying that the Westinghouse Company has the control of what
shall be used.

Mr. Hupson—The first question is, “Ts it right that this law should be enacted ¥
and if it is, then the question arises whether we shall adopt this device or not.

Mr. Casey—1I want to ask you about these points in regard to the size of box
freight cars; Section 2 of bill No. 2 provides that “all box freight cars built for use
on Canadian railways shall, after the passing of this Act, be of a uniform standard
height and of a capacity not to exceed 60,000 lbs,” The railway representatives say
that they have adopted a uniform standard height for the drawbars and the height from
the ground, which they consider right : but that a uniform roof height of cars is impossible
to secure, because they have to build different cars of different heights for furniture,
refrigerator cars, and so on. They say also that a maximum of 60,000 pounds capacity
is not practicable inasmuch as they are building cars heavier than that in the States,
and that they have to build them in Canada to meet competition. I suppose you have
good reasons for asking for a uniform standard height, that is the roof height, and reasons
for asking that the capacity of cars be not more than 60,000 lbs. We would like to
hear them.,

Mr. Hupsox—Our reason for a uniform standard roof height—we do not care what
the height is, so far as that is concerned—is that when a brakeman is running over the
top of a train and comes to a car which is two feet or two and a half feet lower he has
to jump down to the other, and then when he comes to another high car he has to jump
up two feet or two and a half feet to get up to that. The cars are of mixed heights,
and we do not see any reason for having different cars for grain, furniture, or anything
else. We claim they can build furniture cars of a height which could carry anything.

Mr. ELLis-—If they have these appliances how does that affect them? Will they
not have these end ladders to get on top from a low car?

Mr. Hupsox—-He won't have the ladder if he is going over the running board.
When he is walking along the running board and finds one car three feet lower and
another three feet higher there is no ladder, and at night time he cannot see where the
ladder is.

Mr. Casey—Your point is that a uniform running board is essential to safety?

Mr. ELLis—You don't catch on. I see the difficulty in getting down but not get-
ving up; for if you can get up from the ground by the end ladder you can use it for
getting from a low car to a high one.

Mr. HupsoN—When a man is going along the roof of a car and has got to step up
to the other running board, nothing at either sides or ends will help him. A uniform
height would make 1t safer for the brakemen.

Mr. Casey —What are your reasons for limiting the capacity of cars to 60,000 lbs. ?

Mr. Hupsos—The roadbeds are not fit for heavier cars at the present time. There
is no roadbed in Canada to-day fit for more than a 60,000 lb. car.

Mr. Casey—How much does an engine weigh !

Mr. Hupson—Considerably more, but it has bigger wheels and is not so apt to
spread the track. In days gone by you did not hear so much about spread rails. Heavy
cars with small wheels would cramp on curves or the flanges striking against the rails
would cause them to spread. An engine with six-foot wheels has a larger bearing on
the rail.

Mr. CasEy— You think a uniform roof height is to be got by making all cars as
high as the highest needed? Would not that be an unnecessary height for grain cars?
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Mr. Hunsox—There is the point. There are not many furniture cars and in days
gone by the railways carried it in common cars. Now they build them this size to carry
more ; but you don’t get your furniture carried any cheaper inone than in two cars.

Mr. Casey—But keep to vhe point. You say a uniform height is to be obtained
by making all cars as high as the highest needed. ‘Would not that be too high for
ordinary use ?

Mr. HupsoN—Yes.

Mr. Casey—Then the only thing is to keep them down to the size of refrigerator
cars?

Mr. Hupson—Yes ; the Canadian Pacific Railway’s refrigerator cars are good
average size.

Mr. Casey—How would that work with Awerican roads !

Mr. HupsoN—They have none that I have seen any larger than the Canadian
Pacific refrigerator cars,

Mr. Casey—Then the Canadian Pacific refrigerator cars are about as large as the
American cars?

Mr. HupsoN—About the same size as refrigerator box cars, such as Armour's.

Mr. Casevy—That is all on that point : unless any other member of the Committee
wishes to ask anything. I want to ask you particularly about the matter of attachments.
In regard to air brakes and automatic couplers, my recollection is that Messrs. Tait and
Wainwright agreed to the necessity of applying these, but said they were putting
them on as fast as they could. I do not know whether there is anything in that requir-
ing an answer from Mr. Hudson. Just make a general statement regarding air brakes
and automatic couplers.

Mr. Hupsox—With regard to the Canadian Pacific Railway, they are doing what
is right and will come within the law, and the Grand Trunk under the new management
are doing the same ; but the small roads are not doing anything, and we claim that the
law should be enacted, compelling every road within a certain time to have their cars
equipped with these appliances, as in the United States. You will have seen that
Congress extended the time, which wasup in 1895, for two years. Let the Government
make a time and if the work is not done then we won't kick about an extension: but
make all the roads do it. The Canadian Pacific is doing it because they have to comply
with the Un'ted States laws.

Mr. Casey—Would you be willing to accept clause 3 requiring the use of air brakes
and couplers within two years with the understanding that the time be extended from
time to time by Order in Council !

Mr. Hupsoxn—Extended for how long?

Mr. Casey—For another two years.

Mr. Hupson—Yes ; the employees were very clear on that. They said they would
not object to that. They wanted this made law so that they could insist upon the small
roads adopting these appliances.

Mr. Casey— T may tell you that is the proposal which Mr. Wainwright is willing
to accept on behalf of the Girand Trunk Railway.

Mr. Hupdon—The Canadian Pacific and the Grand Trunk are not the particular
roads we are fighting, but the small roads.

Mr. Ecnis—I would like to eall attention to this fact : In New Brunswick a pro-
test has been filed by several very small roads attached to the Intercolonial Railway, or
maybe to the Canadian Pacific Railway, but chiefly to the Intercolonial, and really they
are in such poor condition and are more convenience than anything else—such as the
Kent Northern, the Hillsboro’ Road and other roads—that I think they ought to be
exempted altogether. Nobody is ever killed there, they go so slow.

Mr. HupsoN—1It can be done by Order in Council, when the road is poor or has
very small traffic.

Mr. Casey-—Are you willing to agree to have such roads exempted by Order in
Council ?

Mr. HupsoN—So far as the smaller roads are concerned, but there are roads like
the Gatineau Valley Railway, the Kingston and Pembroke Railway, the Ottawa,
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Arnprior and Parry Sound Railway, and the Quebec and Lake St. John Railway. We
would not be willing to have them exempted where they should know they are able to
provide the appliances the same as others. But on roads like those mentioned where
there is only one train a day, and perhaps they have only about a dozen cars, we would
exempt them.

Mr. ELLis—And the cars are difficult to attach the appliances to.

Mr. HupsoN-—And many of those mentioned use Intercolonial cars.

Mr. Lewis—The Hillsboro Company use their own cars.

Mr. Hupson—That could be overcome. We don’t want to be arbitrary, but we
want the roads that are able to do it, forced to do it.

Mr. Casey—I want to bring you on to the compensation question. This clause of
bill No. 2 is in the shape in which it was put by your committee !

Mr. HupsoNn—1It is.

Mr. Casey—The general principle is that a man who is injured while doing his
duty, not being his own fault, is entitled to a fixed compensation for himself or his
heirs in case of injury or death. Now, have you reasons to advance why that principle
should be enforced as a principle, without regard to the amount ?

Mr. HupsoN—As you are all well aware, ours is a very hazardous position, and
where accidents happen we have a good deal of trouble in getting anything for the heirs
of deceased, and we think that, following up the practice in the States, there should be
a law.

Mr. Casev—Just on that point, can you tell me where there is such a law in the
States ?

Mr. HupsoN—In Ohio and Minnesota, and in several of the States there are laws
both for passengers and ewployees, that they get a certain amount when killed or hurt.
Tt is allowed by the state, as this bill provides, besides what may be allowed to them by
a court and jury afterwards. The general principle is just and right in every respect,
so far as the indemnity is concerned and compensation while injured. If a man is in-
jured through his own neglect we provide that he gets nothing, but where there is neg-
lect on the part of the company, or through its not doing woérk required on cars or en-
gines, and the man takes an extra risk and is hurt or killed, we consider there should
be extra compensation.

Mr. Casey—Supposing it is what is called a pure accident, where nobody can say
how it arises, where it is caused through no carelessness, a man must receive a fixed
compensation. Is that your opinion !

Mr. HupsoN—There are different ways of answering that. It is very seldom an
. accident occurs but someone is to blame, either the company or an employee.

Mr. CaseEy—But suppose something breaks

Mr. Hupson—It would be purely an accident. We don’t consider this clause
comes in at all. Tt is for cases of neglect that we want the law. The latter part of the
clause takes away the difficulty.

Myr. Casey—That is subsection 6 of clause 7? It enacts ¢ The foregoing provisions
as to compensation shall be void in the case of any employee whose injury, disablement
or death is caused by his own negligence,—the burden of proof of such negliggnce being
upon the railway company ; but if such injury, disablement or death occurs in the hand-
ling or use of trains, locomotives, cars or appliances which are out of repair, or insuffici-
ent, or not in accordance with the provisions of this Act, or if the provisions of section
8 of this Act have not been complied with, the railway company shall not be allowed tc
plead contributory negligence on the part of the employee so injured, disabled or killed.’

Mr. Hupson—That latter part covers it. I was going to show you a case—I find
no fault with the railway company at all

Mr. Casey—Hold on a minute. I want to get at the intention of your friends in
framing this bill. You don’t wish to claim damages where apparently there is no one
to blame.

Mr. Hupson—We do not. There was a run off at Hull sometime ago, during the
Session, and some of you gentlemen may have heard of it, when an engineer and fire
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man were killed. Actually no one was proved to blame for it, or for the switch which
was left open. The engineer to save the passengers stayed on his engine and when it
turned over he and his fireman were scalded to death. We took the case up and suc-
ceeded in getting 2,700 for the engineer’s wife and $1,000 for the mother of the fireman,
but it was simply a settlement between the Brotherhood of Locomotive Engineers and
the company. But still the switch was left open and that man, doing his duty, saved
his train and passengers’ lives but lost his own life.

Mr. Casey—In that case you consider there should be compensation ?

Mr. HopsoN—~We consider that the wife of the engineer and the mother of the
fireman should be entitled to so much without begging or praying for it. There are
several other cases I could mention ; but this is just one.

Mr. Casey—Suppose that through a failing of the rolling stock, suppose that a
wheel breaks or a rail gives way going around a curve, or some circumstances arise quite
beyond the control of employees, don’t you consider that a fixed compensation should
be given to the man who 1s doing his duty and killed in that?

Mr. Hupsox—Where the company would not te to blame?

Mr. Casey—1I ask, whether the company is to blame or not? NSupposing the case
of a man doing his duty correctly, according to the rules of his position, and that some
of the company’s property which he is using breaks down and involves him in injury.
Don’t you consider he has a right to compensation ?

Mr. Hupsox—TI do; because these things won’t happen without something being
wrong.

Mr. Casevy—Then T understand it is the intention of those promoting this biil
that companies shall be supposed to have all plant and roadbed which may cause
accident in perfect order?

Mr. HupsoNn—Yes ; we consider it to be in the interests of the public.

Mr. Casev—I want to ask you about the difficulty of getting irsurance.

Mr. Hupsox—Well, T may tell you that to get $2,000 for death or permanent
disability, or $10 a week for injury an engineer has to pay an Accident Insurance Com-
pany $32 a year, and a brakeman has to pay up before he can get his $500 or $5 a
week 832 a year. They are classed in different hazardous positions. Firemen are on
the saine lines as engineers. Brakemen cannot get life insurance at all, as the straight
life companies won't insure them. They will insure engineers, but at high rates.
Accident Companies, such as the Hartford, will take hbrakemen but the old line com-
panies won't.

Mr. Casgy—Have the organizations mutual insurance !

Mr. HensoN—Yes. The $4,500 which I had on my life when I lost my hand
cost me about 340 a year, but they would pay the full amount for the loss of a hand,
an eye or a foot.

Mr. Casey—Isthat considered a permanent disability ?

Mr. Hupsox—Yes. Of course it costs us more. When I lost my hand three
engineers between here and Brockville lost their hands and every man got his insurance.

Mr. Casey—Just now, would you mind telling the Committee how your hand
was lost ?

Mr. Hupsox—I had a new pair of wheels put in at Ottawa, like last night, and
went down to Montreal on a passenger train and very soon a brass ran hot. 1 was a
long time in getting in, and in Montreal I had new brasses put in. Coming back they
ran hot again. I had several passengers on board for the Toronto connection and 20
miles from Montreal I got down, oiling them at every stop. My fireman, in order to
save a couple of minutes, started the engine when the conductor gave the signal, and I
walked along beside the engine oiling the brasses till T had to swing myself on board.
1 did this at every stop till we got to Buckingham. At Buckingham I was doing the
same ; but he started the engine a little quicker than usual, and while I was pouring
oil in, T tripped over the end of a tie. I dropped through the driving wheels and when
I saw they were going to go over my body, I freed myself and the engine went over
my hand. That is a case where I never got anything. I never asked anything, and
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they never offered me anything since. I considered I was to blame myself, and that I
was taking risks.

Mr. Casey—Do you consider that sending out engines with imperfect fittings?

Mr. HupsoN—No; I was to blame. 1 had a right to detain the train and report
the cause; but I was trying to get my train in on time. There is a lot of red tape
about these things, and a lot of letters written about being late, and I wanted to avoid
that by being in on time.

Mr. Casey—1It seems the Grand Trunk have an Insurance and Provident Society,
to which Mr. Wainwright says they pay $10,000 a year. He claims that this Insurance
and Provident Society and the payment by the company to it should exempt that
company from the operation of clause 7 which we are discussing. Do you know any-
thing about what the Grand Trunk men think of it ?

Mr. Hupsox—Grand Trunk men are opposed tn foto to the system. There is no
satisfaction about it. They pay in while on the road, and when they go off it is done.
It is a source of annoyance. Indeed, while Sir William Van Horne was talking about
an insurance society on the Canadian Pacific Railway, I pointed out to him that the
Grand Trunk men were opposed to it. We talked for over an hour, and he came to the
conclusion that I was right, and would have nothing to do with it. By this petition
you will see the Grand Trunk men are very much opposed to that system.

Mr. ELLis—At our last meeting we had Mr. Wainwright before us, and this is
what he said about the society we are discussing: “ In regard to this I will say that it
will very seriously hurt us, for the reason that we have at present a Provident Insurance
Society, to which the Grand Trunk Company as a company contributes $10,000 per
annum. That society numbers about 15,000 men. They are provided with doctors all
over the country in sickness, and have an insurance fund in case of death. We took
some years to make it popular, and to-day I can say, speaking with authority as vice-
chairman, that it is popular, and gives to our men what neither legislation nor anything
else could give. Tt does not deprive them, if they have a case, of going to the courts,
and we are sued occasionally by our men. They have a sick benetit of six months, and
on death the heirs are entitled to a certain sum. If this bill passed we should have to
give up the society.”

Mr. Hupsox- —That is just what the men want. Here is where the dissatisfaction
comes in. Suppose I am an engineer, and am off for six weeks. They send me a check
for three or four weeks” benefit. I have to keep my mouth shut, for if T do any kicking
I suffer.

Mr. Casey—This company is under the control of officials entirely !

Mr. Hupson—And they pay what they think fit to pay.

Mr. ErLis—But Mr. Wainwright told us that they have committees in each district,
and the compensation is fixed by them.

Mpr. Casey—I shall read from the Constitution and By-laws, beginning at section 31:

¢(13.) The Committee of Management shall consist of four members nominated
from time to time by the Board of Directors of the Grand Trunk Railway Company,
and of the following officers for the time being of the company, viz.: The General Super-
intendent, Chief Engineer, Superintendent of Motive Power, Superintendent Car
Department, Superintendent of Hamilton Foundry, Treasurer of the Grand Trunk
Railway, General Freight Agent, General Auditor, General Passenger and Ticket Agent,
and General Purchasing Agent, and of two members to be nominated by each Local
Executive Committee.” That provides for four members appointed by the company and
two members appointed by each Local Executive Committee. Then it goes on :

“(14.) To each district there shall be appointed a medical officer, and the company’s
chief medical officer at Montreal shall be entrusted with the duty of generally superin-
tending the medical affairs and staff of the association.”

Mr. HupsoN—There is nothing there that tells you what it is.

Mr. Casey—* (25.) The company’s system shall be divided into sections, the number
and extent of which shall be determined by the Committee of Management. .

“(26.) There shall be a Local Executive Committee in each section, the members in
the section electing seven members in the committee, to be elected by ballot fourteen (14)

days prior to the annual general meeting.”
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the board.

Mr. Casey— Yes, it has.

Mr. Hupsox—1I tell you it has not.

Mr. Casev—I am reading fromn the constitution. Tt states that two members
nominated by each Local Executive Committee shall be members of the Board of Man-
agement. Under the heading of ¢ Executive Committees,” it is provided that the com-
pany’s system shall be divided into sections, and in each section there shall be a Local
Executive Committee, the members in the section electing the members of the Executive
Committee. Each Local Executive Committee shall appoint two members to the Board
of Management.

Mr. HupsoN—No.

Mr. Casey-—Well, that is the statement in their constitution.

Mr. Hupsox—If you understood the meaning of “ Railway Local Executive Com-
mittees,” you would understand why I dissent. I will tell you what these committees
mean. Each organization has a committee. The engineers have an Executive Com-
mittee for the system which

Mr. Casey— We cannot have vou read your mind into this constitution and by-
laws. The thing is made clear—two members to be elected by each Executive Com-
mittee. The constitution says that the Executive Committee shall be elected by all the
members of this society in each section of the company’s system.

Mr. Hupsox—If you wish to take that meaning out of it there is no use of my
explaining it.

Mr. Casey—The meaning is clear there. 1 will ask you if the plan is a good one!

Mr. Hupson—That is not the plan in the first place.

Mr. Casev—That is the plan laid down.

Mr. HupsoN—No, it is not. I had something to do with the working of it.

Mr. Casey—I cannot allow Mr. Hudson to make his statement in that way. We
have before us, which I have not seen before, the constitution and by-laws of this Tnsur-
ance and Provident Society of the Grand Trunk Railway system, stating how it is com-
posed. We have to take this constitution and by-laws as the constitution and by-
laws of the society. As to the meaning of the constitution and by-laws Mr. Hudson
is not the judge. As to whether the system works well and as to whether the men are
contented with it, I will ask his opinion.

Mr. Hupson—The men are not satisfied with it and there has been dissatisfaction
from the beginning among them.

Mr. Evvis—There was a statement made that the men were fairly satisfied with it
and that one of the men got ap at the annual meeting and so stated.

Mr. HupsoN—There is only one way to satisfy yourselves as to whether this is cor-
rect or not. The company say they pay in $10,000. Have they shown you what they
pay out !

Mr. CasEy—Yes, here is an abstract they have submitted of the receipts and ex-
penditure asifurnished to the members of the society themselves. T got this, just this
morning from Mr. Wainwright and I have not had time to look over it. 1 will
read what they are said to have paid out :

1896. 1895.
Sick Benefit Fund. .. ... ................ 287,864 £80,763
Life Insurance Fund........ ............ 69,943 75,940
Temporary Employees Accident Insurance.. 2,594 11,672

‘The receipts are made up of the company’s contmbutlon and monthly fees. They
are as follows:

1896. 1895.
Monthly Fees......................... $60,822 $61,715
Annual Fees of Retired Members. ... .,.... 553 496
Grand Trunk Ry. Co’s. Annual Allowance. 12,500 12,500
Interest on Monthly Balances. RN 158 395
Balance............ i e 13,829 1,914
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Mr. Hupsox—Do the men get back there what they put in? What the company
put in is proportionately trifling.

Mr. Casey—About one-sixteenth of the total receipts appear to have come from
‘the company.

Mr. EcLis—Mr. Ingram put this question to Mr. Wainwright: “The officers are
-elected by the men !

Mr. WarnwriGET—Yes ; the chief officers represent the company ex officio, but
the rest are elected by the men.

“Mr. INeraM—There is no fraud in the election?

¢“Mr. WainwricET—None at all, they elect the officers themselves. At last meet-
ing one gentleman got up and made the statement, that it had been thought a few
years ago, that the society would not succeed because they thought it would be run
from headquarters and by the officials of the company, and they were delighted to express
themselves that the men had everything tosay in its management.” This ¢f course is
Mr. Wainwright’s statement.

Mr. HupsoN—1I do not think this is an argument that would affect the question.

Mr. Casey—1I will give you the contributions of the men and the company from
1st January, 1885, when the society was organized, to 31st December, 1896. The mem-
bers contributed in that time $1,512,593 and the company contributed $150,868.

Mr. HupsoN—Quite different ; and so far as the men attending the meeting are
concerned, if you ask Mr. Wainwright for the names and occupations of the men who
attended the last annual meeting you will be surprised at the smallness of the number
of employees who were there. I do not wish to state how many there were.

Mr. Casey—That is what we want to ask you.

Mr. Hupson—1I cannot give it to you exactly, but I can get it for you.

Mr. Casey—Mr. Wainwright proposss that, in case this bill should pass, railways
like the Grand Trunk which contribute to a fund of this kind should be exempted from
its provisions. Do you counsider that such a contribution as the Grand Trunk make in
this case ought to put them outside the limits of this bill ?

Mr. Hupson—No, sir; the men are willing that this whole thing should be dropped.

Mr. Casey—You are aware of the feeling of the Grand Trunk men ?

Mr. HupsoN—Yes.

Mr. Casey—Now, in regard to the amount of the compensation payable, I find it
is put here at 60 per cent of the current rate of wages during tke time a man is laid
off, and $3,000 for death or permanent disability. Would you discuss these amounts?

Mr. Hupsox—We fixed that amount for disability ; we put it at what a man
would earn. An engineer earns so much, and a brakeman so much, and in case of
injury he would have 60 per cent of what a man similarly employed would get. In case
of death, we consider a brakeman'’s life just as valuable as that of an engineer, and we
fix the amount at $3,000. This, we consider, is as little as can be asked.

Mr. Casey—How does that compare with the bepefits of the insurance companies ¢

Mr. Hupson—It is about on a line with the different organizations. We have no
sick benefit, but we take accident assurance in the different companies to cover sick
benefit.

Mr. Casey—What do you get in these?

Mr. Hupson—If we take £1,000, we have $5 a week ; if we take $2,000, we have
$10 a week. »

Mr. Casey—Clause 8 of the bill provides that every company shall have a sufficient
number of operators, trainmen, section men, etc., to safely carry on its business. Mr.
Wainwright and Mr. Tait say that this clause would simply put them in the hands of
strikers ; that in the case of a strike, or anything of that kind, they might be able to
run their trains ; they would not ke able to keep up their full number of men, but they
would be able to run the road. Under these circumstances they would be running it
illegally, and subjecting themselves to the penalties of the law. Isthat the intention of
the clause ? )

Mr. Hvpson—No ; it is not the intention of the clause at all. The intention of
the clause is to provide that there shall be a proper number of section men—not two
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section men to every 20 or 25 miles of road, as they have had it in the North-west this
last winter and previous winters. The roads are undermanned from the 1st of
October or November to the 1st of May. The *“Rule Book ” provides that a man
has to go out a certain distance with the flag while the section men are engaged in
changing a rail ; and if that rule is carried out, and the men were out with the tlag,
there would be no one to do the work. So far as the operators are concerned, we
consider that there should be more of them on the line, and that instead of boys they
should be men. There are too many boys employed as operators at night. They put a
boy 15 or 16 years of age on operating at night. You all know what boys are for
sleeping. It is impossible for a young man growing to keep awake at night-time. They
are employed simply because they can be got cheaply. The companies will not allow a
man to be a condnctor or an engineer until he is 21 years of age. Why should they
allow him to be an operator ? We consider that the same law should apply to an operator
as to an engineer or a conductor. All we ask is to have sufficient operators for the road
to be run without undue risk. The clause was not intended to help the strikers. We
simply wish to have a sufficient number of men to carry on the road successfully.

Mr. Casey—Can you mention any accidents that you have known to oceur through
the undermanning of the roads?

Mr. HupsoN—Yes, I could give a number of them ; but I did not come here for
that purpose. I do not wish to say anything of that kind to influence this committee.

Mr. Casey—We expect you to give us all the information you can.

Mr. HupsoN—1I will hand you something in writing. I want to be exact.

Mr. Casey—The plan produced by the railway employees shows the end of a car
with two iron handles about two feet long and about two feet from the bottom of the
car in a diagonal position, almost horizontal. A brakeman going between the cars for
the purpose of coupling while the train was in motion would support himself with these
handles while operating the pin or the coupler, and would not fall if he tripped over a tie ?

Mr. HupsoN-—Yes, that is right.

Mr. CaseEy—A man cliubing from a flat car on to a box car with the proposed
attachments would catch the handle above referred to with his left hand, throw his
right foot and arm on to the side ladder and so climb up to the roof. If he fell he would
fall clear of the track, whereas with the end ladder if he fell he would fall between the
cars.

Mr. HupsoN—Yes.

The Select Comnmittee on Bill No. 2, further to secure the safety of railway em-
ployees and passengers, and Bill No. 3, to promote the safety of railway employees, met
on Tuesday, May 11, 1897.

Mr. Fred Harris, superintendent of the New Brunswick and Prince Edward Island
Railway, was called.

Mr. EcLis—What is the length of your road?

Mr. Harris—TI¢t is thirty-six miles long.

Mr. ErLis—Is it operated as an independent road ?

Mr. HARRIS—As an independent road, as a company road.

Mr. PoweLL—Would your road be fairly representative of the branch railways in
New Brunswick and the Maritime Provinces?

Mr. Harris—Yes, of that class of railways. There are heavy traffic roads like coal
roads that would not compare with ours.

Mr. PoweLL—Outside of the coal roads it would be fairly representative !

Mr. Harris—Yes, fairly representative.

Mr. PoweLL—Of what are known popularly there as branch railways ?

Mr. Harris—Yes.

Mr. PoweLL—Both as respects length and traflic ?

Mr. Harris—Yes.

Mr. PoweLL—And I suppose yours is more paying than the others !
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Mr. Harris—It is generally recognized as a little better paying road than the rest
of them.

Mr. PoweLL—Have you seen these bills ?

Mr. Harris—7Yes, I saw a copy of them.

Myr. PoweELL—Just state any points in favour or against the provisions of the bills.
Take first bill No. 2, section 1, providing that cars fitted with air brakes shall be pro-
vided with an automatic device so arranged that after the cars are coupled the connec-
tion between the brakes and the air pump on the locomotive cannot be broken or the
couplings deranged accidentally or otherwise without the knowledge of the engineer.
‘What about that section ? '

Mr. Harris—As far as that is concerned I know of no fairly reliable action in
the shape of an automatic coupler at present. This thing is being looked after, but no
satisfactory device has yet been produced that I know of.

Mr. Erris—Mr. Hudson, who gave evidence the other day, expressed his belief that
if there were such a law passed something would be developed.

Mr. Casey—Mr. Tait of the C. P. R. stated that there was a thoroughly effective
device but the objection to it was its inconvenience in coupling and uncoupling cars.

Mr. InacraM—His objection was that it took too long to recharge.

Mr. Casey—His only objection was loss of time.

Mr. PoweLL—You have heard of such devices !

Mr. Harris—Yes.

Mr. PowerLL—But none that it would be desirable to adopt ?

Mr. Harris—None yet.

Mr. PowkrLL— What is your objection to it?

Mr. Harris—The loss of time.

Mr. Casey—I do not suppose that you have paid any attention to this on a small
road ; so that really your opinion has not as much weight as if you had given attention
to it.

Mr. Hagrris—No. I was employed on the I. C. R. before I went to this road.

) Mr. PoweLL—Clause 2 of bill No. 2 provides that freight cars shall be of a uniform
standard height and of a capacity not to exceed 60,000 Ibs. 'What about this?

Mr. Harris—I do not see any special necessity of prescribing a standard of height
and capacity for a small road like ours. We have on our road different heights, sizes
and capacities of cars. We haul quite a number of American, Grand Trunk, C. P. R.,
I. C. R. and branch road cars, and these vary very much in height and capacity.

Mr. Casey—Speak of your own cars. Ave they of standard height and capacity ¢

Mr. Harris—They are not at the present time standards.

Mr. Casey—Are they uniform?

Mr. Harris— We only have a small number of cars—two box cars and 33 flat cars.

Mr, Casev—=So that this bill would not apply to your road to any great extent.

Mr. Harris—No, sir. The cars that go down our road are cars from the Inter-
colonial.

Mr. IncraM—What do you mean by standard——from the coupler down to the
rails, or from the top of the car?

Mr. Harris—1 mean the standard adopted by the Master Car Builders’ Asso-
ciation. We only use our cars for local freight, and the other cars we haul are trans-
ferred from the 1. C. R.

Mr. PowgLL—Supposing the other cars were uniform there would not be much
difficulty in having yours made uniform with them ?

Mr. Harris—Not at all.

Mr. PoweLL—The provision that cars shall not exceed 60,000 lbs. in capacity
would 1.0t affect the branch lines, because you have no large cars.

Mpr, Hagris—No, our cars are not of that capacity.

Mr. PowerLL—So far as the first principle of this clause is concerned there is
nothing that would operate against you. )

Mr. Harris—No.
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Mr. PoweLL—Subsection a of clause 2 provides that there shall be outside ladders
on opposite sides of the end of each car. What about that? You run a great many
box cars over your line. You have been a railway man for a long time?

Mr. Harris—Yes, I have been railroading for 26 years.

Mr. Casexy—This plan has been proposed by the railway men. These things on the
end are grips to enable a man getting off' a flat car on to a box car to grab hold of.

Mr. Harris—I would con~ider the outside ladder objectionable if there was not
some provision like this to swing around to. The end ladder is better for a man getting
off a flat car on to a box car opposite. In getting off the ground on to a train with this
present device as shown in this plan the side ladder would be preferable.

Mr. CasEy-——Dou you consider the device shown on the end which I pointed out,
the iron handle, would make the side ladder a convenient arrangement for a man climb-
ing on a box car from a flat car ¢

Mr. Harris—Not so convenient as the end ladder, but still it would be better than
having the side ladder alone.

Mr. PowELL—It would ve a little assistance.

Mr. Harris—Yes, a little assistance. One objection would be this :—sticks are
sometimes hanging out of a car loaded with wood, bark and that sort of thing and there
is not always an exact clearance from the siding that there should be. A man climb-
ing up the side ladder would be apt to get pushed off very easily.

Mr. Casey—You say that sometime there is hardly room for a man to climb the
outside ladder without being struck by projections from another passing car.

Mr. Harris—Yes, from a car on the siding.

Mr. CasEy—Would that not be owing to carelessness? TIs there not a limit
prescribed ?

Mr. Harris—Yes, there is a limit but it is not always kept within by any means.

Mr. ('asEy—A certain number of feet?

Mr. Harris—1It is just described as a proper clearance.

Mr. Casey—Would you not have a proper clearance?

Mr. Harris—An engineer would run by a siding if a car was standing a foot clear.

Mr. Casey—If the car on the siding was a foot clear?!

Mr. Harris—Yes. I have frequently been riding on railroads and have seen
cars standing so close to the train that if I had put my head out of the window it would
have touched the car on the siding.

Mr. PowELL—And then also on these branch lines, Mr. Harris, there is a great deal
of lumber carried, is there not?

Mr. Harris —Yes.

Mr. PoweLL—How about the piling of that along the side of the track ?

Mr. Harris—That can be regulated by the Company not allowing them to pile it
too close to the track.

Mr. PowerLr— Do they obey your orders with respect to that?

Mr. Harkis—XNo, they do not.

Mr. PoweLL—How is it as a matter of practice?

Mr. Harris —They don’t keep within the rules by a long distance.

Mr. PowrLL—I should not think they would be responsible if other people volun-
tarily otfended against the rules. The railway companies would not be responsible.

Mr. Casey —You want to tell us particularly any special objections why your roads,
as distinguished from the larger roads, should not carry out these enactments.

Mr. Harris—1I came in as a spectator with Mr. Powell, and it might be better if
the committee were to put questions to me, on any points they like.

Mr. IncraM—You were just now speaking of obstructions at the side of the track.
Does your company use order boards?

Mr. Harris—No ; we operate by telegraph.

Mr. Casey—What is the connection ?

Mr. IxcRAM—A conductor coming from the train to get orders, gets oft at the
station. (etting on, he gives the signal to the engineer to go ahead, and when climbing
up is likely to strike his head against the order board.
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Mr. PowerL—That would be no objection here.

Mr. Ecnis—Is that a thing you ought to have?

Mr. Harrrs—-Tt is not a thing we consider necessary.

Mr. PoweLL—I want your opinion as a railway isan, so far as regards danger,
which would be the best protection in view of danger, the end or the side ladder ¢

Mr. Harris—I think, as a whole, I would prefer the ladder put on the end of the
cars.

Mr. PoweLL—Do you think that would be safer?

Mr. Harris—Yes.

Mr. Casey—How do you account for the fact that the railway men, through their
organizations, have unanimously decided to ask for the ladder on the side instead of the
end !

Mr. Harris—1 suppose that is on account of men who are shunting, and whose
train starts, liking to get up by the side.

Mr. Casey—Would not the men who had to do the work be the best judges !

Mr. Harris—1It is generally the way in all practical work.

Mr. INcgrRaAM—Do you notice the iron rail on that plan (pointing to the working-
men’s plan) from the end of the car to the running board to aid men getting on top !

Mr. Harris—It is not an important necessity on our road.

Mr. IN6raM—Would it be on the Intercolonial Railway ?

Mr. Harris—Yes; a good deal.

Mr. INGRaM——Do you think that a man when running on the top would be in
danger of tripping over this device, mentioned in bill No. 2, from the side ladder to the
running board !

Mr. Harris—I suppose men would confine themselves to the running board and
avoid this handle altogether. That is to say, I don’t think that men are in the habit
of running along the side of the car off the running board.

Mr. IncranM—You never had any practical experience in that line yourself?

Mr. Harris—No.

Mr. PoweLL—When the trains are in wotion, brakemen have to pass from car to
car. Which is safer for passing from a flat car to a box car, this ladder on the side or
the one on the end ?

Mr. Harris—In the case of box cars the men just cross the gap between the cars,
but in the other-—that is on a mixed train—I would consider the end one safer.

Mr. Casey—I understand you to consider the side iadder has good points in the
matter of mounting from the ground ?

Mr. Harris—Yes.

Mr. Casey-—But that the other might be better in cases of mixed trains, where
there are box and flat cars?

Mr. Harris—Yes.

Mr. CasEy;~A point that was made by a previous witness was that in cases of
collision or sudden jamming of the cars a man on an end ladder is in a bad box com-
pared with the other.

Mr. Hagrris—That is true.

Mr. CasEY—Of course it is not a frequent occurrence ?

Mr. Harris—Not very.

Mr. PoweLL—1If trains are regularly moving, except on starting, would a man be
likely to be climbing the end ladder !

Mr. Harris—Not at all, except when signalling for two cars to come together,
they might want to climb up.

Mr. PoweLL—In such a case they might see the train coming and the ladder would
be of use to get off rather than not?

Mr. Harris—Yes. And getting up on the end trains would be going exceedingly
slow, and there would not be much danger except a man was riding on the end. I
don’t see much danger on the end more than on the side ladder.

Mr. PoweLL— Another thing as respects small roads, is the compensation of
employees. What do you think of this :
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“Clause 7. Every employee of a vailway company injured while in the discharge
f his duty shall, for every day during which he is thereby unfitted for duty, be
entitled to compensation from the railway company at the rate of not less than 60 per
cent of the current rate of wages for men similarly employed by the railway at the time
the injury occurs, to be paid for not more than 52 weeks.

« 2. Every such employee permanently disabled while in the discharge of his duty
shall be entitled to compensation from the railway company to the amount of not less
than 23,000.

¢ 3. The legal representatives of every employee who is killed or who dies from
injuries received while in the discharge of his duty within six months after such injury
shall be entitled to compensation from the railway to the amount of not less than %3,000.”

At present is there any arrangement for paying gratuities to railway men on the
branch companies ?

Mr. Harris—Not that I know of. I have never heard of it.

Mrs PoweELL—What do you think of that provision in view of their finances?

Mr. Hagrris-—I think it would put the roads in great danger of having to shut up
in some cases.

Mr. Envis—That would intimate that you have many accidents ?

Mr. Harris—There would be very few accidents, because when a man has to bear
any risks he is more careful. He has no right to go in to couple cars which are going
at a dangerous speed, when he has simply to step back and signal the engineer to slow up.

Mr. Casey—In regard to coupling cars, Mr. Hudson, who represented the railway
men before the committee, pointed out to us that a man between two cars often had
to couple cars when going at a rate that might take himn oft his feet, and that he should
have something on the end of the car to catch hold of. He urged that the handle on
the workman’s plan now before you would exactly answer that purpose, and that end
ladder cars would not have it on.  You see the double handle I refer to?

Mr. Hirris—Yes. The ladder, of course, would be a help to him; but only on
cne side. On that side he would be all right, but not on the other. That would be a
good arrangement, in my estimation. i

Mr. PoweLL—What is your opini n about this allowance of 53,0007

Mr. Casev—T would rather Mr. Harris did not go into matters he had not
thoroughly read, but which are merely read av the tabie to him.

Mr. Harris—1 have read the bills over and I think I understand them.

Mr. PoweLL—Now, Mr. Harris, you have looked into the matter of the 23,000
gratuity. How about the branch roads in the Maritime Provinces? Could they stand
that financially ?

Mr. Harris—TI don't think they could.

Mr. PowerL—TFinancially, how are they getting along at present!

Mr. Harris—Well, a considerable few of them are going behindhand, and others
are just keeping on by being extremely careful and saving at every point.

Mr. PowELL--At present there is no arrangement covering that feature of the bill.

Mr. Harkis—Not that I have heard of.

Mr. PoweLL—This general question I will put to you respecting the charges
and expenses these branch companies would be put to in order to place air brakes on
their cars and engines. Tt would lower the revenue without effecting greater safety !

Mr. Harris—I don’t think ours could afford it. I don’t think there 1s auny neces-
sity for air brakes on small roads for the reasons that trains are run at low speed; with
small engines, carrying necessarily a small number of cars. With trains running one
hundred ton engines on long roads, running fast with long trains of cars, I think it a
splendid arrangement.

Mr. CssEy—1I understood you to say, you thought with the large roads with long
trains, this would be a good arrangement.

Mr. Harris—Yes, in regard to the air brakes.

Mr. Casey—But coming back to the compensation clause, you say you do not
think there is any necessity of applying it to your road, because you do not have
many accidents !
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Mr. Harris—We do not have many accidents.

Mr. CaseEy—It would not embarrass you very much then?

Mr. Harris—It seems to me that the men are more careful when there is no pro-
vision of this kind.

Mr. CasEy—You said you did not have many accidents. And at the same time
you said your railway could not afford to pay this compensation. If you do not have
many accidents, you would not have a large amount of compensation to pay.

Mr. Harris—That is plain enough.

Mr. Casey—So that the two statements are hardly consistent. Then, speaking as
a railway man, do you think it is a fair proposition to apply to the larger roads, or would
you prefer not to give an opinion on that point?

r. Harris—I was speaking more particularly of my own road and the small roads.

Mr. Casey—Precisely ; we will leave it at that if you prefer not to go further.

Mr. ErLis—In what capacity were you employed on the Intercolonial Railway !

Mr. Harris—As an engine driver.

Mr. ELLis—In Mr. Maclean's bill there is a provision that it shall be unlawful for
any railway company to employ any person as engine driver, who has not been employed
for at least five years as fireman on a locomotive engine, or as conductor who has not
been employed for at least five years as a brakeman. In regard to that, would you make
any observations to the Committee ?

Mr. Harris—In regard to the branch roads?

Mr. ELris—No, I am rather endeavouring to get your experience as an en«me driver.

Mr. Harris—I went on the I. C. R., working first in the machine shop, then I
went out as fireman on the road and worked up to be an engine driver.

Mr. Ecris—Were you five years as fireman ¢

Mr. Harris—No, sir.

Mr. Eruis—And you are now manager of the road which you are representing
here.

Mr. Harris—I am superintendent of the road.

Mr. ELuis—Do you think there is an absolute necessity for such a regulation !
What is your observation in regard to this provision? Engine drivers are promoted
from being firemen, or machinists {

Mcr. HARRIb—AS a rule they go firing and work wup from fireman to engineer or
engine driver.

Mr. ELuis—Must an engineer have a certain number of years’ experience !

Mr. Harris—The intelligence of different men would regulate the thing to some
extent, the smartness of the men, but 2 man ought to have a certain amount of experi-
ence before he would be able to take charge of an engine.

Mr. ErLis——Would he be able to acquire that in five years ?

Mr. Harris—A man of ordinary intelligence should acquire it thoroughly in five
years.

Mr. Incram—Could he acquire it in a less time ?

Mr. Harris—Yes.

Mr. IncraM—How much less?

11\\/11‘ Harris—A thorouqh!y clever man could acquire it in two years.

Mr.

Mr. Harri
experience.

Mr. INeRAM—Would the same rule apply to conductors ?

Mr. Harris—T never ran as a conductor, but 1 think the same rule would apply.

Mr. Ervis—The effect of a law like this would be, that a man, no matter how com-
petent, could not be promoted until he had served 5 years.

Mr. Harris—TI think that would be unjust to the man and to the company.

Mr. PoweLL—How would this 5 year provision affect you on the branch lines?

Mr. Harris—I would consider it, using a strong word, as absurd.

Mr. PowELL— As a matter of fact how long an apprentlceahlp have the people you
employ in this capacity to serve!
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Mr. Harris—Generally two or three years.

Mr. PowerLL—Would it be against the interests of the branch lines to have that
provision ?

Mr. Harris—Yes.

Mr. ELLis—Against the interests of the men employed on the branch lines, the
rising men ?

Mr. Harris—Yes, very much against their interests.

Mr. Casey—7You have been an engine driver, you say ?

Mr. Harris— Yes, sir.

Mr. Casey—Have you had charge of trains with air brakes?

Mr. Harris—No, sir ; the vacuum brake was in existence when I was on the
1. C. R. They changed from the vacuum to the air brake when I was on the other road.

Mr. MacLEaN—Do you know, that they have a law in the United States compelling
the roads to be equipped by 1900 with automatic couplers and air brakes ?

Mr. Harris—No, I was not aware of that law.

Mr. Inaram—Read the last section of bill No. 2 providing that the number of em-
ployees shall be suflicient to ensure safety and keep the road and plant in good repair.
Do you always insist that there shall be enough men in each department of your road !

Mr. Harris—Yes.

Mr. INcRAM—What number of section men do you have on each section ?

Mr. Harris—Four men on each sectio in the summer time and two in the winter,

Mr. Incram—How long are your sections !

Mr. Harris—Nine miles.

Mr. IncranM—Pretty long sections.

Mr. Harris —Yes.

Mr. IxcraMm—Do you find that you can keep up your sections with four men in
summer and two in winter satisfactorily ?

Mr. Harris—Yes, satisfactorily to the speed that we can afford to run at.

Mr. Inaram—How long is it since your road was constructed ?

Mr. Harris—About 12 years.

Mr. IncraM—Have you commenced to relay new ties and put up new bridges

Mr. Harris—Yes, we have put in on an average about 10,000 sleepers every year
since about the sixth or seventh year.

Mr. INGRaM—TYou consider it your hounden duty as a company to keep your road-
bed in a proper state of repair ?

Mr. Harris—Yes.

Mr. IngrRaAM—For the safety of your rolling stock and your passengers !

Mr. Harris—Yes ; for the safety of our rolling stock, passengers and employees.

Mr. IngraM—Do you see any necessity for section 8 becoming law ?  Perhaps you
can get at this as a practical railway man. Have you travelled over railways that you
did not think were as smooth as they ought to be for the safety of the rolling stock and
the passengers? Do you know of any branch lines that are rough owing to an insuffi-
cient number of men being employed on the railway ?

Mr. Harris—Well, you can take that in more than one way. Of course, when
the road is rough, you simply would reduce the speed to make it perfectly safe.

Mr. In¢raM—That would not change the roadbed, would it?

Mr. Harris—No.

Mr. INcrAM—Do you know as a practical railway man that trunk lines are obliged
to keep a good roadbed !

Mr. Harris—Yes.

Mr. IngraM—Is it not a fact that branch lines sometimes keep up good roadbeds ?

Mr. Harris—Not as a rule as good as the trunk lines.

Mer. IneraM—Ts that owing to insufficient men or insufficient ballast ?

Mr. Harris—It would be insufficient ballast in some cases, because it is difficult to
get.

Mr. IN¢raM—If you had sufficient ballast, would the number of men be sufficient
to keep it up which you have mentioned ? :
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Mr. Harris—Our road is kept so that the train runs at a perfectly safe rate. We
have no trouble getting oft the track or injury to rolling stock.

Mr. InaraM—You consider that to be a good state of repair

Mr. Harris—Yes ; for the demands of the traffic on the road.

Mr. Casey—Let me put that question in another way. Mr. Ingram has asked
you if you saw any reason why this should become law. This section has been intro-
duced at the request of the railway employees through their regular channels of organ-
ized effort, and they are particular about having it in. Do you see any objection to it
on the other hand ?

Mr. Harris—No.

Mr. Casey—Do you think it would do any injustice to the railways?

Mr. Harris—I would not consider, according to my judgment, that we could do
more than we are doing. We keep our road in just as safc a condition as if we were
compelled to do it by law.

Mr. Ervis—I suppose there is comparatively little business in winter time on your
road ?

Mr. Harris—There is a small Jocal business. We get some island business in the
way of mails and passengers.

The Select Committee of the House on Bill No. 2, further to secure the safety of
railway employees and passengers, and Biill No. 3, to promote the safety of railway
employees, met on Wednesday, 12th May, 1897.

Mr. J. B. Morford, Division Superintendent of Michigan Central Railroad Com-
pany, was present as the representative of the Michigan Central Railroad Company and
of the Toronto, Hamilton and Buffalo Railway.

Mr. IncrAM—How many miles of railway do you control ?

Mr. MorrorD—About 550 miles.

Mr. Casey—Have you prepared any memorandum !

Mr. Morrorn—Yes, sir; I have prepaied the following memorandum in regard to
section 1 of Bill No. 2, providing that cars fitted with air-brakes shall be provided with
a device so arranged that the connection between the air-brakes and the air-pump of
the locomotive cannot be broken without the knowledge of the engineer. It is as
follows :—

‘“Should be wholly erased ; put in for the benefit of an inventor. Should not be
passed, because there is no known device that will fill the requirements of such an act,
although there are several devices that inventors claim will do it, but as a matter of
fact has not been proven ; and if such device could not be produced in the required time,
the law could not be complied with. Practically it would prohibit the use of all cars in
Canada, either for local or through business, not equipped as specified. It might inter-
fere also with Canadian cars being used in the United States as not being considered
safe.”

In regard to section 2, providing for the height and capacity of freight cars, and
for certain attachments, I have the following memorandum :—

“The word ‘box’ in the first line should be erased, and the standard height recom-
mended by the Master Car Builders of the United States and Canada specified. The
words ‘all box and stock freight cars’ be inserted after the word ‘and’ at the end of
the fourth Jine.”

Mr. PowELL— What insertion is that ?

Mr. Casey—The section would then read, ““ All freight cars built for use on Can-
adian railways shall, after passing of this Act, be of the standard height recommended
by the Master Car Builders’ Assoeiation in the United States and Canada, and all box
and stock freight cars shall be provided with the following attachments, etc.” What
about paragraph A of section 2, regarding outside ladders? Have you any notes upon
that ¢ .

Mr. MorFORD—OQur equipment on our box cars is all with end and side ladders.

Mr. Casey—Both end and side?
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Mr. MorForp— Yes, that is our system. And in addition to that at the top of the
car we have a hand rail running along the end and the side of the car which is known
as a grab iron, for the trainmen to catch hold of when climbing up the ladder.

Mr. Casey—So that in that respect your cars already come under the provision of
this bill ?

Mr. Morrorp—Yes. In regard to paragraph B, providing for arched iron rails, I
have the following note :

“ Paragraph B is ambiguous. Practice recommended by the Master Car Builders
and now in use on some 250 railways on United States and Canadian cars, should be
recommended.”

Mr, Casey—State what the practice is that you recommend.

Mr. MorrorD—It is as I have described. A hand rail at the end of the car and
the top of the ladder.

Mr. Casev—Here is a sketch of what is proposed, giving a side and an end view.

Mr. MorrorD—As I understand it, this arched iron rail runs from the side of the
car to the running board. That I consider would be dangerous, for the reason that
when men are running over the top of a car on the running board they are liable by the
oscillation of the car to get a few inches off the running board, and arve liable to catch
their foot in this arched iron rail, as you call it, and fall between the cars. T know of
no road in the United States that has an iron of that description, and we, being a
Canadian line, of course are handling cars from the American roads. Their not being
equipped with this iron, the employees of the American roads are liable vo injury or
accident, and we have in the United States a large number of Canadian trainmen, which
you know as well as I do. To adopt a device of that kind would not only be injurious
to those men, but it would be a detriment in my opinion to the men running in Canada
for the reason I have given.

Mr. Casey—The danger of tripping on it ?

Mr. MorrForD—Yes ; it comes up just high enough not to be seen in the dark, and
a man’s foot would get under it.

Mr. Casey—Could you suggest the construction of a rail of that kind that would
not cause danger of tripping ?

Mr. Morrorp—No, not unless you adopt the grab iron on the top of the cars T
have suggested here, at each side and end, about nine or ten inches long.

Mr. IngraM—How high should it be?

Mr. Morrorp—dJust high enough for a man to grab hold of.

Mr. In¢raM—Two inches !

Mr. Morrorp—Say three inches.

Mr. CasEY—Grab irons are what you have now?

Mr. Morrorp—Yes. In regard to section 5, providing a penalty for failing to
comply with the provisions of this Act, I would say :

“ Section 5 practically prohibits the use of any foreign cars in Canada and would
re-act against any road operating in Canada and throw the business to their competi-
tors, the American roads, unless section 5 refers only to Canadian built cars which are
the property of Canadian roads for use in Canada.”

Mr. Casey—Have you any remarks to make up n section 7 providing for com-
pensation in case of injury or death by accident ?

Mr. MorrorRD-—No, sir.

Mr. Casey—Have vou anything to say recarding section 8 providing that the
number of employees shall be sufficient to ensure safety !

Mr. Morrorp—Clause 8 I think is covered to a large extent by section 205 of the
General Railway Act. Should this section become law it would make it compulsory on
the part of the railway companies to keep up their tracks, etc., while section 205 of the
General Railway Act of Canada provides the remedy in case a railway or any of its
tracks are not in a proper state of repair. I shall read section 205 of the Railway Act:

“ Whenever the Minister of Railways receives information to the effect that any
bridge, culvert, viaduct, tunnel, or any portion of any railway, or any engine, car, or
carriage used or for use, on any railway, is dangerous to the public using the same from
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want of repair, insufficient or erroneous construction, or from any other cause or when-
ever circumstances arise which in his opinion render it expedient, he may direct one or
more engineers to examine and inspect the railway or any portion thereof or of the
works connected therewith or the engines and other rolling stock in use thereon, or any
portion thereof, and upon the report of the inspecting engineer may condemn the rail-
way or any portion thereof or any of the rolling stock or appliances used thereon and
with the approval of the Governor in Council may require any change or alteration
therein or in any part thereof or the substitution of any new bridge, culvert, viaduct,
or tunnel or of any material for the said railway, and thereupon the company to which
such railway belongs or the company using, running or controlling the same shall after
notice in writing proceed to make good or remedy defects in the said portions of the
railway or in the locomotive, car or carriage which has been so condemned, or shall
make such change, alteration or substitution as has been required by the Minister.”

I take it that the Chairman riding upon a railway and finding the track not in
good shape for the speed that is run at or for the amount of traflic it has to handle, or
finding any defects in its cars or locomotives has the right to make a report to the
Government Engineer and it will be his duty under that clause to send an expert to
examine the road, on your complaint. In the event of the report made to the Minister
that the report from you was true, the Minister could compel the railway company to
reduce its speed and to make necessary repairs or stop running the road.

Mr. Casev—That is your reading of the law as it stands !

Mr. MorrorD—Yes, I think clause 205 of the Railway Act covers section 8.

Mr. Casey—Now, as that is all your original statement, I propose to ask the Com-
mittee to arrange in this way that T ask the witness a few questions from notes on his
evidence, and that then we have a general questioning.

Mr. IncraM—Would it not be better for us all to ask questions as they occur to us ?

Mr. Casev—T think it would be better if I, as promoter of the bill, were to ask
him some questions in succession, and then every member will have the same right.
Now, Mr. Tait told us in reference to an automatic device in the air brakes, that they
had tested some of these devices and that he knew of one that was perfectly efficient,
but his objection to it was in the loss of time. The drift of his statement was that the
only device known of which would accomplish the purpose was Mr. Deyell’s. Did you
ever try it?

Mr. MorForp—No, sir.  Mr. Deyell brought his device to my office two or three
years ago. I looked it over very carefully, but did not recommend it for just the reason
Mr. Tait expresses there.

Mr. Casev—Would that objection be material if the device were applied to pas-
senger trains where there is no cutting out ?

Mr. Morrorp—There is some cutting out on all passenger trains.

Mr. Casey—Always!

Mr. MorrorD—On our road we always cut out when changing at St. Thomas, and
at Windsor, for the boat, trains are always broken up.

By Mr. Casey :

Q. How much is the delay usually?—A. The delay in bleeding would take, I
should judge, over one minute to release the cylinder, and it would no doubt cause a
good deal of delay.

Q. Would it cause more delay than stopping at stations—A. Well. we allow time
for switching at St. Thomas on all passenger trains and freight trains, changing
engines ; ye; some trains do not get in for 30 minutes or an hour on account of delays
in switching elsewhere.

Q. Have you ever heard of any device to sound a whistle to notify the engineer
when anything is wrong with the brakes?—A. T have heard of none. The whistle is
operated by the conductor, but if trains break in two it does not sound automatically.

Q. Have you known of accidents from the failure of the air brakes to work —A.
Not to my knowledge.
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Q. T mean from anything you have heard. [ know there are very few accidents
on your road.—A. We read of accidents occurring that way.

Q. Were you at St. Thomas when the London and Port Stanley train met with
the accident there? Was it not causel by the failure of sthe air brakes to work 7—A.
Tt was supposed to have been caused by the engineer and conductor not testing the air
brakes.

Q. Was it not given in evidence that they tested them and yet that they failed to
work 2—A. Well, it was so stated.

Q. But you don't believe they tested them?—A. T don’t believe they tested the air
brakes at all.

Q. Do you believe that if tested before starting it is a sufficient protection?---
A. Yes. Our mode is that the conductor tests from the rear end of the train. The
middle and rear brakemen take their places in the centre, and the head brakeman at
the head of a train, and when released at the rear, it is followed right through the
centre and head to the engine. The brakes are tested two or three times. The engineer
can readily see if the air is passing through by the gauge on his engine.

Q. How often are they tested 7—A. At every division point where we make up
trains.

Q. How far apart are they ?—A. From 110 to 115 miles, and we also test every
time we cut trains in or out.

Q. You use the Westinghouse air brake 7—A. Yes.

Q. TIs it impossible for it to get out of order between the test points %—A. No; for
the sinallest leak in any part would cause a leakage of air which would stop the train
gradually, and if the hose broke it would stop the train instantaneo sly in so many car
lengths, according to the speed the train was going at.

Q. Ts it not possible for it to get out of order by the cock shutting?—A. No: for
if the air brakes work on five cars, but not on the sixth, there is something wrong with
the sixth. We have a rule that we throw straight air through that to the next and we
could always tell if the brakes would not take effect back of this car.

Q. You would not know till you tried the brakes whether they were working %—A.
‘We would know when we tested them.

Q. But suppose your train between stations, say between London and St. Thomas,
might not something have occurred in that 44 miles to put the brakes out of order with-
out the engineer’s knowledge —A. I don’t know of any such case.

Q. Can’t you imagine '—A. No.

Q. Could not a tramp get in and put the brakes out of order?—A. No; for the
reason that the air cock is well back under the buffer, and when open it is in line with
the train pipe. I don’t think that anything could hit it and knock it out of order. It
could not be hit by a tramyp or anything else. In the first place, a tramp could not get
down between the draw-heads and reach around to get hold of the cock as he would put
himself in danger of being squeezed by the draw-heads. In that case (between stations)
our ruleis, and it is always observed to test the air every half mile after leaving stations.
As the speed is often from 15 to 20 miles an hour the engineer could tell by his air
gauge if the brakes were all right. I have never known an engineer fail to do this.

Q. Now we come to box freight cars. I want to ask your reasons for suggesting
the change mentioned in your statement I—A. Well, you say in that bill, “all box cars.”
There are many other kinds of cars, such as stock cars, refrigerator cars, furniture cars,
and there are those refrigerator cars which are built very high for the purpose of carry-
ing meat in halves through Canada and frowm the point of slaughter to tide-water.

Q. Then your object in making this amendment is to leave the size of the ordinary
freight cars as provided by the Master Car Builders’ Association, and allow other cars
to be used of all heights, as needed ?—A. That is the idea, because the large commodities
we carry have to be arranged for, You have seen in furniture cars, for instance, large
bedsteads that cannot be thrown down.

Q. T don’t think I have ever seen such big bedsteads.-—A. T have seen them eight
feet. We have had them with us that they could not get them into the car easily.
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Q. Now, in regard to the limit of 60,000 lbs. capacity, for which the promotors had
some reasons. Why do you object to the limitation =—A. Well, a 60,000 lb. car would
be about 38 feet in length. and we consider that a car that length is sutficient.

Q. Then you don’t object to the limit of 60,000 lbs. —A. Yes, we do object, be-
cause there are cars on the Carnegie Road which carry 50 tons.

Q. Do you consider them proper cars —A. Yes, they are as proper as cars carrying
10 tons.

Mr. Casey—Then I think we went into the ladder question pretty thoroughly.
There is no objection to the clause providing for ladders so far as your road is concerned !

Mr. Morrorp—No.

Mr. Casey—You have them on both end and side ?

Mr. MorrFoRD—Yes.

Mr. Casey—And I understood you to recommend that they should be on both end
and side ! ’

Mr. Morrorp— Yes, for this reason: When a man comes out of his way car or ca-
boose and there is a flat car or two next to the caboose he has to have something to help
him to get on top of the box car. He can possibly swing around from the corner of the
flat car and grab the side ladder but he is endangering himself in doing it. With my
experience I would not attempt it, because on a dark night a man cannot see. A car may
be placed on a siding on a tangent with the main track, it may be left projecting. A
man undertaking to get off a flat car on to a box car by going over to the side ladder is,
liable to be killed. Not only that, but he is liable to be hit by switches or some other
obstruction.

Mr. CaseEy—You think there is need for a ladder, both at the end and at the side ?

Mr. Morrorp—Yes, I would recommend that.

Mr. Casey—You have not offered any opinion in regard to the compensation clause,
but I want to ask you a question or two concerning that. Mr. Wainwright of the
Grand Trunk Railway handed us that little book setting forth the particulars of an In-
surance and Provident Society which they have. Have you anything like that ?

Mr. Morrorp—We have an insurance. We have what we call the Railway In-
surance of the men. Most of our men pay into the fund 50 cents a month. This
amount is put on my pay rolls, deducted from their month’s pay and turned over to the
Secretary Treasurer of the Railway Ho<pital Association. Men, who are injured, are
sent to the hospital and their maintenance paid at the rate of $1.00 per day.

Mr. Casey—Out of this fund? ’

Mr. MorrorD—Yes, and not only that ; they are treated by the company’s physi-
cian, Dr. Smith and his associates, if they are sick or injured.

Mr. Casey—Is that free of charge, or is Dr. Smith paid out of the same fund?

Mr. MorrorpD—Free of charge.

Mr. Casey—Who pays Dr. Smith ?

Mr. MorrorD—The railway company.

Mr. Casey—You do not contribute anything additional to the fund of this society?

Mr. MorrorD—Yes ; we give $50 a month, besides paying the doctor’s bill.

Mr. Casey—That is $600 a year ?

Mr. MorrorD—Yes. We contribute to the expense of maintaining the fund, pay-
ing the secretary, and that kind of thing.

Mr. Casey—The Grand Trunk gives $10,000 a year.

Mr. MorrorD—We do not go quite as high as that. The Grand Trunk hasa
greater system than we have. They have two or three thousand wmiles of railway.

Mr. Casey—Have you divisional surgeons !

Mr. MorrorD—Yes, sir. We have surgeons at Windsor, Amherstburg, Essex,
Tilbury, Chatham, St. Thomas, Hamilton, Welland, Wuterford, Niagara Falls, and Buf-
falo. In addition to that we have it arranged for any physician who is telegraphed for
under my signature or Dr. Smith’s, to come at once and take care of a man who is sick
or injured. -

Mr. CasEy—Are these divisional surgeons that you speak of paid by the company
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Mr. Morrorp—The first visit is paid for by the compaay and the balance by the
association out of their fund.

Mr. CasEy—You have an hospital in St. Thomas !

Mr. MorFORD—Yes ; we have a ward there that accommodates fromn four to six
people. They get the best of attention and the association pays forit. As an instance,
T had a secretary, Mr. McKay, who was taken very sick with paralysis. We put him
in there in October, and paid him his salary up to February, and we paid his mainten-
ance in the hospital. We took the best of care of him.

Mr. Casey—What arrangement do you make with men who are laid off through
accidents ! Do you allow them a proportion of their pay ?

Mr. MorrorD—No; we never pay them any salary. T never knew of a case
where they have asked for it. Invariably they say it is their own fault. Of course if
they are injured at a station we at once telegraph to the agent there to call in the
doctor. Then we bring them back to St. Thomas, put them in the hospital, or send
them home and pay them their time just the same.

Mr. INoravM—In regard to section 1 of Mr. Casey’s bill, referring to this cock, you
say you have one in use on your road?

Mr. Morrorp-—No, I did not say we have one.

Mr. Incrav—1I understood you to say that all cars with air brakes had a device?

Mr. Morrorp — Yes, we have that.

Mr. INcran—Where is that attached !

Mr. MorrFoRD—On the train pipe that the hose is attached to.

Mr. INcrAM—TIs that on the car or the tender?

Mr. Morrorp—We have this device on our tenders, which we call a dummy cock.
It is worked by the engineer. When it is connected it cannot be released unless the
engineer release. it. When we come into a divisional point or a terminal station, we
have to tell the engineer to release before we can disconnect with the train. That is
our device.

Mr. Casey—So that the tender cannot be detached from the train without the
engineer knowing ?

Mr. MorrorpD—No ; the air cannot be turned off from the train pipe or any part
of the train unless the engineer turns it off. This'dummy cock is gotten up by our
superintendent of air-brakes at Detroit.

Mr. IncravM-—Now, about the angle cock on each coach. In Mr. Tait’s evidence
he says that it runs parallel with the pipe. In Mr. Hudson’s evidence he says that when
the cock in the pipe is open the handle is supposed to be hanging straight down, and
when it is shut it is parallel with the pipe.

Mr. MorrorD—Mr. Hudson is mistaken, and Mr. Tait is correct. When it is shut
it is down, when it is open it is in line with the train pipe. For a long time that has
not been in use; we have put it in the other way. There were a few American express
cars on the New York Central five or six years ago fitted in that way. We objected to
it, and, after communications between the general superintendents, that was fixed.
Outside of that, I have never seen an angle cock that was in working order that was
not parallel with the train pipe.

Mr. INcraM—The great objection to the cock hanging down was in case of stones
flying while the train was running.

Mr. Morroep—That was one objection. But a man coald possibly reach down
when the angle was hanging down, and monkey with it ; but the way they are fixed
now, being out of the way, it is impossible to do that. Tt was possible, under the old
practice, for a chunk of coal to fly off the train, come in contact with the cock, and shut
it off. We have known that to occur.

Mr. Inarad—Do the railway superintendents have an association among themselves

Mr. MorForD—Yes.

Mr. INcraM—At the association meetings is it not a part of their proceedings to
discuss different devices ?

Mr. Morrorp—They discuss everything pertaining to the equipment of a train—
car and engine.
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Mr. InéraM—TI notice in Mr. Hudson’s evidence that he refers to Mr. Deyell’s
patent as being in use on the Canada Atlantic Railway. Have you ever made any
inquiries as to how this is working !

Mr. MorForp—I did so this morning.

Mr. IncraAM—What was the result?

Mr. Morrorp—I called at the office of the manager of the Canada Atlantic Rail-
way. He was out; but I saw his secretary, Mr. J. W. Smith, and I told him of the
evidence I had read as given by Mr. Hudson. He said that he knew of no such
device as that ever having been adopted by the Canada Atlantic Railway. He said:
“In the first place, I purchase everything that is purchased for the road, and there
would be nothing of that kind on our road without I knew it.”

Mr. Casey—1I did not understand that this had been bought, but only thdt it had
been put on trial, and was in use awhile on a car.

Mr. M ORFORD———Theu I asked Mr. Donaldson, the master mechanic, if he had this
device, and he said “No.” Then we asked Mr. Ogilvie, the foreman of the round-house,
if he had a device invented by Mr. Deyell, and he said “ No.” They had one on for
about three months, I was informed, but they took it off last fall, for the reason that
there were complaints by the trainmen and by the engineers.

Mr. Casey—Of what nature !

Mr. Morrorn-—He did not state. He said that he would write a letter to me and
get it here in time for this meeting. Mr. Donaldson, or Mr. Ogilvie, the foreman of
the round-house, told me that.

Mr. IxGRaM—An objection has been raised as to box cars exceedmg 60,000 1bs.
‘What railways in Canada are competent to carry cars of 60,000 lbs. capacity or over ¢

Mr. MorForp—I never heard of any that cannot carry cars of 60,000 lbs. or more
provided the journals are adapted for it.

Mr. IncrRaAM—TFor a car of 60,000 lbs. what sized journal would be required !

Mr. MorrorD—3% inch Joutnal

Mr. IncraM—For a car of 50,000 lbs. ¢

Mr. MorrorD—31! inch journal.

Mr. IncraM-—For a car of 30,000 lbs. ?

Mr, MorrorD—3 inch journal.

Mr. INeraM—TFor a car of 20,000 lbs. ?

Mr. MorFORD—2% inch journal.

Mr. InerRaAM—What size would be required for 100,000 1b, car?

Mr. MorForD—A 43} inch journal.

Mr. Inéram—The roadbeds are strong enough in your opinion to carry 60,000 lbs.
Then it is really more in the journal than in the roadbed.

Mr. Morrorp—The journal has everything to do with it. The roadbed may be
ever so rough, but if the journal is of the proper size for the carriage of the tonnage
there is no trouble about getting it over the road.

Mr. CssEv-—As to the security of the roadbed ; what effect would loose rails have
on the carriage of heavy tonnage ?

Mr. Morrorp—If there is a loose rail the engine would be the proper thing to
detect that. It would turn that rail over first.

Mr. Ix¢rRAM—What is the weight of the engines in use on your road ?

Mr. MorrorD—We have engines all the way from 65 tons to 105 tons.

Mr. INcraM— And what is the condition of your bridges and roadbed ?

Mr. Mokrorp—Our roadbed is in a good condition and our bridges are of steel
and iron.

Mr. IncraM—Do you employ operators of 15 or 16 years of age !

Mr. MorrorD—No, never nothing less than 18 and we prefer to have them 20.
Perhaps I can explain that. An employee will have a young man whom he wants to
get into the operating department, he comes to me and the first question I put is, how
old is he? The answer would be, 16 years old. T reply that ‘I am very sorry, but we
cannot take him on. When he is 17 send him over to me.” Well, when the lad is 17
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he comes in and we let him learn telegraphy and when he is perfect in our system and
can pass an examination on the rules after serving an apprenticeship, we will take care
of him as an expert telegrapher.

By Mr. Casey : .
Q. That is after he is 18 years old%—A. That is after he is 18, and if he has
applied himself to his study with merit.
Q. But he cannot be an employee until he is 18 2—A. No; nor can he be a fire-
man, driver, nor conductor until he is 21.
By Mr. Ingram :
Q. How many freight cars have you on your road?—A. Twenty-five hundred
freight cars.
Q. Does that count simply the Canada Southern and lines, or does it take in the
new road —A. No; we have with the new road say 2,700 freight cars.
Q. Now, out of that 2,700 cars, how many are equipped with air brakes and
automatic couplers -—A. In three years we have equipped 1,858.
Q. Have you reduced the train service owing to these appliances —A. No; we

have taken off none.
Q. Do you ne:d many cars under control of air brakes in your trains 2—A. Not

very many.

Q. What is the proportion —A. We would have about 13 cars with air brakes to
hold a train of 30 to 35 cars, but we could easily get more, because we handle many
United States cars—>d0 per cent of the through cars are American—and that would
give us a train of from 30 to 40 cars, and about 25 cars with air brakes. We make a
point where we have so much dead freight to hold them at division points, and fil in
fast freight trains with them.

Q. So you have not an average of one train a day without air brakes 7—A. Not
that. Not one in 25 has to be braked by hand, and that is an ordinary dead freight or
coal train, and runs from 20 to 25 miles an hour, therefore we keep the same ngmber
of brakeman on we always had. )

Q. Out of the 250 railways in the United States, none have adopted these arched
iron rails from the side of the car to the running board *—A. None that I know of.

Q. Would it be good judgment, in your opinion, for Canada to adopt a thing that
950 railways throughout the United States refuse to adopt?—A. No; I think I
expressed that in my statement.

Q. For the reason that you think it would be dangerous?—A. Yes; not only
dangerous to our men, but to men coming from the United States.

Q. And with respect to insurance ; does this insurance you speak of apply to train-
men %—A. To a]l who are members.

Q. There are two insurance schemes, this one and the Shops Insurance Club{—A.
Yes, they have an arrangement between themselves to take care of each other in case of
accident through machinery ; but we contribute nothing.

Q. Now, how is the money taken out to keep the other up in the operating depart-
ment?—A. It is deducted from the pay roll opposite the name of each man. On enter-
ing the service he signs an agreement to become a member of the Railway Hospital
Association and for that he pays in to the Treasurer of the Michigan Central the sum
of 50 cents a month, and we pay over to the Treasurer of the Railroad Hospital Asso-
ciation this money as soon as pay day comes and the paymaster remits it.

Q. Is it compulsory +—A. No. We of course urge every man to join for his own
protection. We have many young men whose homes are far away and we wish to have
them taken care of. When a man is employed we tell him all this and it is rarely that
a man does not say, ‘“ Put my name down.” Since we have taken over the Toronto,
Hamilton & Buffalo Road, Mr. Orr has gone over and got over 90 per cent of the men
as members, Every man took it up at once, seeing it was a good thing and they could
afford it.

Q. About how many freight crews do you run {—A. I have run since the close of
last navigation up to the first of this month from 63 to 70.
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Q. Five men in a crew —A. Yes, including the firemen and engineer.

By Mr. Casey:

Q. How many trains have you run’—A. From 63 to 70 since the close of naviga
tion. I have run more trains this winter than ever I did.

By Mr. Ingram:

Q. How large do they average I—A. All the way from 25 to 50 cars. Fast freight,
beef, stock and other cars are made up from 25 to 30 in a train with a 10-wheel engine,
rated for 50. Dead freight trains we give the full tonnage. We run our road on the
tonnage system. A ten wheel engine is given 1,700 tons of freight but not more than
50 cars in the train, for convenience of getting in and out of the way of other trains.
An 8-wheel engine we would give from 1,170 to 1,250 tons, but except with dead
freight trains, we don’t make them up to the full weight.

Q. You have 65 crews or so; have you any classification of pay %—A. Yes, a brake-
man may be promoted as an extra conductor. He gets a train and gets regular pay.

Q. When you employ brakesmen are they paid by the day or so much a trip?—
A. They are paid by mileage.

Q. Is there no difference between men who have just been employed and men who
have been four or five years on the road?—A. No, they get the same pay exactly.

Q. Then there is no classification “—A. A man must serve five years. .

Q. Have you read Mr. Maclean’s bill providing that a sufficient number of cars
shall be equipped with automatic air brakes and couplers to control the train? Have
you any objection to section one becoming law !

Mr. MorForpD—As I understand it by this section it provides that a man must run
on a railroad five years.

Mr. IncraM-—It is the first section I refer to.

Mr. MorFOnD—About air brakes and couplers? Well, I think I have stated that
we have them.

Mr. IncrRaM—So far as your road is concerned, you have no objection to this section ?

Mr. MorForD— None.

Mr. InéraM—To subsection b ” have you any objection !

Mr. MorrorD—No objection to that.

Mr. InérRaAM—Now, the second section of this bill refers to engine drivers and con-
ductors having to serve a certain length of time. Have you any objection to that?

Mr. MorrorD—VYes ; as I take it, that means that a man shall be a fireman for
five years before being promoted to be a driver, or brakesman, five years before becoming
a conductor. Now the management of a railway company is competent to judge whether
an employee is competent to run an engine or competent to run a train as conductor.
Some men are brighter than others, and some men are so dull that they would never
run an engine or a train. A man who has served two years continuously with other
crews and to pass his examination on the rules and regulations in the matter of tele-
graphic orders, train signals, and so forth, and the superintendent considers he is com-
petent, I think he should say whether that man could run or not. Another thing, our
traffic is in the winter at the close of navigation. If that bill passed, would not a man
be compelled to work for me on the Canada Southern for ten years at six months a year
to get that service of five years? I take it he would have to work ten years, for the bill
does not say continuously.

Mr. Casey—It hardly means that. That is a point which can be settled when the
bill is in committee.

Mr. IngraM—TIf that is not the effect it would simply mean five years. What is
the practice? Are brakemen promoted to conductors, and firemen to engineers short of
five years?

Mr. MorrorD—Hardly ever before he has fired or braked that long, because we
have enough conductors and drivers on our road—unless we were to have a sickness
which would compel them to lay off in a body—to work our road. They come to us and
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we tell them we have nothing to do in summer, and that if we hear nothing against
them, no bull-headedness, nor disobedience to orders, we will take them on next winter.
If not, we let them go off and say nothing; therefore we are very careful and not a
brakeman is hired on our system that I don’t see before the train-master sets him to
work.

Mr. IvgraM—Therefore I take it, you wish to reserve the right as to when to
promote men ?

Mr. Morrorp—For this reason, that if we had a labour trouble, I could not handle
the traffic, because I have not the men who would be qualified as that bill requires.

Mr. Casev—1I wish to ask a question in connection with what he said in his first
evidence as to this benevolent socievty. Is it purely for hospital treatment, or does it
give an allowance to the man while being laid off?

Mr. MorrorD—They give an allowance of $3.50 a week, besides hospital treatment,
nothing in case of death, only we have arranged if an employee is killed or dies from an
injury the company pays $30 of the funeral expenses. We have done that ever since T
have been in Canada. I have made an arrangement with an undertaker for this
purpose.

Mr. Casev—Does the hospital treatment apply to cases of ordinary illness as well
as accidents !

Mr. Morrorp—To everything. A man gets treatment if he is taken sick, the
same as if he is hurt.

Mr. Erris—In regard to this matter of employing men the point is raised that
railway companies having men a long time in their service take advantage of the
younger men coming up to set the older men aside and treat them unjustly by the man-
ner in which they are able to promote brakemen into conductors, and firemen into
engineers.

Mr. MorForD—It is not so with us.

Mr. ErLis—I suppose railway companies promote men quickly if they are good men.

Mr. Morrorp—If T had a man a year and a half or a year, and he was a bright
and intelligent fellow I would put him to work.

Mr. ErLis—The effect of this law would be to prevent the promotion of capable
men. This would prevent any person being employed as a driver or conductor until he
had served a certain number of years.

Mr. MorrorD—When I was 17 years old I was just as competent to run a train
as when I was 30 years old, and I did run a train when I was 18 years old on the
Erie road. We do not want a brakeman unless we can promote him to be a conductor,
or a fireman unless we can make an engineer of him.

Mr. IneraM—Have you ever killed a passenger on your road !

Mr. Morrorp—We never killed a passenger on the Canada Southern Railway
since its existence began 27 years ago ; not only that, but I have known 18 months at
a stretch to elapse without my derrick car being sent out to a wreck.

Mr. PoweLL—As to the part of Mr. Casey’s bill respecting sick benefits and
pension in case of death, the railway interest and the employee’s interest are rather
antagonistic. The railway interest will be subserved by not giving a man anything.

Mr. MorFORD—Yes.

Mr. PoweLL—Your interests are antagonistic in respect to this provision of the
bill.

Mr. MorrorD—If & man is worthy we have in some cases made him a present of
a month or two months’ pay.

Mr. PowgLL—Are your interests an*agonistic in respect to the clause vhat regulates
the cars?

Mr. MorrorD—No, sir ; we would live up to the Master Car Builders’ specification.

Mr. PowiLL—What is your interest in respect to the condition of the road is their
interest.

Mr. MorrorD—Certainly.

Mr. PoweLL—You are both interested in having the road preserved as well as
possible ?
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Mr. MorrorD—Certainly.

Mr. PoweLL—Your interest would be to preserve your own property.

Mr. MorFORD—Yes.

Mr. PoweLL—And in doing that you would protect your interests and preserve
life.

Mr. MorFORD—Yes,

Mr. PoweLL—Of course that would not apply as respects these ladders and other
appliances. Your interests would not be necessarily antagonistic, but from a business
standpoint there would be no necessity for you looking after their interests, and con-
sequently you might not look after them as sharply in that respect.

Mr. Morrorp—1I think it is the duty of every railway company to look after the
interests of their men.

Mr. PoweLL—Apart from humanitarian instinets there would not be any necessity
to do what is in their interests.

Mr. MorrorD—1I do not suppose there would be.

Mr. PowgLL—In refereace to this five years’ promotion, their interest and your
interest is not antagonistic. The interests of good men are better subserved by leaving
the matter as it is at present ?

Mr. Morrorp—Certainly.

Mr. PowrrL—This provision gives mediocrity as good a chance as ability.

Mr. MorrorD—Yes. There are men who after a year and a half or two years’
time can do as well as 2 man who has been on the road for 20 years, and get the same
pay.- There is one question you asked me, Mr. Chairman, that I have thought of since
in regard to the clause providing for compensation. An employee may be injured
through his own carelessness or neglect and in doing things that he has been instructed
when employed not to do.

Mr. Casey—In case there has been negligence on the man’s own part he has no
claim.,

Mr. Morrorp—I have not had time to prepare anything on that point.

Mr. Casey—You spoke of the telegraph operators and their duties. 'What hours
do you work telegraph operators ¢

Mr. MorrForD—Twelve hours.

Mr, CasEy—You do not know of any cases where telegraph operators are worked
longer?

Mr. MorrForp—No, we would ask a man that works days to work the extra hours
in case of necessity and never keep a night man on longer than twelve hours.

Mr. Casey—Have you men to relieve the operators ¢

Mr. MorrorD—Yes, we have some thirteen or fourteen relieving operators, that
we can send to any point on the line and we do not allow our men to work over twelve
hours, or give young men reason to get sleepy on accouut of not getting their rest.

Mr. Casey—Do your operators have to perform switching duties?

Mr. Morrorp—No, we never allow any men except the trainmen themselves to
turn the switches.

Mr. CaseY—Do not they set their semaphores ?

Mr. Morrorp—No, we do not have any semaphores between stations. They are
all handled by the trainmen.

Mr. Casey—But when you have to set a semaphore against a train is that not
done by the operator ¢

Mr. Morrorp—Yes, that is done by the operator. Right here is the handle. He
gets an order to hold a train and he simply turns the handle.

Mr. Casev—Have your operators anything to do that requires them to leave their
offices ?

Mr. Morrorp—Nothing without permission. We do not allow an operator to
leave his office unless he asks the chief despatcher for leave to go out. We have
operators at the smaller stations where train orders are very few who take care of a
switch light or two in connection with their duties. The day man puts the light out
before going on duty and the night man takes it in so he is away by seven o’clock.
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Mr. Casev—You said you had no objection as to the clause in Mr. Maclean’s bill
providing for automatic couplers and you say that you have 1,858 cars so equipped out
of 2,700 cars ?
r-grio Mr. MorForRD—Yes.

Mr. Casey—Do you believe that the rest of the work can be completed within the
time mentioned in this bill—three years?

Mr. MorForD—That will depend, Mr. Chairman. We have a lot of cars that have
done us good service. As fast as one of these cars is condemned it is sent to the shop,
torn togpieces, and rebuilt. It would take longer than that to get rid of that class of
cars. They are good for 20 or 30 tons, and it would not pay to put the cylinder attach-
ment and equipments into one of these cars.

Mr. CasEy—As I understand you, upon the whole you have no objection to this
clause?

Mr. MorrorD—Not at all.

Mr. PowerL—Do you think there is.any point in the objection raised by Mr. Tait
that one company having a monopoly of the supplying of these appliances it would be
putting you in an unfair position to pass this bill? Is there anything in that?

Mr. Morrornp—1I do not think so. It costs us $40 for the air cylinder, and $20 for
the equipment and pipes, or about $60 a car for the air-brake device. Upon our 1,858
cars which we have equipped, we have spent $111,480, or nearly $112,000.

Mr. IncraM—TIs it 1n the interest of the company to provide this equipment as
soon as possible ?

Mr. Morrorp—Yes ; and we are doing it as soon as possible.

Mr. Casey—According to the law in the United States, they are oblized to have
their cars equipped by the 1st of July, 1898.

Mr. MorForRD—They cannot do it in that time.

Mr. Casey—They cannot take your cars after that date !

Mr. MorrForRD—Not unless they get the time extended.

Mr. Incram—Mr. Powell asked you a question about the railway company and the
men being antagonistic to each other from a business point of view. Your answer, I do
not think, quite filled the bill. Do you try to make it as agreeable as possible for your
men in the matter of keeping your equipment in as good a state of repair as possible !
* Mr. Morrorp—Yes ; and we consider it our duty to do so.

Mr. IncraM—Supposing you did not do that, and a brakeman going over a train
met with an accident because of an improperly equipped car, and fell off, would that not
naturally result in loss to the company by the fact of the railway and train getting
damaged ?

Mr. Morrorp—1It usually would.

Mr. IncraM—And for that reason you would keep your cars in a proper state of
repair !

Mr. Morrorp—Yes ; for that reason.

Mr. IncraM—So that from a business point of view your interests are not antagon-
istic ?

Mr, MorroRD—Not at all. Tt is in the interests of the company and the wen to
keep the road in a proper state of repair.

Mr. Casey—I understood in your opening remarks that you did not wish to offer
any statement in regard to this compensation clause.

Mr. Morrorp—No.

Mr. Casey—You do not wish to be understood as having expressed any opinion
for or against it ?

Mr. MorForD—No.

Mr. ELtis—Did T understand you to say that the telegraph operators worked 13
hours? Is that continuously !

Mr. MorrorD—Yes.

Mr. Erris—1I find that 12 hours’ continuous work is too long for my men.

Mr. Morrorn—They do not work all that time. They have an hour off at noon,
which gives them 11 hours a day. There are hours when they do not have anything to
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do, beyond sitting in their offices reading a paper or reading a book, or doing something
else. It is not laborious work.

Mr. ELLis—Still it is a continuous stretch of work.

Mr. MorrORD—We have operators who don’t work very hard.

Mr. Casey—Do you know the time on other roads ?

Mr. MorrForD—Yes.

Mr. Casey—1Is that the usual time on other roads ?

Mr. Morrorp—Yes.

Mr. PoweLL—It is on the Intercolonial.

Mr. ELnis—I think 8 hours is enough.

Mr. MorrorD—Where would you have a man if he worked from 11 to five? On
his bicycle, going around the country, or riding to Aylmer, getting home at midnight,
and waking up tired next morning. He would not be fit for his duties, so that he
would be better off in the office than getting out like that.

Mr. CasEy—-There is the question of strain to be considered.

Mr. MorrForp—Strain is not much. They don’v do a thing they don’t have to do.

Mr. Casey—But there is the responsibility.

Mr. Morrorp—His responsibility is only in the one thing of getting the train
signal out. Anyway the despatcher would know in a minute if an operator did not
put out his signal, for he has to leave his key open while he does it.

Mr. Enris—Does the bill propose to stop long hours ?

Mr. Casey—That is not a matter dealt with in this bill.

Mr. INeraM—You have an interlocking switch system on your road ¢

Mr. MorrorD—Yes ; at 3everal places.

Mr. I¥xcraM—Do your trains wait or stop at level crossings ¢

Mr. MokrrorD—7Yes ; we have a few trains stop at crossings.

Mr. Casey—Would you say for the committee’s information what it does ¢

Mr. MorrorD—The interlocking switch system is a device worked from a tower
through levers, cutting out one road and so leaving the other clear. A de-rail curves
outward from each track, so that if a driver does not obey the semaphore his train will
run off, and his name is Dennis, if he is not killed. He would never work another
minute on our road.

Mr. Hupsox —I will say for Mr. Morford’s benefit while he is here, that his road
is better equipped than many other roads. We want a law to make other roads do as
his is doing. He is very fair on several points.

Canapa AtrLaNTIc RaiLway Co., OFFICE OF THE GENERAL MANAGER.
Orrawa, Ont., 12th May, 1897.
Mrg. Morrorp,—I enclose you locomotive foreman’s statement re Deyell’s cock
tested on this line. Yours truly,
J. W. SMITH.

Canapa Atvaxtic Ramwway Co.
Orrawa StarioN, 12th May, 1897.
E. J. CaamperLIN, Esq., General Manager.
DEAR Sir,—Re Deyell’s patent air cock, would say that in a test which we have
made, we find that this cock has no particular advantages over the usual air cock
supplied by the Westinghouse Co. In fact, we have had several complaints from con-

necting roads and have had it off, off and on, several times for repairs, &c., the engineer
in charge of the engine wishing to have it taken off on account of leakage.

Yours truly, JAMES OGILVIE.

The Select Committee of the House appointed to consider Bill No. 2 further to
secure the safety of railway employees and passengers, and Bill No. 3, to promote the
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safety of railway employees, met on Wednesday, May 26th, 1897, Mr. Casey, the
Chairman, presiding.

Mr. A. B. Lowe was called.

Mr. Casey—What position do you hold ?

Mr. Lowe—I am Secretary of the Dominion Legislative Board of Railway
Employees of which Mr. Hudson is Chairman.

Mr. Casey—How is this Board constituted

Mr. Lowe—It is composed of the representatives of all the different railway orders,
engineers, firemen, conductors, trainmen, trackmen and operators,

Mr. Casey— Have you any statement you wish to make in regard to these bills?

Mr. Lowe—These bills have been considered two or three times by committees of
railway men—inen who are actively in the business to-day, engineers, firemen, con-
ductors, trainmen, operators and trackmen. They considered these bills very carefully.
They struck out of them what they thought was a little hard on the companies and left
in what they thought was perfectly fair to both men and companies, making the bills as
they think of the very greatest practical use.

Mr. Casey—Is bill No. 2 as approved by you?

Mr. Lowe—Bill No. 2 and the bill which we amended and sent out to the different
organizations are exactly the same except that they are numbered differently. We
have the numbers as you had them in your first bill. What was sent out to the different
organizations is exactly the same as Mr. Casey’s bill. The bills were printed at our
expense and sent to the different orders.

Mr. Casey—Is bill No. 3 as approved by you !

Mr. Lowe—No, Mr. Maclean’s bill is not as we finally amended it. There is this
difference, that we cut down the number of years that a mar should continue to be a
fireman before he could be an engineer to three years and the number of years that a
brakeman should serve before he could be a conductor to three years. We also put
in another clause stipulating that railway companies should furnish employees with a
certificate specifying the time and nature of the service of such employees when applied
for. The rcason of that was this: Suppose that an engineer were being dismissed to-
day he would not have anything to show that he had ever seen an engine and it would
be the same with a conductor. We thought that when the time was specified in which
a man should fire or brake before being allowed to run an engine or act as conductor
that on leaving the service of the company, the company should be hound to give hima
paper showing that he has been an engineer or a conductor she length of time that be
had served in either of these capacities. I noticed that Mr. Wainwright and Mur. Tait
objected very much to the five year term. They seemed to think that the idea running
through our minds was that we were preparing for a strike or something of that kind.
Nothing was farther from our thoughts than the idea of a strike and the fact that the
men reduced the terms of service to what Mr. Wainwright and Mr. Tait thought was
right shows that they were looking at the matter from the company’s side as well as from
their own. The evidence that Mr. Hudson had given is, I think, almost all that I could
give, and I could not give it as well.

Mr. Casevy—Take bill No. 3 and make remarks on the different clauses as you go
along.

Mr. Lowe—Personally I am a trackman and T am not as well posted on the bill
as the men who have discussed it and framed it, the men who are jumping on the top
of cars every day and are to-day. I have very little to say on that part of the business.
T just took down the minutes of the meeting. They seem to think that the cars should
be equipped with both end and side ladders. The majority were of the opinion that if
they could only have one set of ladders they should have them on the side of the car.
They preferred to have end and side ladders but they thought that the question of
expense would come up and possibly work against the adoption of the bill entirely, and
under these circumstances they considered that the side ladders would be best. In
regard to arched iron rails they were of the opinion that there should be something of
that sort. When a man gets to the top of a car there is an iron grab to take hold of
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but when he reaches that point his hands and feet are together. There is nothing to
steady him while getting up to a perpendicular position and it is difficult for him to get
on his pins on the top of a moving car. The objection that the arched iron rail might
trip a man I do not think is worth anything for the simple reason that the roofs of cars
are slanting from the running board in the centre and no man unless he got over the
car and fell off would be off that running board when the train was moving, so that he
could not get in the way of this arched iron rail. They were of the opinion that the
two big roads, the Grand Trunk and the C. P. R. were equipping their cars about as
fast as it was possible for them to do, but these roads are constantly interchanging cars
with the smaller roads that do not have any of these improvements. These smaller
roads not having many cars the question of expense would not be as important as in the
case of big roads. They think that their lives should not be risked on the cars for the
sake of a little expense. Then they thought that there should be compensation for a
man who was injured in the discharge of his duty where the injury did not result from
his own fault. They were quite free to concede that where a man was injured through
his own fault he should receive nothing. They were just as clear and sound on that
point as they were on the other side that a man or his heirs should be paid for his injury
or death where it was the company’s fault. They were not a bit more anxious that a
man should be paid where it was the company’s fault than they were that he should
get nothing where it was his own fault. The thought that seems to have been in the
minds of the managers as to the possibility of a strike was not in theirs.

Mr. Casey—What roads have you been on ?

Mr. Lowe—DMostly on the C.P.R.

Mr. Casey—Have you any benefit society on the C.P.R.!

Mr. Lowe—No ; not on the C.P.R.

Mr. CroQuErTE—I don’t think that clause 8 will have great effect about the
responsibility of the company, because in any case you would have to have an investiga-
tion, and it would just be as well to go to court. '

Mr. Casey—Clause 8 is that every railway shall at all times have a required num-
ber of men.

Mr. CHoQUETTE—No; it was clause 7 I meant, which provides that the company
shall be liable for damages to an employee when it is the fault of the company. That
is a mere question of fact.

Mr. CasEY—By this clause there is the burden of proof on the company. Sub-
section 6 of clause 7 reads as follows: “The foregoing provisions as to compensation
shall be void in the case of any employee whose injury, disablement or death is caused
by his own negligence—the burden of proof of such negligence being upon the railway
company : but if such injury, disablement or death occurs in the handling or use of
trains, locomotives, cars or appliances which are out of repair or insufficient, or not in
accordance with the provisions of this Act, or if the provisions of section 8 of this Act

.have not been complied with, the railway company shall not be allowed to plead con-
tributory negligence on the part of the employee so injured, disabled or killed.”

Mr. CuoQuETTE—That is always a question of fact.

Mr. Casex—Every question is a question of fact.

Mr. CroQUuETTE—You have the provisions of the common law.

Mr. Casey—That is not the same everywhere.

Mr. CHoQUETTE—In Quebec we have a special article in the code.

Mr. Lowe—TI think there was another thought in our minds. Suppose a fellow
got hurt or killed, and his wife or widow sued for damages, the company might take it
from court to court, and we thought we could stop that.

Mr. CroQuETTE—There is nothing in the bill to stop that. In the Flynn case in
Montreal, the companies have defied the people, and taken them from court to court ;
but you can’t prevent that.

Mr. Casey—It is a question whether we should draft the bill to prevent that.

Mr. Lowe—And another thing in regard to companies which have insurance.
Most of the men I have met with think us C.P.R. fellows lucky not to have it; with
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the exception of the older men perbaps, who can't get into Lenefit societies, but we can
get better rates from outside societies.

Mr. Casey—How much does it cost you in your society !

Mr. Lowe—$1 per death.

Mr. CaseY—DBut how much a year?

Mr. Lowe— About 37.

Mr. Casey—Does that include everything ?

Mr. Lowe—No; that is just the assessment.

Mr. Casey—How much does it cost you for everything ?

Mr. Lowe—§10 a year.

Mr. Casey— Can you get insurance in the old line companies !

Mr. Lowe—Yes ; trackinen can, but trainmen cannot. Then there are the For-
esters and other benefit societies. With the majority of the men in the Grand Trunk,
except perhaps the old men and those in the train service, they can get insurance much
cheaper this way.

Mr. CHOQUETTE—And it costs more in the I. C. R. Society too. The men prefer
insuring in the Catholic Order of Foresters, or in the Catholic Mutual Benefit Associa-
tion, because it is cheaper.

Mr. LowE—As a matter of fact, the doctors sometimes get more out of it than the
men. If you look over the report of the year of the I. C. R. Society, in the districts
very often the doctors get more than the men. On the C. P. R., we pay our own bills
and get our own doctors.

Mr. Casevy—Now, for instance on the Grand Trunk, they have a benefit society to
which the company pay in $10,000 a year. You don’t know anything personally of its
working !

Mr. Lowe—No.

Mr. Casey—Would you rather have things as on the C. P. R., than that?

Mr. Lowe—Yes.

Mr. CasEy— Is that all you wish to say?

Mr. Lowk—About section 8, I want to say that it was thought to be an amend-
ment affecting the safety of the mnen, the travelling public and the company. It pro-
vides that the company shall at all times employ a snfficient number of men. If the
company does not keep enough men, they pay more for the accidents that are caused
than it costs to keep up the road.

Mr. Casey—You are a trackman, and the very one we want to give us some infor-
mation on these points. How many men should there be on each section !

Mr. LowE—It would depend upon the length of the section.

Mr. CaseEy—How long are they on your road?

Mr. Lowe—From 6 to 7 miles.

Mr. Casey—That would require how many men ?

Mr. Lowe—Five or six men.

Mr, Casev—What is the proper number of men to do the work required ?

Mr. Lows—Three men working, and two out with flags. Thereis a flag which
stops all trains, and almost all the work we do, i3 work that makes it dangerous for a
train to run until the work is done. The rule books of all the large companies provide
that men be sent out each way with a flag and frog-signals half a mile or more each way
from where the work is being done, and they must stay there to see that the flag is not
being interfered with till the train comes along.

Mr. Casey—Then there should be three men working and two out on watch ?

Mr. Lowe—Yes.

Mr. CaseY— Is that kept up ?

Mr. Lowe—No.

Mr Casey—How many then are usually employed !

Mr. Lowe—The average is three men to three and a-half men to a section.

Mr. Casey— What sort of difficulties result from not having men enough !

Mr. Lowe—Well, all sorts of accidents. Trains would not stay on the lines, rails
would brake, trains would run off, rolling stock be damaged and people killed.
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Mr. Casev—Have you known accidents to happen by neglect in this direction ?

Mr. Lowe-—I have known an accident to occur and the force to be increased im-
mediately after.

Mr. Casey—I want to ask you further with reference to the compensation clause.
‘What is considered total disablement by your society ?

Mr. Lowe—Well, in the case of an engineer, he would be considered totally dis-
abled if he lost a hand, foot or eye, and I suppose a brakeman the same.

Mr. Casey—Are there any regulations in your society as to total disablement ?

Mr. Lowe—The loss of one hand, or a foot or an eye is total disability in the track-
men’s society. ‘

Mr. Casey— You don’t happen to know what it is in the others?

Mr. Lowe—No, except from hearsay.

Mr. CaseY—This provision of two-thirds of the current rate of wages for any allow-
ance was made on the representation of some railway men, who considered it a fair pro-
portion of pay. Have you anything to say about that!

Mr. Lowe—Nothing more.

Mr. Casey—How does that compare with the allowances from insurance societies !

Mr. Lowe—That would depend on what a man takes out.

Mr. Casey—On the average, what would it be?

Mr. Lowe—About the same.

Mr. Casey—-Of course, the $3,000 is a purely arbitrary sum, and it is entirely open
to anyone to discuss whether it should be more or less. But I understand your organ-
ization from one end of Canada to the other have fixed a minimum compensation to be
paid in cess of accidents and under which sum trainmen should not be ready to risk
themselves.

Mr. Lowe—Yes, that is strongly their opinion. We had delegates present from
Vancouver to Halifax and they were unanimously of that opinion.

Mr. Casey—What would be the effect of allowing them to make contracts with
the railway companies that they would not claim this compensation ?

Mr. Lowe— I suppose the possibility would be that in case of injury a man
would not press his claim.

Mr. Casey—Would it be likely if they were allowed to do that, that the railway
companies would make it a condition of employment that they should sign such a
contract!?

Mr. Lowe—1I think it is very likely that the companies would have them sign such
a contract at once. I heard the Hon. Mr. Coffin the other day in Toronto speaking at
the Trainmen’s Convention of the number of persons in train service in the United
States thut were killed and wounded. It struck me as something terrible. Looking at
the Railroad Trainmen’s Journal the other day I came across a little piece in it that I
would like to bring to your notice. This is the Journal for February, 1897. It is
speaking of the proposed extension of time in the United States for putting in these
automatic couplers and brakes from 1898 to 1903, and it says:

“To ask a man to quietly submit to his death because a member of Congress can
be found who is so little and so much under the influence of the railroad companies as
to request it, is an act that will not be tolerated by the American people, and if this
amendment introduced by Mr. Evans is passed there is more than one Congressman who
will find it a monument placed over the grave of his political life. Let us look at the
solicitude of the companies for the passenger. Every precaution of safety surrounds
him.  The companies vie with each other-in introducing every means of safety known
to the genius of the inventor in the passenger service. There is the proud boast that
each company uses only the best and the latest of improvements, and the small death
rate of the millions transported speaks volumes for the companies and their employees.
Look at the death rate of the men in the train service aside from the passenger depart-
ment. The figures of the Interstate Commerce Commission show that for each 433-men
employed one was killed the past year; and for every 31 employed one was injured.
Compare the passenger fatalities. But one was killed for each 22,984,832 carried, and
but one was injured out of each 213,651 carried. But take the figures as shown in the
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injuries and deaths of the trainmen and apply them in comparison to the travelling
public. An indignant public would mob the railway managers of the country, but the
employees are asked to submit to the request of the companies, made through Mr.
Evans, that they suffer death or injury because the managers prefer dividends to the
expense of applying proper safety devices.”

Mr. Casev—Will you state something about Mr. Coffin as to who heis?

Mr. Lowe—He was a Senator from Iowa. Heis a farmer, but for some reason
has taken great interest in railway men. He is a railway State Commissioner in Iowa,
and in this way cawme into contact with railway men and found the need that there was
for something to prevent this terrible slaughter. He has been doing all he can to
improve their condition in the way of getting improved appliances put on cars to prevent
loss of life and injury. He is also President of the home for disabled railway employees
at Chicago.

Mr. INcraM—Are you employed on the C. P. R. ?

Mr. Lowe—Not now.

Mr. Isn¢raM—But you used to be!

Mr. Lowe—Yes.

Mr. IncraM—Were you ever engaged in any other department, outside of the track
department ?

Mr. Lowe—No, except in construction. I wasforeman of a gang on a construction
train, but not connected with the train.

Mr. Inaram—There was a conductor and a trainman beside on the train

Mr. Lowg—Yes.

Mr. InéraM— Do branch lines on the C.P.R. have the same mileage per section
as the main line ?

Mr. LowE—Sometimes more, sometimes the same.

Mr. Inéram—Generally more !

Mr. Lowe—Yes, generally more.

Mr. INcGrRaM—Are they managed by the same number of men !

Mr. Lowe—No, as a rule there are less men on the branch lines.

Mr. InaraAM—For what reason is that?

Mr. Lowe—1I suppose there is not so much traffic. That is possibly the reason.

Mr. IngraM—Do the C. P. R. make a practice in the winter time of reducing their
staff on the sections !

Mr. Lowe—Yes, they reduce it.

Mr. INcraM—For what reason !

Mr. Lowe—TI suppose they can get on with less men. There is not so much work
going on in the winter time, in the way of permanent improvement.

Mr, Incram—Is the road quite as safe with the fewer number of men in the
winter time !

Mr. Lowe—No, most undoubtedly it is not. It is so much more unsafe.

Mr. IncraM—Then for that reason you think the companies are not justified in
reducing their staff of men in winter !

Mr. ‘Lowe—No, I think there is a minimum below which it should not be reduced
in the interest of safety. I have known increases to be made immediately after an
accident. T have seen a passenger train go down 20 feet over a bank with the pullman
car on the fence, the dining car beside it and the rest of the train strung out all the
way to the engine. Within three days after that accident there was a man more to
each division.

Mr, INGraM—Immediately after the accident ?

Mr. Lowg—Yes. o

Mr. INGRAM—Some people are under the impression that the track is just as safe
in winter time, or a little safer than in summer time, and for that reason the companies
reduce the number of men.

Mr. Lowg—1I will tell you my opinion. I have been twenty yearsa trackman.
For certain reasons the track is more unsate in winter than in summer. As far as safety
is concerned, I will keep a track in safer order with less men in summer than in winter.
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This is the reason: in summer we have nothing to contend against, except the traffic;
in winter the frost comes in. You might get the track as level as that table, on the 1st
of January, and by the 15th of January with a 50 foot rail, there might be one joint
five inches higher than the joint at the other end. Two rails might be just as level as
they could be made on Christinas day ; on the 25th January one might be three inches
higher than the other. That happens no matter whether you are on a branch line with
little traffic, or whether you are on the main line with lots of traffic. These are the
conditions under which we are supposed to keep the track safe.

Mr. INéraAM—Would you not consider the spring-time the most dangerous time of
the year ?

Mr. Lowe—DPossibly, yes, when the frost is coming out.

Mr. IncGraAM—Because the track is more liable to heave ?

Mr. Lowe—No, it is not more liable to heave. The heaving is done in the early
part of the winter. Two rails might be as level as that table on Christmas day and
on the 25th January, it will be almost impossible to walk through a passenger car
because the frost had heaved the tracks out of shape. The best way to keep the track
in shape is to block the rails up with little blocks of wood, about four inches long so that
the rails instead of being down solid on the tie, rests on the block. Half of the length
of the spikes goes throuoh into the tie. We use longer spikes for this purpose so as to
keep them from spreadmfr out.

Mr. IN¢rAM—You think the winter is more dangerous than the spring?

Mr. Lowe—No, I say the spring when the frost is coming out, is the most danger-
ous time. In the winter time the ties are all frozen solid so that the spike holds. In
the spring when the tie is wet, the spikes do not hold as well as when the tie is hard.

Mr. InéraM—Do you find much difficulty in the summer with contraction or
expansion ?

Mr. LoweE-—No, that is all in our hands, and we can fix it without trouble.

Mr. INéraM—What have you, split or stub switches on the Cauvadian Pacific?

Mr. Lowe—Stub switches.

Mr. InerRaM—Which is best ?

Mr. Lowe—1I prefer split switches on account of the contraction and expansion. I
know in connection with the Grand Trunk they have them on a good part of their line.

Mr. INGRAM— Are wing rails and frogs blocked ?

Mr. Lowe—Yes, they are blocked on our line, and a man would soon get his walk-
ing papervs if they were not. There are no chances taken on the C. P. R.

Mr. INcRaM—TYou never knew of a case of a trainman losing a limb from there
being no blocks!?

Mr. Lowe—Yes, right here in Ottawa yards there was such a case. Up here in Parry
Sound last winter, a man was killed because a frog was not blocked, but on the C.P.R.
all are blocked and anything that happens that way is owing to the carelessness of the
foreman of the trackmen ; but very, very rarely an accident happens. I only remember
of one in 10 years.

Mr. Incram—You spoke about the number of years for trainmen and enginemen
and conductors. What is the practice in promoting them ?

Mr. Lowe—The practice is, give the oldest man who can pass the examination,
first chance.

Mr. IneraM—That is, they consider fitness with services?

Mr. Lowe—Yes, the oldest man should get the first chance, and he does.

Mr. IxeraM—Would vou think that a man who has been on the road for say a
year and a half and is very “fit and another who has been there for”three years, not so
fit, but who has the length of service, that though he has years he should not be
promoted ?

Mr. Lowe-—If there is no other man on the road fitter than him, certainly pabs the
oldest.

Mr. INéraAM—You think that it should be fitness as well as service ?

Mr. Lowe—Yes.

Mr. McGrEGOR—I take it the company would use discretion.
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Mr. IngraM—But who would use the discretion ?

Mr. Lowe—Both on the Canadian Pacific and on the Grand Trunk men have fired
longer than 3 or 5 years, and men have braked longer.

Mr. IncrRAM—Now, it is said by members of the Committee and some officials of
the railway companies, that this clause is promoted largely with a view to helping the
men in case of strike. Is there anything in that ?

Mr. Lowe—There is the railway men’s bill. It is very like what the companies
themselves recornmend.

Mr. Casey—Before you came in, Mr. Lowe explained that the time was 3 years
instead of 5, as recommmended by them.

Mr. Lowe—I notice, and said awhile ago, that there is an undercurrent in Messrs.
Wainwright and Tait’s remarks to the effect that all this was a preparation for a strike,
and that it would help the men, in any tussie between them and the company. The
very fact that the men have come down to what Messrs. Wainwright and Tait thought
right, shows that there was no thought, certainly not a word uttered, nor a thought
given expression to, that referred in the remotest to a strike. And the fact that they
came down to the position of Messrs. Wainwright and Tait in regard to the time a man
should serve, proves that, though possibly they were not aware that we amended the
bill to read * 3 years ” instead of 5.”

Mr. Incram—Therefore, so far as the Committee and the railway employees are
concerned, there was not the first thought of a strike !

Mr. Lowe—No, nor in Mr. Casey’s bill either. It was simply our wish to pass a
bill both for the men and for the companies.

Mr. IncraM—Regarding this arch iron rail. You never had any practical experience
through running over the cars?

Mr. Lowe—No ; but I have seen men on trains going 20 to 25 miles an hour, and
.I never saw a man off the running board. It would be almost impossible for a man to
be off it and not go falling to the ground, for the simple reason that the roof slopes, and,
in running along, the cars sway, and he would hardly stick on. Tt would certainly be
no advantage to run along on top of a roof.

Mr. INGrRAM—Suppose in passing over a train of cars swaying with a running board
10 inches wide, do you think he could balance himself ?

Mr. Lowe—If he did not, he would run on the ground.

Mr. Casey—How wide are running boards?

Mr. IncraM—All the way from 10 to 30 inches.

Mr. Casey—What is the average width ?

Mr. In¢ram—The average is 15 inches, 18 inches, and some 24 inches.

Mr. Lowe—Mr. Ingram, you have a good chance between St. Thomas and Toronto
to find out the difference in section. There is no part of the C. P. R. worse than that.

Mr. IneraM—TYes ; I know they have increased section men by two lately.

Mr. PoweLL—You spoke about this being the employees’ bill. What do you mean
by that?

Mr. Lowe—I mean they consider it a bill in their interests, that would tend to
their safety.

Mr. PoweLL—You say this: (Mr Maclean’s bill No. 3) is the employees bill only
with a slight change ?

Mr. Lowe—I mean this bill No. 3, as we have had it printed, and sent out to all
the organizations in Canada, and in which we recommend that three years instead of
five years shall be the time necessary for a man to fire or brake, before being promoted
to being an engine driver or conductor.

Mr. PoweLL—And is this bill all the railway men ask for?

Mr. Lowe—That is what Mr. Maclean is asking for. We are asking for a littie
more, in clause 2, subsection “C,” than he does. We ask for a certificate because now
men don’t get that.

Mr. PoweLL—It would seem reasonable that they should get it.

Mr. Casey—People don’ty know this. Do they refuse to give it !
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Mr. Lowe—Yes; the idea of the boys asking for it, is to help them to get employ-
ment on other roads.

Mr. INéraAM—Suppose you resign, and ask the superintendent for a letter, can you

et it !
g Mr. Lowe—1I don’t know, and never knew it done.

Mr. INeRAM—Suppose a man is dismissed ¢

Mr. Lowe—He should say what he was dismissed for.

Mr. Casey—There would be no harm giving a statement of the time served.

Mr. IN¢rRAM—And what discharged for ?

Mr. CasEy—Yes.

Mr. IngraM—That would prevent him getting employment outside ?

Mr. Lowe—If the law says he shall serve three years and he is dismissed, and the
man goes away to another road and has nothing to show that he ever saw an engine,
where is he !

Mr. Hupsox—In regard to Mr. Maclean’s bill there are some points that perhaps
the Committee are not quite clear upon. The Dowminion Legislative Board of Railway
Employees took Mr. Maclean’s bill up and the committee had some conversation with
him ; they made an amendment reducing the length of service to three years for a brake-
man or a fireman before being promoted. The reason that was done was not for the
purposes of a strike at all or with any idea of hampering the big roads. But it was for
this purpose: There are several small roads, we have them running into Ottawa, the
presidents and managers have taken their relations and put them on the road.  After
they have fired or worked as brakeman for a few months they have been promoted to
be engineers or conductors though not competent in any point whatever. This practice
is a source of danger to the public and the railway employees. That is the reason that
this clause is put in the bill, and we consider that a man who fires or brakes for three
years and is any sort of an intelligent man at all is competent to fill the position of en-
gineer or conductor. That is the reason we reduced it to three years. We have no
wish to hamper the companies ; we simply wish to protect ourselves and the public.
For instance I am sent out on an engine of the Gatineau Valley Road to run around
those curves after a year’s service, as engineer. I do not understand my engine as I
should. Tt is not possible for me to learn everything about it in that time. The only
way that a man can learn to be an engineer or a conductor is by practical work and by
experience becoming acquainted with all the different accidents that may happen on a
road as Mr. Ingram knows well as a practical railway man. That is the way that a
man becomes competent. In reference to the proposition that the company should fur-
nish the men with certificates of the nature and length of their service, I will say that
the managers have an association ; the superintendents have an association ; the master
mechanics have an association and to-day if a man is discharged he cannot get anything
that will show in what capacity or for what time he has been employed. We do not
ask that they shall not state what he has been discharged for—for drunkenness or any-
thing else —all we ask is that they shall be obliged to give that man a letter stating
that he was in their service. To-day a master mechanic or a superintendent when asked
for a letter of this kind will simply say to the man: “If you get a job on the Canada
Atlantic or any other road tell them to write us and we will write them.” That man
goes there to apply for work. He has no money. The man says to him: “I will give
you a job.” He writes to the master mechanic or the general superintendent of the
applicant’s former road. The applicant has no opportunity of knowing what is the
nature of the reply. If he could get a letter showing the nature and length of his
service when he was discharged and what for that is all we ask. We ask that Mr.
Maclean’s bill be amended as our copy is here amended by the Dominion Legislative
Board of Railway Employees.

Mr. Wrm. Hughes of Ottawa, was called.

Mr. Casey—What is your occupation ? .

Mr. HugHEs—I am not in the railway service at present; I have had about ten
years' experience as a freight brakeman, a passenger brakeman and freight conductor.

Mr. Casey—What road were you on ¢
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Mr. Hucaes—The last road I was on was the C. P. R.

Mr. Casey—What roads have you been on!?

Mr. Hugaes—The Grand Trunk, the Canada Atlantic and the C. P. R.

Mr. Casey—Have you anything special that you would like to say or would you
like to be questioned ?

Mr. HueaEs—I have nothing further to say. Mr. Lowe has explained everything
pretty thoroughly.

Mr. Casey—You being a trainman and he a trackman there may be something you
might say in addition to what Mr. Lowe has told us?

Mr. HucaEs—I can answer any question in regard to brakemen,

Mr. Casev—Let us come to the question of the arched iron rail. Do you think
that that would be a good thing ? ‘

Mr. Hucars—Yes, sir, I think it would be a good thing. At the present time the
grab iron on top of the car is just two or three inches high. You cannot get your hands
under some of them when you have mitts or gloves on. It is on the roof of the car and
right on the edge. When you step up and get hold of it, your hands and feet are on the
edge of the car and you have difficulty in getting your balance, whereas if the rail came
up a piece, you could get hold of it.

Mr. Casey—7You find difficulty in standing erect !

Mr. HueaEs—You cannot stand erect until you let go.

Mr. Casevy—What is your experience of keeping on the running board ?

Mr. HucaEs—There are cases where a man might step off the running board, -—in
going round a sharp curve you might step off it.

Mr. Casey—Do you think that if the cars were fitted with the arched iron rail that
a man would be in danger of tripping !

Mr. HucaEs—No, sir, the only place that a man gets off the running board is in
the centre of the car.

Mr. Casey—In regard to the ladders, do you agree with what Mr. Lowe has stated,
that if they can only have the ladders fixed the one way, you would rather have them
on the sides, but that you would rather have them on both sides and ends?

Mr. Hucres—If they were only going to have one ladder, I would rather have it
on the side.

Mr. CasEy—Would it be an improvement to have two ladders, one at the side and
one at the end ?

Mr. HugHES—Yes.

Mr. CasEy—Are you aware of any railways in Canada, where they have them at
both the side and the end ?

Mr. Hucues—There are none that I know of.

Mr. Casey—We have evidence from Mr. Morford, that they are fixing them in
that way on the Michigan Central?

Mr. Hucaes—Yes, I think they may have them on foreign cars.

Mr. Casey—You have had something to do with handling air brakes. Have you
ever known the air brakes to become accidentally disconnected so that they would not
work on any train that you have been on'

Mr. Hueaes—No, sir.

Mr. CasEy—Have you any suggestions to make about air brakes at all from your
own experience !

Mr. Hycaes—No, sir.

Mr. Casey—Have you any suggestions to make about the compensation clause ? You
have read the bill, I suppose?

Mr. HucHES—Yes.

Mr. Casey—You know what I mean by the compensation clause ¢

Mr. HugaEs—Yes.

Mr. Casey—Does that seem fair, or have you anything to say in respect to it ?

Mr. Hucaes—1I think it is fair enough.

Mr. CasEy—You said you had been on the Grand Trunk ?

Mr. HucEEs—Yes.
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Mr. Casey—You were under the operations of their Mutual Benefit Society ?

Mr. HuecaEs—It has been changed since I was on there. It is about ten years
since I was there. And it was carried on in a different way then, though they pay the
same arount now as at that time.

Mr. Casey—In what way was it carried on then? Did the men manage it or did
the company ?

Mr. Hucaes—The company managed it, but they have different grades now to
what they had then.

Mr. Casey—Do you consider this a substantial benefit to the men ?

Mr. Hucaes—Well, T do in a way. Yes; if aman is not insured in any other
company, and he is railroading—you are compelled to be insured in the company you
are working for.

Mr. CasEYy—Would you prefer that, or the arrangement in the bill ¢

Mr. Hucres—1 prefer the bill.

Mr. Casey—Do trainmen find it difficult to insure with ordinary insurance com-

anies !
P Mr. Hucnes—A brakeman has to pay about double in any insurance company.

Mr. Casey—What does it cost you in your own organization, including lodge dues !

Mr. Hucnres—$35 a year for $1,200.

Mr. Casey—Then yours is much more risky than the trackmen’s business ?

Mr. HugHES—Oh, yes.

Mr. Casey—How much can you get!

Mr. Hucuks—We can get $2,400.

Mr. Casey—That would cost $70 a year ?

Mr. Hucaes—That would cost $6.00 a month. That is for insurance without any
lodge dues.

Mr. Casey—I want to know if that includes lodge dues ?

Mr. HueaEs—That would be about 50 cents a month extra.

Mr. STuBBS—Are there any initiation fees?

Mr. HugHES—Yes.

Mr. CasEYy-—How much?

Mr. HucHES—$5.00.

Mr. Casey—What sick benefit do you get for that?

Mr. Hugaes—None in the trainmen’s society.

Mr. Casey—Even if laid off by accident !

Mr. Huces—No.

Mr. Casey—If totally disabled, what do you get ?

Mr. Hucues—The full amount of insurance.

Mr. Casey—What certificate have you to get ?

Mr. HueaEs—The doctor that attended you.

Mr. Casey—Not a doctor nominated by the Brotherhood ?

Mr. HucrEs—No.

Mr. Casey—What is considered as total disability ?

Mr. Hucages—The loss of a hand, a foot, or one eye.

Mr. Casey—A one-eyed man can be a trackman ?

Mr. Lowg—I don’t know that he would be taken on ; but a foreman will not dis-
miss him if he happens to lose an eye.

Mr. Casey— About the cars of smaller roads, I don’t know that there is anything
special to ask the witness. About the width of running boards, what is the average
to-day ! .

Mr. Hueues—The general running board is from 18 to 20 inches wide.

Mr. CaseEy—Is there anything in the Master Car Builders’ standard about that!

Mr. HucnEes—1I don’t know.

Mr. Casey—We have a model here; but it shows nothing. However, as it is
drawn to scale we may be able to calculate it.

Mr. IxaraM—TYou say you were employed on the Grand Trunk?

Mr. HugHEs—Yes.
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Mr. IN6rRaAM—And on the Canada Atlantic?

Mr. HucHEs— Yes.

Mr. Inaram—And on the Canadian Pacific?

Mr. HucHEs—Yes.

Mr. IxnaraAM—Were you on through freight or local freight !

Mr. Hueres—On both.  'We run on the system first in first out, and take what-
ever there is. To-day we might catch a through freight and to-morrow a way freight.

Mr. IncraAM—There is no regular course ! h

Mr. Hueaes—No, we take turns.  First in first out is the rule.

Mr. INeraM—Which do you place most importance on ; getting from the ground
to the top of the car?

Mr. HucHEsS—Yes.

Mr. Inaran—Now, on through freights, there is little getting up from the ground?

Mr. Hvares— Very little.

Myr. IxcravM—There is more running over the train?

Mr. Huanes—Yes.

Mr. InGraM—On those through freights are there many foreign cars?

Mr. Hranes—At times.

Mr. Ineram—Is it not a fact that there are more or less at all times?

Mr. Hucnes—Well, you will get two or three in a train of 20 cars.

Mr. Incran—On the Grand Trunk or on the Canadian Pacific!

Mr. HugHEs—On both.

Mr. InaradM—And these would have no arch iron rails?

Mr. Huenes—Not if foreign cars.

Mr. InéraM—And you said, it is very seldom that a brakeman steps off while
running ov-r the board ?

Mr. Huenes—Very seldom, unless it is on sharp curves and the car jerks

Mr. Casey—You never got off ¢

Mr. Hugues—In all the years I have been railroading I never run off once.

Mr. IxaraM—You stuck on the running board all that time?

Mr. Hucues—1 did.

Mr. IncraM—T have run over the tops of trains a good deal, and I was as often
off as on.

Mr. Hucues—I might have got off if T paid no attention.

Mr. IxcraM—Do you know if the end ladder is the best’

Mr. HucHEs—In regard to a man getting on a train in motion the side ladder is
the safest and is also the handiest in getting off.

Mr. IncRAM—AnRd suppose you are going from flat to box cars?

Mr. Hucaes—In that case I would prefer the side ladder, provided with a grab-
hold on the end of the car.

Mr. IncraM—Would you prefer that to the end ladder?

Mr. HucHES—Yes.

Mr. IncraM—Did you ever know a case of a train where the air brakes were pro-
perly tested, having a mishap ?

Mr. HucrEs—1 never knew a case.

Mr. IncraM—Now, you speak of insurance. In your experience of the Grand
Trunk, do the men care much for the Provident Insurance Society?

Mr. Hugues—The time I was on the Trunk, iv was about 11 years ago, none except
the engineers and firemen had it. The others had no choice to be against it.

Mr. IneraM—Were the men perfectly satisfied at this time !

Mr. HueHEs—Yes.

Mr. Casev—How much do you pay for your insurance?

Mr. Hucngs— The assessment on brakemen is $35.00 a year for $1,200

Mr. INcraM—You consider that high?

Mr. Hucaes— Yes, that is pretty steep.

Mr. IneraMm—How long are you off the road?
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Mr. Hucres—About one year.

Mr. INerAM—And your last rvad ?

Mr. Huoaes —1 was running a train on the C. P. R.

Mr. Lowe—I may say that when the Grand Trunk insurance society was first
formed there was no society. Since then other societies have come out; but in those
days there was nothing for the men.

Mr. Huenes—The men have to belong to this, but most of them belonged to other
societies.

Mr. INGraM—In 1883 T was myself a member of the Provident Society, though I
belonged to several others. I considered it a hardship in those days to belong to that,
when T was already insured up to the hilt.

Mr. PoweLL—TIt is more expensive !

Mr. Ix¢raM—It was unnecessary in my case.

Mr. PowrLL—Mr. Lowe, are you acquainted with the Intercolonial Railway
Society. Their’s is mutual. Do you know anything about the road !

Mr. Lowe—1I¢ is much the same as the Grand Truunk Society.

Mr. PoweLL—It is entirely managed by the men. There is an officer, Mr. Pavor,
paid by the Government and paid by the men for this?

Mr. LoweE—I don’t know anything about it at all.

Mr. PoweLL—1It is a great deal cheaper than the other?

Mr. Lowe—The trackmen would prefer the Canadian Pacific system. They have
to pay a brakeman’s risk, and they would prefer their own society.

Mr. Casey—On the Canadian Pacific Railway each class has its own society ?

Mr. Lowe—Each order has.

Mr. Casey—The trackmen insure each other and the brakemen do the same for
themselves ?

Mr. Lowe—And they can insure outside if they wish.

Mr. CasExy—On the Grand Trunk, is the society managed altogether by the
company !

Mr. Lowe—Yes. If you work on either the mechanical or operating sides you
must join it.

Mr. Casey—That is all the difference between the Grand Trunk and the Inter-
colonial ¢

Mr. LowE—Yes.

Mr. Casey—But the risk raises the cost to the men?

Mr. Lowr—Yes, and there is” scarcely any policy but a man can get cheaper
elsewhere.

Mr. PoweLL-—On the Intercolonial the rates are all the same.

Mr. HupsoN—In reference to some questions put the other day by Mr. Ingram to
Mr. Morford, I might be allowed to say a few words. As to the views of the G. T. R. and
L C. R. men in regard to the compensation clause, I may state that a depuvation of
Intercolonial trainmen and operators were here a month or a month and a-half ago. I
had a conversation with them on that subject and they are opposed altogether, as the
Grand Trunk men are, to being compelled to insure in the company. They claim that they
can get cheaper insurance outside, and at the meeting where these bills were amended
they were opposed to compulsory insurance. They claim that a great many of them
belonged to the Catholic Order of Foresters, the C. M. B. A., or some of the Protestant
societies, and that they had all the insurance they wanted. They simply wanted some-
thing as this bill proposes in the case of death, that their families shall be entitled to so
much money, that they could not get any less than that. There is nothing in the laws
of any of the provinces, or of the Dominion, that states any definite amount. You may
come on the company and have a lawsuit and if you beat them you will get whatever is
decided by the court, but it is the wish of the men that there should be an amount
named that their heirs should get in case of death, or that they should be entitled to in
case of disability if it is the company’s fault ; they desire that they should get 60 per
cent of the rate of wages paid to men similarly employed at the time. That is the wish
of the Intercolonial and Grand Trunk men ¢n fofo. They are opposed to the insurance
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scheme of the company, excepting some of the old men who are too old to go into any-
thing else. It is not right that the young men should be compelled to go into the com-
pany’s societies just for the benefit of a few old men who have been in it all their lives
and who cannot get anything else.

Mr. INgraM—Should they be entitled to compensation whether they contribute to
the action themselves or not?

» Mr. Hupsox—No, I do not mean that. I mean where the ac.ident is caused
through the fault of the company. To-day if a man is discharged he drops all he has
paid into the company’s insurance fund, whereas in his organization, no matter what he is
working with, he can still be a member by paying his monthly dues. With the company
he is simply entitled to the benefit while he is employed. However if something has
happened him he may be allowed to remain as a member of the insurance. Mr. Pearson
in Toronto, who is paralysed, is still allowed to remain, but he is one in a thousand and
for that reason they are in favour of allowing the thing to drop so far as the railway
companies are concerned. The men consider that the Grand Trunk Company contribute
nothing towards their fund, compared with what the men pay in ; the men consider the
amount the Grand Trunk contribute is simply what the doctors are paid. And the
doctors in some of the divisions get more out of the fund than the men : for that reason
they are all in foto in favour of adopting this bill.

Mr. PowgrrL—Under Mr. Casey’s bill there may be four conditions of affairs ; first,
it may be owing to the negligence of the company that an accident occurs ; second, it
may be the negligence of the men ; third, there may be no negligence, it may be purely
accidental ; and fourth, it may be the joint negligence of both parties, neither one of
whom may be said to be the real cause. In these four categories it is clear that in the
case of the negligence of the company, the company ought to pay, and that in the case
of the negligence of the employee the company should not pay. What about the other
two cases !

Mr. Hupson—That would be decided by the court.

Mr. PoweLL—But suppose a condition just as I have put it, that it is the negligence
of neither party or the equal negligence of either party.

Mr. Hupson—If the court decided in that way I do not consider the employee
would be entitled to anything.

Mr. Casey—1If there is any negligence on the part of the employee the bill provides
for that.

Mr. PoweLL—But it does not provide for the case as stated. It says: “The
foregoing provisions as to compensation shall be void in the case of any employee
whose injury, or death, is caused by his own negligence.” You see it might be partially
by his own negligence and partially by the negligence of the company.

Mr. Casey—That is a nice point of law.

Mr. HupsoN—1I do not consider, if the employee was to blame in the matter at all,
he would be entitled to anything. Take my own case for instance: I was to blame
myself ; still, if the case had gone to court the company was equally blameworthy. Tt
was work done by their employees that caused me to do that by which I lost my hand.

Mr. PoweL,—Take a case where there was no negligence and it was a pure
accident, your bill would compel the company to pay in this instance. What would
you think about that ?

Mr. Hupson—It is very seldom that an accident happens that there is not some-
body to blame, either the man or the company. I have never seen one yet in which
someone was not to blame. .

Mr. PoweLL—Take a case of a rail that cracks from the frost or a wheel that may
have some defect in construction. It is not the result of negligence that could be
guarded against.

Mr. Hupson—That is perfectly right.  But if this bill is adopted and the number
of section men is employed that should be employed, a section man will go over the
track before every train goes over it.
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Mr. PoweLL—Take the case of the accident on the Intercolonial at Dorchester
where 40 people were injured. They found no negligence or cause which would lead to
the accident.

Mr. Hupsox—T have heard the cause stated by a number of Intercolonial men.
There was a box car loaded with several thousand pounds of copper in one end and
none in the other end, the consequence was that the car jumped the track.

Mr. PoweLL—In the absence of a cause they hit upon that ! .

Mr. Hupsox—There is very fair proof that that was the cause.  If you load a car
on one end

Mr. PowgLL-—Don’t let us argue about that. Take another case. T have been on
a train when the rails spread.

Mr. Casey—The rails did not spread without cause.

Mr. PoweLL—Yes, they did. I could give you an instance which was due entirely
to the action of the heat that warped the track out of line.

Mr. HupsoN-—The section boss was to blame for that. In that case the section
boss, in the summer time, is supposed to see that the rails have expansion room and he
is particularly instructed upon that point. 1T have heard the roadmaster giving the
section boss a lecture for not having sufficient room for expansion between the rails. That
is a case where a section boss, in my opinion, would be guilty of manslaughter if it were
proved that he did not have a proper amount of room for expansion between the rails.

Mr. PoweLL—Suppose thav you had one or more men injured, would it be fair to
hold the company responsible ?

Mr Huspon-—~Certainly, that employee is the employee of the company, and he is
certainly supposed to attend to his duty. If he neglects his duty, the company is
responsible for his action.

Mr. Incram—Let me put a case for you, Mr. Powell, and you can argue out your
own case. Suppose you were going along with an engine and cars and a rail breaks
and you go off. No one is to blame for that?

Mr. Hrpsox—No.

Mr. IxaraM—Now, make your case on that.

Mr. PoweLL—In that case the company you think should not be responsible ?

Mr. Hupsox—No.

Mr. PoweLL—Then your bill makes them responsible ?

Mr. Casey—The bill is supposed to cover all cases.

Mr. HupsoN—The opinion of the employees who met here, was that it should not
cover cases of that kind. But there are few of them. Where it is purely Providence
and no one is to blame, we don’t want it to cover that case.

Mr. PoweELL—The reason I mentioned that is, I have always found men reasonable
when they get down to that.

Mr. HupsoNn—In a case like that of the spreading of the track there is some one
to blame. Either the company is to blame for not having enough men, or the men in
charge, if there are enough, did not take sufficient care ; so that either the boss or the
company is to blame for not keeping the track in order.

Mr. Powgrr—This strikes me as an important feature, almost a departure. I will
ask you another question. In England and Ontario, you have an Employer Liability
Act for the protection of employees and workmen. T will state the principles at common
law, which are that a fellow workman is not responsible for negligence, or default from
which a fellow workman dies.

Mr. Casey—That is in the common law.

Mr. PoweLL—Take another instance : say that Mr. Hudson and I are fellow work-
men and any accident happened through your negligence, our common employer is not
responsible. That is the common law. 1t has been remedied by statute in England
and they have pushed it to this exteunt : that if a fellow employee, one in a position of
authority, who knows, or should know—and “should know " means that his duty shonld
lead him to know—in this case the head employer is responsible; or if the employer
employs any man he knows is unfit for a position, or without using diligence as to
whether he was unfit or not. You are pushing it beyond that.
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Mr. Casey—1 would cite a Canadian case: there was an employee at Montreal
killed through the negligence of a fellow employee, and the case after going through all the
courts was taken to Privy Council, and the Privy Council decided that the employer
was responsible.

Mr. PoweLL—That is under your Act; it is not the common law.

Mr. INacraAM—Was it another employee who was to blame ?

Mr. Casey—Someone employed on the road was negligent.

Mr. HupsoN—An ordinary fellow employee was the cause of this man's death. 1t
was in this way : if he had not done what he did do, this man would not be killed.
Now, I know that Mr. Shaughnessy and Sir Donald Smith contributed money out of
their pocket individually to carry that case through and get it tested ; and it was decided
in favour of the widow.

Mr. PoweLL—All this is governed by the Roman law in Quebec; not the English
law.

Mr. Hupson—I know that each of those gentlemen gave $200 to the organizations
to carry that case through, and I know similar cases in Ontario to what you, Mr. Chair-
man, cite, where the boss was responsible, where it never went to a lawsuit and the
company settled the matter with the different organizations.

Mr. INncraM—Under the Compensation for Injuries Acts, either in Ontario or
Quebec, would a man on a Dominion railway receive any compensation ?

Mr. PowenL—Tt has been held he would.

Mr. IngraM—Is that your experience, Mr. Hudson, under both local Acts? Ona
Dominion railway, would an employee get any danages !

Mr. Hupson—7Yes, I will mention another case, which happened on the Gatineau
Valiey Railway, in which a brakeman lost his two feet. The case was carried through
to the Supreme Court, because a lawyer in Hull had taken it up on the agrecement that
he would get 8500 if he won, and Beemer carried it through to the last court, and in
the end Beemer was beaten and the man got his money. 1 claim this was another case
where another brakeman was to blame.

Mr. PowerL—That was under the Roman law.

Mr. Huoson—1I have known other cases and we have had no trouble that way,
except as to the amount. We never got the amount we thought right. Take this case
which happened in Hull: Two men were killed through an open switch, and we were
never able to prove who was to blame, though we had a good idea. In order to save
the train the engineer and fireman stayed on the engine, which turned over, and they
were both scalded to death. We got 32,700 for the engineer’s widow from the company
without going to law ; and the firemen were successful in getting %1,000 for the mother
of the fireman. Now, the fireman was as much to his mother as the engineer to his
wife, and I claim the same should have been paid to each of them. 1t was taken
up by the Engineers’ and Firemen's Brotherhoods and that is all they got after a long
wrangle. For that reason we claim the amount should be stipulated in all cases, and
that is what we ask this legislation for. In regard to the arch iron rails, I was asking
several men about the matter since I was last before the Committee and they say there
is far more danger from the present handle than from the arch iron rail.  An arch iron
up to the knees is not more dangerous than those under which they can catch their toes.
They claim that it is more dangerous to have an iron two inches high than one whichis
two feet high ; and all I spoke to were strongly in favour of the arched iron rail. I
know the same thing is going to be brought before Cougress at its next session. A
committee wrote me for a copy of our hill, and they will present a similar bill for
an arch iron rail. This Mr. Coffin spoken of is the man who has taken hold of it, and
will have it put through. In reference to this last clause and all we have heard of
strikes, T will say that is something not in the minds of the employees, and we took
everything out of the bill that might make people think we were benefitting only our-
selves. The thought of a strike was never in our minds. Clause three in Mr. Casey.’s
bill was put in to make the companies comply with the rule books. They }}ave 1;'11d
down a number of rules, in the making of which we had nothing to say; and in which
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they impose penalties of fines and imprisonment, which are passed by the Government
here and become law. Anything in that rule book is law, and you can be punished.

Mr. CasEy—That is for not observing it.

Mr. Hupson—In that book they have rules for trackmen. We want those
observed, and if they say that a man shall be sent out half a mile each way, let the
men go out and leave a sufficient number of employees to put in the rail, or do whatever
is necessary to fix that rail, which is not the case now. All there are in winter are
three and sometimes two, and more are required. In summer they put on extra men ;
but this is to put in the new ties, and not to mind the track. In winter they need
more men, for there are more dangers. The frost breaks the rails, the track heaves;
snow has to be shovelled ; and we claim that this clause should be added to this bill.
That simply makes provision for the number of men that is required.

Mr. PoweLL—That does not pay them anything.

Mr. HupsoNn—All you gentlemen have to take into consideration is this one point :
Is the life of a brakeman more important than the making of money for railway
companies ! Two points are before this committee : Is this bill in the interests of the
lives of railway employee<, or is it to enable the company to pay dividends to the men
who hold their stock? We are only seeking to protect the lives of railway employees
and the public in general and not to make money at all. This is the main question
before this Commniittee in these two bills. Which is the more important, life or the
making of money !

Mr. Casey—How is this legislative board of railway employees constituted !

Mr. HupsoN-—-It is constituted by every organization paying Sc. a member, at
least that was the assessment last year. They pay that into a fund to keep this board
up. Each sends a delegate to the meetings ; or it need not send a delegate, as it may
send proxies. At Ottawa, for instance, there are two trainmen’s lodges, two firemen’s,
two divisions of locomotive engineers, one of railway conductors, and one of operators,
and when the meetings were being held in Toronto and at St. Thomas, they all joined
together and sent one man.

Myr. CasEv—At those meetings what do they do ?

Mr. Hupson—They take up the business before them — any legislation that they
wish to ask for—elect officers, and do all the routine business that may be required.

Mr. CasEy—Do the officers constitute the executive !

Mr. Hupson—No, the officers do not constitute the executive. There is an
executive of five elected for the Dominion.

Mr. Casey—That executive is directly representative of the different lodges of - all
the orders !

Mr. Hupsox—Yes ; the present board is composed of myself as chairman, Mr Lowe
as secretary, Mr King representing the engineers, Mr. Woods representing the firemen.

. Mr. Casey—What is Mr. King!

Mr. Hupson—He is a C. P. R. passenger engineer. Mr. Woods is a C. P. R.
locomotive fireman. Mr. Brill, of North Bay, represents the trainmen. He is a con-
ductor now, but he belongs to the trainmen’s order. Mr. Riley, of Toronto, represents
the conductors. Mr. Mills, also of Toronto, an old engineer of the Grand Trunk, is on
the executive. Mr. Lowe represents the trackmen.

Mr. Casey—How is it that you as the executive in charge of the promotion of this
bill, have not called a larger number of railway employees to give evidence before the
Committee !

Mr. HupsoNn—In answer to that question, I may state that on two occasions we
have had interviews with the Government. On the first occasion, which was last
September, when the House was in session, the Dominion Legislative Board in a body
met the Government represented by Mr. Laurier, Sir Oliver Mowat, Sir Richard Cart-
wright, Mr. Scott and Sir Henri Joly.

Mr. Casey— Was Mr. Blair prewnt?

Mr. HupsoN—No ; we met in the Railway Commwittee Room and we talked over
these bills as well as Mr. Gibson’s bill and the Alien Labour biill. The whole executive
met Mr. Laurier and other Ministers again last winter in connection with these bills as
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well as Mr. Gibson’s bill and the Alien Labour bill. We went through these bills and
we asked the Ministers whether the Government would take them up or whether some
private members should bring them in. They stated that they would sooner have some
private members bring them in, and said they did not see any reason why the Govern-
ment should not give them their support. At that executive meeting Mr. Lowe and I
were instructed to look after these bills. They considered that the executive committee
had done all that was necessary, and had been at considerable expense. We were
instructed to take those bills in charge and appear before the Committee to give any
evidence in respect to them, as we were qualified to do it. Fuarther, they did not
want men to place themselvesin an obnoxious position to the railway companies that they
were working for, and they did not consider it necessary that they should appear before
this Committee to give evidence, as we wiure qualified to do it, and as they had alveady
appeared before the Government. These are the reasons why there are not more here
to-day. It is a matter of expense, and there could be no more done it they were
here than we can do.

Mr. INcradM—So far as the balance of the executive is concerned ?

Mr. HupsoNn—TYes.

Mr. CasEy—So far as other railway men are concerned !

Mr. HupsoN—1In the first place, the Dominion Legislative Board in a body met
the Government and pressed these bills.

Mr. Casey—Did your legislative board decide that it would not he wise to call
other railway men in active service hefore this Comnmittee !

Mr. Hvpsox—The Dominion Legislative Board instructed the executive to go
ahead with these bills. The executive last winter placed them in the hands of Mr.
Lowe and myself to carry them through. They decided it would not be wise to call
them together again urless something occurred.

Mr. Casey—Did they decide that it would not be wise to call other railway
employees in active service !

Mr. Hupsox-—Yes, for the reason that at these committees they would meet
railway officials. There have been cases where an employee not being posted upon the
work of the committee would, without meaning to do any harm say or do something
that was objected to. When the first opportunity came he was let go by the companies.

Mr. InaraM—Would the Committee have any objection to hearing employees on
active service? .

Mr. Casey—Certainly not.

Mr. IncraM—I would be happy to furnish the names of two or three that would
be glad to give evidence.

Mr. HupsoNn—1 can give some, too.

Mr. Casey—T also could give some.

Mr. HupsoN—There are lots of men that would he willing to give evidence if the
Committee wished it.

Mr. IncradM—I do not think the Dominion Legislative Board represents all the
railways in the country.

Mr. Hupsox—Yes, there is not a division or lodge of the different railway orders
that has not paid its fees.  The engineers paid theirs through M. Bell of Brockville,
the conductors through Mr. Riley of Toronto, and the others individually.

Mr. IncradM—There is an important man in Ottawa who would be glad to give his
evidence, Mr. F. C. Jones. He has been a conductor on the Grand Trunk for a
number of years.

Mr. Hupson—What is he doing now ?

Mr. INneraM—He is in the insurance business.

Mr. Hupsox—Of course I don’t know anything about him. We have no objection
to his being called.

Mr. IncraM—He is a man of wide experience in railway organizations. .

Mr. Casey—I merely brought out the reason why the promotors of the Bill did
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Mr. Lowe—1I was speaking to Mr. Riley in Torouto on Wednesday last. He had
a letter from Mr. Hudson to come here ; but he had been down and met the govern-
ment twice, and thought they knew what the men wanted. The Bill was there setting
forth our needs.

Mr. PoweLL—Regarding subsection 2 of section 8 of Mr. Casey’s Bill, I want to
see what your view is. The first subsection compels them to do a certain thing, the
absence of which, of course, is negligence under the law. Now, take subsection 2
and just to take on illustration, suppose they have not a sufficient number of telegraph
operators, say at Montreal, in connection with the Canadian Pacific, and that a cow is
killed in Simcoe, or some other far off, distant place, it would scarcely seem the correct
thing that the limitation of the number of telegraph operators at Montreal would have
anything to do with the killing of the cow. And yet subsection 2 would have that
effect, for it says, “If it fails to do so, it shall be held responsible for all injury to life,
person or property in connection with its operations,” I imagine what you want is,
“which results from such default.”

Mr. HupsoN—What comes to my mind is about property on trains.

Mr. Casuy—1I think property on trains is meant.

Mr. HupsoN—Suppose you have a lot of property, of valuables, on passage with
you and the train is wrecked through the neglect of the company not having a sufficient
number of operators, it is not right that you should lose that.

Mr. PoweLL—Why not strike out the words “in connection with its operations” !

Mr. Casey—1I drew up the Bill, and my intention was that it should apply to loss
to life, person or property on trains.

Mr. PoweLL—Your view is that it should read, “Injury to life, person or pro-
perty resulting therefrom.” ,

Mr. Hupsox—That was our intention.

Mr. CasEy—1t was not my intention, in drawing the clause, to cover any accident
that happened on a train, that it should apply to property off a train, and that view did
not occur to me. They should suffer the penalty whether the cause is direct or not ; but
I, am not now arguing in favour of it. I will also state my view of the compensation clause,
as I introduced it. We have spoken of cases of accidents which were apparently
causeless, I first contradict the idea that these were causeless, for in every case either plant,
roadway, or something is out of order. But, even suppose there could be a causeless acci-
dent, it seems to me that train service isa peculiarly risky service, and that the whole
responsibility of that risk—even the risk of causeless accidents—should not be borne by
the employee, but that there should be a minimum of risk to the employee, even when
the company is not at fault, but in that minimum I did not intend to put that com-
pensation at such figure as the men might recover by law or justice, but simply that
they might get something as a fixed contribution to their risk. -

Mr. PoweLL-—Take the case of a man walking along the running board and thrown
off through no negligence of the company or himself. Would you say that under such
circumstances you would give the man something?

Mr. Casey—Yes, give something—$3,000 is simply put in as tentative—give a man
something for the risk involved.

Mr. Lowe—One reason men stumble onrunning boards, and perhaps the only reason,
is that the track is rough. Where the track is straight men can walk all right.

Mr. Casey—A gust of wind might blow them off.

Mr. Incram—1I have walked off the board hundreds of times and hundreds of our
men do the same thing.

Mr. Hupsox—Of course the Canadian Pacific has a wider running board than
most roads. They use a standard of 20 inches to 24 inches, and most of them are 24
inches—two boaids laid together—but I have seencars, especially on western roads, with
very narrow running boards, and a man cannot stay on them.

Mr. InéraM—And he does not try to.

Mr. LowE—And then the speed has nearly doubled this last ten years. .

Mr. PowerLL—I have a very strong prejudice for the ladder at the end instead of
the other, from all T have observed.
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Mr. Casey—Would you have both ?

Mr. PoweLL—Or both. I heard what Mr. Morford told us, but from my own
observation also of a lot of flat cars interpersed with box cars, I think that it is the
dangerous time, when men need something at the end ; and to get on you want a ladder
at the side.

Mr. HupsoN—The reason the trainmen gave themselves to the Dominion Board,
was this: That a side ladder, if getting up or down, was handier, and they are unot
liable to fall between the cars. While probably it is not as handy getting off the side
ladder they could, with an iron to take hold of. I know that Mr. Morford, in answer
to Mr. Ingram, said that with the side ladder a man was liable to get knocked off by
switches or by cars if they are too close. Now, if they do, the company is to blume ;
becanse the Dominion law states that there shall be nothing within a certain distance
of the tracks. Therefore, the Canadian Pacific have on all sidings placed a block,
inside of which the cars are supposed to be. The switch stands are supposed to be so
many feet from the rail, and so are telegraph poles and other obstructions. and it is
impossible for a man to get knocked off unless some one has failed in his duty.

Mr. IxgraM—Do you say Mr. Morford was opposed to either the side or the end
ladder !

Mr. HupsoN—No, but you asked his opinion of the side ladder and he said that be
considered the end more advantageous than the side ladder.

Mr. Incran—T asked which he would prefer, side or end, in getting from one car
to another, and he said that a man swinging around to a side ladder was liable to strike
something.

Mr. Lowe—I was going to tell Mr. Powell that the men preferred ladders both on
the side and on the end especially on the Intercolonial line where they handle a great
many coal cars. The conclusion they arrived at was that if they could only have one
they would have the side ladder but they would prefer having both side and end
ladders if they could get them.

The Select Committee of the House upon Bill No 2 further to secure the safety of
railway employees and passengers, and Bill No. 3 to promote the safety of ailway
employees mct on Tuesday, June 1st 1897, at ten o'clock.

Mr. T. C. Joxgs, of 49 Askin Street, London South, was called.

Mr. Casey—You have been a conductor?

Mr. Jones—Yes, sir.

Mr. Casey—On all kinds of trains!?

Mr. Jones—Yes, on all kinds of trains.

Mr. CasEy—And you have been working in other grades of railway service !

Mr. JoNes—Yes, sir ; I have been 26 years in railway service on the Grand Trunk
and formerly with the Great Western before it amalgamated with the Grand Trunk.

Mr. ErLis—How long have you been a brakeman !

Mr. Jones—Eight and one half years.

Mr. Casey—Are you still in railway service ?

Mr. JoNnes—No, sir; I severed my connection with it one month ago.

Mr. Casey—Have you read Bill No 27

Mr. JoNes—Yes.

Mr. Casey—Have you any general remarks in regard to it or would you like to be -
questioned ?

Mr. Jongs—I1 would prefer that you should question me on any point that you
want information upon.

Mr. Casey—How long did you say that you had been employed on the Great
Western and Grand Trunk Railways !

Mr. Jongs—Twenty-six years.

Mr. Casey—Never on any other railway ?

Mr. Jones—No.

Mr. Casey—Take this bill in the order of its clauses. Clause 1 deals with air
brakes : cars fitted with air brakes to be provided with an automatic alarm. Have you
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ever known an accident to occur for the want of some such device as this where the
engineer tried to apply the air brakes and found that they did not work ?

Mr, JoNes—Not in my own experience. I have heard of one case but the
‘Westinghouse people make the claim that it cannot occur.

Mr. CaseYy—We are not dealing with the claims of the Westinghouse people.

Mr. JoNEs—From my own experience I have not known it.

Mr. Casey—Have you known an accident to occur within your own knowledge
from the failure of the air brakes to act?

Mr. Joxes—TI could not say that, because the company will claim certain things
and the men certain things, but after examining and investigating is has been proved
to the satisfaction of the men.

Mr. CasEYy—Do you know of any accidents where the air brake did not aet ?

Mr. JoNxEs—Yes, one. It was so claimed by the men.

Mr. Casey—I think we are both referring to the same case. It is quite evident
the brakes did not act because the train did not stop.

Mr. JoNEs—Yes.

Mr. Casey—You do not know why they did not act ?

Mr. Joxes—No,

Mr. CaseY—Do you think such an attachment as this will be useful ?

Mr. JoNEs—Yes, very useful.

Mr. Casey—Do you know of any contrivance that would affect. the object of clause
one’

Mr. Joxes—No.

Mr. CasEy—As to box freight cars; this bill says that there should be uniform
standard of height and that the capacity shall not exceed 60,000 pounds. What do
you think of this provision ?

Mr. JoxEs—1I entirely approve of it. I would like to see something added, how-
ever, that the height from the rail to the coupler should be standard. This is, perhaps,
as important as the height of the car, and it would make the provision apply to flat cars
in addition to box cars. The height of the couplers from the rail should be made
standard.

Mr. ELLis—Why ¢

Mr. Joxes—The difference in height of the draw bars adds to the danger of
coupling cars. You get a high and low draw bar, but they are fewer than they used to
be, and the companies are making them of standard height.

Mr. Casey—Then you think that the couplers should be of a uniform height from
the rail as well as the roofs of the cars?

Mr. JoNEs—Yes.

Mr. Casey— We have been told that that last point is impracticable because of the
different kinds of cars required to carry different kinds of things.

Mr. JoNgs—The company will claim that it is impracticable, though it may be
done. One great source of danger to railway men is the difference in the height of the
cars. They have put on furniture cars and cars to carry bulky light freight which they
have heightened. If it is impracticable to have a uniform height, it should be just as
impracticable to have a uniform width. You never find two cars differing in width.
They have to be uniform there, and I cannot see why they should not be uniform in
height just the same as in width.

Mr. CasEy—Then you think that it would be fair to say to the railway companies:
“You shall not build cars above a safety height for the purpose of carrying the bulky
freight ; you should sacrifice the capacity of the car in this particular to the safety of
the employvee.”

Mr. Joxes—Yes; T think that should be done.

Mr. Casey—Is that a fair statement of your view !

Mr. Jones —Yes, sir.

Mr. CasEx—There is a limitation to 60,000 lbs. capacity. What reasons are there
in favour of that limitation? Why should they not be more that 60,000 lbs. ? ‘
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Mr. JoNEs—In my opinion a car that exceeds that at present—in the future they
may get something that will hold 100,000 lbs. as safely as they now carry 30,000 lbs.—
adds to the risk of breaking loose. It is like tugging at a mountain when the car
exceeds 60,000 lbs. It nmkes very much heavier }mula,rre and adds to the danger of
breaking loose, which is one of the risks which railway men are subjected to.

Mr. CasEY—Does it increase the wear on the track seriously?

Mr. JoNgs—Yes, it certainly does. In hauling 60,000 lb. or 40,000 1b. cars, and
they have to make a heavier rail and ballast the rail up differently to what they had to
do in the old days when they had lighter cars.

Mr. i vay managers that cars are being
made to carry 100,000 pounds, and that they consider them as safe as any other.

Mr. JoNxes—The car might be guite as safe and might be quite as strong, but in
the haunlage of that car there are additional risks. With light cars the slack of the train
is more easily taken up than with heavy cars. With the 60,000 1b. cars it is like pull-
ing on a solid rock, and this adds to the danger of jerking and of uncoupling the cars.

Mr. Eruis-—Well, I suppose in ratlway work when you say that rails must be
heavier and more heavily ballasted, that simply means better conditions.

Mr. Joves—Yes, but still with these conditions the breaking loose of the heavier
train and the jerking of the train would add to the risk. The road-bed would not pre-
vent that.

Mr. Evris —Would not the same conditions which make for the increased rail and
ballast make for an increase of heavier cars and all that? That would follow, don't
you think !

Mr. Jones—Oh, ves, to a certain extent.

Mr. Casev—The next subsection fas reference to ladder s, outside ladders, ete. Now
the Grand Trunk and the Canadian Pacific employers who were here have mgmi that
outside ladders were not as safe as end ladders. They said that there was a danger of
a man being brushed off by obstacles, and a difiiculty in getting from box to flat cars.
On the other hand, Mr. Morford, of the Michigan Central, suid he believed outside
ladders on the whole were useful in most cars ; but he woul { prefer hoth.

M. v agree with Mr. Morford. The more hold a man can get
between cars the better. At the same time, where a man has to use the ladders to get
up when the train is in motion, the outside ladder is undoubtedly the best.  But if the
car was equipped with end and side Iadders, it would be much better, because the rungs
of the ladder on the end would provide a hand hold when coupling in between cars.

Mr. Casey—Look at this end plan, of a car with end hand grabs.

Mr. JoNEs

Mr. Casey—Do : ou approve of that!

Mr. JoxNgs —I (Lpprove of that de01dedlv

Mr. Casky il also khown on that plan, reaching
from the top of the ]adder to the 1 running board. Do you think that would be a useful
attachment ?

Mr. JoNes—That has been approved by the railway organizations and while there
has been a little difference of opinion about it, the bulk of the men want it.

Mr. ELLis—What is your opinion ?

Mr. Jones—I would prefer an attachment to the mast of the brake, and have that
as a support to the brake. 1 believe the Master Car Builder’s Association are having
all new cars built with the ladder on the same side as the brake, and something similar
could be put on and the attachment to the brake would form a poz't,mn of its support
as well as a hand grab for men GPttmg up.

Mr. INgraM—Your meaning is to put a rail around the brake.

Mr. Joxes—No; that is not it. The sketch shows what I mean (sketch put in).
Taking all the new cars built by the Master Car Builder's Association it about covers
that.

Mr. IxcraM—There would be no difficulty in providing for that in connection
with this clause, that this should be un the same side as the brake. The brake is only
on one end.

75



60-61 Victoria.  Appendix (No. 1.) ' 1897

Mr. JoNEs—Yes.

Mr. IxerRaM—Then on the end opposite that there is none.

Mr. JoNgEs—There are on some cars what are known as double connected brakes
on both trucks, operated from one end of the car. )

Mr. IncraM—DBut there is only a brake-head on one end !

Mr. JonEs—That is all.

Mr. InGram—Then in case you provide a rail at one end you will have another
rail as provided in the Act attached to the ladder at the opposite corner!

Mr. Joxes—I would like to see the deck kept as clear as possible.

Mr. INéraM—What do you mean by the “deck " ?

Mr. Jones—The whole top of the car.

Mr. IngraM—Then you would have no rails ¢

Mr. Jongs-—Yes, but the big bulk of railway men differ from me on that point, and
want the rails.

Mr. ErLis—I don’t clearly catch Mr. Jones. Assuming there is only one of these
ladders, either end or side, and taking the average of railway work all over, which is the
best !

Mr. JoneEs—If we had to choose between the two, the side ladder ; but I would
like to see every car equipped with both end and side ladders.

Mr. CasEy—Now, we will turn to the compulsory compensation clause. You have
read this clause and you might make your own statement on it ?

Mr. Joxes—I cover the whole thing, in saying that no railway man but will concur
in supporting what the bill contains as to compensation for injury.

Mr. Casey—The clause provides that no employee shall be allowed to contract him-
self out of this; that is, he shall not be able to agree with the railway company that
for such and such wages he shal! relieve them from responsibility. Is this wise ?

Mr. JonEs—Yes, sir; there is or was—it is so long since I joined the Provident
Society, that I can hardly remember—a provision that one thing you signed, was that
you accepted the compensation of the Provident Society in lieu of all damages you might
contract by injuries, and the men figured up and found the provision itself was not
worth the paper it was written on ; but which they were, in a measure, forced to sign.

Mr. Casey—If they were allowed to contract out, no doubt the railway companies
would insist on every man signing the agreement ?

Mr. JonEs—1 think they would.

Mr. Casey—What is your opinion as to the amount of compensation? This pro-
vides for 60 per cent of a man’s wages, while laid off as the result of injury. Do you
think that is a fair proportion.

Mr. Jonms—It is pretty hard to say. If I were an injured man T would not like
to accept 60 per cent of my wages for the time I was laid off ; and take any injured man,
he would hesitate to accept that. The harder he works the smaller the compensation
he receives, and the greater the risk, and 60 per cent does not pay him for the loss of
time. It would not pay a man to go into the injury business for that sum.

Mr. Casey—What we want to get at is this: supposing this clause passes to fix a
fair rate of allowance to one who is injured. We have pub in 60 per cent as a tenta-
tative amount and we ask everybody who knows anything about it, whether he thinks
this is a fair figure, or what other proposition he would suggest. We want your per-
sonal view of the question. How does it compare with the allowance made by the
societies that you subscribe to !

Mr. JoNEs—This is about the ratio, about two-thirds.

Mr. Casey—Then in connection with the Provident Saciety of the Grand Trunk,
was it a fact that everybody had to sign?

Mr. Jones—To the best of my knowledge. I remember at the time of the amalga-
mation of the old Great Western Provident Society, with the Grand Trunk Provident
Society that we had to do that.

Mr. Casey—Then there was a Provident Society in the Great Western !

Mr. JoneEs—Yes.

Mr. Casey—Did the company contribute ?
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Mr. JoneEs—They claimed to do so.

Mr. Casey—Wlho was it managed by, the company’s officials ?

Mr. Joxes—Yes, largely by the company’s officials and the men together.

Mr. Casey—You were not compelled to sign any release to the company, in regard
to damages ? '

Mr. JoneEs—No, sir.

Mr. Casey— After the amalgamation you were compelled to sign a statement?

Mr. Jonrs—Yes, to the best of my knowledge : it is rather dim now, it is so long
ago, but T will be alwost positive that that providion was insisted upon.

Mr. Casey—Taking the operation of the Provident Society as a whole, has it heen
satisfactory to the ewployees of the Grand Trunk?

Mr. Joxgs—No, it has not.

Mr. CasEy—-You have been in a position to know as to that?

Mv. Jones—1I have been connected with it ever since it was inaucurated.

Mr. Casev—1I understand yvou held some position in connection with a committee
of the employees whose business it was to look after their interests as between them and
the company !

Mr. Joxes—1 have been chairman of the joint grievance committee for the (irand
Trunk conductors and tramnmen.

Mr. Casey— What were the duties of this joint grievance committee?

Mr. Joxes—Their duties were to take up any matters that might arise between the
men and the company and to adjust them at the annual meeting at which we mutually
agreed to discuss such things. :

Mr. Casev—You met the officisls every year and discussed these matters with
them ?

Mr. Jones—Yes, sir.

Mr. Casey—=So that any grievances between the men and the company came to
your personal knowledge ’

Mr. JoNes—Yes.

Mr. McGrecor—Why do you say that the Provident Society was not satisfactory ?

Mr. Jones—The men claimed that the compulsory feature is very objectionable and
especially this contract that they have to sign that by reason of the company helping to
support the Provident Soclety they waive all claimns for damages or injuries. This is
the most objectionable feature.

Mr. McGrEGorR— What do you mean by the compulsory clause?

Mr. Joxrs—Every employee of the Grand Trunk must be a member of the Provident
Society. That is a condition of his employment.

Mr. McGrEGOR—And his subscription is taken out of his wages?

Mr. Joxes—Yes.

Mr. ErLris—That is no worse treatment than the civil service get, is it?

Mr. Jones—1I personally do not grumble about it at all. The fact that the com-
pany deducted from my wages saved me on account of my collection and T am perfectly
well satisfied, but I know the will of the men.

Mr. Casey—Have you any fault to find with the administration of the fund by the
officials of the society ?

Mr. Jones—Yes, the fact that it is left almost entirely to the company to decide
whether a man is incurabie and then to compute his insurance in some way or other
giving him a certain amount for total and permanent disability and throwing him out
of the fund is not satisfactory. T might in one or two days give you more information
on this matter, I have not studied it up, but I know of cases occurring and when I
return to London I could give you more information.

Mr. Casey—You will please communicate it to the secretary or to myself. Do you
find any friction arising between your organization and the officials of the Grand Trunk,
in consequence of your mutual discussion of grievances every year ¢ Do you find that
employees are punished, dismissed, kept back or in any way hardly used by the company
in consequence of grievances that they have brought forward !
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Mr. Jo¥Es—You cannot answer that question and give positive proof that it is so.
It is easy for the company or an official, when a man has become “objectionable, to find
some reason for dismissing him. There is no law laid down that a man shall be dis-
missed or fined or punished in any given way for any certain offences, yet if a man gets
too prominent the company can easily get rid of him. You cannot prove the statement
and it is a hard question to answer.

Mzr. Casey—That 1s all 1 wish to ask you on that point. Section 8 provides that
the number of employees shall be sufficient to ensure safety. The intention of that
clause was to prevent railway companies from economizing in expense at the cust of
letting the road-bed run down and making operators, trainmen, section men, etc., work
longer hours than they should. You have never been a trackman at all?

Mr. Joxgs-—No.

Mr. Casey—We would like to have your ideas on this clause generally?

Mr. JovEs—T1 think the clause is good, generally speaking.

Mr. Casey—Have you known the road to run down in condition on account of not
having sufficient men employed upon it?

Mr. JoNnes—Yes, sir.

Mr. Casey—The consequence of which would be increased risk ?

Mr. Joxes—Certainly, increased risk of injury.

Mr. Casey—7You do not know anything of about how many men there should be
on a section ? :

Mr. Jones—Yes, I do; I do not think that a sectionman can do justice to his
section short of four men and himself.

. Casey—You would put five men on a section ?

Mer. Jones—Five men on a section.

Mr. Casey —We have been told that two men are required as signal men ?

Mr. Jones—Yes, and three to do the work and handle the hand-car. I do not
think a man can do justice to himself or to his work with a less number of men.

Mr. Casey—Is the bad condition of the road bed especially dangerous to brakemen
and others who have to run along the top of the cars?

Mr. JoNes—Yes; undoubtedly it increases the risk.

Mr. CaseEy—Tt is not only dangerous to those who have to run on top of cars, but
to property and to the general public.

Mr. JoNEs—Yes.

Mr. InaraMm—How long have you been chairman of the executive

Mr. Jones—Until last November, from 1892 ; that is the time when we formed a
joint committeé of brakemen and conductors on the Grand Trunk. Previous to that, I
was chairman of the O. R. C., that is the Order of Railway Conductors.

Mr. IN¢rRAM—Was it at the instance of the Grand Trunk that you organized in
that shape !

Mr. Jonrs—No.

Mr. IngrAM— Was it done by the men themselves ?

Mr. JoNEs—Yes; by the men themselves.

Mr. IncraM—Did you find any difficulty in arranging at any time with the com-
pany to have your grievances heard !

Mr. JonEs—Very little in our experience.

Mr. InaraM—That is under what management ?

Mr. Jones— Under the old management.

Mr. IN6GrRaM—Who were the old management !

Mr. Joxes—Mr. L. J. Seargent was the general manager and Mr. James Stephen-
son was the general superintendent. )

Mr. Incram—In the time of those gentlemen you found little difficulty ?

Mr. Joxes—Well, after 1892 till we had an understanding we had some, but not
in the arrangement of meetings !

Mr. IngraM—How often did you meet the management

Mr. JoNEs—Once a year till 1892, when the agreement called for annual meetings?

Mr. McGrEGoR— Were they satisfactory ? . '
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Mr. JoNes—After 1892.

Mr. InaraM—The present manager is Mr. Hays. Now, have you met Mr. Hays ?

Mr. Joxes—No: but we saw the General Superintendent, Mr. McGuigan ; Divi-
sional Superintendents Webster, Cotter and Fitzhugh. \

Mr. Ingram—How has your committee been received by these gentlemen !

Mr. Joxes—Well, after the first hitch, when there was a question as to our repre-
sentative capacity, we thought that they were very fair.

Mr. IngraM—Is there anything i the report that the management declines to
deal with the committee, and prefers to meet the men individually !

Mr. Joxes—Not to my knowledge. We had arranged at that time in November
that this spring they would again meet the committee and adjust the question of pay
and other grievances.

Mr. INGrRaM—And you found them as convenient to meet as the old management !

Mr. JoNrs—Yes.

Mr. Inérax—Then there is nothing in the rumour that the management declines to
meet the committee ?

Mr. Jongs—No.

Mr. IN6RAM—Or the rumour that they prefer to meet the men individully ?

Mr. JoNnEs—No. The question came up whether the committee represented the
majority of the men, and it was on that point the only friction arose. We were able to
show and will be able to show that we represent a large majority of the men.

Mr. INGrRaM—So far as you know, this committee in arranging with the manage-
ment were perfectly satisfied in adjusting grievances !

Mr. JoNEs—Yes.

Mr. Ineram.—Has the committee ever brought up the question of insufficient
appliances or the latest appliances?

Mr. Joxes—Yes : on several occasions.

Mr. InarRaAM—Before the management of the Grand Trunk?

Mr. Jongs—Yes.

Mr. INaraM—Did you bring it before any other road ?

Mvr. Joxes—This committee has dealt with the question of other cars handled by
the Grand Trunk.

Mr. INcraM—But you never had anything to do with other companies ?

Mr. Joves—No.

Mr. IngraM—Now, in discussing appliances, how did the management seem to
take on that or discuss it !

Mr. Jones—Invariably, they received all suggestions with courtesy, and where we
could make a point, they complied to carry them out. I remember notably one case
where they did this.

Mr. Incram—Did they quote any figures or give any information to show that
they were doing what they could ?

Mr. Jones— Yes, sir; they did.

Mr. InérRaAM—And satisfied the committee they were doing that?

Mr. JoNes—Yes.

Mr. IneraM—Now, with respect to this first section, Mr. Jones, you have run a
passenger train for some years?

Mr. Jones—Yes.

Mr. INgraM—And what has been your experience in leaving divisional points, or
putting off or taking on coaches, were you in the habit of testing the brakes !

Mr. Jones—Every time.

Mr. INecraM—If properly tested, is there any danger of the air getting out? Any
case of an accident where the air has been properly tested ?

Mr. Joxgs—There is the case Mr. Casey referred to.

Mr. McGrecor—That is a disputed case, of course !

Mr. IxcraM—That is what I wanted to bring out.

Mr. Casey—You mean the accident on the Michigan Central, and the London and
Port Stanley Branch ?
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Mr. Jones—No ; I mean one at Ingersol, in which the engineer claimed that some-
thing occurred to his brake after his thoroughly testing and working it.

Mr. INgraM—Do you think with your practical experience, that if the air is prop-
erly tested and the angle cock is parallel to the train pipe, it is possible for the air to go
out, if properly tested7

Mr. Jonus—No, there is no reason for it doing so.

Mr. InaraM—From your practical experience, you would say that if the air is
properly testcd, there is little danger of that?

Mr. JoNnEs—Yes.

Mr. In¢raM—In the case of the Port Stanley accident, and the one you speak of,
and one which happened close to St. Catharines, are you of opinion that if the air had
been properly tested these accidents would not have occurred ¢

Mr. Jongs—I am not sufficiently conversant with the St. Catharines accident to
say ; but the others were due to improper testing of the brakes.

Mr. CasEY—Was there any investigation in the Port Stanley case!

Mr. JoNis—Yes.

Mr. Casey—What did the evidence at the inquest go to show !

Mr. Jones—1T don’t remember clearly,

Mr. IncraM—I1 think that the evidence went to show that the trainmen said that
they tested the brakes, and having tested them, something went wrong. Now, with
respect to the first section, you think that if there was some proper appliance satisfactory
to the railway companies and that would give good service, it would be good !

Mr, Joxes—Yes.

Mr, IxerasM—Would you apply it to all box cars, or simply to passenger coaches?
ould like to apply it to all trains.

Mr. InaraM—Well, in that case, take a train of 30, 40, or 45 cars, all having this
on, you are aware it takes a certain time to recharge the brakes.

Mr. Casevy—Some other appliance might be brought out. Mr. Jones says he knows
none at present.

Mr. Ineram—They have on the Michigan Central. We will bring that out by
Mr. McKenzie. Now, about the 60,000 lb. cars, would there be anything in this point ?
With the Grand Trunk 28 cars are a load. With some device, would it be better for
the men and no danger for the company, if instead of having 28 cars of 40,000 Ih capacity,
they would only have 20 cars of 60,000 Ibs? Would there be any advantage in having
fewer cars and greater capacity, provided the road-beds, bridges, and rails were com-
petent to carry them ?

Mr. Joxes—Well, it would be hard to tell which would be best. Every trainman
likes his caboose to be as near the engine as possible, and as few cars as possible
between ; but I think the maximum Weight should not exceed 60,000 1bs.

Mr. Ineram—If you get them higher than that they become very rigid and, irres-
pective of the length of the train, they are hard to handle and the jerking increases the
risk to the employee working on that train.

Mr. Joxes-——Well it is a fact that a trainman likes his train to be short.

Mr. CasEY— What about jerking ?

Mr. INcraM—The heavier you get a car the more rigid you must build the frame
and that destroys the spring.

Mr. Casey—If a man were standing on the top of a car when it started would he
receive a worse jerking on a heavier car “than on a light one ?

Mr. Jones—Yes. The further one of these 60,000 . cars is from the engine,
with lighter cars between, the heavier the jerk and the more risk there is of breaking
some portion of the coupling gear.

Mr. Casey—Very long trains with a heavy car add to the risk ?

Mr. Joxgs—Yes.

Mr. Casey—Take a long train of light cars and a shorter train of heavier cars and
which would you prefer?

Mr. Jones—The train of light cars.

80



Safety on Railways.

Mr. IxGRaM—Are you taking into consideration that the train is controlled by air
brake or by the hand brake?

Mr. JoNEs—Irrespective of that.

Mr. INcraM—Of course I could understand that in speaking of two or three dead
engines. There is no doubt as to the truth of what you say in respect to that.

Mr. JoxEs—Get ten or twelve cars back from your engine and it pulls as if they
were made out of solid iron.

Mr. IN¢raM—TYou spoke of a standard height of couplers from the rail. Is it not
a fact that the Master Car Builders have a standard height

Mr. JoNEs—Yes.

Mr. IncraM—And all the cars that are built now are built to a standard height ?

Mr. JoNes—Yes.

Mr. INcraM—As to couplers!

Mr. Joxes—Yes. And as fast as they get the old equipment into the shops they
are re-equipping in that way.

Mr. InoraM—7You said that you thought that the boxes should be of the sumne
height: ?

Mr. Jones—I would like to see it.

Mr. INGRAM —AS a practical railway man, do you think it is possible to do that!

Mr. JoNes—1I do.

Mr. IN¢ram—Then you would have a furniture car no higher than a meat, refriger-
ator or hay car; you would have them all the same height !

Mr. Joxks—7Yes; I claim that if it is possible to make cars uniform in width, it
should be equally possible to make them uniform in height. It opens up a wide ques-
tion as to freight rates, but I am speaking purely from point of view of the man who
gets on top of the car.

Mr. INGrRAM—Are you taking into account that the trains are being equipped with
air brakes and automatic couplers, or are you giving yvour evidence on the basis of the
ol hand brake?

Mr. Jongs—Irrespective of the air brake, the man hasx to be on top of the car.
There is no road, to my knowledge. that does not insist that their men shall be on top
in case of the failure of the air brake to work and the necessity of applying the hand
brake

Mr. IncravM—TIs it a fact that when a train is supplied with air brakes there are
less brakes to set?

Mr. Jones—There are less brakes to set.

Mr. IxcraM—And less running over the cars!

Mr. Joves—In case of necessity the men have to be on top of the cars. On the
Grand Trunk especially there is an order that every man must be on top passing every
station, iailway crossing, drawbridge, etc.

Mr. Casey-—They have to be there ready to work the brakes if required !

Mr. JoNgs—Yes. )

Mr. TxcraM-—Supposing you had the hand brake: & man going down grade wishes
to stop ; he is obliged to pass over five or six cars at least at the head and tail end to
stop that train; and he has to pass back and forward more or less releasing and setting
up his brakes in order to stop at the water tanks. If he had air he would not have to
do that? )

Mr. Joxes —No. :

Mr. INncraM—Therefore a man does not really pass over a train as much with the
air on as if he had to apply the brakes by hand?

Mr. JoNnEs—No.

Mr. IxcraM—So that if each train were supplied with these appliances the neces-
sity of making the boxes of uniform height would not be the same as if hand brakes
had to he applted ? .

Mr. Jones— Tt all depends on the amount of travelling you woul.d do up and down
On the Michigan Central, where the road is thoroughly equipped with air brakes, the
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conductor does more travelling than the brakeman, because it is handier for him to get
to his car from the front over the train.

Mr. INGRAM— Why does he do that?

Mr. Joxgs—To save time.

Mr. CasEYy—As a matter of practice, does the conductor as well as the brakeman
have to run about over the top of the train?

Mr. Jones—7Yes, certainly. On the Michigan Central each station is represented
by an order board ; the man having orders to that station must not pass that order
board. A conductor running a train of 45 cars finds it better for him to go over the
top while the train is running and be there when the engine stops to get further orders.
Of course he might wait until the train stops and, like an everyday passenger, walk along
the side of the track. If he failed to do what he now does he would soon become a
back number.

Mr. Incram—Suppose a conductor gets injured in passing over a train in that way
would the company hold him blameless or would the company condemn him for doing
something he is not obliged to do?

Mr. Jones—I do not think so. I do not know that I ever heard of a case. I
think the company would consider that this is one of the risks of the profession.

Mr. INncraM—Speaking of the height of box cars, do you think that if the com-
pany were to adopt a uniform height it would involve increased freight rate for hay,
furniture and all light freights.

Mr. Joxes—I think it would, although we would not object if they would make
-every car as high as they have them now.

Mr. McGrEGOR—The higher they are the harder they are to pull against the air?

Mr. JoNEs—TYes.

Mer. IncraM—7You believe in the end and side ladders!?

Mr. JoNEs—Yes.

Mr. Incram—Take the arched iron rail as you see it on that plan running from the
side ladder over to the running board on top. What is your opinion of that again?

Mr. Joxes—My personnal opinion differs from that of the bulk of the men.
Personally T would like to have the top of the car as clear as possible.

Mgr. IneramM—There is a plan of it drawn out showing the rail running from the
side of the car to the running board.

Mr. JoneEs —Yes.

Mr. IncraM—How high would you have that rail extending?

Mr. JoxEs— About two feet ; in that neighbourhood. It acts as a support to the
brakemen.

- Mr Casey—Would you like to have it so that a wan might catch hold of it
without stooping much ?

Mr. Joxes—Oh, he would have to stoop.

Mr. IN¢RAM—You mean from the side of the car to the running board ¢

Mr. Joxes—Yes. Encasing the brake rod.

Mr. IncramM—Would that not be the same as the other!

Mr. Joxes—The way I differ from that is that they would put it on each end of
the car and personally I prefer to have nothing but the brake as an obstacle to a clear
runway on the train.

Mr. Casey—What he proposes is to have the rail only at the brake head end of
the car. There would only be one instead of two.

Mr. Jones—That is it, but as I say I differ in that personally from the great bulk
of the trainmen.

Mr. InéraM—Regarding running boards, in your experience as a brakeman did
you always keep on the running board, passing over trains?

Mr. JoxEs—I could not say I swayed very often.

Mr. IneraM—Did you ever run over on the box, that is on the top 8f the car!

Mr. JoNEs—Oh yes.

Mr. IngrRaM—As much on the box as on running boards?
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er. JoNEs—No, I could not say that. You generally keep in the middle of the
road.

Mr. Casev—Generally you come to get on the running board before stepping from
one car to the other ? e

Mr. JoxEs—Yes.

Mr. CasEy—And as a rule, it is only at the end that there is any serious danger
of tripping over} . 8

Mr. Jones—As I said, T would like to see the deck clear.

Mr. Casev—But come to the point: Is there any danger?

Mr. JoNEs—A little but not much.

Mr. IncraM—The great bulk of railway men favour this?

Mr. JoNES—Yes.

Mr. INGRAM—By the bulk, you mean of the brakemen ?

Mr. Jones—Yes. I speak of the bulk, as I tried to carry my way and could not ;
they were too many for me.

Mr. IncraM—You spoke of the Provident Society, do you know whether the men
lately are compelled to sign this contract ?

Mr. Joxes—I don’t know. I have taken no interest in it for years.

Mr. InGrRAM—As a Grand Trunk man you should know were not the employees
excluded from compensation for injuries?

Mr. JoNEs—Yes.

Mr. INneraM—And that is the chief reason for dissatisfaction ?

Mr. JoNes—Yes.

Mr. INngianm—And why was the Act applied to them ?

Mr. JoNes—Well, I will tell you one thing: Every man likes to have his own
way in managing his own money. You find men joining things outside, the same as
men on the Grand Trunk did, and they would prefer to leave it and join other things
which they claim give as good benefits for less cost.

Mr. InaraMm—Do you know instances where Grand Trunk men belong to as many
other societies as they can keep up and think it a bardship to belong to this ¢

Mr. JonEs—TYes, lots of them.

Mr. INcran—Then, something by whieh .the men could leave it would be welcome?

Mr. JonEs—Yes. Speaking as Chairman of the Grievance Committee, it was
brought in by that committee on several occasions.

Mr. CasEy—You mean men with as much insurance as they can provide for !

Mr. Jongs—Yes. They should not be compelled to take this with all they have to
carry.
yMr. INngrAaM—That is where a man has sufficient insurance, he should not be com-
pelled to sign this contract. You spoke of five men as necessary to keep up a section,
and of roadbeds which were in bad order for need of that number.

Mr. JoNeEs—1I have known such roads.

Mr. IneraM—Ts that a common occurrence !

Mr. JonEs —It has been in the past.

Mr. IncraM—How many men should a secvion have!

Mr. Joxgs—1It would depend entirely on the nature of a section.  Take a man on
a section which is rock-bottom and well ballasted. He could take a longer mileage,
and have less trouble than a man whose section ran through a swamp. It would
depend entirely upon the nature of the roadbed.

Mr. IncraM—But the practice is that whether soft or hard, good or had, the
mileage is the same ! :

Mr. Jones—7Yes.

Mr. TngraM—So that is not taken into consideration ?

Mr. Jones—No. .

Mr. INcrRAM—Baut it should be, in your opinion as a railway man?

Mr. JoNEs—Yes. o .

Mr. Casey—That is a good point. I should think it would be considered.
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Mr. IN¢rAM—Except perhaps on side lines{

Mr. Jones—Or in yards.

Mr. Casey—How many cars do you think a brakeman should have to look after,
taking all risks of weather and everything else into consideration ; say with 30 cars,
how many men should there be?

Mr. Jones—That is about the same question Mr. Ingram asked. On some roads
there are 80 cars in a train and I have known 120 cars on one engine; but I don’t
think that two brakemen should look after more than 35 cars; it is more than he can
do to look after more than that.

Mr. Casey—That would be one for every 15.

Mr. Joxnes—One for every 15 or 20: but I don’t suppose any railway manager on
earth will agree with me on that.

Mr. John McKr~zig, of St. Thowas, Ontario, being present, was called.

Mr. Casey—How long have you been employed in railway work Mr. McKenzie !

Mr. McKENzie—Since 1868, about 29 years.

Mr. Casey—From 1868 until the past winter?

Mr. McKexzie—TUntil the 2nd of February last, when my railroad services ended.

Mr. Casey—Then you are no longer in the service ?

Mr. McKEeNzie—No.

Mr. Casey— What roads have you worked on?

Mr. McKenzie—I have worked on 3 or 4. T worked on the Grand Trunk
Railway of Canada and on the Chicago and Grand Trunk for a time; that was the
time they amalgamated, and then I worked on the New York Central for a year. The
last 14 years I have been with the Michigan Central. I went to them in 1883.

Mr. Casey—What positions have you held on the railway ?

Mr. McKrx~ziE—I have held the positions of car checker, brakeman, conductor,
yard-master and general yard-master.

Mr. Casey—How long were you a conductor !

Mr. McKEexNzie—I have been a conductor off and on since 1873.

Mr. CasEy—And brakeman ?

Mr. McKENziE—I was brakeman and yardmaster. I only broke a short time, and
worked in the baggage car between 4 and 6 years. Of course I was car checker for a
short time and then T broke for nearly three years, and attended the baggage car.

Mr. Casey—Long enough to know a brakeman’s business !

Mr. McKexziE—Yes.

Mr. Casey—Have you read Bill No. 3 through carefully ?

Mr. McKrxziE—Yes.

Mr. Ixeram—Have you any remarks to offer on section No. 1 in regard to air
brakes !

Mr. McKExziE—TI believe all cars should be fitted with air brakes.

Mr. Casey—This provides an automatic device to give the engineer notice if any-
thing goes wrong with the brake. Do you know of anything of that kind.

Mr. McKEnziE—I don't know of any device in existence, and I think that when
air brakes get out of order at the present time, they will get sufficient notice of it.

Mr. Casey—How would you get sufficient notice !

Mr. McKEexzie—The least thlnnr that goes wrong with the air brakes is noticed.
If the hose coupling should be broken and the air leaks they know it immediately by
the working of the pump on the engines. If the air brake falls in two the train stops
immediately.

Mr. Casey—Suppose something occurs to shut off the connection between the
engine and the train, suppose the angle cock gets turned how would they know that ?

Mr. McKexzie—They have no means of knowing that until they undertake to
test the air.

Mr. CaseEy—Exactly. It is something the engineer at present has no means of
knowing if the air is shut off from any car?
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Mr. McKExnzie—No, he would not know it unless something happened that would
start a break in the tr.in and a leakage in the train pipe.

Mr. Casey—A device which would give him notice in case the air was shut off
from any car would be a useful thing ?

Mr. McKENzIE-~T should judge it would be.

Mr. Casexy—Do you happen to know of any such device ?

Mr. McKENz1E—TI¢t looks feasible enough but I do not know of any device.

Mr. CaseEYy—There are two men whose devices have been tested with certain
degrees of success.

Mr. McKENzIE—TI did not know there was such a thing.

Mr. Casey—What about a uniform standard height of box freight cars weight and
capacity !

Mr. McKEexzie—The capacity is fully great enough here in my estimation. A car
that you put an extraordinarily heavy load on is hard to handle on the level or on hills.
I would like to see cars as nearly uniform as is possible as far as the height is con-
cerned. As to the capacity of a furniture car it will not be interfered with if the car
were made longer; in fact they ar made longer. A furniture car is from 38 to 40
feet long whereas our box cars run 35 feet over all. The furniture car is usually a foot
and a half higher than the average box car.

Mr. Casgy—Is that a source of inconvenience and danger to brakemen ?

Mr. McKenziE—Yes, it is a great inconvenience.

Mr. Casey—Do you consider it a danger !

Mr. McKE~zieE—There is a liability of its being dangerous. But of course people
use more care on these cars.

Mr. Casey— But it 1s an extra risk?

Mr. McKenzie—Yes. |t is easy for anybody to see that if we had to jump from
this table down to the floor, it would be more inconvenient than if we had to step across
on the level.

Mr. CasEY—T suppose at night you do not know when you are coming to these high
cars’

Mr. McKEexzieE—We have to keep our eye looking out. It is a matter of business
with us.

Mr. CasEy—You have heard Mr. Jones’ statements as to the effects of an unduly
heavy car on a breaking of the train. Do you agree with these in general’ ‘

Mr. McKExzie—Yes, quite. T agree with them because a heavy car placed in the
middle of light cars makes a bad load, but railway companies, especially that for which
I have worked—1I think it is one of the best in this country-—endeavour to put their
loads altogether at the head of the train, the empties in the rear, and flat cars in the
rear of these again.

Mr. Casey—That is not always possible ! .

Mr. McKENzZIE—T¢ is sometimes hard to do that, but 1t is generally done in our
yards, in making up trains for through traflic. X

Mr. Casgy—As I understand the reason it is this, that between the cars abead of
this heavy car there would be a considerable amount of slack, and that when this slack
was taken up when the train started there would be a sudden and sharp pull on the
heavy cars? )

Mr. McKEnzie—They would find the heavy car when they came to it.

Mr. Casey—And if anyone were standing on that car!

Mr. McKEenzie—He would feel the effect of it a little bit.

Mr. Casey—Now about the ladders, what is your opinion !

McKEenziE—There should be four ladders on the car, two at the end and twoon
the side at opposite corners. )

Mr. Casey—If you only had them one way which way would you prefer !

Mr. McKevszis—The side ladder by all means. By all means the side ladder. But
I tell you the two ladders are right. ) .

Mr. Casey—It has been urged against the outside ladders by the railway managers
—Mr. Wainwright T think it was particularly—that a man runningovera flat car and
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encountering a box car, will have difficulty in climbing up to the top if there was no end
ladder. This plan laid before you illustrates the terms of this hill ?

Mr. McKENziE—In several states of the United States they have these side guards.
they have been adopted by the Senate of the United States (the witness indicated diagonal
handles shown on the end plan of car) I do not find any great objection to it, but I would
prefer having both end and side ladcers.

Mr. CASEY—As to the arched iron rail !

Mr. McKEe~xzie—I would find no great objection to it.

Mr. Casey—Mr. Jones’ plan shows the rail running from the brake to the side of
the car. That needs to be only 14 inches high.

Mr. McKuxnzie-—They have this on the New York Central ? A frame around the
brake and it is honestly a benefit.

Mr. INxgraM—Does it extend from the brake to the side of the car?

Mr. McKenzie—To the side of the car. It is a support made around the brake.
It is a safeguard and a strength to the brake rod.

Mr. INnaraM—Would you prefer the rail to be extended to the side of the car?

Mr. McKENzIE—To the side of the car, yes.

Mr. Casey—Do you share Mr. Jones’ objection to the iron rail at each end of the
car, as provided for in subsection “6” of section 2 ?

Mr. McKe~zie—This is all right, because it is a handrail for you when you climb
up the side of the car.

Mr. Casey—You approve then of this provision for an arched iron rail, except that
you think it should be on the same side as the brakehead at one end of the car as shown
in Mr. Jones’ plan ?

Mr. McKENziE—On the face of this plan a man goes up the side and catches the
arch iron rail and goes to the brake. On the other corner he has no brake. I would
approve of the arch iron rail up to the top on the other side of the car.

Mr. Casey—Do you think there is any risk of tripping over this rail in passing
from one car to another?

Mr. McKexzie—Not necessarily ; if you go across the centre. The running boards
on the New York Central are three feet wide. Take a man on top of a good run-
ning board, and he will not get off it. In Mr. Ingram’s remark to Mr. Jones about men
getting off, it is because that the running board is so small they could not stay on it.
You know that, Mr. Ingram.

Mr. InaraM—Yes ; I have gone off, because of that.

Mr. McKENziE—I don’t believe if you give a man a good running board on top
that he will take to the side, unless for a case of necessity, as to see a signal which is
close to the side of the car.

Mr. IncraM—I will give, as an instance, the Michigan Central which has a
perfectly good track and I have felt as safe on the side as on the running board.

Mr. Casey—That is an exceedingly good road. All of section 2 you approve of ?

Mr. McKEe~xziE—Qui'e so.

Mr. Casey—Then passing over the penalties we come to the question of compen-
sation. When you were on the Grand Trunk, was this Provident Society in existence?

Mr. McKENziE—They organized something; but it is so long ago I don’t remember.
It was not the Provident Society. It was 16 or 17 years since I left. There was
some kind of society for the protection of the employees, but I forget what it was.

Mr. Casexy—Do you remember what you had to sign ! ‘

Mr. McKEenzIE—It was compulsory to join it, and there was a cast-iron agreement.
I know it was obnoxious to a great many of the employees. Others did not care.

Mr. Casey—Do you know whether railway men generally are in favour of this pro-
position, to give the men compensation ! Are you in a position to judge of this ?

Mr, McKex z1IE—Well, any compensation you have placed here, I think all railway
men would concur with that recommendation, very much ; because very few of them
have provision made.

Mr. Casey—Would you think the contribution by a railway company of say,
$10,000 a year to a railway men’s fund would be as good as this provision in this Bill ?

Mr. McKENziE—Oh no; it would not.
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Mr. Casey—What do you think of the amounts ? 60° of a man’s wages while laid
off and $3,000 for death or disability. .

Mr. McKEexziE—It is very fair, because the State of Michigan gives $5,000 and
the State of New York the same.

Mr. Casey—These are points which we wanted to get information on. The State
of Michigan compels a sum to be paid.

Mr. McKEexzie—This is what they compel companies to pay for death. o far as
inj\iiry is concerned, the law defines that and they sometimes get it in the neck pretty
hard.

Mr. Casev—Were you on the Michigan Central ?

Mr. McKeNzie—Yes; but I never ran in the State of Michigan.

Mr. Casey—But you were on the Chicago and Grand Trunk ?

Mr. McKENzIE—That was only as yard master around Fort Gratiot. Take the
New York and Michigan laws, it binds the companies very closely on that point of
compensation for death by injury. :

Mr. Jonus—I had at one time a document that showed the compensation given in
different places, but I could not find it when I was coming here.

Mr. Casey—Do you know where it was issued ?

Mr. JoNEs —No : but it gave all these figures.

Mr. Casey-—How do these provisions compare with the amounts payable by your
railway benefit societies in case of death or injury?

Mr. McKexziE—They are similar, $3,000. Of course, we pay for that as we feel
disposed. In the Order of Railway Conductors, a man must take out $1,000 at any
rate, and it accords with his age up to $5,000, and he must pay for that av the different
rates.

Mr. Joves—It runs from $14 per $1,000, and they pay total disability for the loss
of a hand or arm.

Mr. McKExNziE-—The loss of a hand or arm is a total disability, in our organ-
izations.

Mr. Casey—And they pay the full amount for total disability ¢

Mr. McKexzieE—Yes ; for the loss of an eye, hand or foot, we pay the full amount,
the same as for a dead man.

Mr. Casey—Have yvou any remarks to offer on section 8, respecting the
employment of a sufficient number of men ?

Mr. McKe~xzie—1 think they should employ a suflicient number to conduct
business in a safe manner.

Mr. Casey—You heard what Mr. Jones said: what are your opinions about the
number of sectionmen, for instance !

Mr. McKexzig—That would be a good thing, but of course the company would
have to define as to | ow long a section would be for five men.

Mr. Casky—We have been told here that the proper number was two men
signalling and three to handle the rails. )

Mr. McKEeszie—Well, it is little enough, because if you put three men handling a
30-foot rail at 8O Ibs to the yard, they get a pretty hard job. If you have two men
flagging you want cnough left to lift the iron. Iron is getting heavier, and 80 Ihs to
the yard is general.

Mr. Casey—Do you know if five men are, as a rule, employed | o

Mr. McKENZIE—Not in several instances. Not on the Michigan Central, which is
about as wéll-equipped a road as there is in the country. In summer they generally
have on three or four men ; but in winter they take off one or two.  Of course they do
not pretend to do as much grading or tamping or anything like that. o

Mr. Casey—The Michigan Central is a remarkably straight road, where it is easy
for the section men to see the train approaching and to send out a signal man ?

Mr. McKEexzik—Yes, you can see a train approaching for ten miles except on two
or three sections, there is one continuous stretch from Es:sex to ) Charing .Oross ~of 40
miles and the next straight run is from Charing Cross to St. Claire Junction of 50 odd
miles, so that we have an extremely straight road.
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Mr. JonEs—The Michigan Central have all their curves on the Niagara branch.

Mr. Casey—=Ro that the Michigan Central might be operated with a less number
of men !

Mr. McKENZIE—Yes.

Mr. Casey—And it would not be safe to have small gungs on the ordinary road !

Mr. McKENzIE—Not on a road that has grades and curves. 1 think the Michigan
Central Road employs all the men that are necessary.

Mr. Casey—How about the number of brakemen to a certain number of cars?

Mr. McKexzig—1I think very much the same as Mr. Jones. I think they have
been working the trains with a great many more cars than 1 consider right, that is 20
cars to a brakeman. Most of our through freights do not run over 35 or 40 cars with
the exception of a long string of empties, and then we go down the line as far as we can
see and take them away with us.

Mr. Jones—1I asked a Michigan Central man how many cars they carried and he
sald “T do not know ; I never counted them.”

Mr. McKENzZIE—About 80 cars.

Mzr. Casey—How many cars should there be in a loaded train?

Mr. McKE~zie—There should be two brakemen to 40 cars. We have an excep-
tionally fine road.

Mr. CaAsSEY—As an average what would you say: one brakeman to every 15 cars?

Mr. McKENzIE—Anywhere from 15 to 20 cars.

Mr. CasEy—Does the conductor have any necessity to run on the top of the cars!

Mr. McKEe~ziE—No, in reality he need not do it, but we do it as a matter of busi-
ness and if we did not do it we would be a back number and all our people would be
down on us. We go over the train, get our telegraph orders and get away from the
station as fast as possible. This is a matter of business. We take this chance, but our
company do not say to us that we must take this chance. Running over the cars while
in motion is forbidden, but still they know we do it and they do not find any fault with
us.  We do it for the sake of convenience.

Mr. IncraM—TYou say you have not railroaded since the 2nd of February, you
have left the business?

Mr. McKexzie—Yes.

Mr. IncraM—You are still employed by the company !

Mr. McKEyziE—Not exactly, Mr. Ingram.

Mr. INGraM—Not exactly ?

Mr. McKExzie—No. I happen to be bailiff for the second and third division
court in St. Thomas. Since the 2nd of February, I have done no railroiding at all,
though I was in the employ of the company till a few weeks ago. But I feel that my
interests are as identical with those of the company to-day as they were when I left.

Mr. TngraM—1I wished to bring that out so that we shall have the evidence of
some railwav employee.

Mr. McKExziE—1I have given evidence in connection with our road just the same
as if I were employed upon it.

Mr. INéraM—You have worked on the Grand Trunk, the Chicago and Grand
Trunk, the New York Central and the Michigan Central !

Mr. McKr~ziE—Yes.

Mr. IN¢raAM—And you know of no such device as mentioned in section 1 of the
bill?

Mr. McKE~NziE—T know of no such device.

Mr. In6rRaAM—You ran a passenger train on the Michigan Central?

Mr. McKENziE— Yes.

Mr. InéraM—Did you ever hear them speak of a device they had on their tanks?

Mr. McKenzie—That device on the tank did away with the angle cock on the
tank, and that released the air from the train pipe, so the brakeman could undo it.

M. InéraMm—He could not undo it until the engineer released it ?

Mr. McKexzie—He could, but it would be a dangerous proceeding.

Mr. IncraM—But the engineer had that under control ?
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Mr. MCKE_\‘_ZIE—Yes. That came in vogue at the tin.e of the trouble. at Battle
Creek. The engineer in that case claimed that the air brake had been tampered with
between the baggace car and the engine. The result was an accident where there were
seven or eight people killed and several injured. Our people wanted to overcome any-
thing of the same xind happening again, so they did away with the angle cock on the
engine leaving all cocks belonging to the engine under the control of the engineer in
the cab. )

Mr. IncraM—This company invented a device which thev applied to ench engine
handling passengers and freight. ’

Mr. McKe~zie—T do not think it was an invention at all.

Mr. Casex—They applied it ?

Mr. McKEevziE—Yes.

Mr. CasEYy—Was it in use before, anywhere !

Mr. McKEexz1E—No, it was not necessarily new.

Mr. Casey—Was this contrivance in use before they applied it to their trains?

Mr. McKunzie--The train pipe on the car?

Mr. Casey-—No, but this particular device ?

Mr. McKexnzie—Oh, I do not know.

Mr. Casev—They have adopted a de.ice which puts the brake under the control
of the engineer !

Mr. McKe~nzie—This one pipe that b:longs to the thing is put under the control
of the engineer.

Mr. Casey—But that doesn’t apply te the rest of the train?

Mr. McKExzie—No, I do not know that they can apply it.

Mr. InéraM—You have worked on the Grand Trunk, the Chicago and Grand
Trunk, the New York Central and the Michigan Central The Canada Southern
division of the Michigan Central handles a lot of American cars !

Mr. McKENzIE—A great many.

Mr. IncraM— More American than Canadian?

Mr. McKEexzie-—Yes, in the winter trattic they do, but in summer tratlic they do
with their own rolling stock as far as possible.

Mr. INGram—1Is it a fact that we have American high furniture cars coming over

Mr. McKENziE—Oh, yes, cars as big as this room.

Mr. INcrAM—Suppose a law were enacted here compelling the Canadian companies
to manufacture cars of a standard height whatever height be agreed upon.  How would
that work with American cars passing over the Michigan Central?

Mr. McKeNzie—TIt would not make any material difference.  We would still have
to contend with foreign cars just the same, notwithstanding all the laws regulating the
manutacture of our cars.

Mr. INaraMm—Then there would still be high and low cars?

Mr. McKenzie—Most assuredly. We cannot have any control over foreign
territory.

Mr. INGRav—In that case would you be doing the Canada Southern Railway
Company an injustice by compelling them to build a unif(;g‘m height of cars a{,nd still
Lave high and low cars belonzing to the American road passing over th@r road ?

Mr. McKEenzie—It would be doing them an injustice thablls a fact. It W(-)uld
be doing them an injustice, but they are building freight cars higher than they did a
few years ago. I remember when I first went into railroad service that 100 barrels of
Hlour were a car load ; now 175 barrels of flour are a car load.

Mr. Casey—This act does not say that they shall have a hizh or low car. Tt only
says that they should be uniform ; make them of a height. . :

Mr. McKExziE— Make them of a height ; that would he the idea.

Mr. Incrasm—Then vou would have the Master Car Builders’ standard, which is
much lower coming in? , . .

Mr. McKevzie—T¢ is pretty hard to get all the.s.e cars of a uniform height, Mr.
Casey, on account of these foreign cars. On the Michigan Qentml, we have many
Armour cars, Hammond cars and heef cars. These are all high cars, and put them
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alongside hay cars or furniture cars, and there is not much difference because they are
higher. They only run 33 feet long, whereas furniture and bay cars run 80 feet, and
they are building longer cars now.

Mr. Casey—Do these foreign cars not come on through trains?

Mr. McKEnNzii—Yes ; but very often they are used in local work. Take the com-
pany running empty cars home and requiring them for their own use, they use them.
Railway companies are not out for the good of their health at all ; it is a matter of
business. They borrow their neighbor’s cars and use them as they are taking them
home.

Mr. Casey—Then they could be bunched at one end of the train so as to have all
high cars together?

Mr. McKEnzie—Yes ; it can be done, but it would be an awful job. It would be
like putting big numbers together out of a crowd of little ones.

Mr. HupsoNn—Are American cars that are built now, refrigerator and box cars,
about the one height !

Mr. McKze~nzie—Just about as near as possible. Take the main of refrigerator
cars ; they won't vary six inches.

Mr. IngraM—You say the Hammond and Armour cars are high: are they not
higher than the New York Central or West S:ore box cars

Mr. McKExzie—The West Shore has a squat car ; the Merchants’ Despatch has a
solid high car, and just about as standard as pos-ible, and so has the M. B. T. refrigera-
tor car.

Mr. IncraAM—Suppose the Canadian roads built as high cars and used them for
coal and ordinary freights, would there not be an unnecessary expense in lumber build-
ing them to the extra height?

Mr. McKENzZIE—Yes, there would.

Mr. INGrRAM—Suppose, taking as Mr. Jones says, it would make some difference in
freight rates, if cars were built to carry hay and furniture in ordinary cars, and take the
Canada Southern, that is a competing line with the South Shore from the west and in
competition with others from west to east, would it put that Canadian road at a disad-
vantage in competing with other parallel lines running from the west to the east !

Mr. McKenzie-——That would all depend how they ran freight. If by the pound,
there would be no differeuce, but if they ran by the car load it would. A man sending
hay to market wants the biggest car load he can get.

Mr. Casey—Is there no limit to the weight you can put in a car?

Mr. McKENziE—Oh, yes ; there is a limit, and they are all stencilled on the side
with the weight they will carry; but all roads like to get as much in as possible.

Mr. INcrRav—Now, speaking of ladders, vou prefer the side instead of the end, if
you only had a choice of one ?

Mr. McKEeNziE—Yes; I prefer the side, because it is most convenient.

Mr. Incrav-—Take the Canada Southern, which is the most used, side or end ladder ?

Mr. McKEexzie—The side ladder.

Mr. In¢rRaM—Why ?

Mr. McKExzIE—Because it is most convenient.

Mr. IncraM—But why, most used ?

Mr. McKeNziE—Because it is most convenient. Take a lot of trainmen along a
train and start it out. They will take a side ladder, and if there isnone on the car near
them they will wait till a car with a side ladder comes along.

Mr. IxeraM—Here is the distinction, if I am correct : The Canada Southern is a
short line and little switching is done by through trains.

Mr. McKexzie—That is a fact. There is a little switching, but not much.

Mr. INcrRAM—But rarely on through trains !

Mr. McKexzie—Rarely.

Mr. INcrAM-—And the side ladder is the best’

Mr. McKENzZIE—Yes.

Mr. INGraAM—Suppose you had a lot of switching to do, would you find it convenient
to have the end ladder?
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Mr. McKENzIE-—A¢t times ; but not always. The position would make the con-
venience. As an illustration: If T were standing between two cars, and alongside the
freight shed, 1 would go up the end ladder ; but if I were not standing beside a;; impedi-
ment, I would take the side ladder.
© Mr. Ingran—I want to bring out a case where the end is better than the side !

Mr. McKEexzie—Well, not where there are impediments, as in a yard.

Mr. IngraAM—Take the case of a car well loaded, and the draw bar standing out,
would there be any difficulty if you were compelled to use a side ladder ?

Mr. McKEeNziE—Yes.

Mr. IN¢RAM—Then in that case the end ladder would be preferable !

Mr. McKENzZIE—Yes.

Mr. INeraM—Do you think there is sufficient cause to demand both end and side
ladders ?

Mr. McKENzIE—Yes ; that is in accordance with the Master Car Builders’ rules.

Mr. IncraM—Well, you approve of section 2 of this Bill (No. 2). That is the
attachment for box cars. We have discussed the uniform standard height. You believe
in outside and end ladders, and you are a thorough believer in the arch iron rail too?

Mr. McKEenziE—The arch iron rail would be a convenience.

Mr. InaraM—Take for instance your road !

Mr. McKEnziE—Now, we have on our road in reality that arch iron rail, only in a
different position. This plan shows it from the end leading to the top. We have it
on top leading round the corner of the car.

Mr. InerAM—How high is that above the roof ?

Mr. McKENziE—About 3 or 4 inches, It is a handrail we grab hold of the car
with.

Mr. IneraM—It is not as high as that plan?

Mr. McKENzie—This would be 16 inches, I should judge.

Mr. IncraM—Would you prefer yours to that?

Mr. McKexziE—I don’t think I would. That seems a feasible way to get up. It
is a manner of getting to the top of the car; that is all it is.

Mr. TncraM-—Well, in cars passing over Canadian roads, you would find lots of
cars not having this ?

Mr. McKENzie—Lots.

Mr. IngraM—Do you know whether brakemen run over trains?

Mr. McKENzie—Often.

Mr. IxaraM—Do you know whether with the number of American cars not having
this attachment and the number of Canadian cars having it there would be danger

Mr. McKExzie—I don’t think there would. It does not interfere with the run-
ning board.

Mr. IncraM—Do you confine yourself to the running board !

Mr. McKEnziE—Yes. Of course in your time you did not, but the running board
is the best place for a man and he will confine himself to it.

Mr. Casey—Suppose it was known that these attachments were on, would they
confine themselves to the running hoard ¢

Mr. McKexzig—Of course they would.

Mr. In¢ram—In what way are more railway_men killed ; in handling trains, what
is the most dangerous occupation

Mr. McKexzie—I think coupling. )

Mr. INeraM—1I think you are quite right, for T looked into the statistics and found
that it was so.

Mr. McK ExziE—Sometimes timber or something slides out and catches a man, and
now and then you find where he has tripped his foot and fallen under a train. Coupling
is by far the most dangerous act in railway service.

Mr. INGraM—On the Canada Southern division of the Michigan Central what pro-
portion of trains are handled by the hand brake.

Mr. McKgnzie—We do not handle any ; we do not pretend to unless it would be
a matter of local work.
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Mr. IneraAM—It is rather a common thing to have trains on the Canada Southern
division of the Michigan Central handled by the air brake.

Mr. McKexzie—We do not have anything else but what we handle by air brake.

Mr. Casey—Does that apply to local freights also?

Mr. McKEexNzie-—No. Local men will take cars together so that they will have'a
few cars together without the air.

Mr. IncraM—Have you read Mr. Maclean’s bill.

Mr. McKEenziE—Yes.

Mr. InaraM-—The first section refers to air brakes on trains, asufficient number of
which must be on each train to control the train. That would be no hardship to the
Canada Southern division of the Michigan Central, would it ?

Mr. McKexziE—It would be a dead snap because they have them already. But
there are roads in this country that do not have them.

Mr. InarRaAM—Subsection b refers to automatic couplers. ~ What are the Canada
Southern doing towards putting on automatic couplers ?

Mr. McKexziE—Every new car is fitted with an automatic-coupler.

Mr. IneraM—Therefore it would he no hardship if this provision were adopted ?

Mr. McKExziE—No hardship, because they are fulfilling this law as fast as they
can.

Mr. IncraAM—The next section refers to the qualifications of engine drivers and
conductors. It says that a fireman shall fire for a certain time before he can be
appointed as engine driver and that a brakeman shall serve a certain time before he
can be promoted to be a conductor. This bill makes the term five years. How long
do you think they ought to serve before being promoted !

Mr. McKENZIE—Well, Mr. Ingram in answering you a plain question I would say
that that depends upon the head work of the individual. There are lots of men who
would make good conductors in three years where other men in ten years would not
make good conductors, and the same remark applies to engineers. I believe that they
should serve three or four years anyway before being promoted.

Mr. Casey—Allow me to lay before Mr. McKenzie the bill as approved by the
railway men. Mr. Maclean has not followed that line exactly in his bill.

Mr. InaraM—You have worked on the Grand Trunk, the Chicago and Grand
Trunk, the New York Central and the Michigan Central. Has the practice been to
promote men after serving less than three years or less than five years !

Mr. McKEeNziE—On the New York Central it all depends on how big a pull you
have. You can get there in six months if you are the right kind of people.

Mr. INeraM—It is not a matter of competency but of pull?

Mr. McKeNzie—Simply the pull you have regardless of competency.

"~ Mr. InerAM—What do the Grand Trunk and Canada Southern division of the
Michigan Central do?

Mr. McKEe~Nzie—They are all right ; they give good men the preference. In all
our freight service on the Michigan Central ood men go to the front.

Mr. IN¢raM—Do you think it ought to be a law that no fireman should be promoted
to an engineer before a certain time ?

Mr. McKe~zie—I do.

Mr. IngraM—For what term of years ?

Mr. McKexziE—T do not want to define the term. I am only one man.

Mr. IN6RAM—We have to define the term.

Mr. McKEenziE—T say three years.

Mr. IxaraM—That would be preferable to five ?

Mr. McKEe~zie—Yes, because some men can graduate in three years and some
cannot, .

Mr. INarRaM—The management of the 1ailways say that if this becomes law the
men will take advantage and it will be to the detriment of the railway companies in a
strike. Is there anything in that?

Mr. McKE~ziE—In cases of strike they would employ anvone, whether experienced
or not, to defeat the strikers.
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Mr. IngraM—Do you think they would do that ?

Mr. McKENziE—Why, certainly they would. That would be their business.

Mr. InGram—In that case it would be to the advantage of the men to have the
years stated by law that any employee should serve as brakeman or fireman before he
can be promoted.

Mr. McKEenzie—To the advantage of the men, it would.

Mr. INnGrRaM—-So then, in that case it likely would be to the advantage of the men
in case of a strike !

Mr. McKeNziE—Well, we don’t want to have any strike : but it would be to the
advantage of the men in case of a strike.

Mr. Inaram —Would it be in the interest of the public? Would it insure to the
public that these trains, notwithstanding the strike, would be run by practical men !

Mr. McKexzie—It would insure that very fact. T don’t believe myself that there
is any man capable of running a train without having had from 3 to 4 years’ practical
experience. 1 was barely 23 when I was running a train, and when I was 32 T knew
less about running a train than I did at 23.  The older T got the less I found T really
knew.

Mr. Ingran—So that it would be to the detriment of the company in preventing
them from getting inexperienced men; but, on the other hand, it would be to their
advantage in protecting property by getting experienced men, and to the interest of
the employee and the public?

Mr. McKexzie— Most assuredly.

Mr. IncravM—And public interests would be regarded ?

Mr. McKEexziE—Yes.

Mr. Casey—And it would be a benefit to the public and the employees hoth to
have such prohibition?

Mr. McKEexzie—Most assuredly. Not only that, but as T look at it, and 1 am
only one, any railway manager can prevent a strike if he sees fit. A good manager can
buy the average railway man for a five cent piece.

Mr. Jongs—1 rise to object to that.

Mr. McKENziE— You need not ; you know it is right.

Mr. InaraM—What do you mean by that!

Mr. McKEexzie—I mean by getting down and getting him to do business at a 5
per cent advance he will fall in line with the management. The principal thing that
causes a strike is autocracy on the part of the management. We have <:Qnsermtis'ﬂ
men who can go before any management and defend our rights, and they do it.

Mr. Casey—You say that any concession would prevent a strike !

Mr. McKexzIE—Yes.

Mr. INGRaAM—What you have just said was in no disrespect ! . .

Mr. McKexzte—No, I do not wish to be disrespectful to my fellow workers: what
T meant to convey was, the average railway strike can be quelled for a five cent piece.

Mr. Ixaray— There is another question, and then T w'i]l be thr.ough. You \y]ll
have noticed in this proposed bill by the Executive of the Railway Trainmen subsection
“c” of section 2, which reads:— ) ] o

“All railway companies shall furnish employees w:1th a cgrmﬁcate specifying the
time and nature of service by such employees, when applied for

Mr. McKe~zike —That is right. ) ) o [

Mr. INGraM—What is the practice, Mr. McKenzie, supposing you are dismissed

Mr. McKgnzig—The practice is simply this. If T am discharged or the company
tind me guilty of some little thing that might have ha.ppened‘ L do not get anything. I
go off to a foreign road and get employment through force of circumstances. They ask,
“What road did you last work for 7" I reply, « For such and su(fh aroad.” They say,
“We will write to them,” and in the meantime you wait. T wait possibly four or five
days standing round the corners watching the trulnm?ster or the supgrmten(]ent
Probably in three or four days I get nothing. 'Lhe trainmaster says, “We have con-
cluded not to give you a job.” The idea I gather from that is this, that the reply from
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the last superintendent has been to my detriment. We infer that, although we do not
know, as we have no evidence.

Mr. InaraM—You are speaking now of a dismissed employee !

Mr. McKENziE—Most assuredly. I think when a man is dismissed the company
ought to say what he is dismissed for. If it is for being drunk and disorderly he should
get it straight if they can prove it.

Mr. INGRAM—Suppose a man resigns will he get a letter

Mr. McKEeNzIE—Yes.

Mr. IneraM— And if he gets that letter and takes it with him and a railway com-
pany chooses to give him employment he has none of these other risks to run at all?

Mr. McKexzie—No. The idea is that when a man asks for this letter he should
get it no watter what he is discharged for. If they want to embody that in the certi-
ficate it is their business and it is his business to show it if he wishes to.

Mr. Hupson—In regard to clauses “a” and “b ” providing the terms for which
men should be employed as firemen and brakemen before they may be promoted to be
engineers and conductors respectively, do you think the railway men have any idea of
putting that in for the purpose of strikes ?

Mr. McKENzIE —Railway men do not want strikes. They never put it in for a
strike.

Mr. Casey—1I want to ask Mr. Jones a question on Mr. Maclean’s bill. You have
heard Mr. McKenzie on that. What do you think of it ?

Mr. Joxes—I concur entirely with what he says.

Mr. Casey—Have you any special remarks to make ¢

Mr. JoveEs—dJust on that one thing. I don’t think I ever met in my 20 years’ of
railwaying, a man who would go into a strike if there was any available means to keep
out. I speak from knowledge, as Chairman of the Grievance Committee on the Grand
Trunk.

Mr. Casey—The railway men don’t want strikes?

Mr. Joxes—No.

Mr. McKEe~ziE—Railway men don’t go into strikes without being clubbed.

Mr. Casey—Would that provision help strikers?

Mr. JoNEs—Yes.

Mr. Casey—It was testified here by the Railway Men’s Executive that they did not
put that in with such a thought.

Mr. JonEs—I am satistied they had not a thought of strike in framing that portion
of the bill.

Mr. Casey—Do you think the proposition to give a certificate is fair?

Mr. Jones—Yes. A railway company should give the cause of a man’s dismissal.

Mr. Casey—And the number of years’ service ?

Mr. JoNEs—Yes.

Mr. CaseEy——So he could prove to any other railway company that he was a
practical man !

Mr. JoNEs—Yes.

Mr. HupsoNn—Did your different lodges receive copies of this bill ?

Mr. JoNEs—Yes.

Mr. McKEeNzIE—We did.

Mr. HupsoNn—Did they agree on its provisions ?

Mr. Jones and Mr. McKENZIE—Yes.

Mr. Hupson—Did they think this provision had anything to do with strikes ?

Mr. Jones—This is the first time I have heard mention of any such thing.

Mr. HubpsoN—When Messrs. Tait and Wainwright were answering questions put to
them by the Committee, they said this clause was put in for that purpose, to protect
ourselves and defeat the railway companies in case of a strike.

Mr. Jones—They were entirely wrong in saying so.

Mr. McKexNzig—If I had heard them I would have told them that they intended
to have a strike. -
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Mr. HUDSQN——Here are some suggestions which we made to the government
(handing them in): We presented them to the government on two occasions. In the
second clause headed, ** Arbitration and Conciliation ” the Dominion Legislative Board
of Railway Employees decided, ““To ask the government to place on the statute-book
the Ontario law relating to arbitration and conciliation.” to show that we were
desirous to do away with strikes.

Mr. Casey—That is the second item on these recommendations, I will put it in.

Mr. McKEeNziE—These two first recommendations we have embodied in our
company, the Michigan Central. I know they have blocks in all their frogs and that
we have in our agreement with the company this other provision in regard to
arbitration.

Mr. Hupson—Still, in face of that clause, and after we had met the government
the representatives of three roads coming into the city of Ottawa met the minister of
railways and canals and induced him to give them permission to leave frogs unblocked
in winter, and one man was killed on one of those roads since. In connection with the
air brakes you stated that you did not know of any way that they could get out of
order in case that the train had been properly tested. ~Has it not occurred to you that
a tramp could get on the cars and turn the angle cock, Mr. Jones?

Mr. JonEs—Oh, yes ; that can be done.

Mr. HupsoN—1 just wish to state that and make it clear, because T have known
cases where I was on the train, and T have heard of other cases where it has happened
where tramps have turned the angle cock.

Mr. Joxes—In the case I have referred to, in which George Phipps headed into
another passenger train at Ingersoll, there was no way of accounting for the air brakes
not working unless the angle cock had been turned. He had made a stop at Wood-
stock and at the C. P. R. crossing, and coming into Ingersoll he had slowed down, and
at these points the train was tested ; therefore the angle cock must have been shut off
in some way. 1 do not think it was ever satisfactorily ascertained how that occurred.
When he wanted to make his stop the air was not there to work

Mr. HupsoN— We have had instances in Ottawa and elsewhere where the brakes
would work properly when tested, and it would be found afterwards that the air was
shut off. Every railway man knows what it is to find five or six tramps on the train.

Mr. Incram—I would like to ask Mr. McKenzie another question, as he represents
the Michigan Central. Did you ever find any fault with the Rule Book of the Michigan
Central ?

Mr. McKenzie—No.

Mr. IN6raM—Did you ever know any good reason why you should have something
to say as to how the rules should be framed!

Mr. McKExziE— We never thought of such a thing. Sometimes new rules would
come in ; railway men are naturally kickers, and they would object to the rules when
they first came into force, but they would obey them just the same.

Mr. IneraM—I would like to ask Mr. Jones if the Grand Trunk men have made
any objection to the Rule Book of the Grand Trunk? Ts there anything in it that you
would like to have changed?

Mr. Jongs—Yes, a number of things.

Mr. IxngraM—Of course the Rule Book is approved by the governor in council
before being adopted by the railway company. Do you think the employees should
have something to say as to the formation of these rules?

. Mr. Jones—1I think the Dominion Legislative Board of Railway Employees should
have something to say. I do not think you should take a vote generally among the
railway men, but that you should take the boiled down essence of the railway men. I
think it would be a benefit to the railway employees and the travelling public if they
had something to say about the rules before they were approved of by the governor in
council.

Mr. INgraM—Mr. Jones, you are a Grand Trunk man, or at least you have been.
The management of the Grand Trunk Company has been changed to an American man-
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ager, and a number of American superintendents have been brought in here. Is it the
impression among the employees that there is to be more Ameriean labour brought in?

Mr. JoNes— Yes, that is the impression.

Mr. INcraM-—To supplant Canadian labour !

Mr. Jones—Yes. I will say in answer to your question that it is the general
opinion of the men, but at the last meeting in Montreal the statement was made by Mr.
MecGiuigan, the superintendent, that he did not intend to introduce any American labour.

Mr. IncraM—Such as conductors and engineers !

Mr. JoneEs—Such as conductors, brakemen or engineers ! He further said in regard
to that matter, while he had a number of applications for employment of that kind, that
he had a stereotyped reply in which he stated that he had plenty of the very best
material on the Grand Trunk, and that there would be no place for an American con-
ductor or brakeman, engineer or fireman. I say that in justice to this American man-
agement, which has been pretty roughly handled in the press.

Mr. Hupson—I would give you, Mr. Chairman, and Mr. Ingram, a statement of
facts right here at Ottawa. We have a number of unemployed railway men here and
others who are put to great trouble getting their pay and getting all the money due
them on one road. That gentleman has sent off to employ a general superintendent, an
American, and this spring in putting on an extra train, he saw fit to send to Buffalo
for a man to run it.

Mr. INcravM—What road is that?

Mr. Hupsox—The Gatineau Valley. This line is getting subs'dies from the gov-
ernment, and on it we have great trouble in getting the men paid. They are eicht or
nine months bebind and numbers of good Canadian railway men are unemployed in
Ottawa.

Mr. Casey read a statement which had been prepared by the clerk showing the
number of railway men and passengers killed in Canada during the past 10 years.

¥ r. Hupsox—1I will leave this question with you and Mr. Ingram. Do you think
that the extra safety appliances had anything to do with lessening the death rate?

Mr. JoNes— Without a shadow of doubt, that was the cause of the decrease.

Mr. Hupsox—And with more safety appliances there would be a greater decrease ?

Mr. IngraM——You say it is largely due to the safety appliances adopted that there
was less loss of life !

Mr. Jones—Yes.

M. INgraM——Is there not something in the character and conduct of employees

Mr. Jones —Yes.

Mr. IneraxM—That is, they are more steady.

Mr. Joxes —Employment has become more steady and calls for a better class
of men.

Mr. INgRaM—1I have no doubt they are a better class of men.

Mr. Jones—That is so.

The Select Committee on Bill No. 2, further to secure the safety of railway
employees and passengers, and Bill No. 3, to promote the safety of railway employees,
met on Friday, June 4th, at 10 am. Mr Geo. M. Clark, Q.C., Solicitor of the Cana-
dian Pacific Railway Company, was present and, by invitation, addressed the committee
as follows : —

Mr. Chairman and Gentlemen of the Comunattee .—1 do not propose to occupy your
time more than a few minutes and not at all in respect to the ordinary practical part
of this legislation as it is distinguished from the legal. I shall confine myself to
clauses 7 and 8 of Bill No. 2, the Bill introduced by yourself further to secure the
safety of railway employees and passengers. T think, sir, upon consideration that the
committee will come to the conclusion that these two clauses of the Bill are not desirable
legislation. I think this isan attack upon railway companies, and upon capital invested
in the development of the country through railways, which is highly inexpedient. At
the present time railway companies are answerable, as you very well know, to all the
employees of the company who are injured in any way by the negligence of the company
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in not providing proper implements of any sort or through the action of any of their
employees resulting in injury to auother employer, in fact if there is any negligence
whatever on the part of that company orany of its employees and a person is injured in
consequence thereof the consequence is certain that the company has to pay damages,
and large damages as a rule. We all know that negligence being the foundation of the
liability of the company it is necessary for the tribunal to find that negligence has
been established before the company is liable, but we also know that the natural
tendency of the mind of judges and juries trying a case between a man who was hurt in
the services of a railway company and the company—none of us could help having that
sympathy which juries have naturally in favour of a man as against the company, and
if there is any reasonable doubt on the question whether there has been negligence or
not, we know that juries and almost everybody who would hear such a case would give
the benefit of the doubt to the man who was injured or to his family.  But this is all
based on the theory that the company has done something wrong.  This seventh clause
is founded upon the theory that the company ought to be liable to pay damages whether
it is negligent or not. For instance a man driving along the road on a load of hay
sometimes falls off through negligence. He puts his foot where he ought not to or does
not put his foot where he ought to and is hurt. In the railway service any of these
risks are to be no longer existing on the part of the servant.

Mr. Casey—If there is contributory negligence on the part of the man he can not
claim damages.

Mr. CLars—But if the company is in any way negligent it cannot plead contri-
butory negligence on the part of the man. This is a variation of the order in law.
Upon this question of liability I may say that by clause 7 it is proposed to do away
with the necessity of proving any negligence whatever, or with the necessity of proving
any negligence on the part of the company.  In other words it says, if the company
be ever so careful if it provides all the services, all the servants, all the proper machinery
and implements of every kind to carry on the business, and if an accident happens to a
person in its employ that must result in the payment by the company of the sum of
money which is mentioned here. That is not the law of the l:md‘zmt, this time. This
bill will put on railway companies a liability which does not now exist.

Mr. CasEy—Quite so, that is the intention of it.

Mr. CLarE—1I submit to you, as a matter of broad good government, that it is not
desirable to give the capital of the world to understand that it cannot be invested in
the railways which we want for the development of this country thhoub~ the company
being liable to paying damages, and without being subject to laws in thxs respect
differing from those which prevail in respect to gl] other undertakings. T tl{mk T may
say without fear of contradiction, by yourself or by anyone, that there is no other
business in Canada were that liability is cast upon a company.  We all know that in
different kinds of business there are risks which are necessary in carrying on the
business. For instance we heard the other day of two or three wmen falling into a vat
in a brewery or distillery because the gas was of that (7}1;1:!':!,(‘{(‘,1‘ which became fatal
within a certain range of the bottom of the vat or something u?’ that kind. No one
thought under these circumstances that the company or the proprietors were I.iu}{le for
the injury which resulted in the death, T .thn‘l‘k, of two or thln'et{men‘ This principle is
a very dangerous one to start in your legislation. 1 ‘subr{nt thb grenb‘(lef(:rmw'cc that
it will lead to similar legislation in other‘]n'zmc_hes of buf-rlun.?.s.; }f ot it is still mere
objectionable as being confined to one kind of business. If it is mtruducgd generally
into the law of the land, wherever people are employed whf»,n there is no negl-
gence on the part of the employers, that the @11;4})!0}'@1} must prov.ldc. for th.(em in case of
mjury, or for their families in case of death iror.n injury, a principle ml} be adopted
which the British law does not recognize and which is a very unsafe one for a country
to adopt, inasmuch as it will possibly have the result of deterring capital from
investment. . .

Mr. Casey— Are you aware of any legislation introduced in England and passed
by both Houses this session or last or introduced and not passed by a member of the
government ?
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Mr. CLark—T am not aware of it, but T was told by somebody that something of
that kind was being considered. If that were before us and we understood all the
surroundings and how far it was applicable to this country it might be necessary to con-
:sider it. 1 submit that the principle of the legislation is particularly inexpedient in a
amew country were we have to depend largely for the development of the country on
raillways and where if we want railways we have to depend on capital outside of the
country. Itis not so in England where they have an immense amount of capital
seeking investment and where they may choose for their own purposes to do
something of this sort. Tt may be desirable at a later time to do something in this
direction. I have only to say that the circumstances are such as to make it very
desirable that parliament should go slow in attacking capital. We all know how pleasant
1t is for us to say to our constituents, if we happen to represent them, or to people
around us or to poor people, the law will protect you under any circumstances. Our
sympathies go out towards such people and I don’t wonder at members of parliament
and others in business meeting these people being anxious to help them ; but after all
it is not only what we would like to do, but what is possible to do when we come to
shape legislation. I only submit with deference that the principle of this legislation
is not one which, under existing circumstances, it would be wise for parliament to
adopt. Tt is premature under present conditions to adopt legislation which is so hard
against railway companies. A feeling on the subject of rates has led to widespread
desire to have railway companies controlled and restrained in many directions where
rates are paid, but this is a new and an entirely different subject. 1 would like to
point out one other feature of the railway case in Canada.  Everyone knows that in
Canada railways have failed to pay any money on the first capital. Out of all the com-
panies not one instance do I know, where the original shareholders have got their money
out of it.

Mr. Casey—Not the Canadian Pacific ?

Mr. Crarx-—Except, perhaps, the Canadian Pacific and one other company, I
forget which. Out of 30 or 40 companies given in papers quoted in England and
which I went over with Sir George Stephen, I think he said there was only the C. P. R.
and one or two others which had paid anything to the original shareholders. The broad
proposition is that all the capital put in the first place to build and stock the roads has
been entirely without return. Those who put in bonds were more fortunate as they
got the whole or a large portion paid. But these railway companies are not merely
arrangements by which capitalists put in money in the hope of returns. The theory I

- hold is that parlinments creates them for the use of the Dominion to be instruments in
the hands of the dominion government for dowinion purposes. In the first place the
government compels them to build in a certain time. Then they have to make rates to
suit the public, and rates cannot be fixed without the governor in council being
satisfied.

Mr. Casey—1Is that so on the Canadian Pacific !

Mr. CLark—Well, yes ; after a certain time. Of course I don’t suppose there is
any object in going into that particular question. The clause about the Canadian
Pacific is, * after it pays ten per cent on the amount of money put in, ” not on the
nominal amount of money or bonds ; in other railways fifteen per cent is the rule.  Our
company was the lowest. Then in addition to having all that control, the government
can take control of the roads for postal services or for the services of the militia ; and
the more one knows about the Act, the more it is palpable to me that the whole system
of the law relating to railway companies makes them dominion railway companies,
instruments for the use of the Dominion, if required, and if the government keeps that
control over each, that it shall be continually affected by the parliament of Canada.
That is the plain result of the whole legislation. Therefore, I think it is not right to
approach the subject as if it was just how we shall deal with those people who put their
money into these companies. There is another reason why we should not interfere with
the development of capital in dominion railways. This legislation will have a bad effect.
I have only another word in respect of clause 8. I consider the basis of it such as to
make it extremely onerous and difficult to carry out. In fact, that it will create a
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liability against railway companies that is probably further than you intended to go. Ttis
that, “every railway company shall at all timesemploy a sufticient number of telegraph oper-
ators, trainmen, se:tion men, and other employees and workmen, to safely carry on its
business, and to keep its bridges, track, roadway, rolling stock and plant in good con-
dition. If it fails to do so it shall be held responsible for all injury to life, person or
property ir connection with its operations.” Now it may not be possible for the human
mind to contemplate all the contingencies that may happen. This is to insure safety.
Under the present conditions if a railway does make arrangements and keeps enough
men to meet any accident likely to happen they should not be made liable to a greater
extent.

Mr. Casey—I don’t think it goes further than that.

Mr. CLark—Yes, it does. If they employ three men and at any time it turns out
that they should employ four men, they are liable for not having employed four men in
the first place.

Mr. McGresor—The general law would hold you if you were short of men?

Mr. CLarE—No, the law would hold us if we were negligently short of men.

Mr. Casey—That point has been raised. We were told that the law of liability
provided for that case. Please state your opinion for the benefit of the committee ?

Mr. CLark—My opinion of the law as it stands (and I feel quite sure of it) is this:
If the company failed to provide such a number of men, and efficent men, as would
seem, under the circumstances, what they should reasonably have expected to be
required, they are answerable. But this provision goes further than that; this says
they shall provide a sufficient number of men whether their judgment considers it
reasonable or not.

Mr. CHoQUETTE—Who is to decide ?

Mr. Crark—That is for the court, I suppose.

Mr. CuoQuertE—What is the use of that clause? I think it is useless, for in
Quebec we have the Civil Code.

Mr. Casey—You must remember that is not the general law.

Mr. CroQueTTE—The section of the Civil Code puts it as fault, negligence, impru-
dence, or something like that.

Mr. Crarx—1 will tell you about that, as it goes to the root of what I am saying.
The language in your law is “fault or negligence.”

Mr. CHOQUETTE—It goes as far as imprudence.

Mr. Crark— Imprudence means the absence of such prudence as a reasonable man
would have, and in the same way fault or negligence means the absence of care that a
reasonably prudent man would exercise. Wherever a railway company is carried on
with any of these things it is at present liable. This is a declaration that no matter
what judgment or prudence has been displayed in their estimation, if it turns out that
they have not had a sufficient number of men for a particular occasion they are liable.

Mr. Casey—Then your objection is not so much to holding the company respon-
sible for their failure to employ a sufficient number of hands as to the wording of this
clause.

Mr. CLark—If they fail to supply a sufficient number of men, for want of that
care which a prudent man would exercise, they will be held liable.

Mr. Casey—Suppose that clause were amended by inserting the words *“‘under
ordinary circumstances ” ?

Mr. CLarg—At¢ the present time the law goes as far as youneed. The present law
declares if they do not take that care which you would expect a reasonable man to
take, and because of that they provide an insufficient number of men, they are liable ;.
but if they do exercise proper prudence they are not answerable, because the human
mind is not expected to be always wise.

Mr. CuoquerTE—That is all in our law now, so that the clause is quite useless.

Mr. Oark—The liability is based on the theory that there has been imprudence
or negligence or something of that kind.

Mr. CasEy—Ts this provision that you speak of in the present law a statutory pro-
vision or does it depend upon common law practice?
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Mr. CLark-—1It is the law of the land; it is not in any statutes, but it is a common
statute. It is a law known wherever British law prevails—that if a duty is cast upon
a person or company to do any particular act, or to omit to do any particular act, or to
exercise prudence or care, or to fulfil some duty towards other people, and they fail to
do that, and another party is injured thereby, the result is inevitable and irresistible.
T may mention a case by way of illustration of what the law is now. It would strike
most of you as being singularly severe, but it is good law. A short time ago in Mont-
real there was an excavation being made for us. The man who was in charge of the
work was rather careless ; he did not watch the interests of those who were labouring
under him as he ought to have watched them. He allowed a man to go under a bank
a little too far to make an excavation, which he ought not to have done, because the
bank was overhanging and there was danger. The man was hurt, and the claim came
before me. It was considered by myself and others, and we considered that the com-
pany was. liable for the want of proper care by that man. That was one of its liabili-
ties. T assure you that the absence of reasonable and proper care on the part of any
company makes them liable for the claims of their workmen or anybody else. This
clause 7 proposes to make them answerable whether they have exercised proper care or
not. I submit there is no occasion for that clause at all. I think you would be satis-
fied with the law as it is if vou came to consider it carefully. This is not a question
of altering the wording of the clause; it is a question of taking it out altogether.

Mr. Casev—If there is a law already I do not see why you should object to putting
this clause in the bill.

Mr. CLark-—You might do so if you like, but it should not be in that way. You
might say, ¢ Every railway company which negligently employed an insuflicient number
of telegraph operators, trainmen, section men, etc., to safely carry on its business shall
be liable.”

Mr. Casey—Or which did not have a sufficient number of men to carry on its
business under ordinary circumstances !

Mr. CLark—You may be sure that the minister of justice will tell you that this
is the present law, and if it is it is not desirable to throw any obstacle against railway
COmle’lleS.

Mr. CroguertE—Can you tell me the number of suits which you have had to
defend ?

Mr. CLark—1I could not tell you the number, but the practice of our company is
to settle claims if there is any reasonable doubt, and we also settle them where there is
no reasonable doubt. The policy of our company is that men hart in their employ ought
to be liberally dealt with, and I do not think there is a case where a man is hurt in our
employ that he is not so treated unless he does it in a rascally way. 1 think that is the
case with most railway companies. They find it better tactics to settle when there is
not a good legal claim than to go to law and have the feelings of the juries aroused
against them. 1 may just say shortly that the principle of making a railway company
or any other person or body liable to pay damages if there is no negligence on their part
is an unsafe and pernicious piece of legislation, and is likely to deter capital from invest-
ment in railways.

Mr. PowgLL—Judge, you are familiar with railway legislation and also the Em-
ployees’ Protection Act ?

Mr. CLARK— Yes.

Mr. PoweLL—Well, your view is that legislation on that line is ample?

Mr. CLark—Oh, yes, sir. It is generally understood to be very ample. It is pretty

_severe ; butafter all it does not go as far as this bill, which says that a company should
be liable without any negligence. ’

Mr. PowerLL—The employees struck at the removal of disability of an employee as
against a common laborer. You don’t object to that?

Mr. CLARE—Oh, no; I think we have always submitted to that. For a long time
the law in England was that if a person in a man’s employ was injured by the mistake
or fault of another employee of the same company, they could not make the principal
responsible, because it was the fault of a co-laborer, and that he would not be able to
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get damages. That particular feature has been substantially removed by the legislation
of different provinces.

Mr. PoweLL—Is there any decision in Ontario which says that the local Act
applies to railways?

Mr. CLarE—No, I don’t know that there is ; and T am rather of the opinion that
it would be ultra vires. My own opinion, and I say it with hesitation, because I don’t
think it is common among lawyers, is that for the purpose of building and carrying out
dominion railways on the theory of their good to the country, no provincial legislation
can affect them.

Mr. Casey—Your contention is that dominion railways are quite outside the
provincial Acts regarding employer’s liabilities ?

Mr. CLark—Yes, sir. It is a very interesting subject to me, and my theory is that
it may be necessary to put something in an Act embodying this. A dominion railway
is an implement in the hands of the government for government purposes, managed by
the dominion parliament. It declares the conditions under which companies shall
build, the same as a light house or a fortification, and it is inconsistent for a local
government to interfere.

Mr. CHoQUETTE—You don’t go so far as Quebec or Ontario laws, making laws’
against railways passing through our provinces.

Mr. CLark—There is no limit.  If it is good for anything, it is good to this
extent. If the government want a railway built say from Toronto to Montreal and
want it built through every provincial parliament ground and every grave yard, it is
sufficient—it may be bad judgment but good law-—for them to say so. If it is wanted
and authorized by the dominion parliament, which means that it is wanted for Canada,
no local legislation can affect it in any way.

Mr. PoweLL—That is disputed.

Mr. CLark—Of course. I only give you my theory, as I have said.

Mr. Croquerre—Do you mean to say that we have no right in the provinces to
pass legislation as to whether fences shall be a certain height or that they shall be wire
instead of wood? We do that.

Mr. CLark— Yes, I know that we are carrying a case to the privy council. Some
local municipality in Quebec passed by-laws as to drains across railways and that the
railway inspector might give notice, and so on. A case was commenced against us and
taken to the privy council to find out if the provinces could say anything against us.

Mr. WaiswrIcHT— Being present, said :—Some remarks have been wade at meetings
of the committee in regard to the Provident and Insurance Society in operation on the
Grand Trunk, and clause 7, which Judge Clark was discussing, and as I saw the
chairman, and told him I thought, if the committee was agreeable, T should like to
bring here representatives of our employees, who have charge of the fund, and who
could give to the committee information which I thought would tend to prove to you
that the parties giving evidence a few days ago must have been misinformed as to the
feeling among the staff in regard to this society. So I asked Mr. Moore, the chairman
of the society, and from Toronto, Hamilton and Montreal, representative men who
understand the working of this society and how the men feel on it to come here to-day.

Mr. Casey—We did not expect more than one, but perhaps one witness can state
practically what you have to say and the others can say that they agree with it.
Probably this is the last meeting of the committee and that is why I want it to be
brief. T am sorry I have not been able to submit Mr. Jones’ evidence before.

Mr, PowkLL—I have a letter forwarded to me from the chairman and secretary of
this society on the Grand Trunk expressing entire satisfaction with it, which I hand in.

Mr. H. B. Moore, of Montreal, was called.

Mr. Casey—Mr. Moore, will you kindly tell the committee what you know about
this society !

Mr. MoorRE—Mr. Chairman and gentlemen, I have been requested by Mr. Wain-
wright to ask you to allow me to make a few explanations on this bill. Not that I
know very much about it; but judging from the papers, some of the clauses jeopardize
the property of 12,000 members who have six million dollars invested in this society.
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Any legislation which may induce the Grand Trunk Company to withdraw their mone-
vary and moral aid from this society, would, to all intents and purposes, eventuate in
the disruption of this society altogether, and therefore I say that it represents the
investment of 12,000 men, amounting to $6,000,000, some of these having subscribed
from 15 to 18 years on the plan of the assessment. One of the points, I believe, made
here was as regards compulsory membership in this society. This so-called compulsion
as understocd by the members themselves, those who think about the matter, is the fun-
damental security of the society. It means that our assessments go on from year to
year and assure our existence through this system complained of. The Grand Trunk
Company on our behalf, not on theirs, have agreed that they will not employ any out-
side person who does not pass our medical examination and qualify for membership in
our society. They also limit the age up to which they will accept employees to forty
years, which secures an average death rate in our society, and in that consists the fun-
damental principle of the security to our members. This society in its present shape is
formed from the old Grand Trunk Accident Society and from the old Great Western
Provident Society, both societies having amalgamated in 1885. The old Grand Trunk
Provident Society was established in 1875. The membership was made optional with
the understanding that all employees unconnected with it were of necessity to become
members of the society. Out of 10,000 copies of the forms of #pplication for member-
ship we sent around only 1,500 were sent in during the first six months, Within two
years the whole of the Grand Trunk employees came in and there were only about 1,000
or 1,500 changes or new ones who becamme members of this old Provident Society volun-
tarily. The Great Western I believe was formed in the same manner, made perfectly
voluntary and I believe all their employees entered it. The Great Western Society was
more extensive inasmuch as it included general life insurance. Then as regards com-
pulsion ; compulsion we must have if we are to exist. There was a remark nade in
regard to the government of this society. On the committee of management there are
certain ex-officio officers named by the company and delegates from local committees.
The system is divided into four sections each having its own committee. These com-
mittees are composed of elected employees from the employees themselves and they are
elected by ballot. There are also ex-ofticio subordinate officers of these committees
according to their locality. The number of elected and ex-officio members was generally
about equal, but this year, on account of the arrangement of a new system, there were
actually on three of these committees nearly double the number of elected members to
that of officers. Since the inauguration of the society I do not think that upon that
central committee of management or upon any local committee has there ever been
more than one-third of the ex-officio officers present at a meeting. That is the greatest
difficulty we have, and that proves that the members have the full management of their
society, there is no compulsion about that or crowding out.

Mr. McGrEGor— Do they make their own by-laws?

Mr. Moore—They make theis own by-laws. No by-law can be passed without a
general meeting of the whole of the members of the society. Every member gets notice
and a proxy form in which he can appoint a proxy or make his vote by proxy. The
e officio officers are very seldom in evidence in the management of this society. The
executive committees in any case have an excess of their own elected members. The
central committee of management, in which there is an excess of ex officio officers, have
nothing to say in regard to the admission of members. The company actually throws
upon the employees themselves the onus of accepting the company’s own employees.
The employees have to accept the people that the company may have to work. The
central committee of management cannot control the executives; they accept their
members, and they can throw out any application that comes in. The doctors are
under the control of the executive committees so far as the examination and admission
of members go. If the doctor does not report favourably the committee of manage-
ment cannot say, “We will have that man whether you like it or not.”

Mr. PowtLL—Do T understand that in the first place it is compulsory among the
employes to have this benefit or insurance?
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Mr. Moore—The company itself will not accept any emplovee who has not insur-
ance.

Mr. PoweLL—Then it is practically compulsory ?

Mr. Moore—Yes.

Mr. PoweLL—By their arrangement with them they cannot aczept anybody unless
he is insured ! -

Mr. MoorE

Mr. PowELL
insured !

Mr. Moore—They have.

Mr. PoweLL—So that practically it gives the employees the right to say from
whom men shall be employed? )

Mr. Moore—Yes.

Mr. Casev—How many local executives are there?

Mr, Mooru—Four.

Mr. Casey—-T understand by the by-laws that they appoint two men each to the
central committee of management, that four are appointed by the directors of the
Grand Trunk, and that nine officials of the company are ex officio members, so that
thirteen of the committee of management are appointed by the company and eight are
elected by the employes.

Mr. Moore-—TIt is the committee of management; it is not the executive com-
mittee.

Mr. CasEy—Clause 12 of the by-laws reads: ““The affairs of the society shall be
managed by a central committee, to be called the committee of management.” That
is what the constitution says?

Mr. MookE— Yes.

Mr. Casey—That is the managing body !

Mr. Moore—Yes. If you go on to the executive committees you will see that
each executive committee deals directly with the members.

Mr. McGrEGOR—What amount of assessment is there?

Mr. Moore—The amount of our assessments for injuries is the cheapest on record,
eleven dollars a thousand.

Mr. McGrEGOR— What is the number of your members ?

Mr. Muore—In round figures they are 12,000.

Mr. McGrEGOR—Does that assessment include the expenses and everything ?

Mr. MoorE—Everything. That is the life insurance and then we have what we
call a provident fund in which there is a special fixed fee. The insuranee asscssment
entirely depends on the death rate. The insurance is paid by levies on the men and in
addition to that there is a rate of 40 cents per month that members pay which provides
them with a certain amount of money per week. This gives them a weekly rate of
indemnity and provides them with medical attendance.

Mr. Casey— What is the indemnity ?

Mr. Moore—83.00 a week for 26 weeks and it continues thereafter in case of a
member’s sickness if there is any possibility of his recovery any number of months or
years.

Mr. CasEy—In case of permanent incapacity what does he get ?

Mr. Moore—He gets 3100 with the option of changing his subscription to our
insurance fund or he may commute his insurance for half.

Mr. Casey—He can get half his insurance, cash down !

Mr. Moore—Yes.

Mr. Casey—What is the £100 7

Mr. MoorE—A bonus when he is taken off the sick fund. That leaves him the
option of keeping up his subscription for the full amount of his insurance. Most of our
sick or old men take the $100 and use part of it to pay their subscription for their life
insurance for the one or two years which they may be expected to live and their families
get the full amount of their insurance.

Mr, Casey— What is the smallest sum for which you insure !
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Mr. MonRE—$250.

Mr. Caseyv—That is the only amount compulsory !

Mr. Moore—That is the only amount that is compulsory. There was alsu a state-
ment, I saw in the newspapers, that some employees, especially those interested in other
associations, were overtaxed in the society.

Mr. CasEy—Let me ask you another question. Mr. Jones said that when he was
employed on your line sometime ago, that one thing you signed in joining was that you
accepted the compensation of the Provident Society in lieu of any damages you might
contract by injury.

Mr. Moore—That was the case, but is not now.

Mr. Casey—Then the men accepting benefits can make any other cla,lm ?

Mr. Moore—Yes.

Mr. Warxwricnr—We paid $5,000 to a widow the other day on such a claim ¢

Mr. Moore—I may explain that clause was adopted from the American associa-
tions where their law provides for that and justly so. On the Grand Trunk we assure
men 25 per cent and in some cases they have mulcted the company in damages besides.

Mr. Casey-—Can you tell us the states where the law provides a minimum com-
pensation ?

Mr, Moorr—The Baltimore and Ohio, the Pennsylvania, the Philadelphia and
Reading and nearly all the trunk lines have similar associations worked as independent
parts of the company.

Mr Casey-——But I asked you if you knew any states where the law had such
provision !

Mr. MoorE—No; but T know the laws have maintained that clause that the men
can only choose between accepting that clause or taking what a court may allow them.

Mr. McGrEGorR—What is the company’s contribution to the fund !

M. Moore—They pay in actual cash $13,000.

Mr. McGrecor—Does the GGrand Trunk assist you any further than this con-
cession !

Mr. Moore—7Yeg, I say they pay in actual cash £13,000, but that is only a small
portion of what they give us.

Mr. McGreGor—DBut how long do they pay it in?

Mr. Moore—Every year.

Mr. Casey— Last year according to the balance sheet the company paid in §15,868.

Mr. It isall worked by the company without charge.

Mr. MooreE—I am estimating continually, and find that we get our working
expenses done for 4 per cent. The lowest of any mutual benefit association is 15 per
cent and the expenses of standard companies go up to 35 and 40 per cent. If you
estimate the difference between 4 per cent and 15 per cent, you can see what the com-
pany does for us.

Mr. McGrEGOR-——You have no people going around looking for business, and that
makes a hig difference.

Mr. MoorE—T am only going to speak about the one point of the reported taxation
of our members. The greatest taxation is on the hazardous class. The fee of 40 cents
is raised to 50 cents for them and the average cost for $250 is 22 cents a month, making
72 cents per month as the outside taxation on train hands who earn $80, %90, or $100
per month.

Mr, Casey—Then 88 a year insures them for $250?

Mr. MoorE—No ; for it gives them every benefit besides. 15 gives them all the
sick benefits and medical attendance when sick, hospital dues, and we even give them
specialist attendance. We have the best specialists in Canada for our men, as many of
those on the road suffer from eye and ear troubles. We have Dr. Buller of Montreal,
and Dr. Burnham of Toronto, who will atend all men needing a specialist. But about
taxation. I was looking over our books yesterday and find we have 1,447 conductors
and brakemen. Out of these thete are 437 that have availed themselves of the lowest
class of insurance. The whole of the other thousand have taken higher classes as much
as eight times that, or $2,000, the maximum insurance. Then 500 have taken £1,000,
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four times the minimum, and 127 are insured for $2,000, voluntarily insured for these
higher amounts. Out of 437—and the local secretaries will be able to bear me out—a
great number are only members just come in and they wisely take the lowest class and
wait to see what the cost will be ; but when they are in a year or so and see what
benefit it is, they take higher classes. Of that 437 men they are not taxed and have
nothing to kick at. But as matters stand there are the figures to show that.

Mr. McGreGor—Are your funds capitalized in a solid way ?

Mr. Moore—Our capital is our compulsion.

Mr. McGRrEGOR—DBut on your accident contribution of 40 cents a month ?

Mr. MoorE—That is generally in excess of what we require ; but lately, on account
of very great reductions in the staff, we fell a little behind. Sometime ago we intro-
duced a rule when we were getting rapidly ahead that we can reduce the rates, hut we
cannot raise themw, and it is generally understood that, if necessary, the Grand Trunk
will come to our aid. The Grand Trunk Act allows them to subscribe 150 per cent of
what the men pay. ’

Mr. SrusBs—Suppose an employee pays in for years, and is discharged, what
becomes of his contribution !

Mr. MoorE—They have the right to keep up their insurance. The 40 cents for
accident benefit only goes on from day to day, but the real investment is the insurance.
They are allowed to keep that up.

Mr. McGRrEGOR—Supposing a man is employed by the Grand Trunk and is dis-
charged for some reason and that he goes on to the Canadian Pacific or the Michigan
Central, would you allow him to continue his insurance !

Mr. Moore—Certainly. And that gives me another point as regards the popu-
larity of the society. It hus been stated that the society is unpopular.

Mr. McGreGor—I don’t think that was it. It was that there were other associa-
tions which could render more value.

Mr. MoorE—That is a moot point, and I would like to have the figures of these
associations. The railway associations cost $14 per thousand and ours $11. But as
regards this question T am going to show you what the members think of it. At first
there was a little doubt among the men when they got old or crippled as to keeping up
their insurance after leaving the company, and this right was only availed of to the
extent of one-half per cent, or between twenty and thirty men. Now every single year
in 12 years that has increased. Qut of 300 or 400 men discharged in the five months
up to the lst of May the number I took off my books vesterday showed 120 applicants
to continue our insurance. We have now on our books 600 ex-employees all over the
world who pay their assessment every month.

Mr. PoweLL—You have regular meetings of these different hranches?

Mr. Moore—They must meet quarterly, and sometimes they meet oftener,

Mr. PoweLL—Do you attend these meetings?

Mr. MoorE—The local secretaries do.

Mr. PowkLL—Having laid that foundation I have one question to ask you.
Have you heard that there has been any demand among the employees of the road for
these special articles that are embodied in this bill, particularly for the payment of 3,000
in case of death? Is there any general demand among the men for such legislation ?

Mr., Moore—There is no doubt about it that any legislation that gives a railway
employee more money than he gets now would be favorably received, but 1 have not
heard anything- about it. The first time I heard of this bill was when the matter was
brought to my notice by one of our own members. A great many of the C.P.R.
employees would like to have an organization of the kind but it is a difficult thing to
organize. The Intercolonial employees sent a committee to me for information as to the
organization and they voluntarily organized a very successful society.

Mr. Incran—You have been general secretary of this Provident society for a great
many years ?

Mr. Moorg—VYes.

Mr. Inérav—There has never been any other general secretary ?

Mr. MoorRE—Not of this society in its present form.
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Mr. IngraM—Have you read over any of the other evidence in respect to the Pro-
vident society.

Mr. Moore—1I just glanced for a moment at the evidence given by Mr. Jones at
the last meeting.

Mr. Inéram—TIn that evidence there are objections taken to the men being com-
pelled to join the Provident Insurance society on the ground that a man might be sufii-
ciently insured in other companies. They consider it a hardship for men accepting
position on the Grand Trunk to be compelled to join the society, Do you find many
complaints of that kind 7

Mr. Moore—We never have a complaint because the employee voluntarily fills up
the application to be a member of the society, when he wishes to become an employee.
The company does this to protect the society. I never heard any complaints.

Mr. IN¢raAM—In securing employment on the Grand Trunk is it not a fact that
they are compelled to join the society ?

Mr. MoorE—T have stated that they are.

Mr. Inaram—7You know of no case where men consider that a hardship ?

Mr. MoorE—No, sir.

Mr. IxaraM—In the evidence they have offered that is one objection they have to
the society. The compulsion to join it and they think that if there were some provision
in your constitution or rules that where an employee issufficiently insured he should not
be obliged to become a memher of this society, it would be a relief.

Mr. MoorE—1I have heard that stated.

Mr. IncraMm—Now as to the election of officers. Some of the men state that the
company have it largely in their own control as to what officers shall be elected. They
say that the local officials do not give these proxies out in a way that is fair to the
employees. Is there anything in that?

Mr. Moore—I have heard no complaints about that.

Mr. INeraM—Then there is another complaints, I think, in the evidence. It isthat
when men leave the service of the company all the money they have paid in is lost to
them, that they cannot continue to be members of this society !

Mr. Moore— You have our rules there and you can contradict that by reading
them. There is a special rule providing that any employee having left the company’s
service may continue his subscription to the life insurance fund. You must distinguish
that from the provident fund. We protect invested interest. We do not consider the
40 cents a month as an investment ; it simply covers the risk run for that month just
like an ordinary accident insurance.

Mr. Inuran—Speaking of this contract your reply to that point was that it was
the case and is zot. That is the answer you made.

Mr. Moore—The rule actually remains in the book, but it is not enforced and it is
the intention to have that rule at a future general meeting rescinded altogether. We
simply retain it for the present because we were doubtful how far legislation might be
obtained which mignt make the company pay double penalty.

Mr. InéraM—Do the employees have an equal say with the officials in framing
these rules.

Mr. Moore—Yes, sir.

Mr. IxcrayM—Now, you were speaking of the $13,000 annually that the company
pay towards the provident insurance society. It is said by some of the employees of
the Grand Trunk that if there were no provident insurance societies the company would
have to pay at least that much to their doctors at the different points where it is neces-
sary to have them in case of accidents on the railway.

Mr. MoorE—Oh, no. The Grand Trunk Company do not employ any doctors, they
employ the nearest doctor that is called in, and it does not cost them half or nearly that
‘amount. :

Mr. Inéray—They are only the company’s doctors for the time being?

Mr. Moore—Practically there are no company’s doctors at all, except in this way :
in return for the pass privileges which a company gives these doctors at any point on
the line to the nearest large centre, for instance on the Midland, they give them passes
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to Toronto, they agree to attend all such persons or passengers as the company may
require within a certain limited tariff which is very little more than the ordinary acci-
dent tariff in use everywhere to prevent disputes.

Mr. InaraM—They are paid separately by the company apart from this society ?

Mr. MooreE—They are paid separately by us— the secretary pays a per capita rate
for the special work on the society, but outside of that they are paid for no work that
they do for the company.

Mr. Incrav—Then this $13,000 is simply paid into the provident society and does
not affect the company’s payment of these doctors for any services they have rendered
in the interests of the company.

Mr, Moore-—It has no connection with it whatever !

Mr. INGraM~—In case of accident?

Mr. Moore—No connection whatever. We do not recognize any hills against the
company at all. This society in law is a separate corporation from the Grand Trunk
Railway Company and it has been so decided in court.

Mr. INnaraM—So then there is nothing in the statement that the company would
have to pay this anyway?

Mr. MoorE—No, the company would not have to pay this, decidedly not.

Mr. Iscray--I suppose you remember sowe years ago that the Grand Trunk were
excluded from the provisions of the Compensation for Injuries Act passed by the Ontario
Legislature and that there were a number of questions sent out amongst the employees.
Do you remember what proportion of the answers were opposed to being excluded from
the provisions of the bill?

Mr. Moore—1I think only about one half of the papers that were sent out were
taken any notice of at all and about one half voted one way and half the other. That
is speaking from memory. In my evidence before that committee I stated that T thought
probably 50 per cent of the employees would vote to have the society done away with,
My answers were based upon the innumerable letters T got from the employees com-
plaining of the hardship of belonging to this society, but if T were to be put on my oath
I could swear that for the past six years I did not get such a letter, and now I would
say that 90 per cent of the employees who were in this society at the present moment
would vote to have it continued.

Mr. Casev-—Let me understand you on that point, of voting to have the society
continued. Do you mean that merely they do not wish to lose what they have put in,
or would prefer this plan to another plan? '

Mr. MoorE—I think they would be influenced a great deal by the money they have
put in, in giving such a vote. Railway employees, if left to themselves, no more than
the public, would insure to more than 10 or 15 per cent.

Mr. INeran—Were you secretary at the time of the passing of the resolution in
the Ontario Government, applying to the Grand Trunk system the Compensation for
Injuries Act?

Mr. MoorRE—Yes.

Mr. INcrayu—Since then you have never heard of an unpopular feeling aga'nst the
society ? There was some little agitation at that time, but noue since.

Mr. Moore—Well, there has been a little since, till the employees gradually came
to understand the society. At first they had no confidence in it.  They thought they
were going to be entirely ruled by the company, they did not know what would happen
and what it would cost. So complaints did continue. The fact of the Grand Trunk
being included in that bill did not cause the members to stop complaining. Complaints
stopped gradually on account, as I have said, of the members becoming better yualified
to understand its provisions. As claims began to be paid promptly over the line, they
began to see the advantages of it.

Mr. CasEy— Briefly, you say that this society was once unpopular, but that it is
now popular ?

Mr. Moore—Yes.

Mr. CaseY—And popular because of better management !
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Mr. Moore—I did not say that, but because it is better understood. There is not
such a difference in the management as that.

Mr. Casey—What is your position in the Grand Trunk Company ?

Mr. Moore—I have no position.

Mr. CasEy—Are you on the books ?

Mr. Moore—No, I am an officer of the society !

Mr. Casey—Are you a member of the society ?

Mr. Moore—Yes. I was in the Grand Trunk employment once, or I would not
have been chosen as secretary of the society.

Mr. WarnwricHT—As we have here an elective member of the society from
Toronto, he will be able to give the feeling of the men if you give him time to address
you.

Mr. GeorGE PEPALL, of Toronto, was called.

Mr. Casey—What is your position in the company ¢

Mr. PEparL—T am chief clerk in the freight department at Toronto?

Mr. Casey—Have you ever been in the working employ of the company !

Mr. PeparL—7Yes, sir; I was a clerk.

Mr. Casgy—No; I mean were you ever a train hand !

Mr. PepanL—No.

Mr. Casey—You have always been in the clerical department ?

Mr. PEpsLL—Yes.

Mr. Casey— What is your position in this society !

Mr. PepsLL—I am elected by the third district as representative on the local
executive, and I am elected by them to the board of management at Montreal.

Mr. Casey—You arve chairman’

Mr. PerparL—No, T am not chairman.

Mr. Casey—Are you chairman of the board at Toronto?

Mr. Moore—No. District No. 3 takes in from Toronto to the tunnel and also the
lines north of the main line west of Toronto.

Mr. Casey—And you are a member of the board !

Mr. PerarL—Yes, meeting at Stratford, and a member of the board of manage-
ment, meeting at Montreal.

Mr. Casey—Now, having stated who you are, make your remarks !

Mr. PepaLL—What I wish to speak about is what is called the compulsory clause.
It has been quite talked about at Toronto and I have also spoken to several of the men
about it and those not compelled to join this insurance fund.

Mr. Casey—That is a separate fund from this?

Mr. Perar—Yes. All thought this society a good one. I was one of those who
joined it at the first, and T also entered class “ A” for $2,000 and believe the compulsory
clause one of the best they have. For instance, you know some have opposed mutual
societies because when men are in twenty or thirty years and the assessments go up and
the men get old, they cannot get young men to join. But on the Grand Trunk the
influx of the number of 1,200 members, mostly young men, is a great source of strength
to the society, and therefore I consider the compulsory clause as one of the best clauses
we have. 1 agree thoroughly with Mr. Moore, that fully ninety per cent of the employees
are most favourable to this society and consider the benefits we get from it of the best
description.

Mr. Casey—Are you in a position to know whether the men of your division think
as well of this society ?

Mr. PepaLL—Yes, sir, because I am an elective member, and I have always taken
an interest in the elections and in the working of this society. I have spoken to from
200 to 300 times to men in the shops, and therefore I know the men in that particular.
Of course, I mix among the men more than Mr. Moore, at Toronto and Stratford. T
go to Stratford every three months to a meeting of the executive.

Mr. CasEvy—7You consider this society furnishes cheap insurance !

Mr. Perarn—Yes, and on a good basis.
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Mr. PowtLL—In taking this insurance, can you dissever the benefit insurance
from the life !

Mr. PEpaLL—Yes. You can do that now ; but not when 1 joined. T had to take
both. Now the men can take insurance but not the provident benefit.

Mr. Casey—1 made a mistake a while ago in saying that the sum of 815,868 was
received from the Grand Trunk Company. I see that it is 150,868, 1 will ask Mr.
Moore if T am right in supposing that is the men’s contributions paid by the Grand
Trunk out of their wages’

Mr. \IOOHF—ThaD £150,000 shows the total contribution of the company since
the inception of the society. If you look at the top you will find an amount of 12,500,
which is the sum, and then in addition to that, they give us all unclaimed wages, that
used to go back into the treasury of the company. That is now handed to the society
and runs all the way from £500 to $2,000 a year. The average is between $200 and
$1,200 a year, and this brings up their contribution to %15,000.

Mer. Casey —The balance sheet for 1896 shows the total receipts as $87,864. TIn
other words, the Grand Trunk Company contributed, approximately, one-seventh of the
receipts of the society.

Mr. PoweLL—In the strictly life insurance companies what is the premiun on
52501 Tt varies according to age, but take the lowest.

Mr. PepaLi—The average is about &1.1G per hundred. It is decided upon so
much per hundred.

Mr. PoweLL—Does it not vary according to age’

Mr. PEpaLL—No, but you cannot join in the highest class after you are 40 years of
age, but after 45 you may join a lower class. I am insured in the $2,000 class and it
costs on an average about $22 a year. It is cheap insurance.

Mr. PowgLL—Yes it is cheap insurance. It is very favourable to the men below
40 years.

Mr. PeparL—I may say that several employees over 50 years of age thought that
an attack was being made upon the society and they were afraid it was going to injure
them in some way. You can understand that a man who has belonged to the society
for a life time and who is over 50 years of age would regard this as a serious matter.

Mr. Casey—This Bill has no connection with the operation of this society. If
the Grand Trunk Railway Company should say ‘‘if this bill passes we will withdraw
our subscription” that is another matter altogether. But the bill does not effect the
operation of your society in any way whatever. -

Mr. StuBBs—Would that not iuterfere seriously with the society ?

Mr. Casey—If the Grand Trunk Company should withdraw their contribution in
consequence of the passing of this act that withdrawal would effect the funds of the
society to the amount of about $12,000 a year.

Mr. PowsLL—Tt would lessen their revenue by about 15 per cent.

Mr. CasEy—DBut the act does not interfere with the society.

Mr. PepaLL—1T think from what I know of the feeling of the conductors that the
substance of Mr. Jones’ evidence would be the views of the conductors and drivers who
have an insurance of their own. Some persons have more insurance than they wish to
carry and they do not wish to join the Grand Trunk and get still more insurance.

Mr. In¢raM—You have stated that you consider the compulsory clause one of the
best you have !

Mr. PepsLL—Yes.

Mr. INcRAM—Suppose a man was sufficiently insured before he is employed by the
company, would you consider it a hardship to r*ompel him to belong to this society !

Mr. PepaLL—T do not think those are the men who find fault. It is the mer who
do not wish to insure at all.

Mr. IN¢raM—I want your answer to the question. Would you consider it a
hardship?

Mr. PEpaLL—No, I would not, because they can go into the lowest class, ¥250.

Mr. INcraM—Take an oiler or car inspector for instance. He draws very low pay
and is already insured to the full limit of his income. It would be a hardship in his
case, would it not ?
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Mr. PepaLL—I think there are rare exceptions, but I believe the men who find
fault are those who draw high pay such as conductors and drivers. I do not think
that there is any of that feeling among the men that there used to be. I think the
society is far more in favour with the road men than it was 10 years ago. There is
quite a ditlerence in the feeling in Toronto and the west. They have come to see that
the society is for the general good of the Grand Trunk Railway Company. Before this
society started and any of the labour class was injured or sick we had to contribute to
subscriptions. I think it is better for these men and their families that they have this
indemnity.

Mr. PowrLL—You are brought into close connection with the men, Mr. Pepall.

Mr. PepanL—Yes, sir.

Mr. PoweLL—Have you heard any agitation among them to change the basis of
the insurance in the direction of this provision for the payment of $3,000 ?

Mr. PerarLL—No, I have not.

Mr. CasEY—We have petitions from the organizations asking for it.

Mr. PeparLL—1 suppose an agitation like that will be among “the road men !

Mr. Casey— Amongst all the w orking classes.

Mr. Pepari-Of course T would not notice that.

Mr. R. P. Lesrie of Toronto was called.

Mr. Casey—What is your connection with the company ?

Mr. Lestie-—1 am assistant to the general baggage agent.

Mr. Casey—Have you ever worked on a train !

Mr. LesLiE—No, I was in the shops, in the company’s rolling mill for years and in
the engineer’s department during the construction of the loop line.

Mr. Casey—Always in a clerical capacity ?

Mr. LesLie—Yes, but in contact with the men all the time.

Myr. CasEy-—What is your position in regard to the society !

Mr. LesLie—I am secretary of section number 4. I can add nothing to what has
been already said by Mr. Moore and Mr. Pepall. I think the ground has been all
covered, except to say that it would be a great hardship to men advanced in years if
the company should withdraw their grant to the society, because a large number of
men could not get insured in the stock companies because of age and not being physi-
cally qualified. That is the only thing I see now that can be spoken of and I think
that would be hard. Take my own case. The only insurance I have is in the Provident
Society, and take my age and salary, I could not afford to pay for insurance outside if
this society was given up. In this for $25 a year my family will get 2,000 in case of
death, and if I take the commuted insurance I would get $1,000 and have the privilege
of receiving 83 a week when sick and my doctor’s bills paid. T think it is quite a boom
in case of anything happening to me. That is all the insurance I have, and in case of
this bill passing and this society goes to pieces I have no insurance and my family is
not provided for. I think that would be a great hardship both to me and to my
family. That is all T have to say.

Mr. Doxarp RoserrsoN of Montreal was called.

Mr. Casey— What is your position on the Grand Trunk ?

Mr. RoBertson—1 am chief clerk to the master mechanic in the shops at
Montreal.

Mr. Casey—Have you ever been in the mechanical department or been a labourer !

Mr. RoBERTSON es, sir ; 1T am a mechanic.

Mr. Casey—And so employed on the Grand Trunk ?

Mr. RoserrsoN—TYes, I worked in the mechanical department in Montreal for a
period of & or 9 years. I f01 get which.

Mr.

Mr. RosErTson—1 have been in the clerical department for about 16 years.

Mr. Casexy—And what is your position in the society ? -

Mr. RoBerTsoN—I am secretary of District No. 1, which takes in the main line
from Kingston to Portland with all branch lines.

110




Safety on Railways.

Mr. Casev—What remarks have you to make to the committee in regard to the
working of your society ?

Mr. Roserrsos—Nothing except to say that I fully coincide with everything
which has been said. One thing I would like to say in corroboration of Mr, Moore
who spoke of the attendance at the executive meetings of the officials of the company.
I might say that for the last 8 or 10 years although the meetings are held monthly, we
never have the officers. The majority present is always the elective members.

Mr. INGraAM-—So, then, only the elective members attend the meetings !

Mr. RoserTsoN—None but the elective with me.

Mr. Lesuie—It is the same thing with me.

Mr. RoBErTs0N—And as to what has been said about the popularity of the society,
I might teil the committee that Mr. F. W. Wanklyn, who was formerly our works
manager and is now superintendent of the Toronto Street Railway, who was a member
of our society still belongs to it and pays his levies monthly. I have never heard our
men in the shops—and I am constantly among them, more than Mr. Moore would be—
say anything against this society. At first when the thing was started there wasa
little kicking : but there was never anything said since.  Our men since that time—
when I was working in the shops myself we had started something of the kind ; for a
time we had three or four applications monthly for which we had to pay and we were
dunned to the amount of 51 or so a month—have learned to appreciate its value.

Mr. IxeraM—Do you find that exists now’?

Mr. RoBERTSON-—Not at all.

Mr. IxgraM—And that is largely owing to the Provident Society ?

Mr. RoBERTSON—Yes.

Mr. IngraM—Entirely ?

Mzr. RoBERTsoN—1It is entirely owing to the Provident Society.

Mr. Casey—1I would like to ask a question of Mr. Moore. There is here a list of
the committee of management and I want to ask Mr. Moore in regard to a few of
them to point out to me which are ex-ofticio. The president, Mr. Hays, is, of course,
ex-officio !

Mr. Moore—He is.

Mr. CasEy —Then there is Mr. Wainwright ?

Mr. Moore—He is also ex-officio.

Mr. Casey—And Mr. Reeve !

Mr. MoorE—Is an ex-officio member.

Mr. CaseEy—Mr. Stevenson !

Mr. Moore—Ex-officio.

Mr. Casey—Mr. McGuigan ?

Mr. MoorE—-Yes.

Mr. Casey—Mr. Hobson !

Mr. Moore—Ex-officio.

Mr. Casey-—Mr. Morse ?

Mr. Moore— Ex-officio.

Mr. Casey—Mr. MecWood ?

Mr. MoorE— Ex-officio.

Mr. Casey—Mr. Percy !

Mr. Moore— Ex-officio.

Mr. Casgy—Mr. Walker ?

Mr. Moore—He is ex-officio.

Mr. Casey— And Mr. Loud ?

Mr. Moore—He is also ex-officio.

Mr. Casey—Mr. Davis ?

Mr. Moore— Ex-officio.

Mr. Casey—Mr. Butze !

Mr. Moore—Ex-officio.

Mr. Casey—Then we have Mr. Domville !

Mr. Moore—He is ex-officio and all the others after that are elective.

111




60-G1 Vietoria. Appendix (No. 1.} 1897

Mr. Perari—Allow me to say in addition to what I have stated to the committee
that at all my meetings of the board of management the elective members were always
in the majority.

Mr. CasEy—Are the executive committees entirely elective ?

Mr. Peparn-—Yes. At the Board of Management meetings held in Montreal it is
always the elective members who are in the majority. Very few of the ex-officio mem-
bers can get to the meetings.

Mr. Caseyv—1I would ask Mr. Wainwright to remain and listen to what I have
to say. The point was raised by Judge Clark and others that the compensation clause
of this Act goes very far—goes beyond British precedent and certainly beyond
Canadian precedent. Now, T want to call the attention of the committee to the fact
and to'put it in as evidence that the present Imperial Governinent has introduced a
bill to compensate employees at the expense of employers which goes a great deal
further than this Bill of mine now proposes to do. This Bill was introduced on May
3rd by Sir Matthew White Ridley, who, I think, is the Home Secretary, at all events
a member of the government, and it goes so far as to provide compensation whether
there has been contributory negligence on the part of employees or not. My Bill only
asks compensation where there is no contributory negligence. It does ask compensation
where there is no contributory negligence on the part of the company, where there is
no risk, where it is pure accident ; but this Bill goes further and goes past where we
are in our clause. T call attention to Sir Matthew Ridley’s remarks. 1 may add that
there is a way of escape from this Bill, namely, by the company showing to the satis-
faction of the registrar of friendly societies that they have provided a system of
insurance that is on the whole not less favourable tothe men than the provisions of the
Ridley Act. Now, the provisions of the Ridley Act briefly are :

*If in any employment to which this Act applies, personal injury by accident,
arising out of or in the course of employment is caused to a workman, his employer
shall be liable to pay compensation in accordance with the first schedule of this Act.
The first schedule provides that when death results from the injury, if the workman
leaves dependents, the amount of compensation shall be a sum equal to his earnings
during the previous three years, or a sum of £150, whichever of those sums is the
larger, but not exceeding in any case £300 ”, which is half the amount fixed in my Bill,
« provided that any weekly payments made under the :Act shall be deducted from such
sum. And in case of incapacity for work a weekly puyment during incapacity, after
the second week, not exceeding 50 per cent of his weekly earnings at the time of the
accident, such weekly payment not to exceed £1.”

Sir Charles Dilke asked, “ What happens in the case of permanent incapacity !’
and the Attorney General answered, “The words are ‘during incapacity.’” I infer
from that that even in cases of incapacity this bill allows them a payment of £1 a week
or £52 a year, and allows it as long as a man lives and is incapable. In introducing
the bill Sir M. W. Ridley laid down a principle which I hope this committee will adopt.
The report says:—

“The bill we propose does not explicitly or directly deal at all with the Employers’
Liability Act of 1880. It leaves that Act entirely untouched. It proceeds on the
principle which I will venture to quote from the words used by my right hon. friend in
18937 [that is, Mr. H. H. Asquith] “‘that when a person, on his own responsibility,
and for his own profit, sets in motion agencies which create risks for others, he onght
to be civilly responsible for the consequences of what he does.”” That is, that the
employer, if he creates risks for others on his own responsibility, ought to be similarly
responsible for the risks incurred. That is the principle laid down by Her Majesty's
Government. It seems to have met with favour.

Mr. WarswricaT—That is rather poor logic, I think.

Mr. Casey —It seems to have met with approval.

Mr. WamxwricAT—That is the Workman’s Protective Bill.

Mr, Casey—VYes.

Mr. WaINwrIGHT—Yes, I know that has been introduced. It is not merely
applicable to railways.
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Mr. Casey— It is not merely applicable to railways, but it applies to railways.

Mr. WaiNwricHT— Applicable to all.

Mr. CasEx—No, it excepts a number of employments. Sir M. W. Ridley says:—

“We propose that the bill shall apply to what I may call the more dangerous
industries of the country, or, speaking roughly, to those industries for which Parliament
has provided special protection. The words of the bill are: ¢ This Act shall apply only
to employment on, in or about a railway, factory, mine, quarry or engineering work.’
The definition of railway follows the known definition of the Railway Act of 1871, and
the definition of factory follows the Factory and Workshops Acts of 1878 to 1891, and
it also includes ‘any dock, wharf, quay or warehouse to which any provision of the
Factory Acts is applied by the Factory and Workshops Acts of 1895

“ Mr. Asquith—Does it include workshops?

“Sir M 'W. Ridley—No, it does not include workshops. Mines, of course, are
defined by the Coal Mines Regulation Act of 1887. Engineering work means ‘any
work- of construction on a rallroad harbour, dock, canal or sewer, and includes any
building or other work on which machmery driven by steam, water or other mechanical
power is used for the purpose of the construction thereof.””

He goes on to except domestic service, agricultural employments and other cases
of that kind for which it is impracticable to 1mpose these penalties, but it applies to
risky employments, including railways. Of course in Canada this Parliament ean only
apply a measure of this kind to railways, since the regulation of other employments
comes under the control of the provincial government. As a matter of property and
civil rights the provinces have that authority. We can only apply it to railways, as
being the only risky employment under the control of this Parliament. I quote these
statements as precedents of a high value.

Mr. PowerLL—Where does it cover the case of contributory negligence !

Mr. Casey—1T will have to read a little fuller extract.

Mr. Inerav—From what paper is that taken ?

Mr. Casey—It is taken from the London I'mes, Tuesday, May 4th, 1897. The
wording of the bill is: “If in any employment to which this Act applies, personal
injury by accident arising out of or in the course of employment is caused to a workman,
his employer shall be liable to pay compensation in accordance with the first schedule
of this Act.” Speaking of the provisions of the bill, Sir M. W. Ridley says :—

“TIn 1893 my predecessor introduced a bill whose object was, by making employers
responsible for accidents which were due to their own negligence, or to the negligence of
those employed by them, to give a strong incentive to the taking of proper precautions
for securing safety in dangerous industries. 1 think that thisis not an unfair definition
of the object which the rwht honourable gentleman had in view. The effect of that bill
would, I think, have been to put the workman in the same position as the stranger. It
would have restored the workman to the same rights under the common law whlch a
stranger to the employer possesses, and which he enjoyed, previous to the decision of the
law courts, that established the doctrine of the common employment : that is to say, it
would have given every workman in ti:is country—and the definition of ¢ workman ’ was
wide and all-embracing—the same right of action which every stranger had. That
right of action would have been for unlimited compensation. Against those proposals
it was argued that it was unfair to make employers legally responsible when they were
not morally responsible, and it was said that they could not be morally responsible for
these accidents when they have no power over the persons who had caused the accidents
and who were not under their control. It was said, further, that those proposals did
not remove the difficulty of proving negligence, and those who are familiar with the
character of these accidents will, I think, be prepared to admit that one of the great
difficulties which have attended this subject in its practical operation is the difficulty of
proving negligence. Therefore it is argued that the bill of the right hon. gentleman,
instead of doing anything in the direction of diminishing the chances of litigation, would
work in the opposite direction, and that the result of putting such a large and onerous
liability upon the employers of this country, would be that they would inevitably use
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every endeavour to litigate themselves out of such liability. Further, there was the
difficulty of contributory negligence, and a subject that is more likely to lead to litiga-
tion and to excite the activity of lawyers, can hardly be in.agined. Another argument
that was used with great force against the proposals of my right hon. friend was that
they would not extend to the vast majority of accidents which, unfortunately, occur in
this country. (Hear, hear.) It is felt that, although the workmen and those who
represent them say that they do not so much desire compensation or payment for loss of
life or limb as they desire protection, it is reasonable that there should be some attempt
on the part of the legislature of this country to meet these accidents by some compensa-
tion. (Hear, hear.) I shall not endeavour to fix the number of the accidents which
were altogether omitted from the operation of my right hon. friend’s proposals.”

These are the accidents which would be excluded as not being caused by the negli-
gence of the employer. He continues :

“They have been variously estimated, but never at less than 40 or 50 per cent,
and my right hon. friend the member for Liverpool, who is responsible for a bill based
on the principle of general compensation, put the number at 80 per cent. But, what-
ever the number may be, surely the subject ought to be taken into consideration by the
House. (Hear, hear.) The principle of the bill of the right hon. gentleman opposite
was accepted in this House by both sides and also by the House of Lords, and if the
measure was ultimately right after laborious progress through the grand committee,
it was lost because the right honourable gentlemant and his friends refused to agree
to the amendment, which was inserted in another place. (the House of Lords) and
which gave the power of contracting out, or, as I would prefer to put it, gave the power
to employers and employed to contract themselves under proper safeguards into a
better position. (Hear, hear.) When that bill was before the House a very important
amendment was moved by my right honourable friend the present Secretary of State
for the Colonies, who proposed that it would be advantageous to provide for all acci-
dents by making compensation a trade expense; but, if I remember rightly, that
amendment was not carried to a division. It was argued that the workmen should not
only be put into the same position as the stranger, but, if anything, into a better posi-
tion. It was argued that the serious results of accidents could not be held to be
adequately met by merely giving the workmen a right of action in respect of the negli-
gence of an employer or of any person for whom he was responsible, and it was felt
that the workman or his representatives ought to have a right to compensation at the
expense, not of the rates or of public charity but of the industry in which he was
engaged. When it was said that by imposing such a burden upon the industries of this
country you would render competition with foreign trade still more difficult than it is at
the present time, it was shown that such a law of industrial compensation is well nigh
common to the whole of the continent, and is in force in most of those countries with
which we enter into severe competition. It was pointed out also that such a scheme,
providing for general compensation, if it accurately defined the liabilities of one side
and the other, and if it provided a simple and inexpensive reruedy, would prevent
litigation. It would prevent uncertainty, and the parties and their representatives
would know what their rights were. Some words used by my right honourable friend
opposite seem to indicate that he at any rate would be prepared to approve such a solu-
tion of this difficulty, but it was said by others, and the labour representatives princi-
pally, that such a law would lead to general insurance, and that insurance, if general,
lead to diminished responsibility on the part of the owners, and must do away with
those incentives to supplying adequate protection which the right honourable gentleman
opposite had in view when he introduced his bill in 1893. I am prepared to agree to
the fullest extent with those who argue that the legislature can properly interfere to
secure the safety of those engaged in dangerous iudustries, but, I a-k, how far is the
argument sound which says that if you have insurance you undermine safety !

¢« If you passed an Act of Parliament to-morrow prohibiting persons from ensuring
against risks, it would be impossible to carry the measure into practical operation.
Under the Bill of my right hon. friend opposite the liability is unlimited, and the
difficulties of insurance would therefore have been much greater and the premiums much
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higher than they would be under the scheme of lmited liability. But the absolute
certainty is that under any scheme of compensation there will and must be imsurance.
What is the effect of insurance ? With regard to inevitable accidents it, of course, can
make no difference, but how far does insurance affect preventable accidents? When an
employer is his own insurer, surely his own interest demands that he should endeavour
to diminish risk and to prevent accidents, and if the result of a scheme of insurance is
to throw more business upon insurance societies, they, too, will have great reason to see
that proper precautions are taken for safety, and if proper precautions are not taken
the premiums will rise. Insurance companies will not deal on the same reasonable terms
with employers who do not adopt proper precautions as they will with those who do
their best to protect life in the industries in which they are engaged. It is, therefore,
hardly conceivable that under a system of universal liability and insurance employers
will not take every care to protect their workmen. But, atter all, the true means of
protection against the improper conduct of dangerous trades does not lie in civil liability,
but in maintaining a proper criminal liability under the Acts which exist ; and if those
Acts are not sufficient and adequate for the purpose they should be strengthened. At
all events, we have in this country many acts which are expressly provided for the
purpose of securing that, apart from any civil liabilities, the state should see—and it
does see—through its inspectors that proper precautions an taken for the protection of
life and limb by everybody who employs men in dangerous industries. Now, sir, one
word as to German experience. I dare say it will be said that there has been an
increase of accidents under the German system,which is almost universal, and applies
to almost all industries now ; but I think it requires a somewhat close examination of
the official figures to see what the effect really has been. So far as 1 am able to under-
stand them, if there has been any increase of accidents under the system of general
insurance, it appears to have been because there has been a much more accurate notifi-
cation of accidents and a much closer record of what has happened in the various
industries ; and secondly, there has been, in the case of various accidents, particularly
those causing death, instead of an increase, a decided decrease. That was, in short,
the state of affairs en the one side or the other when the Government came to consider
this problem. It seemed to us that we had two alternatives before us—one the
alternative of adopting something like the provision of my right hon. friend opposite,
adding to it, as we were pledged to do, the power of contracting out.”

Mr. WainwriGHT—Excuse me for a moment. Do you understand that, Mr.
Chairman, as overriding any action that might be taken by a workman injured, or is
that in addition ?

Mr. CasEy—This is in addition. It says expressly here that the Bill Jeaves the
Employers’ Liability Act untouched. Tt gives this in addition and justifies it on the
ground that,

« The other alternative we had was to propose a scheme of general compensation,
under proper safe guards and necessary limitations, and apply it to industries to which
it would appear, in the first instance, it could properly be applied. Therefore, we had
to make our choice between the general application, as my right hon. friend applied
it and the limited principle. It will be found from what I have said to the House,
that in the proposal we are about to submit to Parliament, we have chosen the latter
course.”

And then follows the quotation I have already made.

Mg. PowerL—Do they allow men to contract out ?

Mr. CasEvy—As to contracting out, I will give you his own words. Sir Matthew
Ridley says:

< Of course we cannot but be aware that in the principal enacting clause of this
Bill we adopt the general principles of compensation, limited it is true ; but, when we
have provided that, there are possibly not the same inducements to guard against
accidents that there were under the Bill of my right hon. friend. The adoption
of that principle may involve some reconstruction of the existing societies, but we desire
to give them room to provide further advantages of any kind that may be in their
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power to provide, and we propose a clause to the effect that, if the Registrar of Friendly
Societies certifies that any scheme of compensation or insurance for workmen is, on the
whole, not less favourable to the workmen than the provisions of this Bill, the employer
may, until the certificate is revoked, contract with any workmen that the provisions of
the scheme shall be substituted for the provisions of the Bill, and that the employer
shall be liable only under the scheme. That clause is intended to provide that by an
independent public authority there should be a certificate that, if any schemes of this
kind are entered into or continued, they shall offer the same advantages to the workman
as are offered by the Bill.”

That is the way in which they can contract out. The provisions of their scheme
must be as favourable as the conditions of the Bill; tbat is they must pay to the men an
amount—the maximum being £300—for compensation for death, or £52 a year or £1
a week for injury or total incapacity.

Mr. PoweLL—It is not very clear about contributory negligence. It may include
purely accidental causes. It depends upon what is in the schedule.

Mr. Casey—1I read the provisions of the Bill as introduced to avoid questions ; but
T will read it again. It is as follows:

“ TIf in any employment to which this Act applies, personal injury by accident,
arising out of or in the course of employment is caused to a workman, his employer
shall be liable to pay compensation in accordance with the first schedule of this Act.
The first schedule provides that when death results from the injury, if the workman
leaves dependents, the amount of compensation shall be a sum equal to his earnings -
during the previous three years, or a sum of £150, whichever of those sums is the
larger, but not exceeding in any case £300, provided that any weekly payments made
under the Act shall be deducted from such sum. And in case of incapacity for work a
weekly payment during incapacity, after the second week, not exceeding 50 per cent of
his weekly earnings at the time of the accident, such weekly payment not to exceed £1.”

And he gives the reasons I have already quoted. I might refer also to the * Spec-
tator ” of May 8th, which gives its view much more clearly than I could express it. In
regard to this proposed scheme on the part of employers, he gives further particulars.
He was asked the question, and said among other things:

“We helieve that as to a large number of the industries of this country employers
are, and will be, their own insurers. We believe that insurance has been a growing
uestion, and we believe that the obligation which will be thrown upon employers by
this bill wiil be adequately and efliciently met by insurance societies. The cost of man-
agement in Germany is one-fifth of the total compensation paid in respect of the total
industries of the country and one-tenth of the total compensation paid in respect of
mines. That is a cost which we in this country could not face with equanimity. It is
most difficult to compute what will be the cost either of insurance or the amount of
liability upon the owners, and I shall no doubt be told that the burden which will be
imposed upon the industries to which the bill applies will be prohibitive. I do not
think so. T think that those countries with which we compete are equally burdened,
and, after the closest observation of such data as we have, I am perfectly satisfied that
the cost of such insurance would be very much les than we have been led to expect.”

Then he goes on to discuss the insurance system in Germany, which is as you are
aware a general government system, Mr. Samuel asked him.

“TIs it proposed to ask the workman to contribute towards this fund ?

“8ir M. W. RipLey—No, sir: I have said that the cost is thrown entirely upon
the trade. I hope and believe that it will be found that the charge will not be a heavy
one, or one which can be described as an unreasonable burden upon the industry.
Having had the advantage of seeing some figures representing the operations of many
of the liberal firms in this country who pay compensation very much upon the scale
proposed by this bill, I may say that the cost works out in the most startling way very
approximately to the figures I have with regard to mining and manufacturing industries.
We admit that the bill embodies a new principle. It is a new departure and I can
quite imagine that there will be some criticism not only upon the principle, but upon.
the details. The House has first got to settle the question—1Is this principle sound, or is
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it not? I venture to think if you look at what is going on elsewhere not less than at
the growth of public opinion in this country and what has passed in parliament itself,
you will see that there is a growing feeling that it is proper, in the sense of the words
of the right hon. gentleman opposite, to make trades responsible for the risks which
they create.”

It is clear that this scheme of compensation which enables the employer to contract
himself out of his liability to the employee is a scheme by which he pays all the contri-
butions himself and does not ask the employee to contribute anything. T do not pretend
to be a legal man like my friend Judge Clark, but I submit the statements made by Sir
M. W. Ridley and his arguments is my answer to the argument of Judge Clark in
regard to this question of compensation. I may add that Mr. Asquith, the late home
secretary, and various other leading members of the House expressed their general aj-
proval of the bill and I believe that it has since passed the Commons. I notice that its
passage was celebrated by a cartoon in Punch which is generally a good authority on
such questions.

Mr. Powerr —That may be so as far as the principle is concerned, but you cannot
say as to what may be determined in regard to the details.

Mr. Casey—The schedule is given here. The first schedule provides that when
death results from injury, if the workman leaves dependents the amount of compensation
shall be a sum equal to his earnings during the previous three years, or a sum of £150,
whichever of these sums is the larger, but not exceeding in any case £300, provided
that any weekly payments made under this act shall be deducted from this sum. And
in case of incapacity for work, a weekly payment during incapacity after the second
week, not exceeding fifty per cent. of his weekly earnings at the time of the accident,
such weekly paymect not to exceed £1. This is the whole schedule.

Mr. PoweLL—It is a curious provision, because a young man with a family may
live a long time. It is a compensation of the living and not of the dead. Take an old
man who has spent his whole life in employment, and may have a year or two to live,
you are giving the hard case the same as the easy case.

Mr, CasEy—Before you leave, Mr. Wainwright, is there anything you would like
to say to the committee ?

Mr. WaixwriGHT—I consider, of course, that any action of that kind which you
propose in your bill, would at once put an end to such a provident society as ours. That
bill provides, if T understand it, that the employer shall make these payments and pro-
vide a fund without contribution on the part. of their staff which is entirely opposed to
our society. Then, you must remember that there are provisions in our society far-
reaching which this does not touch at all ; such as doctor’s attendance, and that sort
of thing. )

Mr. CasEy—Of course there is an accident benefit in this !

Mr. WAINWRIGHT—And to that extent it simply means that a company like the
Grand Trunk which contributes so much per annum to an employees’ insurance society,
would withdraw that contribution, and with such a bill law we would need to use that
amount as an insurance fund to protect themselves, just as we do at present with rolling
stock and other property.

Mr. Casey—Instead of giving this amount to the society, it would be laid aside ¢

Mr. PowELL—As a special account ?

Mr. WaiNwRIGHT—Yes.

Mr, Casey—For the men’s benefit ?

Mr. WainwricHT—Yes ; but it would not cover the advantages they get to-day
under the provisions of the Provident Society.

Mr. Erris—How much do you give to the society ?

Mr. WainwricET—812,000 in addition to other concessions, such as allowing our
agents to work for the society.

Mr. Casey—The contribution of the company to the society is about one-seventh.

Mr. PoweLL—Have you any idea of the number of fatal accidents per annum on
your system !

Mr. WaINwrIGHT—It varies.
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Mr. PoweLL—But can you state approximately !

Mr. WainwricHT—There were very little the last two or three years. The
principal accidents are those at crossings where people get run over.

Mr. Casey—The total number last year was 780.

Mr. PoweLL—How many were fatal?

Mr. Casey—According to the statement which the clerk has prepared, there were
49 employees killed and 488 injured, making a total of nearly 550.

Mr. WaINWRIGHT-—I want to say that if we kill or injure an employee we are
responsible, and pay for these all the time through the courts. We paid a claim of
$5,000 the other day.

WORKMEN (COMPENSATION FOR ACCIDENTS) BILL.

Introduced in British House of Commons by Sir M. W. Ridley, Home Secretary,
‘ May 3rd 1897.

The following is the full text of the Bill introduced in the House of Commons on
the 3rd instant, to “amend the law with respect to compensation to workmen for
accidental injuries suffered in the course of their employment.”

1. (1) Tf in any employment to which this Act applies personal injury by
accident arising out of and in the course of the employment is caused to a workman,
his employer shall, subject as hereinafter mentioned, be liable to pay compensation in
accordance with the first schedule to this Act. :

(2.) Provided that :

(a.) The employer shall not be liable under this Act in respect of any injury which
does not disable the workman for a period of at least two weeks from earning
full wages at the work at which he was employed.

(b.) When it is decided as hereafter provided, that the injury was caused by the
wilful and wrongful act or default of the employer or some person for whose
act or default the employer is responsible, nothing in this Act shall affect any
liability, civil or criminal, of the employer or persons for whom he is respon-
sible ; but the employer shall nut be liable to pay compensation both indepen-
dently of and also under this Act, and shall not be liable to pay compen-
sation independently of this Act except in case of such wilful and wrongful
act or default.

(3.) If any question arises as to whether the employment is one to which this Act
applies, or whether the injury was caused by the wilful or wrongful act or default of
the employer, or of any person for whose act or default the employer is responsible, or
whether the injury was caused by accident arising out of and in the course of the
employment of the workman injured or as to the amount or duration of compensation
under this Act or otherwise as to the liability for compensation under this Act, the
question, if not settled by agreement, shall, subject to the provisions of the first
schedule to the Act, be settled by arbitration, in accordance with the second schedule
to this Act.

(4.) If the Registrar of Friendly Societies certifies that any scheme or compen-
sation or insurance for the workmen in any employment is on the whole not less favou-
rable to the workmen than the provisions of this Act, the employer may, until the
certificate is revoked, contract with any of those workmen that the provisions of the
scheme shall be substituted for the provisions of this Act, and thereupon the employer
shall be liable only in accordance with the scheme, but, save as aforesaid, this Act
shall apply, notwithstanding any contract to the contrary, made after the commen-
cement of this Act.

118



Safety on Railways.

2. (1.) This Act shall apply only to employment on, in or about a railway,
factory, mine, quarry, or engineering work.

(2.) In this Act:—

“ Railway ” means the railway of any railway company to which the Regulation
of Railways Act, 1871, applies, and ‘“railway” and “railway company ”
have the same meaning as in that Act.

“ Factory” has the same meaning as in the Factory and Workshop Acts, 1878 to
1891, and also includes any dock, wharf, quay or warehouse to which any
provision of the Factory Acts is applied by the Factory and Workshop
Acts, 1895.

“Mine” means a mine to which the Coal Mines Regulation Act, 1887, or the
Metalliferous Mines Regulation Act, 1872, applies.

“Quarry ” means a quarry under the Quarries Act, 1894.

“ Engineering work ” means any work of construction of a railroad, harbour, dock,
canal or sewer, and includes any building or other work on which machinery
driven by steam, water or other mechanical power is used for the purpose of
construction thereof.

“ Employer” includes any body of persons, corporate or unincorporate.

“Workman” includes every person who is engaged in an employment to which
this Act applies, whether by way of manual labour or otherwise, and whether
his agreement is one of service or apprenticeship or otherwise, and is expressed
or implied, is oral or in writing.

3. (l.) This Act shall not apply to persons in the naval or military service of the
Crown, but otherwise shall apply to any employment by or under the Crown to which
this Act would apply if the employer were a private person.

(2.) The Treasury may, by warrant laid before Parliament, modify, for the purpose
of this Act, their warrant made under section 1 of the Superannuation Act, 1387.

4. Any contract existing at the commencement of this Act whereby a workman
relinguishes any right to compensation from the employer for personal injury arising
out of and in the course of his employment shall not for the purposes of this Act be
deemed to continue after the time at which the workman’s contract of service would
determine, if notice of the determination thereof were given at the commencement of
this Act.

3. (1.) This Act shall come into operation on the first day of January, 1898.

(2.) This Act may be cited as the Workman’s Compensation Act, 1897,
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SCHEDULES.

First Schedule—Scale and Conditions of Compensation.
SCALE.

(1.) The amount of compensation under this Act shall be :—

(#.) Where death results from the injury—

(¢.) If the workman leaves dependents, a sum equal to his earnings during the
three years next preceding the injury or the sum of £150, whichever of those
sums is larger, but not exceeding in any case £300, provided that the amount
of any weekly payments made under this Act shall be deducted from such
sum ; and

(72.) If he leaves no dependents, the reasonable expenses of his medical attendance
and burial, not exceeding £10.

(b.) In case of incapacity for work, a weekly payment after the second week during
the incapacity not exceeding 50 per cent of his weekly earnings at the time of the
accident, such weekly payment not to exceed £1.

(2.) The payment shall in case of death be made to the legal personal representa-
tive of the workman, or if he has no legal personl representative to his dependents, or
if he Jeaves no dependents to the person to whom the expenses are due.

(3.) The expression “dependents” in this schedule means such members of the
workman’s family as are entitled to damages in cases under the Fatal Accidents Act,
1846 ; and any question as to who is a dependent, or as to the amount payable to a
dependent shall, in default of agreement, be settled by arbitration under this Act.

(4.) If any of the dependents is an infant, his share of compensation may be invested
for his benefit as directed by the arbitrator.

(9.) Any weekly payment may be reviewed at intervals of not less than three months
at the request either of the employer or of the workman, and on such review may be
ended, diminished or increased, subject to the maximum above provided, and - the
amount of payment shall, in default of agreement, be settled by arbitration under this
Act.

(6.) A weekly payment shall not be capable of being assigned or charged, and shall
not pass to any other person by operation of the law.

Second Schedule.— Arbitration.

The following provisions shall apply for settling any matter which, under this Act,
is to be settled by arbitration :—

(1.) If any committee, representative of an employer and his workmen, exists, with
power to settle matters under this Act in the case of the employer and workman, the
matter shall, unless either party objects, be settled by that committee.

(2.) If either party so objects, or there is no such committee, the matter shall be
settled by a single arbitrator agreed on by the parties or, in the absence of agreement,
by the County Court Judge, or if the Lord Chancellor certifies that under the circum-
stances of the particular district it is not convenient that the County Court Judge
should be called upon to aci as arbitrator, by 4 single arbitrator appointed by such
County Court Judge.

(3.) Any arbitrator other than the County Court Judge shall be paid out of the
moneys to be provided by Parliament in accordance with regulations to be made by the
Treasury.

(4.) The Arbitration Act, 1889, shall not apply to any arbitration under this Act ; -
but an arbitrator may, if he thinks fit, submit any question of law for the decision of
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the County Court Judge, and the decision of the judge on any question of law, either on
such submission, or in any case where he himself acts as arbitrator under this Act, shall
be final : and any award made under this Act shall be enforced in the same manner as
an order of a county court.

(5.) The costs of the arbitration shall be in the discretion of the arbitrator.

(6.) The duty of a County Court Judge shall, under this Act, subject to rules of
court, be part of the duties of the county court, and the officers of the court shall act
accordingly.

7.) Any sum awarded as compensation shall be paid on the receipt of the person
entitled, and his solicitor or agent shall not be entitled to recover from him or claim a
lien on the amount recovered for any costs except such as have been awarded by the
arbitrator.

(8.) Any committee, judge or other arbitrator, may appoint a legally qualified
medical practitioner to report on any matter which seems material to any person arising
in the arbitration, and the expenses of any such medical practitioner not exceeding two
guineas shall be paid by the employer.

(9.) In the application of this schedule to Scotland * sheriff ” shall be substituted
for “ county court judge.”

NotE BY Cuairmax oF CoMMITTEE.—This bill had passed the Cowmmittee of the
‘Whole, British House of Commons, at the date of this committee’s report.

List oF PETITIONS received favourable to the adoption of Bills 2 and -3, respecting the
safety of railway employees and passengers.

1. Orangeville Branch, No. 47, of the United Brotherhood of Railway Trackmen.
2. Streetsville Branch, No. 49 do do
3. Missanabie Branch, No. 15 do do
4. Riviere du Loup Branch, No. 55 do do
5. Thousand Islands Branch, No. 17 do do
6. Truro Branch, No. 62 do do
7. A. E. Brown Lodge, No. 539 do do
8. Lake Simcoe Lodge, No. 377 do do
9. Belle Tsle Lodge, No. 316 do do

10. West Toronto Lodge, No. 255 do do

11. Algoma Branch, No. 7 do do

12. Richmond Branch do do

13. Kemptville Branch, No. 37 do do
14. Smith’s Falls Branch, No. 3 do do

15. Webwood Branch, No. 13 do do

16. Peterborough Branch, No. 44 do do

17. Kokabeka Division, No. 286, Order of Railway Conductors.

18. Niagara Falls Division, No. 350 do do

19. Nipissing Division, No. 242 do do

20. Leeds Division, No. 366 do do

21. North Bay Lodge, No. 234, Brotherhood of Locomotive Engineers,

22. City of Windsor Division, No. 390 do do

23. Toronto Division, No. 70 do do

24. Brockville Division, No. 118 do do

25. Belleville Division, No. 189 do do

26. Central Division, No. 123, Order of Railroad Telegraph Operators of North

121



60-61 Victoria.

men.

Appendix (No. 1.)

27. Colonial Lodge, No. 119, Brotherhood of Locomotive F iremen.

28. Pembroke Branch, No. 4, of United Brotherhood of Railway Trackmen.

29. Renfrew Branch, No. 2

30. Troquois Branch, No. 21

31. Echo Bay Branch, No. 10

32. Thousand Island Lodge, No. 208
33. Cornwall Branch, No. 33

34. Ea~t Toronto Lodge, No. 108
35, Unity Lodge, No. 47

36. Vaudreuil Branch, No. 75

37. Aubrey Branch, Quebec, No. 49
38. Winnipeg Branch, No. 23

39. J. M. Egan Lodge, Winnipeg, No. 223

10. Can ilever Lodge,St.John, N.B.,No. 407

41. Kamloops Branch, B.C., No. 34

do
do
do
do
do
do
do
do
do
do
do
do
do

do
do
do
do
do
do
do
do
do
do
do
do
do
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42. Rarity Lodge, Medicine Hat, N.W.T., No. 304, Brotherhood of Railway Track-

43. Snowdrift Division, No. 138, Brotherhood of Locomotive Engineers.
do

44. Hamilton Division, No. 133

45. St. Francis Division, No. 142

46. Dominion Division, No. 469

17. Point Edward Division, No. 240
48. London, Ont., Division, No. 68

49. Beaver Lodge, London, Ont., No. 117
50. Hope Division, No. 174

do
do

do
do
do
do
do
do
do

51. Bast Toronto Division, Toronto, Ont., No. 520, Brotherhood of Locomotive
Engineers. ’
52. Point St. Charles Division, Montreal, No. 89

53. Moncton, N.B., Division, No. 162

54. Toronto Junetion, Ont., Division, No. 13, Order of Railway Conductors.

55. Frontier Division, Point Edward, Ont., No. 189

56. Allandale, Division, Ont., No. 355

57. Union Division, Winnipeg, Man., No. 13
58. Pacific Division, Kamloops, B.C., No. 267
59. International Lodge, Bridgeburg, Ont., Brotherhood of Locomotive Firemen.
60. Island City Lodge, Brockville, Ont., No. 69

61. Windsor, Ont., Lodge, No. 421

do do
do do
do do
do do
do do
do do
do do
do do

62. Pacific Division of Order of Railway Telegraphers.
63. St. Adolphus Lodge, Hochelaga, Que., No. 335, Brotherhood of Locomotive
Firemen.
64. Spring Hill Junction, N.8., Branch, No. 63, Brotherhood of Railway Trackmen.

65. Glacier Lodge, Donald, B.C., No. 51

do

do

66. Air Line Branch, St. Thomas, Elgin County, Ont., No. 529, Brotherhood of
Locomotive Engineers.
67. Stratford, Ont., Division, No. 15, Order of Railway Conductors.

68. Jubilee Lodge, Ottawa, Ont., No. 1, Brotherhood of Railway Trackmen.
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List oF LETTERS and other documents filed as evidence before the Select Comunittee to
whom were referved the Bills Nos. 2 and, 3 respecting the safety of railicay employees
and passengers.

“SprinGg HiLt CoLLIERIES.”
CuMBERLAND RaiLway aA¥D CoaL CoMPANY,
CuMBErLAND CoUnty, N. S,

Mox~NTREAL, 6th May, 1897.

G. F. Owey, Esq.,
Clerk of Committee.

Sir,—In regard to Bill No. 3, An Act to Promote the Safety of Railway
Employees.

Our line, from Springhill Junction on the I. C. Ry., to Parrsboro’, N.S., is engaged
mainly in coal traffic from Springhill Mines to the two points above mentioned, and also
does some general business in freight and passengers. Length of line, 32 miles.

(1.) Air Brakes on Trains.

So far as this company is concerned, it will be almost impossible to carry it out, as
our trains are all mixed trains, coal, lumber, freight and passenger cars.

Automatic Couplers.

The passenger cars on regular trains are fitted with automatic couplers, all other
cars have standard drawbars. We have had no accidents coupling cars.

Section (2.) Qualifications of Engine Drivers and Conductors.

This is practicable, though the length of service, five years, is, in our opinion,
excessive.

BirL No. 2.

Sections 1 and 2.—As we have but one box car in use, this does not very much
affect us.

Section 7 and Subsections.—This section we consider decidedly against the interests
of all railway companies. In the case of an accident it would seem impossible for any
railway company to go free. The compensation is so large as to make it possible at
least that an employee might get hurt in order to get the compensation provided for in
the Act.

It is unjust to put the onus of proof that accident was not accidental on the rail-
way company, and would seem to be entirely against the common law.

Subsection 4 we consider decidedly objectionable, and an unjust interference
between employer and employee.

Section 8.—This, no doubt, is the duty and aim of every railway company to
have sufficient men to transport traffic safely and keep its line in good condition. ~As
to these points, we consider the railway companies must be allowed to judge for them-
selves. The circumstances on a small local line like ours are entirely differént from
th se of a large through line, and to insist on applying such provisions indiscriminately
to all railways would, we submit, be unfair and unjust. In our case we have a relief
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fund, contributed to by our men, by the local government and by the cowmpany, which
meets our needs, and which we consider makes section 7 unnecessary in our case.

We trust that our protest against these bills may reach your honourable committee
before it is too late. The delay in our replying has been on account of its being neces-
sary to send the bills to our general manager in Nova Scotia.

I remain, yours respectfully,

H. R. DRUMMOND,

Secretary.

Ux1TEDp BrROTHERHOOD OF RAILROAD TRACKMEN,
OFfFIcE oF Gra¥XD SECRETARY, HINTONBURG, ONT.,
Orrawa, ONT., 18th February, 1897.
‘W. F. MacLeax, Esq., M.P.

DEAR Sir,-—At a meeting of the Dominion Executive of the Dominion Legislative
Board of Railway Employees recently held in Ottawa, the enclosed amendments were
made in your Bill and in another known as the Casey Bill.

The following or, I should say, accompanying legislation was also recommended by
the Board. .

We hope you will accept the amendments to your own Bill for which the Board
heariily thank you and that you will also give your valued and valuable aid towards
introducing or supporting any of the desired legislation.

You will readily understand the importance of clause (¢) in section 2. When 1
say that at present railway managers refuse to give such certificates, even the I. C. Ry.
will not grant them.

I presume the reason of putting them in your Bill was that at present an engineer
or fireman dismissed off a road or leaving of his own accord could not get from the
company’s officers anything to show that he has ever even seen a locomotive, much less
ran or fired one.

You will readily understand the hardship and I guarantee you any of your railway
supporters will assure you my information is correct.

I had the honour of being elected secretary of the Board in our meeting in Ottawa
on September Sth to 10th last.

Copies of your Bill, Casey’s and the enclosed suggestions have been sent to all
Canadian Railway Organizations and they have been asked to correspond with their
M.P.s asking them to support them.

Hoping to see you strong and well and pressing and passing your Bill.

I am, yours respectfully,

A. B. LOWE,
Sec. D.L.B. of R.E.
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Brorueruoop oF Locomorive ENGINEERS,
FEast Toroxto Division, No. 520,
East Toroxto, 13th March, 1897.

W. F. MacLeay, Esq.,, M.P.

DEear Sir,—At a meeting of our Lodge held in the Lodge Room, 2nd March, 1897,
the following resolution was adopted :

That we petition you, as our representative in the Dominion Parliament, to give
the strongest possible support to the following Bills which will be presented this session
as amended by the Dominion Legislative Board of Railway Employees, copies of which
we enclose, known in previous session as the Maclean Bill, the Casey Bill, the Gibson
Bill and Alien Contract Labour Law, and any other legislation on the accompanying
subjects which will be brought forward in the interests of railway men.

And your petitioners will ever pray.

Yours truly,

T.J. LOONEY, F.A.E,
Last Toronto Post Office.

Toronrto, 11th March, 1897.
Mr. W. F. MacrLeax, M.P.

DEar SIr,—At the union meeting held at York on the 8th inst., by members of
the Brotherhood of Locomotive Engineers, Order of Railway Conductors, Brotherhood
of Railroad Trainmen, Brotherhood of Locomotive Firemen and Order of Railroad
Telegraphers, the Secretary was instructed to write you, saying it was unanimously
resolved that we, as individual members of the said orders, are in favour of the Bills
before the Dominion Parliament, known as the Maclean Bill, Alien Labour Law, Casey
and Gibson Bills, respectfully request your vote and influence in support of the same.

Yours respectfully,

W. M. WISWELL,
48 McGee Street. Secretary.
OrpeErR OF RaiLway Conpucrors,
Easr ToroNto Division, No. 344,
OFFICE OF THE SECRETARY AND TREASURER,

CoLEMAN, ONT., 2nd March, 1897,
W. F. MacrLgax, Esq., M.P.

Desr Sir,~—At a meeting of our Lodge, No. 344, O. R. C,, held in Society Hall,
Little York, on the 1st day of March, 1897, the following resolution was passed : That
we petition you, as our representative in the Dominion Parliament, to give the strongest
possible support to the following bills which will be presented this session as amended
by the Dominion Legislative Board of Railway Employees, copies of which we enclose,
known in previous sessions as the Casey Bill, the Maclean Bill, the Gibson Bill and an
Alien Contract Labour Law and any other legislation on the accompanying subjects
which will be brought forward in the interests of railway men.

And your petitioners will ever pray.

I remain yours truly,

W. H. HUTCHINSON,
CoLeman, P, O. Secy. Treasurer, Division 344.
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ToroNTo, 9th March, 1897.

Me. W. F. MacLeax, M.P,
East York.

Dear Sir,—At a meeting of Toronto Division, No. 17, Order of Railway Con-
ductors, the following resolution was adopted :—

Resolved.—That we petition you, as a friendly representative in the Dominion
Parliament, to give the strongest possible support to the following bills, which will be
presented this session as amended by the Dominion Legislative Board of Railway Em-
ployees, known in previous sessions as the Casey Bill, the Maclean Bill, the Gibson
Bill and an Alien Contract Labour Law, and such other legislation as may be brought
forward in the interest of railway men.

The bills mentioned are of great importance to us as railway men, they have been
amended with great care by their Iegislative Board, and endorsed by the railway men
of the Dominion from the Atlantic to the Pacific, and we frankly petition you for your
valuable influence and support in their behalf.

And your petitioners will ever pray.

CHAS. MITCHELL,

R. A. Purpoy, Secy. Treasurer.
Chief Conductor.

BROTHERHOOD OF RAILROAD TRAINMEN.
East Toroxto Lobee, No. 108,
Litree York, 1st March, 1897.

W. F. MacLEawN, Esq., M.P,
East York.

DearR Sik,—At a meeting of our lodge held in the I.O. O. F. hall, on the 22nd
February, 1897, the following resolution was adopted :—

That we petition you, as our representative in the Dominion Parliament, to give
the strongest possible support to the following bills, which will be presented this session
as amended by the Dominion Legislative Board of Railway Employees, copies of which
we enclose, known in previous sessions as the Casey Bill, the Maclean Bill, the Gibson
Bill and an Alien Contract Labour Law, and any other legislation, on the accom-
panying subject, which will be brought forward in the interests of railway men.

And your petitioners will ever pray.

THOS. ROGERS,

Secretary.

NekLsox AND ForRT SHEPPARD RAILWAY COMPANY.
CoNSTRUCTION DEPARTMENT,
SpokaNE, WasHINGTON, 5th May, 1897.
Geo. F. Owex, Esq.,

Clerk of the Select Committee,
House of Commons, Ottawa, Canada,

Sir,—I have your letver of the 24th ultimo, enclosing Bill No. 2, entitled ¢ An Act
to further secure the safety of railway employees and passengers ” and Bill No. 3, entitled :
“ An Act to promote the safety of railway employees,” and in compliance with your
request to have our views on the provisions of said bills, I desire to say :

As to sections one, two and three of the first bill : All locomotives and cars, includ-
ing freight equipment, used on the Nelson and Fort Sheppard Railway and its connec-
tions, are provided with the latest improved air brake attachments, as all locomotives and
rolling stock should be on all roads, especially on roads having considerable grades.
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As to sections seven and eight of the bill, I see no objection to them.

With respect to the second bill: I see nothing especially objectionable in it. I
presume every engineer on this line has served at least five years as firewman on a loco-
motive, and every conductor five years as brakeman. Of course there is a difference in
men. A fireman who is a thorough machinist might be more fit to put in charge of a
locomotive, after four years’ service, than another who had been in the service ten years,
and the same argument would apply with respect to conductors ; however, 1 assume that
this question would never arise, as railway companies generally are very careful about
their engine drivers, and the conductors whom they put in charge of trains.

Respectfully,

D. C. CORBIN,
President.

Hivissorousn, N. B., 1st May, 1897.

GextLEMEN,—Bill No. 3, An Act to promote the safety of railway employees.—The
principle of the Bill is a good one as far as the large trunk lines are concerned, hut for
small branch lines, it is utterly impossible %o be carried out, unless at a very, very great
expense, which would mean the closing down of most branch lines, as they can only
(and part of the time cannot) pay their running expenses, let alone any improvements
to their road bed or equipment.

They might possibly have the air brake equipment put on the locomotive, but a
good many of them are not worth the extra expense to do that while they can manage
to get along fairly well without.

As far as our road is concerned, 1 would like for any one to point out a single case
where any one has been injured or killed by not having the air brake on locomotive.

The speed to be obtained on branch roads is only an average of 15 miles per hour,
and it is no trouble to keep the train under control, so as to stop in a very short space
of distance. For these reasons and many others that can be advanced, I do not think
it necessary to compel branch roads to equip their locomotives with air brakes.

‘With reference to Bill No. 2.—1 advance the same argument as to Bill No. 3.
It is utterly impossible for branch roads to adopt, only at a very great expense, which
would have a disastrous effect, and where shippers of lumber, &c., have been in the
habit for a number of years, of hauling lumber, &c., along line of railway at most any
point, whether siding or not : the result is that cars have very often to be left on main
line and run ahead of locomotive for one or two miles, as the case demands. What could
be done with air brakes in cases of this kind ?

As to building new box cars up to a certain standard, it is certainly all right and
I think should be done, as no great objection could be raised to that. The penalty
should not apply to branch roads, however.

As to clause 7 and up to clause 8, don’t think it necessary at all, especially para-

graphs 2, 3 and 4.
. I trust for the interests of branch railways and the people along said railways,
this bill will not pass, as if it does, it will be very detrimental to such lines, and meaning
the closing up of some of them at least, which now are a very great convenience to the
public generally.

Respectfully yours,

H. SHERWOOD,
Manager 5. & H. Ry.
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ADDITIONAL STATEMENT OF HON. L. 8. COFFIN, BEFORE A CONGRES-
SIONAL COMMITTEE AT WASHINGTON, 1892.

wisAMr. CorriN—Mr. Chairman and members of the committee, you will recollect that
at the hearing before you on March 2, I gave way to Mr. Stahlman before I had con-
cluded what I wished to say. At the suggestion of your chairmain, Senator Cullom, I
submit the balance of my remarks in writing.

Allow me to say that my earnest plea for that forn. of a law which recognizes the
very important work already done by the railroads through their ablest corps of
mechanics in developing a uniform system for the safe coupling of cars arises from my
intimate knowledge of the wonderful progress made in this direction and of the substan-
tial and practical unanimity at which the large majority of the railroad carrier corpo-
rations have at this time arrived. The great demand, you must conclude from all that
has been said before you on this subject, is for uniformity.

Practically we have that now by the voluntary action of a large majority of the
railroads. Hence I am earnest in my desire to show you that all that is now needed is
some simple law requiring a compliance with the will and practice of the majority.

This is a nation where the majority rule is recognized. Legislation now for the
275,000 men in this nation engaged in the operating department of railroad service need
not be groping in the dark.

If the committee feel any hesitancy about the matter and would like fuller infor-
mation I will leave with them some copies of the reports of the transactions of the
National Master Car Builders’ annual conventions and mark for convenient reference
the parts more directly to the point under discussion. On page 28, of report for 1885,
commences a discussion of the coupler question.

On bottom of page 33, see motion made by Mr. Wall, superintendent of shops of
the Pittsburg, Cincinnati and St. Louis Railroad, controlling their 10,822 cars.

Page 39 shows resolutions adopted.

Page 128 shows committee appointed to test and collect information of couplers.

In report of 1886, on page 74, commences report of the above committee on the
tests made at Buffalo, N.Y., which you will find very interesting, and commencing on
page 81 and on will be found cuts of the couplers tested, which please see.

I would now call your special attention to the report of 1837, in which is record of
the final report of the committee on safety couplers, and the action of the convention
. thereon, and especially to the remarks of its chairman, Mr. Wall, on pages 194 and
195, now representing 11,474 cars, at that date, 1887. On pages 247, 248, 249, 250,
251 and 252 is the tabulated statement of the management of the roads giving the
latter ballot on the action of the Master Car Builders establishing a standard coupler,
showing over two-thirds for it, as well as the number of cars voted.

In report for 1890, on page 99, is found the action of the association instructing its
executive committee to see to it that the standards adopted by them as to couplers were
maintained.

In report for 1891—commencing on page 114—is found report of this committee
on the maintaining of standard contour lines of the standard coupler. This is expressly
interesting and instructive in view of the testimony of Mr. Downey that the standard
couplers of different make would not couple. In this connection the circular marked
O, by Mr. Cloud, secretary of the association, and of the executive committee, is
expressly important, as it shows the careful work of these expert mechanics in main-
taining the exact lines of the standard coupler, and that from now on every coupler of
whosesoever make will and must be exactly alike, and couplers made by A and B will
as surely couple as and interchange as two couplers made by A, or two made by B.
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Before leaving these reports, allow me once more to call yo .r attention to the num-
ber of cars represented in these annual meetings of this association. This you will find
in each report, on the page before the index page; and in that of 1891 you will tind
991,564 cars represented, which were at that time practically all the cars of the nation.
This shows how unanimously the railroads themselves have agreed upon this matter of
a uniform type of standard coupler. Hence it would be a fearful mistake to enact any
law that would in any way disturb this harmonious progress. Legislation should be in
line of this work. This is all T have now to say on the coupler question.

I will incorporate in my remarks at this point extracts from a letter from Mr. C. J.
Ives, president and general superintendent of the Burlington, Cedar Rapids and
Northern system of railroads. This system spreads out through Towa, Minnesota, and
Dakota.

OFFICE OF PRESIDENT,

Cepar Rarips, Jowa, 27th February, 1892.

My Desr Sir,—1I have yours of the 24th instant, in regard to the placing of auto-
matic couplers on freight cars, and in reply would say that since the Jowa law went
into operation we have placed no others on cars undergoing repairs, and expect to con-
tinue this until all our cars are equipped. We are also endeavouring to fill the demands
of the law in respect to air brakes on cars and engines.. ... ... The transitory period,
as you say, is a dangerous one, but the casualties on that account have not been so serious
as I expected. The movement you mention of switchmen to do away with all auto natic
couplers and go back to the link and pin will, I trust, amount to nothing, as the
hundreds of thousands of dollars already expended by railway companies for the present
automatic couplers would be simply lost and no advance made in regard to improvement,
in this direction. I cannot think it possible that any committee of Congress would
recommend anything of that kind. As so much has already been done in regard to
this work, I trust you may be successful in making it interstate, that all the benefit
possible may be derived from the heavy expense to which the railroads_have been

subjected.
Yours truly,
C. J. IVES,
President.
L. 8. CoFrFIN,
Washington, D.C.

Also a letter from Mr. J. M. Whitman, the general manager of the Chicago and
Northwestern system, of which road the chairman of this committee has perfect
knowledge. This system controls between 4,000 and 5,000 miles of road.

Mr. Whitman, under date of March 14th, says :

Dear Sir,—In reply to the inquiry contained in your favour of March 12th, in
reference to the question of automatic couplers for freight equipment and the measures
reproduced before the National Legislature referring to the same question, I have to
say that the Northwestern company has adopted what is known as the M. C. B.
standard vertical plane coupler. It has been applying this coupler to its equipment for
the last three years. The progress, however, during the first year, was slow, as the
device had to be perfected in several details of construction and in strength of material.
We have, however, at present writing, about 5,000 cars equipped with automatic
couplers and air brakes. We are also applying automatic couplers and air brakes to
some 5,000 freight cars purchased for this year’s delivery, and in addition are applying
automatic couplers and air brakes to our old equipment as rapidly as possible.

The close of this year will show probably 12,000 cars in the equipment of the
Northwestern Company provided with automatic couplers and air brakes—a very rapid
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introduction of these two devices. I can say that we are thoroughly satisfied that the
M. C. B. standard vertical plane coupler 1s a success, and we are fully satisfied with
the device we are using. I have no authentic statistics as to the number of cars
equipped with automatic couplers in the United States, but I am of the impression
that the number will approximate about fifteen per cent of the entire freight equipment.
It can therefore be seen that a very considerable progress has been made in this
direction in view of the fact that it covers only about three years’ application.

T know from present knowledge that almost all of the large railroad companies of
this country are applying automatic couplers to all new equipment, and any legislation
that would disturb the existing condition of things in respect to the M. C. B. standard
coupler would to my mind be exceedingly disastrous to the object to be attained, as it
would render questionable and uncertain the work that is now heing done, and in
addition thereto would undo practically the work of the best inechanical minds of the
country covering the period of the past five years.

This is in brief our position in the matter, and I trust that it will furnish you the
information that vou desire.

Yours truly,
J. M. WHITMAN,

General Manager.
Mr. L. S. Corriy,
Washington, D. C.

Permit me now to trespass for a little on your patience to discuss, very briefly,
this brake question.

Many contend that a bill requiring “power” or *‘train” brakes——for they mean
one and the same thing—is more necessary and important than one requiring automatic
couplers. As a matter of fact there are nearly twice as many men killed yearly from
being required to use hand brakes on freight than are killed from handling couplers, but
there are not so many injured. The casualties are more fatal.

Statistics from the Interstate Commerce Commission reports show that 557 were
killed from falling from trains, and 2,348 injured in the year ending June 30, 1890.
These men receive their death and injuries from being obliged to be on top of freight
trains to use hand brakes. When is added to this the great number of accidents
resulting from collisions, and running into open switches, and obstructions which could
have been avoided had cars been equipped with power brakes under the immediate
control of the engineer, the number would at least be swelled 50 per cent. The mere
statement of this terrible fact, which no intelligent man will question, is all the
argument that need be offered in favour of a law requiring that all interstate freight
trains shall have enough cars in such trains equipped with power brakes so that the
engineer can at all times control his train without requiring human beings to be at the
cruel and inhuman exposure incident to the work of controlling trains by hand brakes.

This too, when it is now admitted that if 20 to 30 per cent of the cars in a train
are furnished with such power brakes that that train can be controlled easily and
safely by the engineer, and at his instant wish.

I would call special attention to section 5 of the Henderson Bill (H. R. 117;
which is also in the printed report of my remarks of the hearing on 2nd March), which
applies specially to this point. This provision should be incorporated in whatever bill
the committee may see best to report, asit gives the railroad companies all the time
they may need to fit up all their cars with power brakes, and still give the employees
immunity from exposure and danger, at a very early date. There are at the present
time nearly, if not quite, 20 per cent of the freight cars already equipped with power
brakes, and a law requiring all trains run in interstate traffic to have in each train
enough of these power-brake cars so as to give the control of the train into the power
of the engineer, say two years from date, or say the first day of January, 1894, would
be the saving of at least 600 lives a year from that date, and an amount of human
suffering and grief simply beyond words to express.
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This will not impose any unreasonable burden upon the roads. All admit, I mean
the railroad officials—that it is only a question of time when every car will have a
power brake. A law as stated will compel the roads to see to it that the cars now
equipped shall be so distributed and switched up to the head end of the train as to
be utilized.

When the fact is patent beyond all question of doubt that with trains so managed
these lives can be saved and this awful suffering prevented, can you, gentlemen, have
any doubt about using your unquestioned prerogative in the behalf of these men?

In closing this discussion allow me to inpress upon the committee that I do not
stand here before you as merely one individual man endeavouring to give you my own
views and wishes, and leaving you to think that possibly T may have some mercenary
ends of my own to accomplish. I stand here authorized to speik for not less than
90,000, mark the great hosts—-90,000 men who are every day in the practical work of
handling the cars that must be moved in the commerce of this great nation. These
90,000 men are in organized orders, so that their voice can come to you in no uncer-
tain sound.

T lay before you the letter from the grand officers of the great and powerful order
of the Brotherhood of Locomotive Engineers, some 30,000 in number, as shown in the
report of the House Committee on Railroads and Canals, on this same matter, at the
last Congress, which report I herewith submit and call attention, not only to this letter
of the grand officers of the Brotherhood of Locomotive Engineers, but to the petition of
Slatterly, Barnard, Lyons and Hardie and 9,678 others to the Interstate Commerce
Commission on this matter. The resolution of the conference of State railroad com-
missions with the national commission ; to the letter from the grand lodge officers of
the Brotherhood of Railroad Trainmen ; to the letter of Hon. Eugene V. Dete, grand
secretary and treasurer of the Brotherhood of Locomotive Firemen: to the resolutions
passed by Grand Division of the Order of Railroad Conductors at their annual meeting
at Rochester ; to the resolution passed by the National Association of Railway Sur-
geons ; to the petition of over 10,000 practical railway brakemen in actual service, to
the last Congress, all found on pages 2, 3 and 4 of this report.

Please bear in mind that while this great number of every day railroad men are
making or attempting to make their voices heard by Congress, asking for laws giving
them a reasonable degree of safety in their employment —the benefit of which you and
the whole public reap ; I repeat, please remember there is still an equal if not larger
number engaged in this same dangerous work who donot belong to these organizations,
and who find 1t difficult to be represented here in any official and effective way because
of this fact, a fact which exists in many cases and on many systems of roads, because of
the expressed demand of officials to withdraw at once from these ordersif any have
joined them, on pain of summary dismissal from the service if they do not. I say,
besides those thus organized, there are at least 100,000 1nore of these trainmen who are
looking to you for a law that will give them a chance to live.

While all these practical men, numbering in these orders and out of them in the
aggregate some 200,000 men, may not all agree on all the specific provisions of legis-
lation asked, there is an absolute unanimity of sentiment and prayer for “ uniformity ”
in these matters of couplers and brakes. They are willing to leave to your superior
wisdom how that uniformity shall be brought about.

The views expressed by me before you in these hearings on the wisdom of a law
running in harmony with the line already so clearly defined and so successfully being
followed by the majority of the roads, and my opposition to any legislation that looks
to creating a commission to select any specific coupler to be legalized by Congress, are
my own individual views, my own best judgment, based on a very extended and exhaus-
tive investigation of this whole matter during eight years past, leads me to say to the
committee that the provisions of the Henderson bill (H. R. No. 117), are better calcu-
lated to bring the relief to the railroad employee asked for by them quicker and more
effectually than can be secured by any of the other bills now before Congress.

Still T am not at all strenuous for this particular bill. If the wisdom of the com-
mittee will evolve a better and a wiser one, none will be more ready to accept it than myself.
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But I cannot close this already, to you, too tedious hearing without urging upon
you haste in this matter, whatever legislation you may see proper to report to the
Senate. This awful work of death andisuffering must be more or less extended, at the
best, for a few years. Time will be required to make the necessary changes. What I
plead for is that the beginning of the ending of this sacrifice of human life shall com-
mence with as little delay as possible.

Bear this in mind, Senators, that the absolute and stern facts are, that from
unquestioned data we know that an average of three of our fellows in the very prime of
life must daily yield up life, and not less than thirty more must be made to suffer
untold pain and loss of limb every day, while you are deliberating upon what is the
proper way to stop it—for stop it you can by proper legislation. The responsibility is
now with you. The prayer and supplications of tens of thousands of wives and mothers,
whose husbands and sons are earning them their daily bread in this necessary and
honourable but dangerous work, go up to God that you may act wisely and quickly.

Beyond all question, the lives and safety from maiming and crippling yearly of not
less than 12,000 of these faithful and brave men are in your hands. There is no way
t0 stop this fearful work save by an act of Congress. }

Aside from the death and suffering that can be prevented, is it not in place to ask
of statesmen like yourselves : What of the economic question of turning out great
armies of crippled men every year with such physical disabilities as to prohibit the possi-
bility of being producers?

TO STOP RAILWAY ACCIDENTS.

From the “Railroad Trainmen’s Journal” of February, 1896.

It is not generally the rule for writers who make a specialty of writing about rail-
roads to point with the finger of criticism at their imperfections and call particular
attention to the defects of the appliances as in use on the railroads of America. There
are many reasons to account for this, but the strongest, perhaps, is found in the fact
that such persons as are in a position to write understandingly of those matters do not
dare to take the matter up from a standpoint of adverse criticism because of danger to
self interest. The others who write from a purely theoretical point of view are seldom
fortunate enough to maintain the position taken because of the knowledge of their op-
ponents, who, as practical men, tear the arguments of the theorists to pieces. We are
always under the impression that we have the best of everything in the way of railway
appliances and we have good reason for our belief, but that there is room for improve-
ment in many particulars there can be no doubt. In the direction of safety appliances
there is great opportunity for improvement. No sane person would trust himself on a
passenger train not equipped with air, automatic coupler and all the other devices cal-
culated to reduce danger from accident to the minimum. The companies know and
appreciate the sentiment of the travelling public, and the best of everything in the way
of safety appliances is placed in use as fast as the market can produce them. In fact
every demand from the passenger is cheerfully met with ready compliance, but the demand
from employees for safety appliances for their protection in handling trains is overlooked.
Julian A. Hall, a member of the society of civil engineers, lately contributed an article
to the New York World in which he pointed out some of the dangers attending railway
employment and travel and in which he said :

"During the year which ended June 30, 1893, 47,750 people were killed or injured
in railroad accidents in the United States. Of these 34,450 were employees, of whom
2,700 were killed and 31,750 were injured. Of passengers and others 4,600 were killed
and 8,700 were injured. The average speed of passenger trains was not far from
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twenty-eight miles an hour, and the average dead weight carried for each passenger
was between three and four tons.

The foregoing staggering figures show only too clearly that the time has come for
railroads to have in view something else besides the paying of dividends at stated in-
tervals. We want the railroads to pay these dividends, if, in so doing, they do not
neglect the lives and safety of the people they transport. Life is too short to take any
chances, and the railroads should first do their duty by their passengers and employees.
The railroads have it in their power to protect the lives of the people they transport,
and they should do it.

Railroad accidents in this country, while they destroy many lives, cost a great deal
of money ; that this cost can be reduced is beyond doubt, and if the railroads will not
do it voluntarily, a way should be found to induce them to do it.

The man who makes an effort to reform railroad construction and suggest methods
by which accidents on railroads can be made less frequent, places himself in a position
where he may be severely criticised by civil engineers, unless they understand before-
hand what is meant. At first sight these gentlemen will say that they are now doing
all that can be done to make railroad transportation safer and more comfortable, and
believe they speak the truth. The owners of the railroads are the ones who are remiss,
and why? Because the money the railroads make must be saved for dividends, and
therefore cannot be used for betterments.

I have known a chief engineer to recommend the renewal of perhaps a dozen main-
line bridges, giving estimate of cost of each renewal. His report, on being forwarded
to headquarters, was overhauled and pulled to pieces. Should railroad owners conclude
they can spend only a certain amount for a given improvement, the engineer’s estimate
is made to fit their appropriation, and the work is done apparently without regard to
which bridges are most in need of renewal. A serious accident may happen before
another appropriation is made on this account. The passenger, who has paid his
money for safety as well as transportation, is of course blissfully ignorant of his danger.

" It is not probable that owners of railroads will prove willing listeners on this
subject, and they will promptly offer a multitude of reasons showing why the sugges-
tions for improvements are unreasonable and impracticable. But it should be remem-
bered that not one railroad owner in ten is a practical railroad man, and that his views
of these innovations are from the capitalist’s standpoint, and should not, therefore, cut
any figure with the paying passenger.

As a practical railroad man, I maintain that it can serve only a good purpose to
review the conditions which make possible the terrible accidents of which we so often
read, and if any improvements in construction and maintenance can be thereby gained
I shall feel well repaid.

First of all, it is beyond question that the American roadbed is unstable and weak.
Our embankments are too narrow on top. When a run-off occurs the train tumbles
down their sides with scarcely less speed than off a bridge. The embankments should
be made broader at top and bottom, and heavy masonry culverts built under them where
there is a possibility of high water.

Many times trains are delayed several hours by washouts which should never have
been allowed to happen, and would not have happened had the embankment been pro-
perly built and protected. People put up with this sort of thing years ago, but now
the case is far different. Delays are inconvenient to all passengers and expensive to
many, and in addition the excuses made by the railroad people are not consoling when
it is remembered that such accidents could have been avoided.

Excavations should be wider and their sides very flat in order to avoid the possi-
bility of slides. All trees, stumps and boulders near their edges should be removed to
prevent their falling on and obstructing the track.

Crossings of the track should be above and below grade, and the chance of collision
with other trains, vehicles and foot passengers thereby avoided.

Sidings should be so located as to allow plenty of space between them when trains
are moving each way at the same time. A few trials of railroad people for manslaughter
would reduce the number of accidents resulting from tracks being too close together.
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But worse than all is it for tracks to be located on a grade so that cars can be blown
or run by gravity from them on the main line. Horrible accidents have been caused by
these so called wild cars on the main lines.

All of the foregoing are physical defects, and need never exist, if a little judgment
is displayed in the location and construction of the railroad.

Most people deem a railroad a public highway. This idea should be rooted out of
the public mind by fencing each side of the tracks from beginning to end, and by careful
policing to keep off strangers and cattle. These fences and the policing would cost
money, but so do the lives of the people and the cattle killed, not to mention the proba-
bility of serious accident in a collision with an obstruction.

The present style of cattle guard comes nearer being a cattle trap than a cattle
guard, and sometimes an animal gets hung on one and stays there until a train comes
along and grinds it to death. Every engine driver knows the danger of derailment from
such a cause, and breathes more freely when he has passed over the obstruction.

Tf the Cruelty to Animals Society would analyze the cattle guard question and cause
a good guard to be used it would increase its already valuable services.

" Our bridges are many of them weak and of such construction that they could be
easily destroyed by fire, flood or derailment, or by a collision on them. In Europe the
bridges are many times stronger than ours. Are European more valuable than Ameri-
can lives!

The masonry supports for our bridges should have solid foundations; otherwise
high water may wash them away, and when the unwarned train comes along, perhaps a
dozen passengers are drowned or seriously injured. )

Tron and steel are so cheap nowadays that the use of wood in bridges and trestle is
unwarranted. Wooden structures are liable to be burned or washed away. But whether
such structures are wood or iron they should be regularly inspected by competent men,
who should bear in mind that they can inspect a structure better by climbing over it
than by glancing at it from the rear end of a fast-flying train.

Drawbridges are a source of great danger, and should never be used when it is
possible to build other ones. We frequently hear of serious accidents from drawbridges
being improperly open.

On the other hand, navigable water-ways should not be crossed in such a manner
as to obstruct the free passage of vessels. The railroads should build bridges providing
proper headway for vessels, and where they are not disposed to da this voluntarily, the
government should see that justice is done to navigation. Shipbuilders, however, should
design their vessels to as to cause the least possible expense to railroads, by as far as
possible requiring less head-room or by folding down their most prominent projections,
and this will no doubt be done when steamers entirely replace sailing vessels.

The present plan of railroad tracks is very defective. The use of wooden ties should
be abandoned, as the rails cannot be attached to them in a substantial manner. A
system of track should be devised in which the rail is firmly and safely supported, and
which will at the same time remain stationary. Our rails are now easily spread, turned
over, torn up or broken, and when an accident is caused by this defective construction,
especially on bridges and trestles, there is little chance to save the train from destruction.

The track spikes, which are used to hold the rails to the ties, are entirely inadequate
for the purpose, and besides, the present plan of construction is so weak that the lives
of the passengers are placed at the mercy of any evil disposed person, who can easily
pull out a few spikes and then stand by and see the train destroyed and the passengers
killed. The impact of the wheels on the rail, works the spikes loose, and on almost any
railroad spike after spike can be seen with heads raised half an inch above the base of
the rail, which of course rendems the spike useless.

Our rails should be heavier. On trunk lines not less than 100 pounds per yard is
necessary to perform the work required of it. Our present light rail seems to be not
even properly inspected, as I have seen all sorts of fractures in steel rails that had
passed reputable rail inspectors.

But before we get to increasing the weight of our rail, a system of rail fastenings
should be devised that will make the rail joint equal to the strength of any part of the
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rail. A rope is no stronger than its weakest point, and therefore the rail need not be
stronger than its joints.

The railroad traveler stands a poor chance for his life when he is dashing along at
the rate of fifty or sixty miles an hour over a rail that is too light and sometimes b:‘idly
made and brittle, with weak joints and sometimes insecurely attached to weak and
often rotten supports.

The reciprocating action of our steam locomotive causes it to pound our track to
pieces ard limit our speed. Why cannot we have in its place an electric motor than
will not deafen ns with igs shriek and blind us with its cinders and dust? Why can
we not get out of the ruts we are in and not drift on in an unsatisfactory groove,
simply because it was hollowed out for us by some one who went before? The fact is
our track should be straight, and when capitalists are willing to spend the money to
secure this, we will travel 150 miles an hour.

It is contrary to common sense and mechanics for the present plan of cars, high,
top-heavy affairs, to remain on the rails when they are so close together, particularly on
curves, the outside rails of which are not properly elevated to allow for centrifugal
force. The gauge should be widened ; we can then construet wide cars, so they will not
turn over and the sides smash in when derailed.

Another very weak construction is the style of wheel in use under our cars. I have
often wondered how many railroad travelers know that only about one square inch in
section of wheel may be imperfect metal-casting and is all that stands between them and
physical destruction. The present car wheel, heavy asit is and strong as it appears, is a
source of serivus danger, but it will not soon be improved by the makers, so long as
railroad companies demand cheap wheels, which are bought usually by purchasing agents,
who are not often expert in the strength of materials.

Our cars should be so constructed that they will not telescope and crush or burn in
collision ; we should, therefore, use strong and fire-proof materials, such as steel, india-
rubber, etc., such materials will give greater strength, durability, lightness, safety and
capacity for greater speed.

Our systems of heating and lighting the average railroad car are simply harbarous.
True, electricity is used in sleeping, dining, parlor and private cars, but these are only
for high-priced travel. Nearly all other cars are heated with stoves and lighted with
oil, both of which promptly set fire to a wreck and add the torture of burning to the
pain of broken heads and legs.

Passenger trains arve generally equipped with airbrakey but few freight cars have
them. All railroads should use such brakes on these cars, as it is simply barbarous to
force human beings to risk life and limb on their tops in order to use the old-fashioned
handbrake. Hundreds of poor fellows annually lose their lives by falling from wet and
slippery cars. Air-brakes and automatic couplers should be placed on all freight cars.

A veritable Juggernaut is our present system of coupling cars by hand. Those
who enter a railroad company’s service as car couplers sign an agreement not to go
between the cars to couple them, but a brakeman is only human, and after a few days
he is apt to violate his agreement. At last he goes once too often and is crushed to
death. The only way to cure this trouble is the use of automatic couplers.

All passenger cars should be vestibuled, so that people passing from one car to
another while the train is in motion will not fall off. The present style of vestibuling
cars seems good, and certainly many accidents are prevented by it.

Inefficient and careless employees are often the cause of accident. Unless men
know that actual danger exists they are not apt to take decided precautions for safety,
or, in other words, when they have neglected required precautions several times with
no bad results, they are apt to neglect them habitually, and then, nine times in ten, the
worst happens.

It is the usual custom on railroads to diseharge men when they are the cause of
accidents, even inadvertently, but some roads do not think this best, and experience
often shows this belief to be a sound one. The man who has caused an accident or
knows he has come near causing one, will be more careful in future if he is properly
talked to by his superior and allowed to keep his position.
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Railroad employees should be treated as reasonable and sensible human beings, and
only such orders given to them as they can obey without risk. Otherwise they will
take chances, and accidents of greater or less importance will be the result. A good
man may be ruined by lack of judgment in his superiors.

* The whole system of railroading is full of danger, but none is so great as inefficient
service. Therefore, intelligent men, who take an interest and pride in their work, should,
as far as possible, be selected, and promotions should be made with judgment ; young or
incompetent men should not be placed over older and more experienced ones.

We do many things daily because some one did them before us. Let us have suffi-
cient independence to break away from the old lines, if we have sufficient brains to lay
down better ones, and better ones are what must be had.

There is room and a great deal of it for general improvement in railroading, and it
is hoped that the railroad managers will not only keep up with the march of the times,
but go ahead. Will they do it ?
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UNITED STATES STATUTES AT LARGE,

52nd Congress, 1891-1893. Vol 27, 1898.

Chap. 196. An act to promote the safety of employees and travelers upon rail-
roads by compelling common carriers engaged in interstate commerce to equip their
cars with automatic couplers and continuous brakes and their locomotives with driving-
wheel brakes, and for other purposes. N

Be it enacted by the Senate and House of Representatives of the United States of
America in Congress assembled, that from and after the first day of January,
eighteen hundred and ninety-eight, it shall be unlawful for any common carrier engaged
in interstate commerce by railroad to use on its line any locumotive engine in moving
interstate traffic not equipped with a power driving wheel brake and appliances for
operating the train-brake system, or to run any train in such traflic after said date that
has not a sufficient number of cars in it so equipped with power or train brakes that
the engineer on the locomotive drawing such train can control its speed without
requiring brakemen to use the common hand brake for that purpose.

Sec. 2.—That on and after the first day of January, eighteen hundred and ninety-
eight, it shall be unlawful for any such common carrier to haul or permit to be hauled
or used on its line any car used in moving interstate traffic not equipped with couplers
coupling automatically by impact, and which can be uncoupled without the necessity of
men going between the ends of the cars.

Sec. 3.—That when any person, firm, company or corporation engaged in interstate
commerce by railroad shall have equipped a sufficient number of its cars so as to
comply with the provisions of section one of this act, it may lawfully refuse to receive
from connecting lines of road or shippers any cars not equipped sufficiently, in accor-
dance with the first section of this act, with such power or train brakes as will work and
readily interchange with the brakes in use on its own cars, as required by this act.

Sec. 4.—That from and after the first day of July, eighteen hundred and ninety-
five, until otherwise ordered by the Interstate Commerce Commission, it shall be
unlawful for any railroad company to use any car in interstate commerce that is not
provided with secure grab irons or handholds in the ends and sides of each car for
greater security to men in coupling and uncoupling cars.

Sec. 5.—That within ninety days from the passage of this act the American
Railway Association is authorized hereby to designate to the Interstate Commerce
Commission the standard height of drawbars for freight cars, measured perpendicular
from the level of the tops of the rails to the centers of the drawbars, for each of the
several gauges of railroads, in use in the United States, and shall fix a maximum
variation from such standard height to be allowed between the drawbars of empty and
loaded cars, upon their determination being certified to the Interstate Commierce
Commission, said commission shall at once give notice of the standard tixed upon to
all common carriers, owners, or lessees engaged in interstate commerce in the United
States by such means as the commission may deem proper. But should said asso-
ciation fail to determine a standard as above provided, it shall be the duty of the
Interstate Commerce Commission to do so, before July first, eighteen hundred and
ninety-four, and immediately to give notice thereof as aforesaid. And after July first,
eighteen hundred and ninety-five, no cars, either loaded or unloaded, shall be used in
interstate traffic which do not comply with the standard above provided for.

Sec. 6.—That any such common carrier using any locomotive engine running any
train, or hauling or permitting to be hauled or used on its line any car in violation of
any of the prcvisions of this act, shall be liable to a penalty of one hundred dollars for
each and every such violation, to be recovered in a suit or suits to be brought by the
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United States district attorney in the district court of the United States, having juris-
diction in the locality where such violation shall have been committed, and it shall be
the duty of such district attorney to bring such suits upon duly verified information
being lodged with him of such violation having occurred. And it shall also be the duty
of the Interstate Commerce Commission to lodge with the proper district attorneys
information of any such violations as may come to its knowledge : Provided, that nothing
in this act contained shall apply to trains composed of four wheel cars, or to locomotives
used in hauling such trains.

Sec. 7.—That the Interstate Commerce Commission may from time to time upon
full hearing and for good cause extend the period within which any common carrier
shall comply with the provisions of this act.

Sec. 8.—That any employee of any such common carrier who may be injured by
any locomotive, car, or train in use contrary to the provision of this act, shall not be
deemed thereby to have assumed the risk thereby occasioned, although continuing in the
employment of such carrier after the unlawful use of such locomotive, car, or train had
been brought to his knowledge.

Approved—March 2nd, 1893.
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TaBLE showing number of employees, passengers and others killed and injured by acei
dents on Canadian railways from 30th June, 1886, to 30th June, 1895, both
inclusive, compiled from annual reports of Minister of Railways and Canals for
said years. )
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e —_— [
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| —
i |
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! T
—
1895 . .‘Emplo\ BES et e e g 49 488
{Passengers and Others.. . .... .....o.ooiiiooii it e | 138 170
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Agriculture and Colonization.

REPORT.

The Select Standing Committee on Agriculture and Colonization submit their Third
and final Report, together with the evidence taken at the several sittings of the Com-
mittee, annexed hereto, and as forming a part of this report.

The investigations of the Committee have been conducted under two divisions,
viz, :—Agriculture, including dairying ; and the diseases of domestic animals, including

quarantine.

On the first named division, agriculture, including dairying, the Committee have
had before them, on evidence, Professor James W. Robertson, Commissioner of Agri-
and the following officers connected with the Dominion Experi-

culture and Dairying ;
the Central Experimental Farm,

mental Farms, whose headquarters are at
at Ottawa: Dr. William Saunders, Director; Dr. James Fletcher, Entomo-

logist and Botanist; Mr. Jobn Craig, Horticulturist ; Mr. Frank T. Shutt, Chief
Chemist ; and Mr. A. G. Gilbert, Manager of the Poultry Division. Also from the
Branch Experimental Farms: Mr. Angus McKay, Superintendent of the Indian Head
Farm ; Mr. S. A. Bedford, Superintendent of the Brandon Farm ; and Mr. Thomas A.

Sharpe, Superintendent of the Farm at Agassiz.
COLD STORAGE.

The evidence of Mr. Robertson, Commissioner of Agriculture and Dairying, was
mainly on the subject of cold storage, followed by a brief statement in regard to the
employment in Great Britain of canvassers for customers for Canadian products, and
the establishment and management by the Government, of creameries in the North-west

Territories of Canada.

Speaking of the arrangements which have been made by the Department of Agri-
culture to provide cold storage, Mr. Robertson indicated the uses of cold storage. He
said that the values of perishable food products depended wmainly upon their condition,
being determined largely by the daintiness of their flavour, and the niceness of their
appearance. The climate, soil, and available labour in Canada are suitable for the pro-
duction of the highest grade of food products ; but in order that the farmers may obtain
the highest prices for them, they must be protected in their best condition until they

reach the ultimate consumers.

The chief uses of cold storage in agricultural commerce are (1), to preserve commo-
dities and thus avoid direct loss ; (2) to prolong the marketing season or period of con-
sumption ; and (3) to enable the owner to choose his own time for selling. In planning
a system of cold storage the interests of the producer, buyers or collectors, carriers or
transportation companies, distributors and consumers, have all to be taken accountof.

He stated that the Secretary of the Department of Agriculture of the United States
had announced that his department also would make provision for landing butter from

1
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the United States in Great Britain by cold storage conveniences. The value of the
twelve main food products imported into Great Britain from all countries in 1896 was
£600,296,866. The Commissioner pointed out that the exports of butter from Canada
had increased very greatly since 1894, since which time some provision was made for
cold storage chambers on steamships.

Mr. Robertson stated that arrangements had been made for insulated chambers and
mechanical refrigerating plant upon seventeen steamships sailing between Montreal and
Great Britain during the current summer ; and intimated that negotiations are in pro-
gress to provide cold storage on steamships from St. John, N.B., and Halifax, N.S,, for
London, England.

In the matter of providing cold storage buildings, the Commissioner gave evidence
on methods of insulation and cooling ; also on the storage of ice for cooling purposes. He
said that of all insulating substances known, air held perfectly still was the most eflicient.
Building paper was used to hold the air still in spaces in walls, ceilings and tloors ; and
odorless lumber was used in construction to protect the paper.

The Commissioner gave detailed information on the provisions which have been
made for paying a bonus to the owners of those creameries who provide efficient cold
storage at their creameries. Plans showing how a building can be thoroughly insulated
and cooled were prepared and sent from the Department of Agriculture to all applicants.
When the regulations are complied with, the bonus to be paid in three sums, viz. : $50,
during the current year, and $25 each in 1898 and 1899.

Regard has been had to the desirability of having cool storage for cheese, and

cold storage for eggs and poultry destined for the market of Great Britain.

Provision has also been made for the carriage of dressed meats in cold storage ; and
negotiations are in progress between the Department of Agriculture and one of the
large firms in Ontario, looking towards making trial shipments of dressed meats, this
season. Special provision has been made for trial shipments of fruits, such as grapes,
pears, peaches and tomatoes, and a cold storage building has been erected at Grimsby,
Ontario, for that purpose.

Arrangements have been made with the railway companies for refrigerator cars
fully iced, to be run regularly on their main lines into shipping ports such as Montreal,
Quebec, Halifax, St. John and Charlottetown.

Cold storage inspectors have been engaged to examine the cold storage buildings,
railway cars, and cold storage chambers on the steamships. One of these inspectors,
stationed in Montreal, will see that any through shipments, intended for a steamer
having cold storage accommodation, but which may miss the steamer, are stored in a
proper cold storage building until the next steamer with cold storage accommodation,
goes out.

The Commissioner stated, also, that the Minister of Agriculture had authorized the
engagement of two men in Great Britain to look after the distribution of perishable
food products there, to canvass for customers, and to give information in reference to

Canadian products.
2



Agriculture and Colonization.

He outlined, also, to the Committee the plan which had been adopted for the
establishment and management of a number of creameries in the North-west Territories,
and added that it was expected that a portion of the butter made in these creameries
would be sent to Great Britain to be used for the introduction of fresh-flavoured Can-
adian creamery butter in places where hitherto it has not been known : and incidentally
the butter would be used to make known the resources of the North-west Territories
and the opportunities which that country offers for successful farming.

AGRICULTURE.

Mr. Saunders, Director of the Dominion Experimental Farms, gave evidence of
great value, covering many branches of the work in progress on all the experimental
farms. He explained the nature and results of numerous experiments which have been
carried on, to determine the usefulness of ploughing down green crops, for the improve-
ment of land and maintaining its fertility. In this connection, he showed the great
value of clover for this purpose, particularly recommending Mammoth Red Clover to be
sown with grain crops, in the proportion of ten pounds of seed to the acre, and estimated
that a crop of green clover, one year from planting, was, when ploughed under, almost
equal in benefit to the land, to a dressing of ten to twelve tons of barn-yard manure,

per acre.

He also referred to the results obtained at the Central Farm from the special
fertilized plots, where the effects of different sorts of fertilizers on particular crops, are
tested, showing that the best results had been obtained from the use of barn-yard
manure, and that it was a great advantage to apply this whenever practicable in a fresh

condition.

The Director furnished also explanations regarding the methods which have heen
adopted at the experimental farms, to find out what varieties of cereals were best
adapted to the needs of farmers in the different and widely separated sections of the
Dominion. This information is being derived from a series of uniform tests which have
been established at all the farms where the same varieties of grain have been grown
under similar treatment, and the dates of ripening and weight of crop of each ascertained.
The results have shown a great difference in the yield of varieties, due, it seems, to their
natural vigour and vitality. The average yields of the more important cereals both in
Canada and Great Britain were mentioned, from which it would appear that Canadian
farmers, as a whole, might by more careful treatment and selection of seed, utilize their
lands more profitably than they are now doing. From the evidence submitted, it seems
«clear that the question of selection of the best and most prolific sorts of seed, by our
farmers, is one of very great importance. The value and usefulness of the many sorts
of cross-bred grain which have been produced at the experimental farms were also
spoken of and specimens shown of some of the most promising varieties. Some of these
varieties have exceeded all other sorts grown at the experimental farms, in weight of
crop, and have manifested much vigour and adaptability in their growth,

The free distribution of three pound samples of grain, among farmers, for the im-
provement of seed was spoken of, and the good effects already apparent from this im-
portant branch of the work, referred to. About 36,000 samples have been sent out

during the present season.
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The tests of sowing cereals at different dates, to find out the best vime for seeding,
were furnished, and show great advantages arising from early sowing of grain. In the
growing cf roots also, it was demonstrated to be of great advantage to sow early.

The results of many experiments in the growing of flax were given, conducted
alike on all the experimental farms. These tests were designed to give information on
the best time for sowing flax, and the quantity of seed which should be sown per acre
to produce the best crop.

Experiments in growing trees for shelter and timber, also for ornamental purposes
were presented, and many particulars given regarding the progress of this important
branch of the work at all the farms. At the Central Farm there are now more than
20,000 trees under trial ; and at the North-west farms much targer numbers, and their
usefulness for shelter and wind breaks have been demonstrated.

Feeding tests which have becen conducted during the past year, under the super-
vision of the Director, with steers and swine, were also fully furnished in detail, and
the relat®ve advantages of the several rations under trial for the economical production
of beef and pork, pointed out many facts which will be very useful to Canadian farmers,
have been carefully worked out in reference to the fattening of stock.

The Director stated that, experiments instituted by him have been in progress for
several years past, with the view to producing new varieties of fruits hardy enough to
endure the climate of the North-west were also referred to by him, and interesting de-
tails given concerning the progress of this work, in the improvement of crab apples,
wild plums and sand cherries.

The salient points of the experimental work in progress on all the branch farms
were pointed out, and some particulars furnished as to the results obtained. At these
branch farms an effort is made in all cases, to take up first, for investigation, those
difficulties and problems which are of the most pressing importance to the settlers
living in those sections where the farms have been located.

Mr. James W. Fletcher, Entomologist and Botanist of the Dominion Farms, gave
valuable evidence which establishes the encouraging fact that scientific treatment of all
the insect and fungous pests that have hitherto appeared in this country, carrying with
them incalculable loss to the general farmer and horticulturist in every department, has
thus far, in every case, overcome the invaders, and that only intelligent perseverance is
now required, by the application of spraying and other established remedies applied by
his department, at numerous points all over the country, to render these destructive
visitors almost innocuous.

The statements of the Botanist as found in his evidence annexed in relation to fruit-
bearing shrubbery, ornamental shrubbery, and useful grasses now cultivated on the
Experimental Farm, together with flowering plants which have stood the test of climate,
are of much value in order to ascertain before going into expenditure what species of
these various classes are likely to prove successful in any specified locality. He says
that information on these points sought by letter to his department, invariably receives

attention by reply.
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Mr. John Craig, Horticulturist of the Dominion Experimental Farms, pointed out
that as the result of study and careful testing of climatic conditions and the adapta-
bility of varieties to these conditions, considerable changes are going on with regard to
fruit growing practices and the classes of fruits now cultivated in some of the principal
districts of Ontario and the Eastern provinces generally. In southern Ontario, where
apples were formerly profitable, peaches, grapes, pears and small fruits ave taking their
place, and in northern Ontario, the apple area is extending.

The year 1896 from the fruit growers’ standpoint was characterized by an extraor-
dinary yield of apples in all portions of the Dominion, and of pears, plums and grapes in

southern Ontario.

The advantages of spraying to prevent insect and fungous diseases had been pressed
during the year, both by precept and example. The large yield of fruit, he is of opinion,
is undoubtedly due, in part, to the fact that the practice is now becoming more general,
and steadily extending. The Horticulturist gives the cost of spraying at from $4 to &6
per acre, and his estimate is that the cultivator receives on an average, 20 to 50 per
cent increased return, in improved quality from his investment in systematic spraying.

Of noxious insects that have made their appearance during the year, the most
injurious, if allowed to spread, is that of the San Jose Scale, but as the appearance of
this new pest, in Canada, is thus far confined to two small sections of country, it is hoped
that the prompt means recommended will be adopted and fornd amply successful to
prevent its further spread. Some other troubles of a minor and local character with
grapes and stone fruits conclude the list, under this head, for the year.

A reference to Mr. Craig’s evidence will exemplify many other points of great
interest in the way of rendering investments in orchard crops at once more profitable
and secure to the investors. Of these important points in progressive horticulture are
found, resort to orchard cover crops; mulching to retard Dblossoming; experiments
with evaporating fruits for preservation ; and the preservation of grape juice from
fermentation for an indefinite period will he found recorded in succession, in Mr. Craig’s
evidence annexed, all of these tests carefully conducted will be found to he of very great
value to such as are pursuing horticulture for profit.

Mr. Frank T. Shutt, Chief Chemist of the Experimensal Farm, showed by many
interesting examples, the importance of the application of the science of chemistry to
agricultural operations, so as to obtain the largest possible return of crops for the labour
expended ; to conserve the soil from undue exhaustion, and how best, in view of neces-
Sarily close economy in cost, to restore the elements of fertility once drawn from the soil.
In this connection, he lays much stress upon the ploughing down of green crops, partic-
ularly clover, which he demonstrates to supply to the soil, by drawing from the atmo-
sphere, one of the most costly elements that enters into the composition of fertilizers,
and one that forms an indispensable supply to the growth of all ordinary crops.

The chemist’s explanation on the comparative values of green and barn-yard manures,
and a like comparison between barn-yard manure when applied to the soil fresh, and
when rotted, and as to how far rotting may be carried on without loss of the elements
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of fertility composing it, will be found valuable in guiding the farmer in his practical
operations, particularly as these tests have been worked out by actual experiments on
the Central Farm.

The numerous samples of well waters sent to the laboratory at the Central Farm
for test of their qualities, is a valuable phase of the practical use of the laboratory to-
the farming community, but the large percentage of these waters which, Mr. Shutt
says, he has found by careful chemical analysis to be utterly unfit for human use,
suggests a condition in domestic economy that seriously threatens the public health, and
calls for attention, in order, as far as possible, to provide remedies.

Mr. A. G. Gilbert, Poultry Manager, furnished interesting results obtained from
experiments conducted by him, during the last year, with a given number of fowls of
assorted breeds. These experiments give the quantity, kind and cost of rations supplied
to the selected fowls at different seasons of the year, and the value of the products.
obtained as returns of eggs and chickens produced ; and the prices realized for these in
the markets. These experiments were conducted with a view to having eggs for sale at
the season of the year when prices rule highest, and in like manner chickens ready for
the market at the season of best demand for broilers.

These combined experiments are furnished in Mr. Gilbert’s evidence in the form of
debit and credit account, and will be at least interesting as going to show how far poultry
keeping may be made profitable as an adjunct to the farm.

Reference has already been made to the appearance before the Committee of the
Superintendents of three of the Branch Experimental Farms. The statements of Mu.
McKay, of the Indian Head Farm, and of Mr. 8. A. Bedford, of the Brandon Farm,
were similar as to methods and experiment, though describing local conditions somewhat
dissimilar, owing to the distance separating their individual spheres of location. There
appears to be an almost singular uniformity of success crowning the labours
of the experimenters at each of these farms, in the direction of overcoming climatic
and other special difficulties, that at the early settlement of Manitoba and the
North-west Territories, appeared insuperable to farmers accustomed to the methods
and conditions of successful tillage in the old provinces. The chief difficulty dreaded by
the pioneer farmers in the west is that of prolonged drought in the growing season.
That climatic difficulty is found to be successfully and reliably overcome by summer
fallowing of the soil. Tree planting, commenced on the experimental farms as object
lessons to the farmers of the country, has proven largely successful, and this encourage-
ment stimulates rapid development, until now in many places long shelter belts protect
field crops from the effect of heavy winds, and at other places plantations are formed in
clumps, designated ¢ wind brakes.”

The effect of forest planting is already being beneficially felt on the face of the
great prairie country, once bare of wood for even dowestic use. The continuance for a.
few years more of successful, persevering, forest planting can scarcely fail to add vastly,
in many important respects, to the living comforts of Canada’s wide western country, whose
natural fertility of soil is not excelled the world over. The testimony of these two
gentlemen (Messrs. McKay and Bedford) as to the most gratifying success of the
attempt to grow the Awnless Brome grass (Bromis inermis) in the Territories cannot
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but be pleasing to all interested in that magnificent and large portion of the Dominion,
as well as being an additional and substantial inducement to intending immigrants who
wish to come in and settle down to agriculture, whether stock raising, per se, or to mixed
farming. The general experience heretofore was that the natural meadows were being
exhausted, and in many cases were too far distant from the farms to be practically avail-
able, and that the natural prairie grass was becoming insufficient to supply the increasing
demands upon it.

Here were two serious obstacles looming up, in relation to the supply of both
fodder grass and grazing ; but on the testimony of these two gentlemen, from their
important position in scientific agriculture, the Awnless Brome grass comes in just when
required, and it is thought that, for both fodder and grazing purposes, solves the problem
of abundant stock feeding material in the Territories for all time to come.

It is a grass found to be at once succulent and palatable and farm stock is found
to relish it whether in the grass state or cured into fodder, and as a feed alternative
with timothy grass, experiment has shown it to be a valuable adjunct to feeding, wher-
ever it has been tried. This evidence on the value of the Awnless Brome grass is
verified by the united testimony of Dr. Saunders, the Director, and of Dr. Fletcher, the
Botanist.

To such as contemplate the possibility of taking up homes on the fertile plains of
the great western territories of Canada and wish for material from which to form an
intelligent estimate of their chances of success, the evidence of Messrs. McKay and Bed-
ford, annexed hereto, will each be found to contain valuable and reliable information on
the prevailing condition of successful farming in that wide field now inviting agricul-
tural enterprise. The information will be found equally valuable to intending immigrants
from Europe, or to such of the Canadian people of the old provinces as may desire to

enlarge their present sphere of activity.

Mr. Thomas A. Sharpe, Superintendent of the Experimental Farm at Agassiz, also
appeared before the Committee, and presented facts of interest as to the climatic
conditions in relation to fruit growing and general agriculture in British Columbia.

The farm at Agassiz is devoted almost exclusively to experiment with fruit growing,
although experimental work in grain growing and root cultivation has not been over-
looked. Though but ten years have elapsed since Mr. Sharpe commenced to reclaim
the land from its natural uncultivated condition, he says there are now about 125 acres
under crop, and a great deal planted in fruit trees, of which about 15 acres are of moun-
tain area at different elevations. There are on the farm about 70 acres under fruit
situate on the lower level of the farm; and on mountain areas 10 to 12 acres are also
under fruit; and altogether, there are in the farm over 2,000 varieties of fruits under
cultivation. The farm consists of 320 acres of valley land and about 800 acres of
mountain land, ranging from 800 to 1,200 feet high. Situated as this area is, within a

"most hospitable climate, and the varied elevations of the foot-hill lands, rising in succes-
sion from low river valley lands, it is thought that those varieties of elevation will aid
very materially in giving opportunity for experimenting at various normal temperatures

of atmosphere.
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As to climatic conditions, character of soil and other circumstances affecting agri-
cultural prospects in Southern and Central British Columbia, the evidence of Mr.
Sharpe, hereto appended, will be found to furnish much valuable information in concise

form.
DISEASES OF ANIMALS AND QUARANTINE.

On the second part of the investigation before the Committee, viz., Diseases of
domestic animals and quarantine, the Committee had Dr. McEachran before them, two
sessions. Tuberculosis in cattle chiefly engaged his attention ; its development in our
herds and transmission to the human subject by the use of milk and the flesh of animals
affected by the disease.

He states that, after mankind, cattle are most susceptible to the disease. Swine come
next. Sheep very little. Poultry are highly susceptible to its attacks, and horses but
rarely. The presence of one affected animal in a stable where the disease is in the lungs, is
a fertile source of its distribution through a herd of cattle, especially when housed for the
winter. Milk from a diseased cow, distributes it readily to the human subject, not only
when consumed fresh in the family but also when supplied to the creamery.

Dr. McEachran believes that in proportion to the number of our cattle, that Canada
is as free from this disease as any other country in the world, but recommends that, to
avert future trouble, active steps should be taken to prevent its further spread in our
herds and to exterminate it when found.

He suggests that all male animals before being introduced into new herds should
be subjected to the tuberculin test, and be accompanied by a certificate from a compe-
tent veterinary that they have successfully stood the test, and that herds should be
tested where its existence is suspected and, where found, that infected animals should be
isolated or destroyed.

Milk, being fluid, lends itself to easy and complete sterilization, and if exposed to a
temperature at which water boils, it will become perfectly sterile and may be used with-
out danger of tuberculosis. Unfortunately it is seldom that milk is used in that way.

In destroying animals affected by tuberculosis, it is not necessary to condemn the
meat in all cases as unfit for human food. In France, Germany, Great Britain and the
United States, it is the practice to allow the meat to be sold where the disease has been
local and not widespread through the carcass.

That the Minister of Agriculture for the Dominion and the Hon. Mr. Dryden,
Minister of Agriculture for the province of Ontario, both of whom were present and
heard the evidence given by Dr. McEachran, are alive to the interests of the farmers and
dairymen in this matter will be seen by a reference to their views as expressed before
the committee, and the best means of dealing with the problem is engaging their serious
attention, will be shown by a perusal of their remarks appended to this report.

Dr. McEachran, as chief inspector of stock quarantine, spoke also of the modifica-
tions of these regulations between the United States and Canada eftected last Decem.’

ber.
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Previous to that time a valuable market was practically lost to Canadian breeders
of thoroughbred stock, because animals inteaded for the United States had to be placed
in quarantine on their entry into that country and kept there for three months, and the
same provision applied to animals brought from there into Canada. Exporters of cattle,
too, were debarred from shipping to Great Britain from United States ports.

The result of the negotiations between the Minister of Agriculture and the Secre-
tary of Agriculture at Washington, was that cattle for breeding purposes are passed to
and from each country without quarantine, on production of a certificate from a com-
petent veterinary surgeon that they had been subjected to the tuberculin test, and
found free from tuberculosis.

Cattle for ranging purposes, settlers’ cattle, and cattle for export at the ports of
both countries, are also passed on simple inspection ; this being a friendly arrangement,
mutually beneficial to both countries and especially valuable to Canadian shippers of
cattle to Great Britain.

The quarantine agreement with the TUnited States is appended in full in the evi-
dence of Dr. McEachran, and will be found worthy of perusal for the details, not only
relating to cattle quarantine but to all kinds of stock, while the disinfecting of cars, the
use of the tuberculin test, and notes on a variety of other diseases to which our stock
are subject, make his evidence as appended well worthy of perusal.

He further stated that when Dr. Montague was Minister of Agriculture, on a visit
to England, a report was circulated in Liverpool that Canadian horses landed there,
were suffering from glanders, and an effort was made to induce the British Government
to schedule Canadian horses.

Under the Minister’s orders then, a system of inspection for horses was established
at the ports of shipment and an Order in Council regulating the same was passed in
May, 1896, to prevent the export of horses affected by glanders, which has since heen
kept up, and all horses showing any such symptoms are not allowed to be exported.

From the limited time at the disposal of the committee towards the close of the
session, with the pressure of other work on the members, the committee were unable to
deal with the colonization branch of their work.

All of which is respectfully submitted.

THOS. BAIN,

Chairman.

Committee Room 486,
House of Commons, 23rd June, 1897.
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ComyiTTeE Roow, 46,
House or Comyoxs, TruRrsDAY, Gth May, 1307,

The Select Standing Committee on Agriculture and Colonization met at 10.30
o'clock a.m., this day, Mr. Bain, chairman, presiding.

Mer. James W. RopErTson, Commissioner of Agriculture and Dairying, was present
by request, and on invitation addressed the Committee as follows :—

Mr. CHAIRMAN AND GENTLEMEN OF THE CoxMITTEE,—In speaking of the arrange-
ments which have been made by the Department of Agriculture to provide cold storage,
it may be well to spend a minute or two in referring to the uses of cold storage, that it
may be seen that those arrangements are necessary, and that they are applicable to
the conditions under which the producing of foods is carried on in this country now.
I may make the remaik that the ultimate object, as well as the primary purpose of
agriculture, is to produce foods. The surplus of foods of various kinds, forms the basis
of commerce in Canada.

VALUES DEPEND TUPON COXNDITION.

Every food commodity has two values, (1) an exchange value, according to which
it can be exchanged at a certain rate for other things, and (2) an intrinsic or food value.
These values are different and independent of each other. Cold storage has to do with
regulating both to some extent. I may illustrate by saying that a standard grade of
wheat when in good condition has always the same intrinsic or food value. A given
quantity of it will always make the same quantity of flour or the same number of loaves
of bread, and it can nourish the same number of people. The intrinsic or food value of a
bushel of wheat does not change except as its condition changes. The intrinsic or food
value of a pound of butter does not change, except in so far as its condition changes ;
and when its condition changes to the lessening of its food value, its exchange or mar-
ket value is greatly reduced. Within the limits of the current market prices, its con-
dition rather than its composition determines its value. The actual exchange value,
or range of market prices,is affected and settled by many causes and circumstances
which need not be touched upon here. At one time a man can exchange a bushel of
wheat for so many more pounds of groceries than at another time. That part of the
question is not touched by cold storage, except in so far as cold storage will preserve
the quality and fine condition of a perishable food product, and thus give it a higher
intrinsic value, with a consequent higher exchange value in the same market at the same
time, than it would have had if it had not been so preserved. The value of food pro-
ducts depends chiefly upon their condition, and not upon their composition. We have
been going on the assumption that the composition of a food was what regulated its
value. We have a climate and a soil which give us a chance to make fine food
products ; but we have not been getting the best results owing to the fact that they are
always being spoiled, from the day they arve produced until they reach the consumers.
This is especxally true of such perishable food products as butter, meat, eggs, poultry
and fruits; but if we realize the expectations which have been formed, the system of
cold storage arranged for, will protect them from deterioration until they reach the ulti-
mate consumers. The market value of nearly all these things is determined by the
daintiness of their flavour and the niceness of their appearance. A pound of butter
has as much fat in it, if it smells strong and looks mussy, as if it smells nice and looks
neat. The composition does not determine the value; but the condition, the appear-
ance, the flavour, and the colour do determine almost entirely the value of all these fine
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food products. The production of these foods is not and never can be made profitable,
unless followed by the use of means for their preservation; so that the consumers, no
matter where they live, will get them in as nice a condition as when they left the hands
of those who produced them.

THE USES OF COLD STORAGE.

Many men look upon cold storage as some men looked upon the silo,—as having in
itself some creative power whereby a farmer who used a silo would become rich without
effort on his own part. Cold storage has no creative power ; it does not create wealth.
It merely preserves what is already wealth, and preventsit from becoming a loss. It
has no regenerative magic ; it cannot bring back to a good condition what is already
spoiled. It merely can keep what is put into it in a practically unchanged condition
for a prolonged period of time. It has three chief uses in agricultural commerce. The
first is to preserve commodities and thus avoid direct loss. The second is to prolong the
marketing season or the period of consumption. For instance in the case of butter the
marketing period is not more than ten days, unless the butter be somehow preserved.
The marketing period for strawberries is not more than five days after the berries are
picked unless they be somehow preserved. If the season for marketing and consump-
tion can be prolonged, the producer has just so much better & chance to get rid of his
goods at a high price. The third use is to enable the owner to choose his own time for
selling. Anyone who knows anything of commercial or manufacturing affairs knows
what a great advantage it is to a man to be able to choose his time of selling, and not to
be compelled to sell whether he will or not at an unfavourable time. The whole of the
cold storage plans are intended to provide conveniences for conveying perishable pro-
-ducts from the producers to the consumers in their best condition. So far as they do that,
they will prevent loss to the producers, will give the consumers better articles, make
them consume more of them, and incline them to pay higher prices. When the producers
get their share of those higher prices, they will produce more and have more profit.

In all profit-making in Canada, different interests are concerned ; and in considering
-and planning a system of cold storage, all these interests have to be taken account of.
(1) There are the interests of the producers—those who grow fruits, those who makebutter,
those who provide meats, those who rear poultry, those who market eggs. (2) There
are the interests of the buyers or collectors of these products—not identical with those
-of the producers, but so bound up with them that the one cannot be seriously damaged
without the other being hurt. (3) There are the interests of the carriers or the trans-
portation companies—who carry these products from the place of production to the place
where they are distributed from. (4) There are the interests of the distributors—pro-
vision merchants or fruit merchants. (5) And, finally, there are the interests of the
consumers. - Any plan that does not provide for helping all these interests to avoid loss,
is just so far incomplete ; and in so far as it helps all of them to prevent losses or deteri-
orations, it gives every one a chance for more profit, and leaves more real wealth in the
country. The middlemen are quite as essential to profitable agriculture in Canada as
are the producers ; and any carelessly worded remark to the effect that the middlemen
should be brushed away, is to my mind a threat to the wealth-producing capacity of the
country.

THE BRITISH MARXET FOR FOODS.

How can cold storage be used ! So far as the Department of Agriculture has been
making arrangements, cold storage has been provided mainly and almost only for food
products intended for export. Incidentally encouragement has been given to the
establishment of cold storage warehouses in cities so that those who live in cities may
get better products, and those who supply these products may get better prices. But
the Department of Agriculture is mainly concerned in this regard in doing what it can
to improve the export trade. I have exhibited a table of figures to illustrate what a
«demand there is in Great Britain for food products which are susceptible of being im-
proved and increased in value by cold storage methods.

14
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THE UNITED STATES AFTER THE BUTTER MARKET.

In support of the statement that Great Britain is the market to which perishable
food products from all civilized lands on the surface of the globe are sent, I shall
read-—what no less an authority than the Secretary of Agriculture of the United
Btates,—is reported as saying about butter :—

Shipments abroad will be made in the future, and it is necessary to ascertain for our people
what the world’s market wants, and when we speak of the world’s market we mean the English
market. The English bought $65,000,000 worth of butter last year. The United States supplied
perhaps 1 per cent of it. Denmark supplied over $28,000,000 worth. The United States furnished
the cow food to the Europeans who made the butter for British consumption.

The Secretary goes on to say that he proposes to carry into effect for the United
States practically what the Departinent of Agriculture has already done for Canada.
He proceeds :—

It is proposed that the information be obtained for the American butter makers by purchasing
first-class creamery butter in different localities of the United States, having the butter put up in
different kinds of packages—the regulation 60 pound tub, the Australian foot square box, scaled tin
cans, &e. The agents of the Department will see to the transfer from the refrigerator cars to the
refrigerator steamboats in New York, and ascertaim whether provision is made there for the proper
care of butter while crossing the Atlantic. If not, the Department of Agriculture will have boxes
made to protect the butter in transit from bad odours that might come from meat, fruit and other

roducts.

P When the butter]arrives in London it will be met at the wharf by an agent of the Department
and put on the market. It will be ascertained what packages suit the British public best—whether
there is too miich salt or too little ; whether there is too high colour or too low colour ; how our best
butter sells there in comparison with the Danish butter. The whole history of the transaction will
‘be written up, from the maker to the consumer, and this process will be repeated again and again,
and instructions given to our makers unti] the butter wanted in the British market can be regularly
supplied here by the average creameryman.

This information will be given to the dairymen of the United States through farmers’ bulletins
which will Le sent to every State in the Union, and, if possible, {o every dairyman in the Union, by
the Department of Agriculture.

The following table shows the demand in Great Britain for the food products of
‘Canada. The figures of the value of imports of these twelve classes of food products
are eloquent of possible, and I think most probable, increase in prosperity for farmers
in Canada. They indicate a market not of sixty millions, but of six hundred millions
of dollars, for exactly the commodities this country can produce in abundance and
excellence :—

Table showing the Values of Food Products imported by Great Britain, and the pro-
portion thereof imported from Canada, for the Years ended 31st December, 1895
and 1896, respectively.

Values Values IMPORTS FROM CANADA.
ARTICLES. i? in —
1895. 1896. 1895, 1896,
8 3 $ $
"Wheat, barley, oats, flour, etc............ 241,986,692 256,924,457 7,335,599 +
Animals (living)—for food....... ... .. . 43,635,759 50,801,669 8,052,294 8,438,094
Dressedmeats. .......c..ooviiiiii 114,109,534 118,509,650 4,608,904
Cheese....ovve e 22,752,299 23,848,749 14,220,505 12,601,265
BUubler . v ee i veeiiiee e e 69,326,786 74,674,637 536,797 1,653,421
Eggs. .. v 19,483,437 20,364,892 524,577 866,904
Fiash oo o 14,495,226 15,635,199 2,974,830 3,724,081
Fruit(raw)...oooooiiiiiinien cieven.. 23,680,290 *15,429,249 1,711,769 | +¥ull returns of
Tard. ... ool L e e 14,317,446 11,037,741 103,833 British imports
Milk, condensed or preserved. . .. - " 5,273,320 5,705,836 + {from Canada, for
Potatoes ............... ... . 5,693,620 4,418,325 556 {1896, were not ob-
Poultry and game. . ...............ol ! 2,045,112 2,946,562 6,845 !tainable at date
! of compilation of
Totals. ...... .c...cooi.... 577,699,521 600,296,866 40,076,529 Ithis table.

* Not iucluding oranges and lemons,
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I will call attention to two matters. In the very large item of $114,109,534 in
1895 for dressed meats, the share of Canada wasacomparatively small one. Nearly the
whole of that supplied by Canada was in the form of hams and bacon, and not in the form
of fresh dressed meats.

In the article of cheese out of an importation of $22,752,299 worth in 1895, Canada
supplied $14,220,505 worth, whereas in 1895 out of an importation of butter by Great
Britain of £69,326,786 worth, Canada supplied only $536,797 worth. To my mind the
reason—not perhaps the sole reason but the chief reason—why we supplied so little
butter and so much cheese, i3 because cheese does not get injured in being carried at an
ordinary atmospheric temperature. It can be carried all the way without being spoiled,
whereas butter has been spoiled. There is nothing in the climate, the grass, or the
people that is more favourable to cheese than butter ; and there is just as much skill in
Canada to make butter as there is to make cheese. But until 1895 there were no means
whereby butter that was made in Canada could be sent safely to Great Britain. It
arrived there in a deteriorated condition, and therefore got us a low grade of customers
and a low grade of prices. We had a small chance on the market. These are the figures
for 1896 as far as they are available. They are taken from the British Trade Returns
for the year ending December 31st. We have gained a good deal in butter from the figures
of 1895 ; and we will go on increasing in much larger quantities during the coming

years,

COLD STORAGE ON STEAMSHIPS. .

Perhaps the most important link, at least one of the very important links, in the
chain of cold storage that may be provided, is the cold storage on the ocean steamships.
In 1895 an effort was made to provide cold storage chambers to be cooled by the use of
ice. That was in a measure satisfactory as far as it went. The same practice was con-
tinued last year and was in a measure satisfactory. It was a great improvement upon
the methods that were followed before ; but it was not entirely satisfactory and was
notsufficient. By direction of the Minister of Agriculture arrangements have been
made for mechanical refrigeration upon 17 steamships leaving Montreal this summer.
They will provide safe and reasonably cheap carriage, for perishable food products
during the season.

SAILINGS FROM MONTREAL.

(1) A weekly cold storage service is to be given from Montreal to London jointly
by the Allan and Thomson lines of steamers. The agents in Montreal are: For the
Allan line, Messrs. H. & A. Allan; for the Thomson line, Messrs. Robert Reford & Co.

{2) A weekly cold storage service is to be given from Montreal to Avonmouth for
Bristol by the New Dominion line. The agents in Montreal are Messrs. Elder Dewp-
ster & Co.

(3) A nearly weekly cold storage service is to be given jointly by the Allan and
Dominion lines from Montreal to Liverpool. The agents in Montreal are: For the Allan
line, Messrs. H. & A. Allan ; for the Dominion line, Messrs. D. Torrance & Co.

(4) A nearly fortnightly cold storage service from Montreal to Glasgow is to be
given jointly by the Allan and Donaldson lines. The agents in Montreal are: For the
Allan line, Messrs. H. & A. Allan; for the Donaldson line, Messrs. R. Reford & Co.

Intending shippers may learn the names of the steamships, the exact dates of sail-
ings and other particulars, on inquiry from the agents of the several lines.

That gives 17 steamships plying regularly on the St. Lawrence route to be
thoroughly fitted with mechanical refrigerating plant and insulated compartments. A
little more cold storage space is provided on them than is likely to be used this year,
but no more than will likely be fully occupied by cargoes next year.

(5) Negotiations are in progress, but agreements are not yet signed, to provide fort-
nightly cold storage service from St. John s~ 2 Halifax to London.

(6) Negotiations are in progress for monthly cold storage service from Prince
Edward Island to Great Britain.
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These will provide a safe outlet with cheap transportation for the perishable pro-
ducts of all the provinces; Ontario, Quebec and the western provinces having facilities
through Montreal and the city of Quebec; and the maritime provinces through St. John,
Halifax and Charlottetown.

"The agreements call for insulated compartments, with mechanical refrigerators of
the best kind, including duplex machines, so that in the event of a break-down of one
part, the other part can continue during the voyage. The agreements provide that the
companies shall not charge more than 10 shillings per ton extra for the cold storage service.
That is a very small charge, less than 10 cents per 100 pounds on the products carried.
Regulations have been made also with regard to the allotment of space, and as this
matter is for the immediate information of the Committee, and expected also to be for
the guidance of shippers, I would like to mention the regulations in full, as inquiries
have come from all parts of Canada as to the facilities afforded. I shall read that par-
ticular clause :—

ALLOTMENT OF SPACE ON STEAMSHIPS.

{a.) It is agreed that about one-half of the cold storage space on each stezmship—or such pro-
portion of the cold starage space on each steamship as a recognition of the interests of all the shippers
shall indicate as being a fair proportion for the shippers in Montreal—shall be reserved ‘for cargo in
cold storage locally engaged and shipped at Montreal,until three days before the sailing of the steam-
ship.

p(b.) In cases where the space available for cargo from Montreal is not sufficient for the guantity
of cargo offered, the said space shall be allotted to the several shippers on a basis pro rata.

That is to say, even if one man wants to monopolize the space, he can only get his
fair share.

By Mr. Wilson:

Q. Is that a rule for those who come early or late +—A. The space is to be allotted
three days before the sailing of the vessel.

Q. And then what is left shall be divided up%—A. No; applications are received
up to three days before the sailing of the vessel. TIf the applications are not sufficient to
take all the space, everybody gets a full allotment. If, however, the applications are for
more than the capacity, then every one gets his fair share,

{c.) To entitle shippers from Montreal to a share in the allotment of space, the applications shall
be mude in writing to the steamship agent at least three days before the sailing of the steamship, and
the applications for space for shipments from places other than Montreal shall be made at least four
days before the sailing of the steamship.

(d.) In all cases fresh-made creamery butter shall have a preference over other cargo.

(e.) Space sufficient for two carloads of products, which may be indicated by the Minister of
Agriculture as being products sent forward as trial shipments, shall be reserved on each steamship,
if notification be given to the steamship agent seven days before the sailing of such steamship.

(f.) The expenses for special fittings or accommodation required for such trial shipments are to
be paid by the Department of Agriculture, but if such fittings become part of the permanent cold-
storage equipment of the steamship, they are to be eounted as a part of the initial cost of fitting the
steamship with cold-storage chamBers, and are to be settled for on the basis agreed to in that
connection.

(g9.) When the Department of Agriculture reserves a portion of space in any steamship for trial
shipments, the Department shall pay freight charges at such a rate as thespace would have earned at
the current charge for butter and cheese.

By Mr. Broder :

Q. Whether occupied or not#—A. Yes. The freight charged for all cold storage
chambers is based upon the current rate for butter and cheese, that being a safe basis.
Other products will be carried in the cold storage chambers at a rate of freight based
upon what the space they occupy would have earned at the freight rate on butter and
cheese.

If required by the Government, steamers from Montreal, fitted with mechanical
refrigeration, are to call at Quebec to take on board not less than five hundred packages
of butter, cargo to be delivered alongside steamer in the river, promptly on arrival of
steamer from Montreal.
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By Mr. McNeill :

Q. Have you made any computation of what the probable cost of our grapes would
likely be for freight?—A. Yes. The whole freight charges on the ocean on butter and
cheese are a little less than half a cent per pound ; and the rates on all other products
are to be based upon the amount which the space oecupied by them would have earned
f filled by butter or cheese. Grapes would occupy about the same number of cubic
feet per ton as cheese and butter. I shall have occasion to mention them again.

By Mr. Wilson :

You mean ocean rates ?—A. Yes, including cold storage.

By Mr. Broder .

Q. Part of that to be paid by the Government —A. No; nothing of that is to be
paid by the Government. The steamship company may charge the shipper ten shillings
a ton, in addition to the current freight charge for cheese and butter going without cold
storage.

(3. That is added to the ordinary freight, and you say that the Government does
not pay for that ?—A. No; the shipper pays the extra charge of ten shillings per ton.

Q. Then the Government does not save the shipper any cost at all 7—A. The finan-
cial arrangements with the steamship agents will be given, I suppose, by the Minister of
Agriculture when the estimates are discussed, and therefore I am not to touch on that
st present. The Government has arranged with the steamship companies, and the
Government pays a considerable part of the initial cost of fitting the steamers with cold
storage plant in order to get these favourable terms for the shippers. T am informed
that the extra charge for cold storage on steamships from the Atlantic ports of the
United States, is often three or four times as much as the maximum which may be
charged Canadian shippers as arranged for by the Department of Agriculture.

INLAND COLD STORAGE.

It would not have been wise on the part of the government to provide cold storage
chambers on the steamers, unless such steps as could be taken, were taken to ensure that
the products, when they got to the steamships were in an undeteriorated condition. It
would be throwing money away to carry products to the cold storage chambers on the
steamships in a partly spoiled condition. Bulletins giving as precise information as
possible on the principles of construction for cold storage buildings have been prepared
and distributed. These principles are little understood, and a knowledge of them would
be helpful to the people of Canada. By our correspondence I find that only a few of the
persons in Canada who had cold storage buildings, had an understanding of the principles
underlying the construction or management of cold storage premises. With most people
it was a rule of thumb all through. The insulation of a cold storage building is perhaps
the most essential part. The cooling process is not difficult of application ; but the great
loss is from the penetration of heat from the outside into the interior. From experi-
ments conducted to ascertain what proportion of ice would be consumed in cooling the
contents of the building, and what proportion would be consumed by heat which came
through a wellinsulated building, it was found that seven-eighths of the ice was consumed
in counteracting the heat influences from the outside, and only one-eighth was used to
cool the contents of the building. A bulletin dated January 16th, 1897, was issued
eiving directions for the insulation of buildings and I will substitute part of it for what
I might not say so concisely, clearly or fully in speaking from notes.

INSULATION OF BUILDINGS.
The insulation of a cold storage building should make it as nearly air-tight as
practicable. A cold storage room should not be larger than is actually necessary.-

An insulating material is any substance which prevents or almost wholly prevents
the passage through itself of the form of energy known as heat. Different substances
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conduct heat more or less rapidly, and are spoken of as being good conductors or poor
conductors of heat. Whatever is a good conductor of heat would be a very poor insulat-
ing material ; and a substance is a good insulating material in proportion as it is a poor
conductor, or non-conductor, of heat.

For the insulation of a cold storage building the requirements are that the interior
of the room or rooms, where the products are to be stored, shall be separated from the
ground and from the ordinary atmosphere by efficient insulating substances. Among
these are wood, paper, and still air, such as air confined in hollow spaces formed by
lumber and paper, or by some other insulating materials, such as mineral wool, dry
sawdust, or dry wood shavings. If the sawdust or other material becomes saturated
with water, it loses its insulating qualities and becomes practically a heat conducting
material, like a body of water.

Air in circulation is practically always conveying heat or cold, and is one of the
best distributors or carriers of heat or cold. But it is slow to convey heat, except by its
own motion, and thus it becomes an insulator which offers the greatest obstruction to
the transference of heat through itself, when it has not freedom to circulate.

The insulating efficiency of hollow spaces in the walls depends upon the closeness of
their construction. If the air in them can circulate, to that extent their insulating
quality is lessened. To prevent the circulating of air, every precaution should be taken
in putting on the building-paper to make the places where it laps thoroughly close ;
and two layers of building-paper should be put on the outside of the rough boards on
the studs.

Building paper is an excellent insulating material. It is practically air-proof, and
thus prevents circulation of air through itself ; but if the places where it laps over, in
being put on, are not made perfectly close, that air-proof quality is lost. Particular
pains should be taken in putting the building paper on, to see that it is not torn at any
place and that there are no holes in it. 'Whenever a hole appears a patch should be
tacked on, making that partclose. Two layers of building paper should be used between
the two boards which make the inside lining of the refrigerator room.

It is necessary that the paper used should be free from all offensive odour. Tar
paper is not suitable. It should be strong, and it is preferable that it should be water-
proof and vermin-proof. Different qualities of paper cost different prices. Paper
suitable for use may be purchased, costing from $2 to $4 per 1,000 square feet.

The hollow spaces between the rough boards on both sides of the studs should be
filled at the bottom to a depth of 6 inches with mineral wool. If put in carefully,
mineral wool will hold the air in confinement and prevent it from getting in or getting
out.

If the spaces in the wall could be filled from bottom to top with mineral wool, the
insulation would be all the more thorough ; but that would add unnecessarily to the
cost of the building. Mineral wool is vermin-proof. If sawdust should be used in its
stead, the insulating quality of the sawdust would be satisfactory ; but sawdust is apt,
after a few years, to become musty, and to give off smells which would taint butter.
It also becomes a harbour and nesting place for mice and rats. Mineral wool can be
bought for about $15 per ton in large quanmtles it may cost more when bought in
small quantities. One hundred pounds of it will pack from 40 to 45 lineal feet of wall,
6 inches deep in the hollow space, 6 inches wide between the studs. The cheap quahty
of mineral wool is suitable for this purpose, and wherever practicable it is of adv ‘antage
to have 6 inches of it at the bottom of every hollow space to prevent any an from
getting in or out.

The layers of paper, and the hollow spaces in the sides of the wall, should in every
case be continued around in the ceiling without interruption. 1f the walls be finished
up past the ceiling and then the ceiling be brought against them, touching only the
inside of them, the air may find admission inwards and outwards through cracks or
slight openings between the ceiling and the walls. Where the layers of building-paper
and the hollow spaces in the wall are continued around without interruption in the
ceiling, the insulation is thorough and air cannot get out or in at the corners.

The layers of paper in the walls should also, “where practlca.ble, be brought down
under the top thickness of the flooring lumber. If an opening occurs in the floor, or
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between the floor and the walls, then the cold air of the refrigerator will flow out through
that, as water would flow out of a vessel if a hole existed in the side or bottom of it.

The lumber for insulation should be spruce, basswood, hemlock, or other wood
free from objectionable odour. No pine or other wood of strong odour should be used.
All rooms should be whitewashed inside before being used for storage purposes.

‘When the door of a refrigerator room is opened into a chamber or place where the
air is warrm, the cold air of the refrigerator flows out quickly, and the warm air of the
other place flows in. To prevent injury from that cause to products which may be held
in a refrigerator, it is recommended in every case that a receiving room or ante-room
be constructed. The doors of it may be closed before the doors of the refrigerator are
opened. Each door should be of double thickness. A door should be hinged on both
the inside and the outside of each wall. Attention to these small matters will permit
the refrigerator to be kept at a uniformly low temperature for the preservation of its
contents. If butter be cooled to a temperature of even 35° Fahr. during 22 hours of
the day, and left to warm up to 45° Fahr. during the other two hours, the injury to the
butter lessens its keeping qualities and its commercial value. The same is true of other
perishable food products.

With this bulletin, part of which I put in as evidence, we have prepared a large
number of blue prints, such as those on the table. We have sentout 1,216 copies ; and
there has been a large correspondence which as far as practicable has been educational
in character, giving those who need this service, information how to provide it for
themselves.

COLD STORAGE AT CREAMERIES.

T come next to special cold storage at creameries. It was found essential that the
creameries should have conveniences for protecting their butter against injury by heat
from the time it was made, otherwise the butter would start on its journey to any mar-
ket in a rather bad condition. If advice or information only were given to creamery
men probably one in ten would take it, and act upon it this year. Probably two in
ten next year. That process of providing cold storage accommodation would be slow.
Instead of that the Department of Agriculture arranged, after Parliament had voted a
certain sum last session, to offer a bonus of $100 to the owner of any creamery who
would provide a suitable cold storage building. The announcement was as follows :—

To encourage the owners of creameries to provide the cold storage accommodation
which is so desirable, the Government will grant a bonus of $50 per creamery to every
creamery which provides and keeps in use a refrigerator room according to the plans
and regulations during the season of 1897 ; the Government will pay a bonus of $25 per
creamery to every creamery which provides and keeps in use a refrigerator room accord-
ing to the plans and regulations, during the season of 1898 ; and the Government will
pay a bonus of $25 per creamery to every creamery which provides and keeps in use a
refrigerator room according to the plans and regulations, during the season of 1899,

It will thus be seen that the owner of a creamery who provides the necessary re-
frigerator room, and keeps it in use according to the regulations during the years 1897,
1898 and 1899, may receive a bonus of $100 per creamery.

By Mr. Wilson:

Q. Are there many taking advantage of that?—A. So far, blue print drawings
have been sent to 348 persons. We have no assurance that all have used them ; but my
impression is that about 250 have. We estimated for about 200 creameries. The out-
lay for the current year may exceed the estimate by about 50 creameries.

INCREASE IN EXPORTS OF BUTTER.
To show the very rapid gain in the export butter trade, with such imperfect eold
storage on the steamships only as could be cbtained, I may say that from the Port of
Montreal in 1894 there were sent out 32,055 packages of butter; 69,664 packages
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were shipped in 1895 ; and in 1896 the quantity was 157,321 packages. That was a
fair rate of increase in the butter trade. Taking the quantities and values imported
into Great Britain in the calendar years of 1894, and 1896, these are the facts.

Quantities and Values of Butter, Imported into Great Britan, during the Calendar
Years 1894 and 1896.

(Taken from British Returns.)

1804, ! *1896.
Countries. E —_—

! 1

’ (Quantity. Value. I Quantity. Value.

i Lbs. $ | Lbs. $
Canada ..... .cveiiiiiiiiiiiiaa 2,339,344 438,589 9,895,981 1,653,421
Australia and South Australian. .. e 167,104 36,140 +
Victoria... ... .......oeeini.... e 21,324,576 4,505,425 17,344,880 3,745,849
New South Wales............. el .. 3,873,072 807,258 871,024 183,431
NewZealand ..........c.covivn vvveinn... ! 7,350,112 1,550,398 6,313,776 1,352,437
Other British Possessions. ................. | 182,112 21,666
United States........cocvorivininenns ous 3,359,552 612,942 15,853,936 3,005,288
Russidooivone i e 8,870,512 1,907,461 +
Sweden ....ooiiiiiiiiis e aei.. e 29,826,272 6,880,391 36,268,848 8,101,467
NOUWAY.. vt v eeiiierinn teeeianen s 1,757,056 374,723
Denmark. ...ooviririniiiiinienii ool 123.479,216 28,440,576 137,623,508 30,603,581
[T (15 1 15,428,560 3,421,072 2,076,400 2,609,731
Holland .... «.ievvviiiiiiininins vrunen. 18,497,584 4,048,828 26,260,528 5,629,449
Belgium.. . ..ocovriviiiiiniiiiinenan.. 4,253,424 911,634 +
France.......cieievrnn veen i 47,560,240 11,445,753 ¢ 52,371,312 12,350,092
Other Countries. ....ovvuuu. e e 112,784 26,412 | 25,369,568 5,439,791

Total..... c.. et viveen, .| 288,381,520 65,489,268 340,250,064 74,674,537
* Subject to revision. t Included in ‘‘Other Countries.”

.

The imports of butter from Canada in 1894 were $438,589, whereas the imports in
1896, were $1,653,421, a gain of about one and a quarter millions of dollars in two years,
with an appreciable advance in our relative place, as to price, in the British market. Now
is the time for Canadians to try to capture that market. It has been seen by some of
us for three or four years that there was bound to be a tremendous increase in the
demand for butter in the British markets; and many countries are trying to so
place their butter as to secure the preference there. In 1894, which is as yesterday,
the British imports of butter amounted to $65,489,268 ; whereas in 1896, two years
later, the value was $74,674,537, or a gain of over $9,000,000 in two years., Now it is
for us to look out and get a share of the increase, if that only, of the imports of those
markets. We should try to capture the whole of the increase annually; and with
favourable conditions for shipping our butter, and the British preference for things
Canadian, we have a good chance to more than double our exports annually for years to
come.

By Mr. McNeill:

Q. It is making a good market for itself -—A. Excellent; in some cases at prices
over the Australian and next tc the Danish.

There is a good deal said about the great increase in the exports of bufter from
Victoria. That colony arranged to give a bonus for five years, beginning in 1889 and
ending in 1894. In 1894 the British Trade Returns give the imports from Victoria at
$4,565,425. Since that time Canada has gained one and a quarter millions of dollars,
and Victoria has lost over three-quarters of a million of dollars.
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By Mr. Sproule :

Q. Is that because the bonus stopped #—A. Not wholly because of that.« It was to
some extent by weather and a little by the market prices.

In assisting cold storage for the creameries, the Government offered the bonus
of %100, payable in three years, provided certain conditions were complied
with. I might repeat here, that in order to have creamery butter in a perfect
state when it is delivered to the consumers in Great Britain, it should be protected in
cold storage from one day after it is made. As the Government had decided to arrange
for what will be practically a chain of cold storage service from the producers in Canada
to the consumers in Great Britain, it was necessary that the owners of the creameries, the
manufacturers of butter and the farmers who furnish the milk and cream should all
co-operate to bring about the best results.  Very few creameries were until this season
equipped with sufficient or efficient cold storage accommodation. A bulletin was pre-
pared giving information on the storage of ice and the improvement by thorough insu-
lation of existing storage rooms. Part of it was as follows :—

THE STORAGE OF ICE.

In the storage of ice, particular care is required to prevent waste by melting.

TIce is melted only when the temperature is above 32° Fahr.  The increase in tem-
perature comes from some source external to the ice. When a lump of ice is left lying
on the ground in warm weather, it is melted by the heat from the ground on which
it lies, and by the heat from the air which surrounds it. To prevent ice from being
melted by the heat of the ground or the atmosphere, insulating materials of different
sorts have been used.  An insulating material for this purpose is any substance which
prevents, or almost wholly prevents, the passage through itself of the form of energ
known as heat. Different substances conduct heat more or less rapidly, and are spoken
of as being good conductors or poor conductors of heat. Whatever is a good conductor
of heat would be a very poor insulating material ; and a substanceis a good insulator in
proportion as it is a poor conductor, or non-conductor of heat.

For the preservation of ice during the summer, the requirements are that the ice
shall be separated from the ground by some insulating substance, such as dry sawdust,
dry shavings, or air in hollow spaces formed by wood and paper, or by some other
insulating material. Tf the sawdust or other material becomes saturated with water, it
loses its insulating qualities. It becomes then practically a heat conducting material,
like a body of water. The ice should also be protected from the heat of the atmosphere
when the temperature is higher than 30° Fahr.

An efficient form of a cheap floor for an ice-house is made by using 12 inches of
cobble or broken stones, covered with coarse gravel or sand. The top of that should be
covered with 6 inches of dry sawdust. The sawdust becomes an insulating layer, pre-
venting the warmth of the ground from melting the ice. "Where dry sawdust is not
available, a layer of dry straw, chaff or hay, 12 inches thick before the ice is put on it,
may be used instead. The floor should prevent air from getting in or out, and yet
should permit ready drainage of any water from melting ice.

To prevent the sides of the mass of ice from being melted by the in-
fluence of the atmosphere, it is sufficient to use a building of simple balloon
frame, covered by one thickness of clapboards outside, to keep any rain from
wetting the insulating material which surrounds the ice.  The outside wall of an
ice house is more effective to protect the contents of the building from the heat
of the rays of the sun, when it is whitewashed, or painted almost white. If the
inside of the studs of the balloon frame be sheeted with one thickness of inch
lumber, the hollow space between the clapboards and the inside sheeting will be a
flue for the circulation of air and will prevent the sun’s rays, where the building is
exposed to them, from warming the inside of the walls enough to make an appre-
ciable difference in the temperature of the insulating material which lies between
the walls and the ice. Dry hay and straw when packed fairly close between the ice
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and the wall make excellent insulators. They do not conduct water by capillary move-
ment as readily as sawdust. When a layer of sawdust, between the ice and the sides of
the building in which it is kept, becomes wet on the side next to the ice, the water or
dampness is likely to permeate the whole of the sawdust, and thus to destroy its non-con-
ducting properties. Fine hay and straw are preferable; but when they are used care
should be taken to have them thoroughly dry. A serious risk in the use of hay or straw
is that they may contain small particles of ice, or snow. When hay or straw are used
in such a way, with small particles of ice, hail or snow mixed with them, these melt and
make the whole of the insulating material damp. To that extent they lessen its
efiiciency. :

For the covering of the top of the ice a layer of sawdust, one foot thick, is cufficient,
if it be put on dry and left undisturbed. When sawdust has to be moved frequently
for the taking out of ice from time to time, the warmer portion of the sawdust lying
near the surface becomes mixed with the other portions and may be put back close to
the ice. That causes a slight melting of the ice ; and the dampness thus caused makes
the layer of sawdust wet, and to that extent destroys its insulating properties. For
that and other reasons, notably convenience in removing and replacing, it is desirable
to use a layer of clean, dry, fine straw or hay 18 inches thick as a covering on the top
of the ice. 'When the hay or straw is removed from a part of the surface, to permit ice
to be taken out, it may be put back again with little waste of ice and almost no loss of
the non-conducting qualities of the covering.

Where ice is covered with a layer of sawdust, or hay, or straw to preserve it from
melting, provision should be made for ventilation over the top. The covering layer
might become heated otherwise ; and if the rays of the sun beat on the roof of the ice-
house, and there be not sufficient ventilation, in the gable ends or on the roof, to allow
the heated air to escape, that part becomes practically a mild-tempered oven for melting
the contents of the building,

Fifty pounds of ice, when packed, may be taken to occupy one cubic foot of space.
Therefore, every 40 cubic feet of capacity in a building is equal to the holding of one ton
of ice. Where the wall of the ice-house is not insulated, the ice should be packed in
the building 12 inches from the inside of the walls, and that space, as well as the space
between the studs, should be packed full of thoroughly dry, fine hay or straw, entirely
free from ice chips and snow.

For the filling of the ice-house a slide of strong planks may be made; and a rope
passing through a pulley inside the ice-house can be used for pulling up the blocks of
ice, It is important that the ice should be packed as closely as possible. Any spaces
between the blocks should be packed full of broken ice in order to prevent the presence
or circulation of air around the several blocks.

Drawings were prepared, and blue-print copies were sent to all applicants, showing
(1) the form of construction for a small ice-house, (2) an ice-house and refrigerator such
as ought to be attached to an ordinary creamery, and (3) the insulation to be put inside
the walls of an ordinary cold storage room at a creamery, to entitle the owner to the
government bonus.

FORMS OF APPLICATION TO BE FILLED UP,

The regulations for the payment of a bonus require that every creamery owner must
fill up a form, stating the nature of the insulation of his cold storage room. Copies of
bulletins containing information as to insulation have been seut to each one, so that if
they fail it is not for lack of information.

By Mr. McGregor :

Q. Will they not be inspected !—A. Yes; but it is difficult to inspect all before the
butter-making season begins.

The form must also show a record of the daily temperature in the cold storage room,
kept by the butter-maker and attested by two witnesses, who are willing to certify that
they believe his statements to be correct. That is not so much to hedge about the
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Department for the safety of its bonus as to require the butter-makers to keep correct
records for their own benefit. The quantity of butter is to be not less than 15,000 Ibs.
from the 1st of April to the 1st of December at each creamery. The number of appli-
cations so far received for plans come to 348, of which 139 came from Ontario; 132 from
Quebec ; and 77 from other provinces. Some of these are from others than owners of
creameries.

Even when the butter is preserved in cold storage, there are a few other matters
which need to be emphasized to farmers and others, The Department has published full
and detailed information on the art of making butter ; but with the butter made properly,
comparative failure results when the packages are not suitable in shape, size and ap-
pearance.

PACKAGES FOR BUTTER.

By Mr. McGregor .

Q. What should the package be like?—A. Butter for export should be put up in
square boxes 56 lbs. net—the British half hundredweight. The square box is a neat
cheap package, gets the preference in the English market, is stronger and takes up less
space than the tub, and leaves the butter in convenient shape when it is taken off.

By Mr. Carscallen :
Q. What sort of wood should be used for those boxes ?—A. Spruce.

By Mr. Campbell :

Q. How about Bass wood?—A. Bass wood will do, but I do not like it as well as
spruce. Pine wood should not be used at all. I found an instance of what injury
the odour of pine may do, in visiting one of the cold storage buildings in Manitoba
when I was up there in February. I found the building admirably arranged for keeping
the butter cold, but it was lined throughout with pine ; and every package I saw which
came through that building last summer had the piney smell and taste. I could not
understand it until I found the cause there. Butter seems to have a peculiar proclivity
for absorbing the odour of pine.

Mr. McNEILL—And it lasts a long time.

By Mr. Sproule:

Q. What thickness should the boards of the boxes be?—A. Five-eighths of an inch,
with the corners of the box dovetailed, all joints tongued and grooved, and the
inside covered with paraffine wax. Besides the butter maker should line them
with very thick paraffine or parchment paper. Last year more than double the
value of the paraffine paper used was lost, by the using of thin paper, which
stuck to the butter and gave it a bad appearance. The butter makers should
guard against using thin flimsy paper. If the butter is two weeks on the way
to England, the thin paper sticks to it and when taken off leaves it with a dull
appearance, The thick heavy parchment paper comes off and leaves the surface with a
sparkling lustre that pleases the buyer’s eye. We buy these boxes for 20 cents a-piece and
they are gotten up in the nicest form for that price. Every box should be put into a
bag. Shippers with years of experience use bags on their tubs; but they seem to think
that boxes do not require bags. Butter in boxes that are in bags from the creameries
to Montreal, would sell in Britain for higher prices than in similar boxes without the
bags. Soiling of the box often happens between the creamery and the railway station
and between the railway station and the shipping port ; therefore a bag is necessary.
Bags of coarse canvas will cost from 4% cents to 43 cents each.

¢ By Mr. Campbell ;
Q. That would be made of jute —A. Yes.
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By Mr. McMillan :

Q. How do you convey butter from the creamery to the station ¢—A. There is no
better time to take it to the station than at night, when that can be done. If in the
day time it should be covered ; a good method is to put some green grass on top of it.

COOL STORAGE FOR CHEESE.

Provision has been made in the cold storage arrangements for other products be-
sides butter. -Accommodation is provided in the steamships for carrying cheese. Infor-
mation has been given to the owners and those who operate cheese factories on how to
apply “ cold storage” to cheese rooms during the process of curing. I think in this
matter there is room for great improvement and a large saving. The demand in Great
Britain has been growing for years for a soft cheese,—a cheese that is rich in body apart
from having a large percentage of butter fat in it. It is quite impracticable to send
soft cheese to England and haveit arrive in good condition by the old carrying methods.
If every cheese-curing room had a small ice-house at the end of it with openings for
regulating the inflow of cool air, by which the temperature could be kept at 65> Fahr.
continuously, a larger quantity of cheese could be made per 100 lbs. of milk. Such
cheese would fetch relatively a higher price in England, and also would cause a larger
consumptive demand.

By Mr. McGregor:

Q. Would it ripen as quickly in cold storage as out #—A. No, not as quickly as at a
higher temperature; but the maker should hold the temperature near 65° Fahr. At the
Kingston dairy school when formerly under my direction, and now under the care of the
Ontario Government, a course of experiments was conducted by Dr. Connell of Queen’s
University, to show the nature of the bacteria which grow in cheese at different temper-
atures. As a rule the bacteria which grow in cheese above 65° Fahr., give rise to bad
flavours. The bacteria which come from the manure of cattle will not flourish at that
temperature. It is highly important that fine cheese be kept at a temperature always
under 70° Fahr.

EGGS.

Some provision has been made for the carriage of eggs. The demand in Great
Britain for perishable food products is always a discriminating demand. In this
country eggs are eggs; and you seldom hear a housekeeper speak of eggs being small or
large. In England eggs are sold in different grades according to their weight by the
long hundred of ten dozens. In these matters, apart from the size of the eggs. the
British people are very fastidious and discriminating in regard to appearance and con-
dition. The Minister of Agriculture asked me to accompany him to a conference of the
egg men in Western Ontario on this subject last winter. A few of the points that were
brought to the attention of the Minister of Agriculture were these: It is cxpected that
in July, 35 car loads of eggs will be going forward requiring cold storage on steam-
ships, 50 car loads in August, and 60 car loads in September. They assumed that prob-
ably one quarter more would be sent by other shippers from Western Ontario who
were not represented at the meeting. Since then by reason of the prospect of an almost
excluding tariff barrier erected by the United States, a very much larger proportion of
the eggs from Canada must necessarily find another outlet; and that will increase the
shipment of eggs to Great Britain very largely through these cold storage conveniences.
The temperature on the steamships is desired to be from 38° to 42° Fahr.

By Mr. McGQregor :

Q. That is about the same temperature as is required for butter 7—A. A little higher
than for butter. We like it for butter down to 32° Fahr. or under. Some handlers of eggs
complain that when the eggs are put in cold storage and taken out again, they acquire a
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mussy appearance. They say the eggssweat. There is no exudation of moisture through
the shells of the eggs ; but when the eggs are taken from cold storage and exposed in a
warmer room, there is a condensation of moisture from the air upon their surface. If the
egg cases are left closed for two or three days after they are taken from cold storage, the
contents will be warmed gradually, and the eggs will have as nice an appearance as when
they were put in. I have seen eggs which did not look more than two days old which had
been in cold storage for four months. If they had been exposed at once on being taken
from the cold storage chamber, in an English atmosphere especially, they would have
looked damp and black.

The shippers desire that a standard of weight for a dozen of eggs be establisned at
1% lbs. per dozen. Large eggs, they say, will keep longer as a rule than small eggs,
because the albumen in large eggs is thicker than it is in small eggs. The thinner the
albumen the more quickly the yelk of the egg rises to the top, and gives the egg rather
a stale and undesirable appearance. Eggsare sold in Great Britain at certain weights
per long hundred of ten dozens. One grade is 15 lbs. per long hundred; another is
161 1bs. per long hundred. The latter are a very large size. The 30-dozen case is the
one that would be chiefly used for export shipments. They cost, complete with paste-
board frames, about 22 cents each. About 14 or 15 cases of that size can be carried in
what is called a ship’s ton of 40 cubic feet. The 30-dozen case is the one that will be
generally used in sending eggs to Great Britain. Itis called the quarter case, being one-
quarter of 120 dozens, which makes a full case as received from European markets.

In the matter of improving our egg trade, I think these three points need frequent
repetition until acted upon by all those engaged in carrying on this business. The first
is that of frequent and regular collection from the farmers by somebody,—the eggs being
brought together and kept in a place where there will be no change or spoiling. The
second is that all the eggs should be clean in appearance. Clean eggs bring from one
cent to three cents a dozen more in Great Britain than eggs that look dauby and soiled.
Three cents a dozen on eggs, when the farmers get only nine cents a dozen, means 33 per
cent. Those who purchase the eggs at high prices are bound to have food looking nice
on the exterior as well as of good quality inside. The third point is that every producer
of eggs should leave out all the dcubtful and small ones from those he sells for export.
One of the dealers recommends that soiled eggs should be washed. That is Mr. David
Moyer of Almonte, who has made a success of this business. In the matter of pickling
eggs, it is desirable that they should be pickled in cold storage rooms where the pickle
itself will be cold. Pickling protects the eggs against bacteria and other active agents
that cause decay by acting through the pores of the shells.

By Mr. McGregor :

Q. Would you ship eggs put in pickle -—A. Yes, that is done frequently by large
shippers. In this sountry there is such a large supply of eggs, and such low prices in
Great Britain until the end of June, that the shippers cannot ship at a profit until after
that time. This state of things requires that the eggs should be preserved somehow ;
and if to be preserved in pickle they should be pickled in cold storage. I have many
applications from egg shippers for a recipe for making pickle. Almost every egg shlpper
seems to have his own particular recipe for the purpose. In my judgment one thmg is
all-essential for the making of a good egg pickle; it is that the pickle should be of pre-
cisely the same specific gravity as the albumen of the egg, so that there will be no
exchange of the pickle into the egg, or of the egg into the pickle. A rule of thumb will
not give good results. If the egg men would get some delicate densimeters and have a
chemist make up a pickle of precisely the same specific gravxty as the contents of the
eggs it would, I am confident, give satisfaction.

By Mr. McMillan :

Q. Is there any difference in the specific gravity of brown and white eggs I—A.
There might be a difference in the thickness of the shell. I do not know that there
is any in the contents. The point is the specific gravity of the contents of the eggs.
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By Mr. McNexl -

Q. Would the specific gravity of the smaller eggs be less %—A. The statement of
the egg men is that the albumen in small eggs is thinner than in large ones. ,

The only other matter in this connection to which I desire to refer, is that eggs
should not be stored near any odorous commodity, as they have almost the proclivity of
butter for absorbing odours. Especial care should be taken in shipping. In one
instance a shipment of eggs was placed near a large shipment of apples on the ship and
became almost unsaleable, because it was complained that they had the odour of
apples.

By Mr. Spro?le :

Q. Would it make any difference in pickled eggs ?—A. Pickled eggs are not so apt
to be affected by odours as other eggs. In the pickling there seems to be a deposit on
the shells which tends to fill the pores ; perbaps that is the reason why the shells of pickled
eggs are almost always burst when boiled.

POULTRY.

A special bulletin is being prepared on the subject of the production, dressing,
packing and shipping of poultry. A great deal of information has been furnished to
the Department of Agriculture by the High Commissioner in London. He has sent
letters from probably thirty or forty of the leading poultry dealers in Great Britain
containing their suggestions and recommendations. The substance of these will be
taken out for the guidance of our farmers and will be published shortly. In that mat-
ter Sir Donald Smith seems to have become wmore of a poultry and egg expert than
some of us who are more directly connected with the business. The file from his office
is filled with apt information for our people in regard to these two products. I have
here the addresses of some of the firms in Great Britain from whom letters have been
received, and who are desirous to develop the trade with Canadian exporters.

The addressesare: Charles T. Wall & Co., 25 Cumberland Street, Liverpool ; James
‘Willeock, 15 Water Street, Liverpool ; George T. Stanley, Manchester ; Sprigens & Son,
26, 27 and 28 Grand Avenue, Leadenball Market, London, E.C.; E. Weatherly, 246-
248 Central Market, London, E. C. Young Bros., 202 Central Poultry Market, Smith-
field, London, BE. C. Charles E. Brook & Sons, 39 Leadenhall Market, London, E. C.
Howard & Co., Leadenhall Market, London, E. C. Brooke Bros.,, Central Market,
London, E. C. Messrs. Bridgeman, Central Market, London, E. C. W. Weddell &
Co., 16 St. Helen’s Place, London, E. C. Hasson & Co., 10 and 12 Upper Dawson
Street, Liverpool. John Duncan Son & Co., 17 Great Charlotte Street, Liverpool.
James Ruddin, St. John’s Market, Liverpool. Hodgson Bros., 27 and 29 Stanley
Street, Liverpool. Thomas Reilly, Wholesale Fish Market, Manchester. J. Blackburn,
22 Corporation Buildings, Smithfield Market, Manchester. John Lowry, Wholesale Fish
Market, Manchester. J. Donaldson, Wholesale Fish Market, Manchester. S. Later &
Sons, Wholesale Fish Market, Manchester. 'W. Harrison & Sons, Wholesale Fish Market,
Manchester. Stevenson & Pae, 25 Cochrane Street, Glasgow. J. & T. Sawers, 11-15
Howard Street, Glasgow. James Dineley, of Ellison & Dineley, Manchester. Thomas
Anderson, Royal Fish Hall, 58-60 West Nile Street, Glasgow. L. & H. Williams & Co.,
Bazaar, Glasgow. Spiers & Pond, 38 Newgate Street, London, E. C. Wm. Whiteley,
Westbourne Grove, London, W. E. Weatherley, 246, 247 and 248 Central Market,
London, E. C. Youag Bros., 202 Central Poultry Market, Smithfield, London, E. C.
Frank Mayrhofer, 117 Ewart Road, Forest Hill, London, S. E.

The recommendations in these letters indicate that the killing should be <one by
cutting in the roof of the mouth, while the fowlis suspended by the legs, making it
impossible for any mutilation to be seen on the outside, or for the feathers to be soiled
by blood. This is held to be a painless method of killing. It also bleeds the fowl
completely if the cuttings are made lengthwise, and across,and deep. In every
case the bird should be fasted for twenty-four hours or longer before killing.
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Cases have come to my notice where poultry have arrived in England in a very
damaged condition, caused by the fermentation of food in the crops and intestines, spoil-
ing the whole of the birds, and making them unfit for human food. The English buyers
p:efer to receive the poultry in the feathers, and not drawn. Of course we have to meet
their preference and send the birds in the condition in which they prefer to buy them,
Special care should be taken to keep the feathers clean. The birds should be cooled
before being packed into boxes. If they are started right, they can now be carried so
as to arrive in good condition. I examined turkeysin feather in Liverpool in the
winter of 1892, before cold storage was established, and they were selling then by the
case at ninepence per pound.

By Hon. Mr. Perley :

Q. What about other fowl ?—A. Chickens, ducks and geese are prepared differ-
ently. Details of the killing and dressing of these will be put into the bulletin. Much
of the practical and apt information on the rearing, feeding and dressing, has been sup-
plied by Mr. Gilbert, Manager of the Poultry Department of the Central Experimental

Farm.

By Mr. McNeill :

Q. Is there any preference as to size?—A. Yes, one of the complaints of the mer-
chants is that there has not been that care in Canada in the assortment of sizes that
has been exercised in other countries exporting poultry to Great Britain. Turkeysshould
be packed in cases, and graded to within two pounds each. For instance, if there
are ten birds in a case they should weigh from ten to twelve pounds each; another
case might contain birds weighing from fourteen to sixteen pounds each. Birds packed
in that way will fetch a higher price per pound, than where they run from ten to sixteen
pounds each in the same case. There is no general demand yet in Great Britain for
poultry plucked and drawn ; but where that is done, for the local trade, the birds should
be plucked while warm and dry. Never in any case should the birds be put into Lot
water. If the bird has a mutilated appearance its value is very much reduced. Special
care should be taken in removing the gall so that it will not be burst when the
birds are being drawn. Any one going to Canadian hotels will get the gall taste
in the poultry. The Englishman will not buy poultry with that flavour. If the gall
bursts the whole bird is impregnated with that odour and taste. I think three times
out of six I get it in the hotels of Canada. That can be avoided. The heart, gizzard
and liver should be put back into the bird.

DRESSED MEATS.

" Provision is to be made also for the carriage in cold storage of dressed meats, and
negotiations are now in progress between the Department and one of the large firms in
‘Ontario looking towards the making of trial shipments of dressed meats this season.

FRUITS.

Special provision has been made for trial shipments of fruits, particularly those
that have not hitherto been exported with any degree of success, such as grapes, pears,
peaches, and tomatoes, which may be called either fruit or vegetable. In 1895 a trial
shipment was practically entirely ruined on the railway car between the place it
was sent from and Montreal. A cold storage chamber on the steamship had no regener-
ative magic to bring back what was spoiled, to its primitive condition of excellence.

By Mr. McGregor:

Q. Have you inspectors at Montreal now?—A. One is engaged for this season.
One of the essential conditions, for the safe carriage of the tender and easily injured
fruits, is that they should be thoroughly cooled before they are put into the railway car.
If cooled to a temperature of 35° or 36° Fahr., practically all fermentation will be
stopped, and the boxes of fruit will not generate heat by their own ripening. When
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fruits are put into cases warm, and these are put directly into a car, the ripening of
the fruit generates heat. In that way the fruit will become self-destructive. A cold
storage building has been erected at Grimsby, Ont., atthe expense of the Department,
for these trial shipments. Several of the growers there have agreed to furnish at least
one carload per week. The fruit will be thoroughly cooled before it is put aboard the
refrigerator cars ; refrigerator cars will carry it to Montreal ; a special cold storage
chamber will receive it on the steamship ; and there will be some one in England to look
after the reception and distribution of the fruit there. In this way two things will be
determined : Firstly, the practicability of shipping this class fruit to Great Britain.? Tt
may not be practicable. Pears may decay from the heart. Grapes may lose the bloom
on their skins from some cause we do not understand. It may not be practicable. I
think it wholly practicable ; this will furnish proof. Secondly, we shall learn whether the
trade can be made profitable. It might be practicable and not be profitable. These
two propositions will be demonstrated ; and the fruit-growers can carry on the business
afterwards in the light of the knowledge obtained by these experiments. Grimsby was
selected because that is the only place where the fruit-growers would guarantee to fur-
nish a carload of such fruit per week. The information gained will be equally available
and useful to all the fruit-growing districts in Canada.

By Mr. MacLaren :

Q. How many kinds of fruit do you propose to ship$—A. Grapes, pears, peaches
and tomatoes.

Q. Not strawberries +—A. No, not this year. After the first year no doubt all
kinds of trial shipments will be made. The fruit-growers of the Niagara district
have agreed to purchase the cold storage building after three years, if the trial shipments
are a success. The Department in the meantime accepts the responsibility of meeting
the initial cost of the building, guaranteeing the shippers against loss, and seeing after
the shipments.

COLD STORAGE ON RAILWAYS.

Refrigerator cars fully iced will be run regularly on the main lines leading into the
shipping ports of Montreal, Quebec, St. John, Halifax and Charlottetown.

Each car will take up lots of butter and other products requiring cold storage at
stations between starting poiut and destination.

Shippers making use of these refrigerator cars will be charged the regular “less than
carload rate” from the shipping point to the destination. No extra charge will be made
to them for the cold storage service or for the icing.

Exact particulars as to the time when the cars will leave the various stations can
be obtained on inquiry from the local agents of the railway companies.

On the Cangdian Pacific Railway, the cold storage service will be as follows :—
Weekly frem Windsor to Montreal via Toronto ;
On alternate weeks from Teeswater and Owen Sound, via Toronto, to Montreal ;
Weekly from Pembroke, via Ottawa, to Montreal

do  Labelle to Montreal ;

do Quebec do

do Scotstown to Montreal.

do Warden to do

do Mansonville to Montreal.

do  Edmundston, N.B., to St. John, N.B.

On the Grand Trunk Railway, the cold storage service will be as follows :—

Weekly from Sarnia, via London, Hamilton and Toronto, to Montreal ;

On alternate weeks, from Wiarton and Goderich, via Stratford, Gueiph and
Toronto, to Montreal ;
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Weekly from Meaford, via Allandale and Toronto, to Montreal
do Orillia, via Belleville, to Montreal ;
do Chaudiére Junction do
do  Massena Springs do
do Coaticooke to Montreal.

On the Canada Atlantic Railway :
) If required, weekly from Eganville, via Ottawa, to Montreal.

On the Quebec and Lake St. John Railway -
Weekly from Chicoutimi to Quebec.

On steamer of the Rickelieuw and Ontario Navigation Co.:
Weekly from Chicoutimi to Quebec.

On the Intercolonial Railway :
Weekly from Rimouski to Quebec and Montreal ;
do Moncton, N.B., to S8t. John, N.B., and Halifax, N.S,

On Prince Edward Island .
Cold storage service such as may be required is to be arranged for from Tignish,
Souris, and Georgetown, to Charlottetown.

On the Dominion Atlantic Railway :
If required, weekly from Yarmouth, N.S., to Halifax N.S.

Manitoba and the North-west Territories :
The Canadian Pacific Railway is to arrange for a refrigerator car service where
required in Manitoba and the North-west Territories.

The railway companies have agreed to provide refrigerator cars properly insulated
for the protection of the perishable freight which they are intended to carry. In some
instances in past years the refrigerator cars have been such in name only. The insula-
tion has not been thorough ; the doors have not been quite close ; cars have not been
properly cleaned ; and the pipe through which the water drained from the melted ice
opened direct into and out of the car without any trap. That permitted the cold air
to flow out, and the cooling influence of the ice was left along 200 miles or less of rail-
way track without benefiting the contents of the car. Drawings have been prepared
to show how an ordinary box car can be insulated to give satisfactory service for the
carriage of butter and other perishable products on short runs.

It is recommended that the refrigerator cars for the special service arranged for by
the Department of Agriculture be painted white, (1) for the sake of increased coolness,
as cars painted white radiate the heat of direct sunshine much more than those
painted any other colour ; and (2) for the purpose of making them distinctive and call-
ing the attention of shippers, farmers and others who may observe them as they pass
along the line with the conspicuous inscription “Government Cold Storage Line.”

COLD STORAGE INSPECTORS.

The Department has engaged a cold storage inspector. His main duty is to see
that the cold storage buildings and cars are in good condition and giving satisfaction to
those who use them. We will have another inspector stationed in Montreal to look
after through shipments ; and in the case of a through shipment missing the steamer,
as may happen through unavoidable delay on the road, he will see that the goods are
stored in a proper cold storage building till the next steamer with cold storage chambers
goes out. Heretofore, that has not been any one’s business, and sometimes cars of butter
and cheese have been left on the wharf or in the yards; and the contents .have been
damaged. If notice is given to the inspector by the shipper at the starting point, he
will see that it is taken care of; and only the actual outlay for cold storage will
be charged forward on the Bill of Lading. It is not thought right that the Govern-
ment should do more than this free ; no charge will be made for the services of the
inspector.
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COLD STORAGE WAREHOUSES,

_Cold storage buildings are now in existence at Montreal ; and a grant has been
offered to those who will provide suitable and necessary cold storage buildings at Quebec,
Halifax, St. John and Charlottetown. The persons providing them are to comply with
regulations, it being necessary to have cold storage buildings at the shipping ports. As-
sistance has been offered towards providing a cold storage building at Toronto. I mention
that lest there might be misapprehension as to why scores of places which have applied
for bonuses have not received assistance, while Toronto has obtained the prowmise.
Toronto is a great railway centre, and instead of running all the cold storage cars,
starting from places in western Ontario through to Montreal, it seemed economical to
consolidate the shipments into carload lots at Toronto for Montreal. That is the
reason why assistance has been promised at Toronto. One other cold storage building
has been provided by the Government. It is at Revelstoke, British Columbia. That
is an exceptional case, exceptional in this way : there is a large demand for butter, eggs,
poultry and meats throughout the whole mining region south of Revelstoke. Merchants
can buy these perishable products at Spokane Falls, and other places in the United
States, and have them delivered within 24 hours after they are ordered, while they had
to wait four or five days to get them from the Calgary District, in the North-west Terri-
tories. 'With cold storage at Revelstoke, car lots can be sent there, and the products
distributed from there to the mining towns in less time and at as low rates of freight as
from United States points. The residents of the mining regions will get these things
fresh and cheap ; and the farmers of Alberta will get the market for these products.
That is the other exception to the Government plan for aiding cold storage buildings
necessary for promoting and improving the export trade, but not buildings which would
be only local in their character and service.

DBy Mr. Clancy :

Q. Is it proposed to aid for local purposes the building at Toronto t—A. It may be
used for local purposes ; but will not be helped by Government in that respect. The
owners may provide local cold storage but the aid fcom the Department is to obtain
accommodation for through shipments.

I am informed the company is fitting a cold storage warehouse many times larger
than is required for through shipments; but the grant is only for what accommodation
the Government requires.

CANVASSERS FOR CUSTOMERS.

The Minister of Agriculture authorizes me to state that he has decided to place at
least two men in Great Britain to look after the distribution of perishable food products.
The Government will not compete or conflict with the regular commercial agencies ; but
the Government will do what it can, to aid insecuring the best possible market in Great
Britain for Canadian farm products. I am goingover myself shortly for several objects :
(1) to see the existing conditions of the markets there ; (2)to learn the newest preferences
for packages, styles and qualities of goods ; (3) to give information to Boards of Trade
and Produce Exchanges about the arrangements made by the Government for getting
Canadian products into the markets by these new cold storage channels, to try to get rid
of the lingering remains of the old prejudice against Canadian butter, and to let them
know that a new era has come, with the promise of the very best class of products from
Canada in the future ; (4) to start one or two men as promoters of trade or canvassers
for customers for Canadian products. Two men will be left in Great Britain to carry
on the work. I may give the Committee an illustration of what their work will be.
One of the men will go, say, to the largest and leading retail provision dealer in the
city and say to him: “ Canadian creamery butter is the best that now comes to Greut
Britain.” - The merchant knowing only the old reputation may say itis not. Then our
agent will say: “Let me send you a trial lot of 5 or 10 packages of 56 pounds each at
any reasonable price you name.” That price need not be the highest market price.
By that means he will take into his shop samples of butter from our Government Dairy
Stations, see what it is like and induce his customers to try it. Tle agent would not
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offer these samples to repeat another sale from the Government but would say : * You
can get Canadian bufter of similar quality from these people,” giving the names of the
importers of Canadian creamery butter in Britain, and the exporters of butter in
Canada, or the agents they may have in Great Britain. He will do the same with
fruits and other products as far as possible. He will be in a sense a national commercial
traveller, not selling for any particular firm, but pointing out that many firms in
Canada can furnish the same class of products as he shows samples of. r

By Mr. McMilan :

Q. Are there any cold storage facilities in Great Britain #—A. The Government
has taken no action in providing cold storage in Great Britain ; but has ascertained
that cold storage accommodation can be obtained there at reasonable rates.

By Mr. McGregor :

Q. Can you tell us anything about frozen fish %—A. We have had correspondence:
and inquiries, but that is not in our Department.

Q. How would you ship it 2—A. It would require to be carried in compartments
separate from those used for carrying the other products referred to.

Mr. McNEiLL—I wish to say, Mr. Chairman, how very much I approve of the pro-
posal to have these two men in England to push our trade there. I had alittle experience
when over there last in regard to this matter, which showed how important it is
and how likely it is to fill a great want. T was in one of the largest establishments in
Belfast and found it was almost impossible to persuade the people of that establishment
that we could provide them with good cheese from Canada. It is just the same in regard
to butter, If we had one of these men there to say to such merchants, that he could
supply him with a sample of our products it would fill that very want. It is a miost
admirable practicable suggestion.

CREAMERIES FOR THE NORTH-WEST TERRITORIES.

The sum of $15,000 was placed in the supplementary estimates by the Government
and voted by Parliament at its last session, to promote the establishment and mainten-
ance of creameries in the North-west Territories.

It is to be expected that this assistance to dairying in the North-west Territories
will increase the value of the Dominion lands, and will promote the well-being of the
population there by affording the farmers a favourable chance of producing and market-
ing those food products which can be carried to distant markets with the smallest pro-
portion of their value being absorbed in transportatich charges.

The creameries proposed to be maintained will furnish a means by which the farmers
will be able to obtain full market values for their milk.  They will thus be encouraged
to increase the number of milch cows, to raise more cattle, to feedrmore swine, to keep
larger flocks of poultry, and to enlarge their sources of steady income.

FOR NEW CREAMERIES.

The following is the plan proposed for districts where creameries are not already in
existence :—

1. A loan of a sum sufficient to provide the equipment for a creamery, or creameries,
or skimming stations, may be made to a joint stock company of farmers, or a butter
and cheese manufacturing association.

{a) The company, or butter and cheese manufacturing association, shall be duly
incorporated and registered. o

(6) The company, or association, shall provide suitable buildings and premises and a
sufficient water supply.

&) The buildings shall be erected and equipped according to plans approved by the:
Department of Agriculture.
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(d) The milk from at least 400 cows shall be guaranteed by the company or aaso-
ciation,

{(¢) The creamery shall be located on a site and at a place approved by the Depart-
ment of Agriculture.

2. The Government shall take the manageraent of the creameries, for the equipment
of which these loans are made, and shall manufacture and market the butter, for the
account of the patrons, at a charge of 4 cents per pound of butter.

3. The Government shall pay advances to the patrons, after the end of every month,
of such sums as the Commissioner of Agriculture and Dairying may estimate to be about
two-thirds of the net value of the milk and cream supplied by them severally.

The advance payments shall be made in even dollars, and no advance payment shall
be made for less than two dollars ($2).

4. The Government shall charge a rate of not less than 1 cent per pound of butter,
in addition to the charge for manufacturing and marketing; and the revenue from that
rate shall be placed to the credit of a loan fund, and applied, in such manner as the
Minister of Agriculture may arrange, (1) to the repayment of the loan from the Govern-
ment, and (2) to the payment of any debts which may be due on the buildings and
premises.

5. The Government shall continue to control the manufacturing and marketing of
the butter at each creamery for a period of at least three years, unless the loan be repaid
sooner, and the joint stock company, or the butter and cheese manufacturing association,
gives intimation that it desires to assume control.

6. The Government will pay annually, as rent for the use of the buildings and
premises, a sum not exceeding 7 per cent of their value.

7. When the repayment of the loan in full is accomplished, the equipment of the
creamery may be vested in the joint stock cownpany, or the butter and cheese manufactur-
ing association, in return for the issuing of paid-up shares to the patrons in the company,
or association, in proportion to the amounts paid in by them severally to the credit of the
loan fund.

FOR CREAMERIES ALREADY BUILT.

In those districts where creameries are already established, and where the owners,
or farmers who are patrons, desire to put them under the charge of the Government for
a few years until the business is well established, modifications of the foregoing plan may
be made to meet the conditions and requirements of each case.

In carrying out the foregoing plans, I visited the North-west Territories during
the month of February of the current year, and made arrangenments whereby the Depart-
ment of Agriculture takes the management of 16 creameries and about 16 cream separ-
ating or cream collecting stations, tributary to the fully equipped creameries. Seven
new creameries are being built; and nine old creameries, which were in inextricable
financial difficulties, are being put on a sound basis and will be managed by the Depart-
ment for a term of 3 years,

AGREEMENTS TO MANAGE CREAMERIES.

The difficulties which the first creameries in the North-west Territories experienced
were those common to nearly all pioneer efforts. The want of experience on the part of
those who undertook the management, in some cases a lack of adequate capital, and also
the absence of established and competent commercial agencies for the handling of the
butter,resulted in unavoidable losses. These losses, which fell on the joint stock companies
or individuals owning the creameries, caused fear among the patrons that the proceeds of
the butter might somehow be in part diverted, or taken, to pay obligations of the owners
of the creameries. The lack of confidence thus caused, hindered the creameries from
receiving sufficient support or enough milk or cream to make their operations profitable.

In many cases there was an abundance of cattle feed in thelocalities. The settlers
had a fair number of cows. Only the necessary manufacturing conveniences and com-
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mercial agencies, that would command the confidence of the people, were necessary to
enable them to obtain a good revenue from their farms and herds. . The Department has
undertaken to manage these creameries for a period of 3 years. The butter and cheese
manufacturing associations agree to provide suitable buildings, premises, and a sufficient
water supply, and they further agree to assure to the Department of Agriculture free
and undisturbed possession of these buildings and premises for a term of not less than
3 years. The directors and shareholders also agree that they will use all reasonable
means to promote the interests of the creamery and to secure patrons who will furnish
a supply of milk or cream. The milk or cream in each case is to be delivered to the
creamery free of charge to the Department of Agriculture. The only exception to this
rule is, when the patrons supply milk or cream to a cream separating or cream
gathering station which is tributary to one of the creameries, the Department will accept
the delivery of the milk or cream at the cream gathering station and count it the same
as being delivered at the fully-equipped creamery.

The Commissioner of Agriculture and Dairying, on behalf of the Departinent of
Agriculture, has agreed to manufacture from the milk or cream which is received, a
first class quality of butter, at the manufacturing rate or charge of 4 cents per pound of
butter manufactured. For the rate of 1 cents per pound, the Department agrees to
meet all the expenses for labour, fuel, ice, packuges and other furnishings, between the
delivery of the milk or cream at the creamery and the placing of the butter in packages
on the railway cars.

TFor the season of 1897, after the end of each month, the Department is to advance
to the patrons 10 cents per pound on the quantity of butter made from the milk or
cream furnished by them severally. The butter and buttermilk are to be sold by the
Commissioner of Agriculture and Dairying to the best of his judgment and ability,
and the net proceeds, after deducting the manufacturing charge of 4 cents per pound
plus the charge of one cent per pound for a loan fund, are to be paid to the several
patrous in proportion to the quantity of butter made from the milk or cream furnished
by them severally. It is expected that at least a portion of the butter made in these
creameries will be sent to Great Britain to be used for the introduction of fresh-flavoured
Canadian creamery butter into plaves where hitherto it has not been in demand or has
not been known. Incidentally, the butter will be used to make known the resources
of the North-west Territories and the opportunities which they offer for successful
farming,

Having examined the preceding transcript of my evidence, I find it correct.

JAS. W. ROBERTSON,

Commissioner of Agriculture and Dairying.
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Comyrrree Roox 46,
House or Coumone, Fripay, Tth May, 1897.

The Select Standing Committee on Agriculture and Colonization met to-day ab
10.30 a.m., Mr. Bain, Chairman, presiding.

Mr. W Sauxpers, Director of the Dominion Experimental Farms, was present by
invitation, and being called, addressed the committee as tollows :—

Mr. CuaarrvaN axp GeNtTLEMEN: It affords me very gret pleasure to have the
opportunity of coming before you again to give account of some of the work that has
been done at the experimental farms during the past year.

Since the maintenance of the fertility of the land lies at the foundation of all
successtul farming, 1 think it desirable to bring first to your notice the experiments
which have been carried on during the past year or two, bearing upon this very import-
ant matter. A succession of good crops entails constant watchiulness, in thix respect, on
the part of the farmer. He has not only to provide a judicious rotation for his land,
but he has also to see that the soil is stored with these elements of fertility which the
several crops require for their successful maintenance. T think there is no subject at
the present time which is wore important or which s commanding  more
attention among farmers than this. There are two classex of operations by which
the fertility of the soil can be maintained. One is the ploughing under of green crops
which are grown for that special purpose, the other is the addition to the soil of ferti-
lizing materials in the form of barn-yard manure or artiticial fertilizers.

VALUE OF CLOVER AS A FERTILIZER.

The ploughing under of green corps, and especially clover, ix a point to which T
wish speclally to call your attention. The reason why clover is preferred to other
plants 1is that it has the power of taking from the atmosphere a  store of
nitrogen and laying it up in the tissues of the plants. These plants
which T have here are samples of the Mammoth Red Clover. As you will
observe they have a mass of fine branching rootlets, and if you examine the
rootlets carefully you will notice many minute nodules or Jumps on  them.
These little nodules or swellings on the root contain bacilli or microbes, which are the
active agents in taking the nitrogen from the air, converting it into plant food and
storing it up in the tissues. It has long been known that clover is more advantageous
to plough under than alinost any other crop, but it. was not until recent times that the
reason has been fully understood. The business of the clover plant during its growth is,
in the first place, to convert a large quantity of unavailable plant food existing in the
soil in insoluble forms into soluble and available forms. This power which it has in
common with buckwheat and other plants makes it valuable, for soiling and ploughing
under, but tiie power which it has of taking nitrogen from the air and storing it up
adds greatly to its usefulness. Another advantage which the clover plant has over buck-
wheat and most other plants which have been used for soiling, is in its strong root system
and the depth to which the roots penetrate the soil. Last year, in trying some experi-
ments we took up clover plants on the 25th of May which had been sown the year pre-
vious and found the roots of the clover had grown four feet down in the soil. A
box one foot square was sunk into the earth to the depth of four feet and some
of the fine fibrous roots were found even below that. Itis well known that the three
important ingredients which plants take from the soil in lirge quantities are nitrogen,
phosphoric acia and potash. These exist not only in the soil, but in the subsoil. Ordin-
ary plants with a limited root system, such as barley and wheat, cannot bring these im-
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portant elements from the lower strata of the soil, but the clover plant sends its roots deep
down and brings up not only the nitrogen which exists there in unavailable forms, but
the potash and phosphoric acid, and storing these in the leaves, stems and general roots
of the plant, and when turned under presents these in a readily available form, to the
crop which follows.

By Mr. Hughes :

(). Do the leaves take anything out of the air? _
A. No, that is done by the little nodules on the roots, and a large quantity of
nitrogen is taken up and stored in the plant by that means.

Q. Why is it that clover is killed by frost in winter time, so easily ?

A. T think that is largely due to severe variations in temperature when the plants
are not well covered with snow. During the past year much clover has been killed, all
through this district, and more of the grass both on pastures and lawns has been killed
than in any previous year in my recollection. The reason, I think, is that we have had
very severe weather this year when the ground was bare. We also had one very trying
day some five or six weeks ago when the temperature in the morning was from 50 to
60, and at three o’clock in the afternoon it registered 18° of frost, and during the night
it went still lower, so that next morning the ground was frozen to the depth of nearly
four inches. There was no snow on the ground at that time, and that probably was the
time when a large part of the clover was killed.

By Mr. McGregor :

Q. Is there not an insect that is troubling red clover very badly in some sections?
A. There are several insects which injure clover.

Q. In Jowa and some other places in the west there is an insect that is destroying
the red clover!

A. There are insects which affect the leaves of the clover and there is one which is
destructive to the seed. I wish to call the attention of the committee to the special
advantages which the Mammoth Red Clover has over other varieties, as a plant for
ploughing under. It is a stronger grower with us than any other clover, and forms a
large mass of fibrous roots, almost filling the soil with fibres. The other sample here
shown is Alfalfa which would come next to the Mammoth Red in value, but it is not
quite so vigorous a grower, nor does it develop the amount of foliage or the proportion
of fibrous roots which we find in the Mammoth Clover, but the roots run deeper.

By the Charrman :

Q. The Mammoth Red Clover does not root so deeply, I suppose !
A. No, the Alfalfa has deeper roots, but these have comparatively few fibres, and
for this reason the plant is not quite so useful for ploughing under.

By Mr. Hughes :

Q. What is Alfalfa? Isit a Red Clover!
A. It does not belong to the same genus as the Red Clover, but to a very closely
related genus Medicago, and it is generally regarded as a clover.

By Mr. McGregor :

Q. Tt stands the drought well?
A. Yes, because it has such deep roots.
Experiments carried on at the experimental farm here have shown that
a crop of Mammoth Red Clover ploughed under about the 24th of May gave
to the soil as much nitrogen as would be added to it from fifteen tons
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of good manure, and it also gave as much available potash, but the potash,
of course, was gathered from the soil and subsoil by converting unavilable potash into
available forms, part of it being brought up from depths which the roots of other plants
could not reach. As much phosphoric acid also was made available, as would be found
in about five tons of good manure.

By Mr. McMillan :

Q. From what area was the roots of the clover collected?
A. From one square foot carefully measured and the yield per acre ascertained from
this.

By Mr. Clancy :

Q. Were these fertilizers all taken from the land?

A. All were taken from the land excepting a portion of the nitrogen. The potash
was taken from the soil, but this substance so important to plant growth does not exist
in the soil to any great extent in a soluble form. It requires the action of the living
rootlets to change these insoluble compounds into soluble forms so that other plants can
feed on them, but when once changed and brought into soluble forms the plant in its
decay yields all the nutrition to the su-ceeding crop.

By Mr. Hughes:

Q. Does Alfalfa operate in the same way as Red Clover, in taking up nitrogen and
potash ?

A Precisely ; except as T have mentioned that the root system of the two plants
is somewhat different. The roots of Alfalfa go down deeper, but have comparatively
few fibres, and you will find by examining the fibres of these plants, here, the little
nodules by which the nitrogen is chiefly collected are locited mainly on the finer root
fibres.

By Mr. Pettet :

Q. How does it stand the winter?
A. This winter, both Alfalfa and Mammoth Red Clover were winter killed, but as
a rule, both stand the winter well.

Dby Mr. Tyrwhitt :

Q. I suppose it is sometimes injured by ice forming on the clover! )

A. Such a condition as you allude to, would, no doubt, if long continued, be
very injurious to clover. Where the soil is full of water and it lies on the groun: and
ice forms over it, and the air is thus excluded from the plants, they frequ-ntly dic. We
have recently had large patches of both clover and grass entirely killed at the central ex-
perimental farm by having water lie on it for three or four days.  We are sowing clover
with grain this year on many of the fields at the central experimental farm, and it is a plan
which we can safely recommend to farmers, for general adoption. We have found chat
ten pounds of Mammoth Red Clover to the acre will produce by the end of the season a
mat of foliage from eight to twelve inches high, which can be ploughed under by the
middle of October, and form a valuable addition to the fertilizing material in the soil.
Nitrogen is the most expensive element of plant food which a farmer has to buy, and in
its cheapest form will cost about 14 cents a pound. Taking the value of ten pounds of
clover seed at 10 cents, it would cost §], while the quantity of nitrogen returned to the
soil by the clover crop would amount to more than ten times that sum, so that the
investment is a good one.
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By Myr. Hughes :

Q. Would you pasture a field on the crop before it was ploughed down ?

A. That would be the better plan, as the farmer would then make a profit on the
cattle and still retain about nine-tenths of its fertility, accumulated by the clover in the
manure the cattle would give.

I was speaking more particularly of farmers who may not have cattle, and consider-
ing the question of profit and loss from this standpoint, it would pay any one well to
make this investment in clover seed in the spring in order to get the additional fertility
to plough under in the autumn, as the money spent will be returned to him tenfold. I
feel sure the farmer who tries it once will try it again, because he will find the results
so satisfactory.

By Mr. Clancy :

Q. Is the crop likely to be injured by a dry season !

A. Clover sown in the way I have explained is only intended to live the summer
through and to be ploughed under in October, to serve the purpose of fertilizing the
next annual crop. There is usually sufficient rain to produce a good growth in such a clover
crop in the eastern provinces of the Dominion, such a practice would not, however, be so suc-
cessful in very dry districts. We have found, after many experiments, that the sowing of
clover with barley, wheat, oats or rye, does not detract from the weight or value of the
grain. You have just as good a grain crop where clover is sown as where it is not sown,
and when the grain is cut the clover acts as a catch crop.  During the summer, much am-
monia which is rich in nitrogen, escapes from manure piles and decaying animal and
vegetable matter, and rises and mixes with the air, and being soluble, every shower of
rain brings down a portion of it. Where no crop is growing this soluble material,
washed down by the rain, passes thrcugh the soil and is lost in the drainage waters ;
but if you have a ground crop, this is taken up, and what would otherwise be waste is
converted into food for the next crop. You have, by this arrangement, the best com-
bination of circumstances for utilizing to advantage everything which nature has pro-
vided in this way.

By Mr. MeMillan :

Q. You spoke of ploughing down on the 24th May. Would it not be the better
plan to take the first crop off and plough down the second in the fall? My object in
putting the question in this way is not to argue that it is best, although where many
farmers can use the crop I think it would be best, but where a farmer has no stock
he can plough his clover under on the 24th May, much to the advantage of his crop
of corn or potatoes ?

A. I think that to take the first crop of clover off and cure it, and plough the
second crop under would be the most economical plan, provided the clover was in good
condition when spring opened, but if the farmer preferred to use his land for a corn or
potato crop, he can plough the clover under to good advantage about the 24th of May.
The farmer must use his own judgment in such matters.

By Mr. Clancy :

Q. But would not the plan referred to by Mr. McMillan exhaust the soil more than
the plan you have suggested !

A. 1f the first crop is cut and fed to cattle, there is stiil alarge part of the nitrogen
left in the roots, and as the plants grow stronger in summer, root growth increases, and
larger stores of nitrogen are laid up. By feeding the first crop to cattle you have the
manure, and the plants ploughed under later would benefit the land very much.

By Mr. MeMullen :

Q. T would like to know if you have any suggestions for the best method of gettfng
a catch of clover. Inour section many farmers have sown frequently and have had
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great ditliculty in getting it to catch. Sometimes it is owing to dry seasons, perhaps,
and pos<ibly sowing too deep may sometimes be the cause, or it may be due to sowing
too late!

A. T would suggest that it may also be sometimes due to a lack of vitality in the
seed. During this season we have tested quite a number of samples of clover seed and
found many of them deficient in germinating power. The treatment of the crop may
also have something to do with this. We have found it very advantageous to roll the
land soon after clover is sown, and have observed the greatest difference in the catch
of clover on land rolled alongside of that which was not rolled. In rolling land, the
pressure of the roller on the soil induces a condition of moisture very favourable for the
germination of the seed. A poor catch of clover may also occur where the soil is de-
ficient in potash. We have not, however, found any difficulty at the central
experimental farm in getting a good catch of clover.

By Mr. McGregor :

Q. Would you advise to sow early ?
A. We sow it with the grain which we get in as early as we can.

By Mr. Tyrwhitt :

Q Don’t you think that the failure of the seed to catch arises from the fact that
many farmers go on cropping the lana until it is too poor to grow grain and that then
they seed it down instead of putting their fi-l1 in better condition before seeding down?

A. There may be something in that.

By iir. Hughes :

Q. There are three or four farmers in my vicinity who grow clover in the spring as
you suggest and fatten their hogs on it; is that a zood plan?

A. ltis a very good plan to allow younghogs to run in a field of clover. Where it
forms a mat such as 1 have spoken of, from eight to ten inches high, it is a good way to
put flesh on them, and they will leave on the ground in their excreta a large proportion
of the fertilizers which were stored up in the crop.

By Mr. McMidlan:

Q. T suppose the land must be thoroughly drained in order to get the best results ?

A That is a very important matter, and every farmer should see that his land is
properly drained, hecause clover will not grow thriftily on land charged with water
which keeps the air out and prevents healthy development.

By Mr. McMullen :

Q. Good rolling land does not require draining !
A. Not usually, but sometimes it is springy and wet in spots, and then it is the
better for draining.

Q. Where there is a mixture of loam and some gravel there is usually no necessity
for drainage?
A. Not often in such cases.

C'onclusions.—The conclusions we have reached from experiments with clover,
which have leen carried on for two years past, may be thus briefly stated.
That clover can be sown from year to year with cereals without lessening the crop. That
the Mammoth Clover is the best variety to sow and that ten pounds to the acre should
be sown. If that quantity Is sown with the grain, you will usually get by the 15th of
October, a heavy mat of foliage to plough under and will give to the land an amount of
fertilizing material which will be equal to from ten to, twelve tons of anure per acre,

as far as the nitrogen is concerned.
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By Mr. Sproule :

Q. You sow ten pounds of Mammoth Red Clover; would you make it diflerent if
you sowed the Common Red Clover ?

A No. I should use the same quantity, but we have found that the Mammoth
usually gives better results than the Common Red Clover.

By Myr. Calvert :

Q. That is for fertilizing ; how much of the clover seed would you sow if seeding
down with timothy, for hay ?

A. About eight pounds ; among the clover plots at the central experimental farm last
year, was a series beginning with four pounds and increasing to six, eight. ten, twelve,
fourteen and sixteen pounds. We could not detect any advantage in going beyond the
ten pounds. From this point upwards there was a solid mat in each case and one plot
seemed to be as good as another.  When less than ten pounds of cover was sown the
growtl was patchy and uneven, and the ground insuffiviently covered with plants.

By Mr. Sproule :

Q. For seeding down how much timothy and clover would you use !
A. About ten pounds of timothy with eight pounds of clover.

By Mr. McMillan :

Q. Don’t you find that the richer land m-kes a difference as to the seeding?

A. T can hardly speak as to that. We have found clover to catch well on our
poorest land. Many of the poorer soils are more deficient in nitrogen than in potash
and phosphoric acid, and nitrogen can be gathered by the clover from the air.

By Mr. Clancy :

Q. How much Alsike do you sow !

A. Alsike seed is so much smaller than that of Red Clover that about one-half the
quantity should be sufficient. If the seed is good, six pounds per acre should be quite
enough.

BARN-YARD MANURE.

In Canada, artificial fertilizers are not used to any very great extent, the main
reliance of the farmer being on the barn-yard manure which he can make on his own
place or draw from the city. In barn-yard manure we find all the constituents of a
good fertilizer—nitrogen in available form with phosphoric acid and potash. Animals
in consuming their food do not utilize much of these important ingredients, and they
are voided with the excrement aud urine, and if these are carefully preserved, you can
return to the soil nearly nine-tenths of the fertility which has been taken from it in the
growth of the crop.

By Mr. McMillan .

Q. Could you return that much from dairying cattle ?

A. Not quite. Where you make cheese, then I think it is about 80 per cent, but if
butter is made it is estimated that from 95 to 98 per cent of these fertilizing constitu-
ents may thus be returned to the land.

Q. Young animals take more !

A. Yes. “Young animals take some phosphoric acid for their bones and some nitro-
gen for their flesh, but speaking generally, from eight-tenths to nine-tenths of all the
important fertilizing ingredients taken from the soil by the crop, is returned to the fand
where the manure is properly hushanded and where no waste is allowed to take place.
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By Mr. Wilson :

Q. That is not done on the ordinary farm ? :

A. Not always. There is, I regres to say, too often a great waste of fertilizing
material from the careless handling of manure. You will often see in stables and barns
great open cracks in the floor, through which the urine runs away and is lost. The
farmer who is thus negligent is allowing a very important clement in his profits, t»
escape him. If the floor is tight and the urine which contains the largest proporiion of
fertilizing material that the animal secretesis retained and saved, the manure will be
rich, and 1f it is placed on the land as suon as possible, the great:r advantage will be got
from its use. If you compost 1t, you lose a large part of the nitrogen, as the urine of
the animal is very easily decomposed. TIf you go into some stables wirere no absorbents
are used, you will notice that the urine absorbed by the floor decomposes rapidly, and
fills the stable with ammonia, giving it a very strong pungent odour. A similar
escape takes place in the op'n air when manure is composted, but you do not notice it
to the same extent. Of the amwonia given off in thix way the farmer gets back, but a
very small proportion in the rain, indeed he practically loses the whole of it, but if the
liquid and solid constituents are composted together and put on the land without delay,
the farmer then gets the full benefit from the fertilizers wiich his animals give him, and
he will find himself, in the end, much the gainer if he follows that plan instead of com-
posting the manure and using it after it is rotted.

By My. Calvert :

Q. Are you in favour of distributing manure on the land in the winter time !

A. This is a matter which must be left to the common sense of every farmer to
settle for himself. If a farmer has a field on a hill side and he places manure there in
the winter he will locse a good deal of its strength from bleaching where the snow
melts in the spring, but if he has ordinarily level land and can get the manure out in
the winter time when there iz not much snow-—not more than £ uv to six inches, hie may
put it out to advantage.—In such cases [ would advise that the manure be put on the
land in small heaps of half or one-third of a cart-l ad, distributing these small heaps
over the ground at proper intervals, and allowing the manure to remain there all the
winter. The cold will penetrate through these small heaps and there will be no fermen-
tation to speak of, and the manure will be in much the same condition in the spring as
when it was put out.

By Mr. Sproule :

Q. Would you not find it difficult to spread in the spring after it had been frozen.

A. We have not found much difficulty from that source. There will sometimes be
lumps of ice under the heap for a day or two after it is spread, but it soon melts and
if the farmer spreads his manure early, in two or thres days he can begin to plough and
there will be no drawback worth speaking of, on this account.

By Mr. Douglas :

Q. In the case of manure taken from the stables in winter what is the effect of
burning the rough straw out of it in the spring in point of gain or loss 7

A. In burning straw you drive out all the nitrogen that is in it but you will have in
the ash, the potash and phusphoric acid.  There is a good deal of nitrogeu in straw. and
this method is wasteful, but in the North-west where Dr. Douglas lives, the amount of
nitrozen in the soil is so large that the loss involved in the burning of the straw would
not be much felt. TIn the East the straw in manure is of great advantage in improving
the character of the soil in addition to the amount of nitrogen it gives to vhe land. It
gives humus to the soil and in this way increases the power of the soil to retain mois-
ture. As all plants feed by means of water, the amount of water in the soil—I do not
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mean stagnant wator—but the water retained in the soil and held by it in a porous
condition, materially affects piant growth. The larger the aroount of water that can thus
be held by the soil the better it is for the crop growing on it.

By Mr. McMillan :

Q. You spoke of spreadiug the manure and ploughing it under? Is it wiser to
plough it under than to leave it on the surface !

A. That is a disputed point. We have tried surface manuring, but we did not get
the same results as when turned lightly urder, and it is not quite so easy to get a crop in
with the manure on the surface as it is when lightly buried. We never plough manure
under, deeply, in the spring ; not more than four orfive inches, and this we find to work
very well. When ploughing in the fall we usually turn over about eight inches. We
take all our manure out in winter, and even if the snow is ten inches deep
we spread it on the surface. You do not lose anything by this method unless the
water washes the land oft the surface and where the lan . is well drained this is not so
liable to happen. We have found the hest results by taking our manure out and spread-
ing it on the land and leavinz it on the surface when working it in the spring. You
have a far better chance of getting a good catch of the crop in this way.

By Mr. Wilson :

Q. Your land is differently situated from other farms. It is so well drained.

A. Mr. McMillan has a first class farm and he is a first class farmer and to follow
his example would b: beneficial. In this connection I would like to call atttention to
the large amount that a farmer loses by adopting the method of composting his manure
and waiting until it is thoroughly decayed before putting it out. Two years ago, we
tried the following experiment. We took two tons of horse manure and two tons of
cow manure, 8,000 pounds in all, and put it on a board floor and left it exposed to the
air. Tt was turned once a month and weighed every time it was turned. Under this
treatment the weight decreased very rapidly. In two months, the 8000 lbs. was
reduced to 4,278 1bs., in six months to 3,053 lbs., and in nine months to 2,600 Ibs. A
chemical analysis showed a stronger manure in the residue than you would find in the
fresh manure, but not nearly as much stronger as you would expect from the amount of
loss which had occurred  There was much loss of nitrogen from the escape of ammonia
and some loss of potash from leeching. We tried this experiment again last year, under
a shed the roof of which was not quite water tight but suffic'ently so to keep the manure
in good condition. This manure to all appearance was very rich but the treatment
involved the loss of about two-thirds of the whole substance of the manure and of at
least one-half of the fertilizing constituents, besides the work involved in turning and
composting.

By Mr. Clancy :

Q. Mauy farmers put out the long manure where it is fed out from the straw stack.
Would you advise putting it out in that condition ? This practise is intended to promote
greater convenience than to pile it and let it decay.

A, Yes, I would advise putting it out even if the straw is long. The long
straw can be covered with a little extra labour on the part of the faimer and helps to
improve the soil. ‘

By Mr. Calvert :

Q. If the manure pile was not disturbed all summer, would it lose some of its
substance. .
A. Yes, it would lose much of its substance.
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By Mr. McMillan -

Q. Would not fermentation take place more rapidly if it were turned ?
A. T think it would, and the increased fermentation would cause it to lose weight
more rapidly than if it were left undisturbed.

Q. My own opinion is that the fertilizing elements would not go so quickly if the
manure is left undisturbed. Every time it is turned fermentation is increased.

A. T think, Mr. Chairman, the subject we have had under consideration to-day is one
of the most important in connection with farming, and it is of the greatest importance
that farmers should be thoroughly in earnest in their efforts to take proper care of their
barn-yard manure, and also avail themselves of the great advantages arising from the
ploughing under of green clover. In all parts of the Dominion where clover grows
luxuriantly, there is no practice more advantageous to the farmer, than this.

By Mr. Semple :

Q. Have you conducted any experiments in growing rape and ploughing it under?

A. We have not. Rape is one of the plants which when ploughed under improves
the tilth of the soil very considerably, but we have not tried it to any extent for this
purpose. Rape in common with clover and other plants converts a good deal of the
insoluble fertilizing constituents of the land into soluble forms, but it has not the advan-
tage that the clover has in taking nitrogen from the air, which is the chief reason why
we recommend that plant in preference to others.

ARTIFICIAL FERTILIZERS,—SALT.

By Mr. Sproule :

Q. Have you tried any artificial manures

A. We have tried various combinations of artificial fertilizers as well as the simple
fertilizers, but we have not had the same results as those we have had from barn-yard
manure. When a complete fertilizer is used. which contains a proper proportion of phos-
phoric acid, potash and nitrogen, we have had good results, but not quite as good as from
barn-yard manure. It is important that the farmer should use a complete fertilizing if
he is to get good results from the treatment. The use of sample fertilizers, is often dis-
appointing. The application of phosphates, which wlen made from wineral phosphate,
contain only phosplioric acid will only supply that element of plant food to the soil. The far-
mer might put phosphoric acid on Jand which is already well supplied with that element,
and find no beneficial results. He may have similar results from the use of potash if
bis land already contains sufficient of that element. He can best find out what is needed
by his land by experimenting in a small way which every farmer should do. But until
he finds out in what his soil is deficient, it is safer to use a combination containing the
whole of the three elements needed by growing plants, namely,—nitrogen, phosphoric acid
and potash. If, however, you adopt the plan of making your clover collect nitrogen
from the air, potash and phosphoric acid are all you need to add.

By Mr. McGregor :

Q. There is a great deal of salt and ashes used with us ; how do you value them?

A. Salt is not a direct fertilizer, but has a beneficial action on the land. It liber-
ates and makes available a considerable quantity of potash existing in the soil in
unavailable form. Salt may be used to advantage to the extent of from 200 to 300
pounds to the acre, and it has also a beneficial effect in strengthening the straw of some
varieties of grain, especially barely.
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By Mr. Wilson :

Q. Would you recommend the use of salt extensively ?

A. Yes; for most crops. I don’t know any crop where salt could not be used to
some advantage. We have not tried it for every crop ; but with wheat, barley and oats
it has done well.

By Mr. McGregor :

Q. What is the best time to apply it?
A. Tn the spring.

Q. With the grain?
A. T would sow and harrow just before the seeding.

Mr. McMiLLax.—Has it not a tendency to bake theland ? T have found that itis
very beneficial, and even on light sandy land ; but on heavy land it bakes the soil.

By Mr. Sproule :

Q. Have you ever tried salt if it is good for meadows in dry seasons?
A. We have not tried it, but I sh.uld expect that such application would be
beneticial.

AWNLESS BROME GRASS,—Bromus tnermis,

T had intended next referring to another important consideration for farmers,—
the providing of the very best kind of seed to put in the «oil, when thoroughly prepared ;
but before 1 do that I wish to refer to an important grass of which I have brought
samples. ‘

This (producing a sample) is what is known as Awnless Brome Grass (bromus

inermis ), and first, I would say a few words on the history of its introduction.
‘When the experimental farms were established 10 years ago an order was send to a seed
dealer in Riga, Russia, for several pounds each of the seeds of all the grasses grown to
advantage in Northern Europe, for hay and pasture, and especially those grown north
of Riga. This Awnless Brome Grass seed was one of the varieties received and a portion
was sent to each of the experimental farms. It succeeded well at Ottawa and remarkably
well at Indian Head, and after two years the results of the experiments with this grass
were so satisfactory as establish its value for the north-west country, while a consider-
able quantity of northern grown seed was imported from Germany, and larger fields
established, and the Awnless Brome Grass has increased in favour from year to year
until the present, and now the demand for the seed is very Jarge and very general.
Last year two tons of seed were saved at Indian Head, and one ton at Brandon, and
about two tons in all the year before, and it has been impossible to meet the demand.
The seedsmen also have imported it in large quantities, and sold it readily.

By Mr. McMillan :

Q. Does it grow in a mat?

A. Tt starts in bunches and stools out to a limited extent. What is remarkable in
this grass is its early growth in spring. These samples (handing them to the Com-
mittee) were dug this morning and there is no other grass half its height at the farm at
the present time.

By Mr. MeMullen :

Q. What is the cost? :
A. The seed is now sold at from 15 to 18 cents alb. It was held at 25 cents two
years ago, and last year at 20 cents.
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By the Chatrman :

Q. How much seed do you use per acre !
A. From 14 to 16 lbs.

By Mr. Douglas :

Q. About 15 to 17 lbs. is what they sow in the North-west.

A. Mr. Angus McKay, superintendent of the Experimental Farm at Indian Head
and Mr. S. A. Bedford, also of the Brandon farm, both advocate using from 14 to 16 lbs.
We have tried it in different quantities from 8 Ibs. up to 16 bs. and the best results have
been had frum sowing the larger quantity.

By Mr. McGregor :

Q. Is it an advantage for the farmer, who can now produce his own hay ?

A. Yes, and further this grass soon establishesitself and grows with great rapidity.

A field was sown at Indian Head last year in May, and when I was there in Septem-
ber a band of cattle was pasturing on it and finding good feed. It is well adapted for
dry districts, and no cold see-ns to kill it or injure it. It hasalso been tested on irrigated
lands in Alberta, with very favourable results. I saw a large field on the ranch of Mr.
Hull, near Calgary, in September last, and the crop was remarkably strong and vigorous.

By Mr. Wilson :

Q. Does it make good hay ?
A. Tt makes excellent hay.

By Mr. McGregor :

Q. Is it coarse?
A. It is not very coarse. All the catule and horses at the Indian Head Farm were
fed on Brome grass hay last winter, and they thrived well.

Q. Would you seed this with grain the same as other grasses!

A. We have tried that plan here, but it does not produce as good results ws
have been had at Indian Head. There, they sow the grass sepurately without any nurse
crops and advocate this method. We have not tried separate sowing here ; but we have
an acre which was seeded last year with grain, which is now doing well.

By Mr. McMillan :

Q. Do you know whether such a strong growing grass would be easily subdued if
ploughed under’

A. We tried ploughing it under at Brandon, here, and also at Indian Head ; and
have found no ditiiculty with it. As you see, the roots are nothing like couch grass ;
no stolons are sent out; I think this grass is a most valuable species for the North-west.
Last year the Indian Department got two hundred pounds of seed from us to try at some
of the Indian agencies. Reports have come in this year from about 200 miles north of
the present settlements, und they are most favourable. 'We have usually had from to two
three tons of hay to the acre at Indian Head, where native hay would not usually give
more than about half a ton. This grass gives the farmers hay at home and in large crops.

By Mr. Wilson :

Q. Is it good for horses !

A. Yes.
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By Mr. Clancy :

Q. Does it exhaust the soil ?

A. Not specially so. When sown at Indian Head late in May, we have had a crop of
seed the next year, of from 300 to 400 lbs. peracre, so it is a profitable thing for farmers
to grow at the present price of seed, This year, farmers who had seed for sale sold it

readily at 15 cents per lb.

By Mr. Dettet :

Q. Would it be possible to secure any seed this spring!

A. Tt is rather late now, but ifthese are samples left, I shall be glad to send you
one. It is likely that it could still be had from the larger seedsmen who have been adver-
tsing it freely.  We find that where this grass is cut for seed that it exhausts the plant
to some extent and you do not have so luxuriant a growth the following vear, as when it
is cut forhay. There is no grass we know of that will stand the same severe conditions
of climate and give to the farmer, so ready a means of feeding his stock, and of carrying
stock through the winter, as this, and when generally grown it must have a very favour-
able influence on the dair ving and cattle-raising mtele\ts of the country.

By an hon. Member ;

Q. Where was this grass found !

A. We brought the first which was introduced from Russia ten years ago. It was
not known previously here as a hay or pasture grass, although it has been grown in
Northern Europe for such pt poses, for a long time past.

By Mr. Douylas :

Q. Is it not found native in the North-west ?
A. I think not.  There are two or three other species of Bromus found there, which
resemble this, but the Awnless Brome grass is a native of Northern Europe.

By Mr. MeWullen :

Q. Do you recommend this grass in preference to timothy and clover mixed, say for
Ontario?

A. Tt has not been suthiciently tested, here, to enable us to speak positively on that
point, but iy impression is that it is likely to supersede timothy to some extent,in time.
It is much hardier and will stand pasturing.

Q. Will it kill out clover?
A. You will find very little clover in a field after any of these strong growing

grasses becomne well established.

THE FLAT PEA.

By Mr. Sproule :

Q. You brought a kind of flat pea here some years ago, and I wish to ask how it

has succeeded ?
A. You no doubt refer the flat pea, Lathyrus Sylvestris Wagneri. That is not

making much headway, and this year we have found quite a number of the plants killed
out by the unfavourable winter. It is not such a wonderful thing as was at one mme

expected.
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CouMITTEE Roon 46,
House or Commons, WeDNESDAY, 12th May, 1897.

The Select Standing Committee on Agriculture and Colonization met this day at
10.30 a.m. Mr. Bain, Chairman, presiding. Mr. W. Naunders, Director of the Domin-
ion Experimental Farms, was recalled, and addressed the Committee as follows :—

MR. CHAIRMAN AND GENTLEMEN : When I had the privilege of appearing before you
last I discussed at some length the importance of maintaining the fertility of the soil,
the proper care of barn-yard manure and the very great importance of green crops for
ploughing under, especially clover.

IMPORTANCE OF A CAREFUL SELECTION OF SEED GRAIN.

I propose this morning, first, to call your attention to the very great
importance connected with the proper choice of seed. The land of the farmer
may be ever o well prepared, yet if the seed which he sows is lacking in fertility
or vigour he will have a very indifferent crop. Expetiments to gain light on this very
important subject have been carried on at all the Lxperimental Farms for some years
past. The plan adopted has been to prepare what are called uniform test plcts, selecting
a piece of land large enough to take in all the varieties of oats, with a soil uniform in
character. This is divided into smaller sections, usually a tenth of an acre each. These
are all sown on the same day, so that all the varieties have the same chance as to soil
preparation and growth. The seed sent to all the farms is the same in fertility and
vigour, so that the experiments may be uniform. These plots having heen all sown
on the same day, are watched throughout their growth; the day on which
they come up is noted, also the date they head; and the day of ripening is
especially watched for and recorded, as it is very lmportant to know which
are the earliest varieties, for the reason that the earlier ripening cereals are of so much
importance. All these conditions being equal, if there are any marked differences in
the yield, they must be referred, either wholly or in part, to differences in the fertility
and vigour of the sample. We know that in the breeding of stock, strains are developed
which can be perpetuated by careful crossing and careful breeding, and it is precisely
the same with grain. Every kernal has an individuality of its own, and every variety
has some points of difference in regard to growth ordegree of vigour and ferttlity which
under favourable circumstances it will manifest.

RESULTS FROM TEST GROWTH OF VARIETIES OF OATS.

At the central farm here, we tested last year 58 varieties of oats. The
highest yield was 85 bushels and 10 pounds peracre, and the lowest yleld
45 bushels and 10 pounds per acre, so that we had a difference of 40 hushels
per acre between the highest and lowest yields, under—as far as we could see—
precisely similar conditions. Certainly the same conditions as to weather and
treatment, but soil will of course vary more or less even where it appears to be uniform.
It is only fair to assume that this 40 bushels of difference is to a very large extent
due to the difference in the inherent vigour and vitality of the special variety of grain
referred to.

. Banmmer Oat.——The Banner oat was the variety which gave the highest yield. Hereis a
sample of the Banner such as we have been distributing this year. It is part of a crop
grown at Indian Head, where there were 20 acres which gave an average of over 97
bushels to the acre. That seed was preserved for distribution ; it was shipped to the
Experimental Farm here and thoroughly cleaned before being sent out. Ninety-seven
bushels and 21 pounds was the actual yield per acre of that 20 acres, giving a total of
1,958 bushels.
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This Banner oay has been under cultivation at the Central farm for a number
of years, and from the outset, it has stood above most of the other varieties, and
has given much the greatest yield for the last four or five years, so that it has become
quite prominent as a vigorous variety and excellent yielder. I ventured to remark
before this committee last year or the year before,that if it were possible to supplant all
the other varieties of cats under cultivatian in the Dominion, with the Banner, I had no
doubt that it would raise the average yield from five to ten bushels to the acre all over the
country even with the present methods of cultivation.

The Ligowo Oat.— Another variety of oats which we have found very good, is called
the Ligowo, which was imported from France about six or seven years ago from the
well known seedsmen, Vilmorin, Andrieux & Co., of Paris. This variety gave a yield of
71 bushels and 16 pounds per acre in a small plot, but in a field plot the yield was 70
bushels and 15 pounds. .

The Abundance Oat.—The Abundance is another variety which was got from the
same source and has also been under cultivation for some years. It is a good
deal like the Ligowo, but the grain has a decidedly yellow tint and is distinct
in its character. This was also amongst the high yielders, giving 72 bushels and
12 pounds per acre in plots, and in a field of 4% acres, averaging 60 bushels per acre.

Average returns from all the tests of oats.—The average yield of all the 58 varieties
of oats tested at the all different farms, was 64 bushels and 28 pounds per acre, giving
as you see a very high yield throughout, for the 58 varieties. These figures are a long
way ahead of what is being done, on the average, by the farmers in the Dominion.

ACREAGE YIELD OF OATS BY PROVINCES, ACCORDING TO CENSUS.

In 1890 when the last census was taken we had only 16 varieties of oats under
test, and our average yield at the Experimental Farm that year, was only
34 bushels per acre. But, according to the census of 1890791, the average of
oats throughout the Dominion was not over 20 bushels to the acre, although the aver-
age yield for Ontario was considerably above that. That year, the Ontario average
as given in the Dominion census, was 23 bushels. The average for Quebec was placed
at 12 bushels ; average for New Brunswick, 19 bushels ; for Nova Scotia, 16 bushels, 19
pounds. The yield from Prince Edward Island is placed at 19 bushels ; Manitoba, 32
bushels and 26 pounds : the Territories, 26 bushels and 4 pounds, and British Columbia,
39 bushels. These figures are all low, and it would seem as though that year was an
unusually poor year for oats. Unfortunately the Census for Dominion purposes comes
only once in 10 years, and that if that be a bad year it makes a poor showing for the
whole time. There is nothing else for statisticians to draw upon, taking the country as a
whole, but that one resutt every ten years.

VISIBLE INCREASE IN YIELD OF OATS.

As snowing the improvement of this crop, we have to draw figures mainly from
Ontario, because that is the only province where a yearly statistical record of the crops
is given. In 1891 there were 2,053,105 acres of oats, yielding something over forty-
seven millions of bushels of oats for that year. In 1896, there wasan increase of about
four hundred thousand acres, and instead of forty seven millions, the produce was
eighty-two million bushels. This shows not only an increase in acreage, but also the
effect of improved methods on the land, and other improvements derived from the
introduction of new varieties of seed, which, as I have shown you, is a matter of great
importance. But comparing these yields with what we got at the Experimental Farms
you will see there is room for very much improvement, before the farmers will reach the
full productive capacity of their lands.

TEST GROWING OF VARIETIES OF BARLEY.

We shall now refer to the subject of Barley. Tests were made last year of« 17
varieties of two-rowed barley and 15 varieties of six-rowed barley.
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Two-rowed.—In two-rowed the highest yield was 51 bushels 2 pounds, and the lowest
was 34 bushels 8 pounds, showing not so much difference in the extremes of yield as in
oats, but still a difference of over 15 bushels. In the six-rowed varieties the highest was
something over 69 bushels and the lowest about 41 bushels, a difference of 28 bushels.
Among these 33 varieties, 17 were new hybrid sorts, most of which promise well. In two-
rowed, “ Bolton ” stands at the head of thelist, and in six-rowed, *“ Royal " stands second
in the list. The average of all the varieties tested at all the farms was 39 bushels 2
pounds of the two.rowed, and 42 bushels 22 pounds of the six-rowed. While the
¢ (Odessa,” which is a very good variety, does best on the farm here, *“ Mensury” stands
at the head, taking the Downinion all over, as a large producer. In spring wheat
thirty-nine varieties were tested on these uniform test plots which I have explained
to you. The highest at Ottawa was 24 bushels 20 pounds and the lowest was 13 bushels
20 pounds, under what appeared to be precisely the same conditions as to treat-
ment. Taking the average, *“ Preston,” one of the new cross-bred wheats, stands at the
head of the whole Dominion by several bushels. The average yield of this all over is
35 bushels 37 pounds, while “ Red Fife” alongside of it produced only 30 bushels. The
“Preston” is a cross between  Red Fife” and “Ladoga,” and it has not only given
the highest yield throughout the Dominion; but ripens from 3 to 4 days earlier than
the Fife. This year the average was about 6 days, but last year it was only about 4
days, but it would average about 4 to 5 days.

By Mr. McMillan :

Q. What was the yield on the farm here. Thirty-five bushels is the average yield
over the whole Dominion ¢

A. Tt stands second on the farm here, with a yield of 24 bushels. The variety
which stands above it is a Hungarian wheat which was sent to the farm from a large
wheat grower in Hungary ; this gave 20 pounds more. The * Preston” gave 24
bushels, and the other 24 bushels 20 pounds.

By Mr. Semple :

Q. Is the Preston bearded or bald ?

A. Tt is bearded.

We have another variety known as the “Stanley,” which is from exactly the same
parentage. This wheat came bearded from the first cross; but the next year there
were beardless sports, and we separated these from the bearded form, and called the
beardless sort “Stanley ” and the bearded variety, ““ Preston.”

}]

By Mr. Rogers :

Q. What are its milling qualities ?
A. We have not tested that yet, but judging from its appearance and its bright
colour, it seems to have all the properties needed for a first-class milling wheat.

By Mr. McMillan :

Q. Will the varities be permanent or will they continue to sport ?

A. They sport very little. Just occasionally we have a plant sport ; but it takes
years of cultivation to eliminate all tendency in this direction.

This “Stanley ” cross gave an average of 31 bushels, 50 lbs. over the Dominion
against 35 bushels, 37 lbs. for the “ Preston,” showing that the bearded progeny of this
cross is a little more vigorous thah the beardless. I thought it might be interesting for
me to explain to the Committee how these varieties are crossed, and I have some draw-
ings with me of the flowers of wheat and oats which will perhaps make it a little clearer
to the members. This (handing the drawings to the Chairman) is the flower of wheat,
and the other is the flower of oats. The inner organs of the flower so closely resemble
each other that they can scarcely be distinguished. These have been drawn from

2—4



60-61 Victoria. Appendix (No. 2.) A. 1897

nature on a magnified scale. When you wish to make a cross you take a head soon
after it has shot out and open one of the sections of a spikelet by removing the outer
chaff and pulling back the inner chaff, thus exposing the flower. This is examined
carefully to see that the anthers which contain the fertilizing pollen, is not shed or
ready to be shed, and that they are still green and the pollen immature. You then pull off
the anther as shown in the other drawing, leaving the pistils, pollen is then brought
from the other variety you wish to act as male, from anthers in the right condition of
maturity. The anthers of one variety, with the pollen on them, is then applied to the
pistils of the other sort, when the pollen sticks to the most feathery pistil. The
floral chamber is then closed up, by turning back the chaff, so that no insect can get at
it, and then after preparing a suflicient number of flowers, the head is wrapped carefully
with a piece of tissue paper tied top and bottom, so that no other pollen can find its
way in, and these are allowed to remain in that way until the grain is matured.

In operating on a head from five to ten flowers are usually found in fit condition to
operate on. At harvest time, if you find any kernels in the head you may be sure they are
the result of the cross you have been trying to make. These crosses are not easily made.
‘With the most careful operation we have not had more than 10 per cent of successes at
the Central Farm, here, using the most skilled hands and exercising the greatest care
in the operation.

In regard to Preston, wheat I forgot to mention while on that subject, that some
samples were sent at the request of the director of the Minnesota Station at Minneapolis,
U.S., Prof. Hayes, to be tested there, and in a recent letter he tells me that the Preston
has come out several bushels ahead of all the varieties they have been growing, showing
that the fertility exhibited by this particular cross, is not contined to Canadian territory,
but has been also manifested abroad.

By Mr. McGregor :

Q. Is it possible for farmers to get it ?

A. Not in large quantities. Most of what we have this year has been grown at
the branch experimental farms. We have utilized all our spare seed. Last year it was
distributed among farmners, in pound packages. This year in three pound packages, so
that in a short time it will be available, because these varieties multiply very fast.

Pease.—At the Central Farm a great deal has been done in the way of crossing pease.
Seventy-four varieties have been under test last year, of which 56 are cross bred. I have
with me some samples which may be of interest to the Committee. Here is one cross
between the Mummy and the Multiplier, and this other is a cross between the Mummy
and the Black Eyed Marrowfat. The Marrowfat is a little larger than the Mummy.
The Picton, a cross of the Mummy with the White Marrowfat, gave a yield of 46,20
pounds ; while the Victoria, another of the same cross, yielded 44 bushels and 40 pounds.
Agnes produced by crossing the White Marrowfat with the Pride gave 44 bushels 20
pounds ; and another variety named Mackay, a cross of the Mummy with Black eyed
Marrowfat, yielded 44 bushels. T give you these as examples.

The reason why we have been devoting more attention lately to pease, is on account
of their growing importance. In Ontario alone, in 1896, 829,601 acres were occupied
with pease, which is more than all the acreage of spring wheat and barley in that pro-
vince put together, and we need, if we can get them, more prolific varieties. Carrying on
this line of work we expect to produce new sorts better adapted to the climate and soils
of this country.

By Mr. Pettet :

Q. Are you troubled with any fungus on the pease ?

A. No, not at all. That disease seems to be most prevalent in Prince Edward
County, where it seems to especially affect pease which have been grown on the same
land several times in succession at short intervals. ’
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Q. What has been the outcome of your investigation into this disease ?

A. Dr. Fletcher looked into this matter eight or nine years ago, visited the district
and sent samples to some of the scientific experts in the United States. Professor Farlow
of Cambridge, who is regarded as one of the best informed men in this country on such
diseases, said it was not a fungus but probably some obscure bacterial disease, the exact
nature of which he could not determine. Mr. Craig and Mr. Shutt, of the Central
Farm staff, have alco both visited the district and made inquiries into this subject;
but have not been able to reach any very definite conclusions. Itis possible that by the
use of fertilizers such as potash, that increased vigour may be imparted to the plants
and that they may thus be better able to resist the attacks of this disease. ’

Corn.— Passing to the experiments with corn, 24 varieties have been grown at the
Central and other farms during the past year, for ensilage. The large growing Dent vari-
eties have, as usual, produced the largest weight of fodder, but it has not been suftticiently
matured to make good ensilage. Among the best of the earlier ripening sorts were the
Chainpion White Pearl, which gave a crop of 19 tons 338 pounds per acre. The White Cap
Yellow Dent, 15 tons 1210 pounds; the Angel of Midnight, 15 tons 328 pounds; Long-
fellow, 14 tons 615 pounds. The last three average, as you will see, about 15 tons to the
acre. All these varieties mature sufficiently to make excellent ensilage at Ottawa. In
Western Ontario, some of the other varieties will produce a crop sufficient to make good
ensilage, but in the eastern parts of the Dominion, as well as in those parts of Manitoha
and the territories where corn is grown, and also in British Columbia, it is of great
advantage to get early ripening sorts, and none of the large growing Dent vatieties will
give profitable returns, notwithstanding the greater weight, because the feed is not so

good.

By Mr. Rogers :

Q. What is the variety you named first?

A. The Champion White Pearl. In the last few years new Dent varieties have
been introduced by seedsmen, which are considerably earlier than what we have been
growing heretofore, and not quite so strong or vigorous in growth as the southern varie-
ties we have been accustomed vo cultivate.

Q. The Hickory King is found to he very good in our section ?

A. Yes, we tried that some years ago, but have notfound it to be as advantageous
as some ofsthe other sorts to which I have referred. At the Central Farm about 350
tons of ensilage is made each year, and we have found it a most valuable food for
general purposes, and a most economical ingredient in the ra%ion both for cows and

steers.

By Mr. McGregor :

Q. How many pounds of ensilage do you feed to a cow or grown steer !

A. We do not feed with ensilage alone. We put 50 pounds of ensilage with 25
pounds of roots, 5 pounds of cut hay and 5 pounds of cut straw. That forms the bulky
fodder portion of the ration of which a steer will eat, about 60 pounds a day, more or

less, in addition to the grain we give.

Q. How many pounds of grain would you feed per day?

A. If you will allow me I will refer to that a little later on, as I have some experi-
ments to report on that subject.

ROOT CROPS.—TURNIPS.

With respect to turnips, we have found a very marked difference in respect to
crop, in favour of early sowing ; but the early turnips, though they seem to keep as well,
appear to be more woody and somewhat more bitter, when cooked, than those sown later,
but whether this lessens their value for stock feeding, we have not been able to determine.
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At the Central Farm, 14 varieties of turnips have been under test. Three sowings
were made of each, one on the 8th May, one on the 22nd May and one on the 13th
June, the whole 14 varieties have averaged 35 tons 572 pounds per acre ; the crop of May
22nd gave 24 tons 338 pounds, and that of June 13 gave 20 tons, 294 pounds, giving 35
tons, 24 tons, and 20 tons, as the result of the average of 14 varieties at these different
periods of sowing, showing that a great advantage in yield is had from early sowing. The
practice with many farmers is to wait until June before sowing, so as to escape injury from
the fly which is troublesome in some districts. Every farmer must be guided in such
matters largely by the results of his own experience, but these tests indicate the impor-
tance of testing the advantages of early sowing more generally.

MANGELS.

In mangels seventeen varieties were tested with two sowings, one on the 8th May
and the other on the 22nd May. There is no doubt now in the minds of most farmers
that the earlier mangels and carrots can be sown the better the crop will be. The result
of these sowings was that the first gave an average of 35 tons 756 pounds, and the second,
27 tons 1,999 pounds. Taking the results of the seventeen varieties, some of which gave
much larger yields than others.

By Mr. Bostock :

Q. Does that refer to the whole Dominion ?
A. No; to the Central Farm only. In Bulletin No. 26, issued in January, the
results were given for the whole Dominion, with all these varieties.

Q. Do you sow on the level !
A. We make drills and use a heavy roller on the drills before sowing, which flattens
them down about one-half and we sow in the centre of the drill.

CARROTS.

In carrots twenty varieties were tested. The first sowing, on May 8th, gave an
average yield of 26 tons 458 pounds, and the second sowing, on May 22nd, an average
of 21 tons 1,054 pounds; twenty-one tons and a half as against 26, showing that the
early sowing of these roots is a matter of considerable importance to the farmer as to the
crop he may expect to get.

SUGAR BEETS.

Experiments were carried on with sugar beets, three varieties of which were sown,
averaging only about ten and a half tons to the acre. We have not found any great
advantage in sowing sugar beets for feed. Mangels and field carrots surpass them
altogether in regard to weight of crop, although the sugar beet, on account of containing
more sugar, is somewhat more nutritive.

By Mr. Rogers :

Q. Have you the name of the most productive mangel ?
A. The Mammoth Long Red is one of the most productive.

By Mr. McMillan . .

Q. Do you not find sowing on the level a good plan?

A. Yes, in Manitoba and the North-west, but not so useful here,

Mr. McMiLLan—We have tried it on the level and found that it gave good returns.

Mr. McGrecor—We found that the drills were dried out by the sun. ’

Mr. Saunpirs (to Mr. McMiLLaN—Do you get over 40 tons to the acre !

Mr. McMiLLaN—About that.

Mr. SauNDERS—We have got that quantity in plots of some varieties at the Central
Farm.
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By Mr. McGregor :

Q. Do you flatten the drills before or after sowing ?
A. Before sowing, and that makes a firm seed-bed for the seed.

POTATOES.

In potatoes we have tested 96 varieties, and the yield of the best has gone as high
as 455 bushels, and the poorest as low as 160 bushels peracre. Amongthebbst yielders were
the Late Puritan, the Holborn Abundance, the Standard, Carman No. 1, Clay Rose,
Everett, and Empire State—these are among the varieties near the top of the list, and a
good many of these are in very general cultivation. Some of the older sorts are not
yielding so well as formerly. The newer sorts seem to have greater vigourand are more
productive and will, no doubt, gradually replace the older sorts.

FLAX.

Experiments have also been carried on at the farms last year with flax to determine
the best time for sowing, the best quantity of seed to sow per acre to obtain a good yiela
of seed, and the best quantity to sow per acre where the crop is grown for its fibre.

These experiments were planned to be carried on, on all the farms in the same way.
Four successive sowings were made a week apart. In two of these we sowed 40 pounds to
the acre and in the others 80 pounds, samples of the fibre being sent to one of the flax mills
in the East, to be tested as to the value of the fibre as grown in different parts of the
Dominion. The yield per acre of seed will appear in the forthcoming annual report.
The largest weight of straw has been obtained, in almost every instance, from the plots
sown with 80 pounds of seed, whereas the heaviest yield of seed was obtained from the
plots sown with 40 pounds per acre. As to the time of sowing, the sowing, in Ottawa,
of May 14th gave the best results, indicating that about the middle of May is the best
time to sow flax in Ontario.

By Mr. McMillan :

Q. Does the flax not exhaust the soil ?

A. Tt is more exhaustive than other crops, but I think the difference is not so
much as is commonly believed. In a bulletin issaed on flax last year, I gave particu-
lars as to what this crop takes from the soil, and while it showed that flax was a more
exhaustive crop than wheat, barley or oats, it is not so much more as to deter the farmer
from growing it.

Q. There is nothing returned to the soil from this crop except in cases where the
oil cake is fed to stock !

A. In Manitoba and the North-west, where there seems to be an unusual amount
of fertility in the soil, farmers may perhaps afford to be a little extravagant in this way,
and there, flax is grown quite largely, and the area of this crop is increasing.

DISTRIBUTION OF SEED GRAIN.

With reference to the distribution of samples of grain from the experimental farms,
the object in view from the outset has been to place in the hands of the farmers good,
pure samples of the very best strains of seed, so that they may make a fair start with
good, pure seed, from which they can soon get sufficient for their own sowing, and even-
tually assist their neighbours with good varieties. Here is a sample bag of the Banner Oat,
which I have brought for the inspection of the Committee,—one of the varieties which
has been largely distributed during the past season. Every effort has been made in
distributing these samples, to prevent waste, and only one sample is sent to each appli-
cant. Many farmers value these samples highly, and in some districts the useful and
prolific sorts which have been sent out for several years past, have already become the
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leading varieties in cultivation. This year, since the 4th of January, the number of
samples sent out is 35,945, weighing in all, about fifty-three tons, which have been dis-
tributed as follows:

Provinces. No. of Samples.
Ontario.. . ... ..ot e A 9,416
Quebec. ... .. ... L 13,904
New Brunswick.. .. ... ... ... .. . ... 2,892
NovaScotia........ ......................... 4754
Prince Edward Island...... ... ... ... . ... ... 2,008
Manitoba. ... ... ... .. .. 1,502
North-west Territories................ . ..... 874
British Columbia.. ... ... .... ... . . .......... 485
Total. ... ... . .. ... ... ... . ....... 35945

In Manitoba, the North-west and British Columbia the number has been smaller,
for the reason that an active distribution has been going on from each of the branch
experimental farms. We expect to finish the distribution, here, by the end of this week,
by which time every applicant who has applied in good season will have been supplied,
as well as those on the lists sent from members of Parliament. Every effort has been
made to have the seed reach the farmers in time for sowing and in good condition.

In regard to the usefulness of this seed distribution, we have had many letters from
farmers. It has been a great advantage to them in supplying good strains of seed for
their own farms, and some of them who received sampies four or five years ago have had
considerable quantities of seed, to sell to their neighbours. If properly cared for, the yield
from one of those sample bags of oats will be three or four bushels. That gives enoagh for
two acres of land, so that at the end of the second year the farmer has sufficient seed for a
large area, and can soon supply some of his less careful neighbours. This distribution of
seed has been criticized tosome extent,in some of theagricultural papers, as partakingof the
nature of the distribution carried on in the United States where an extravagant and
wasteful system has been in vogue. These criticisms are made by persons who do not
seem to understand the nature of the work carried on here. In the United States, Con-
gress has voted each year, for many years past, $100,000 for seed distribution, and about
$20,000 additional for the expense of putting up many millions of packets of the seeds
of vegetables and flowers, but very little grain has been sent out. Congressmen have
the privilegs of sending these seeds to their constituents, and they are nearly all dis-
tributed in that way. In Canada, the distribution is confined to useful sorts of grain,
and the farmer can get the seed himself, if he writes for it, without reference to the
member for his district and regardless of his politics. A very large proportion of the
samples of grain sent from the experimental farms is in response to applications from
individual farmers, who gladly avail themselves of this opportunity to replace the poorer
varieties they have been growing in the past, by the newer and more prolific sorts. In
view of these criticisms, I thought it best to explain the difference between our system
and that which obtains in the United States. The whole cost of the distribution of
these samples in connection with all the Experimental Farms in Canada, including the
correspondence connected therewith and the computing of the returns received of the
grain afterwards, is not over $4,000 a year, which I think is money very well spent,
because this seed grain is gradully replacing, throughout the Dominion, many of the older
and more or less worn out varieties with strains of higher excellence and of the best
quality. T may say the increase of a single pound in the bushel on our oat crop
throughout Canada would add to the receipts of the farmers in the Dominion over a
million dollars. T am sure that the farmers who get these samples believe the Govern-
ment is making a good use of the small amount of money it takes to supply them, and T
think there is good reason to believe that before many years this distribution of seed
grain will do much to improve the quality and yield of cereals, throughout the Do-
minion.
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TESTING THE VITALITY OF SEED GRAIN.

During the past year a large number of samples of grain have been sent to the
central farm to be tested. Those who happen to have unfavourable harvest weather
where it is sometimes stored in a dawp condition and liable to be mouldy, or those wh(;
have it slightly touched with frost are all anxious to find out if their seed is wood.
Samnples are sent to us and tested as to vitality. Tn 1896 we tested 1,793 samyles, and in
1897 2,173, showing that the interest in this work is well maintained. These samples
have all been tested and reports sent to each individual farmer who forwarded them.

By Mr. McGregor :

Q. Could not the farmers test the grain themselves !

A. They can, but they cannot get quite the same accurate results, and it is not
always convenient, whereas he can send the seed through the mail to the Experimental
Farm and get the information he requires promptly and without cos'. We test the
samples in duplicate, and sometimes, in doubtful cases, repeat the test a second time
before it is reported on.

By Mr. Semple :

Q. Have you any experience in testing very light oats!

A. Yes, we have had occasional samples of very light oats which were very low in
vitality, especially in samples of frozen oats. I received a letter from a farmer a few days
ago thanking me for the results of test of several samples he had sent. He said that if
he had sent samples of his seed for test, last year, it would have saved him half his crop,
as he had used seed deficient in vitality.

FRUITS FOR THE NORTH-WEST.

The next thing I wish to refer to is the efforts we are making to produce hardy
varieties of fruits for the North-west country. It is probably known to most of you,
that none of the apples, pears, or plums, grown in the East will grow and produce fruit
in Manitoba or the North-west and this difficulty we are trying in some measure to
remedy.

Mr. Doucras.—You have a hard task before you.

Mr. SauNDERS.—We are trying to doit, and hope sooner or later to be successful.

‘We have a crab on the experimental farms, from the northern part of Europe, Siberia,
which have been known as Pyrus Baccata, or the berried Pyrus which has been tested at
Indian Head and Brandon for several years, and it has come through the winters without
injury. Last year some of the trees fruited a little at. Brandon and also at Indian Head,
and we hope this year to have a larger crop. The fruit is, in its present condition, about
the size of a cherry but a perfect apple in form. We are experimenting by crossing this
small wild crab with the larger apples of Ontario, such as Duchess, Yellow Transparent,
Fameuse and many others of the varieties, and we have young trees now two years old
from which we expect to havefruit in two orthree years more. A large numberof additional
crosses were made last vear, and this year the work is bzing planned on a still larger scale,
and in a few years we hope to have several thousands of these seedlings, each of which
will be a distinct variety. Among these we shall certainly have a good chance of finding
some of good size and quality, which will stand the climate and conditions of that North-
west country. I have brought with me a drawing illustrating how the blossom is
operated on in order to to cross fertilize. (Mr. Saunders, pointing to the drawings
explained the operations to the Committee and showed photographs of the way the tree
blossoms and fruits). These trees ave very fruitful. A small tree will bear a bushel or two
of these very small apples, and, although they are so small, thousands of farmers in the
North-west would be glad to have them as they are, because they make excellent jelly,
better in quality than can be made from the wild fruits now collected for that purpose.
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The tree also is very ornamental and growing right from the ground like a large shrub ;
it is eminently adapted t6 stand the wind and the weather which prevails in the North-
west country.

By Mr. McGregor :

Q. Would it not be better to have a little protection for the trees, and plant on
one side of that ?

A. Yes, it would. We have squares inclosed by hedges of poplars and willows,
on the branch farms in the North-west, and we find greater success in growing trees in
in these inclosures ; but we hope that the varieties we are trying to produce will be
hardy enough to grow and fruit without such protection. This year we are prepar-
ing plots at Indian Head and Brandon to receive these trees when ready.

By Mr. Pettet :

Q. What name did you give them !

A. This crab is known as Pyrus Baccata. This tree grows very far north both in
Europe and Asia. T had a visit a few weeks ago from a gentleman from Russia, Mr.
Krukoff, who has charge of the agriculture in the Amoor District in Russia, and he tells
me that the Pyrus Baccata grows very commonly throughout a large part of his
district, and stands the climate perfectly, showing that the tree will endure very severe
climate conditions, and will, in all probability, succeed over all of our North-west
country.

By Mr. Walson :

Q. What about the size of the fruit there?

A. Tt is much the same as it is here.

We have also another variety from northern Europe, known as Pyrus Prunifolia,
which has stood at Indian Head for two winters without injury, and at Brandon about
the same time, and this is a large fruit, nearly as large as a Montreal Beauty crab. I
may say that Mr. Krukoff was sent by the Department of Agriculture in St. Petersburgh,
to investigate the Canadian system of experiental farms, and he visited our five farms
and is making a report on the value of these institutions to the country, to the Russian
Government. He told me that the Russian Government had already established in the
Amoor District, two experimental farms on a similar plan to ours, showing that the
work done here is attracting attention over a very considerable area.

In regard to other varieties of fruit, we have in Manitoba a wild plum which grows
in many parts of that province, and bears fruit freely, but the fruit is small and
not of high quality. We have had trees sent down from Manitoba which are being
crossed here with better varieties. We are also working on the Sand Cherry, a native
of Manitoba, the fruit of which we find varies much even in the wild state. Last year,
I saw one or two bushes at Brandon which produced cherries nearly as large as the
English Morello cherry. By selection and cross fertilizing in all these instances we hope
to improve these products and eventually to supply the people in the North-west with
some reasonably good sorts of large fruits which will stand the climate. We have
given up all hopes of being able to grow there any of the varieties which are grown in
the East. We have tested more than 200 of the hardiest sorts obtainable in Europe and
America, and have failed with every one of them.

FOREST SHELTER BELTS,

With regird to shelter, that is important, in connection with our work in the
North-west. We are trying to determine the value and growth of the different varie-
ties of trees which are hardy there, and are carrying on experiments of a similar character
here. At the Experimental Farm we have a forest belt extending across the west
and north boundaries of the farm, containing in all about 20,000 timber trees, which
have been selected from the more valuable sorts for commercial purpases. These are
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grown in groups of one sort, in some cases, and in others, all mixed together. They are
also grown at different distances apart in order to find oiit under what conditions they
will succeed the best, so that we will be able to give to future tree planters such infor-
mation as will be a guide to them in the selection of varieties, and also information as to
the best methods to adopt in planting, We have also gained a large amount of informa-
tion in reference to this subject, and every year will add to its value and usefulness.

By Sir Henry Joly :

Q. Do you see any difficulties in the way of growing different varieties !

A. T was just about to speak of that. T have here a photograph of a shelter belt
planted, eight years ago, at the Indian Head Farm, in the North-west Territories. It
shows that the trees have made excellent growth. The variety used in this belt is what
is known as Manitoba maple.

Q. That is the ash leaf maple?

A. Yes. The green ash is also mixed with it in this belt, and some Russian poplars,
with a few of the native poplars. Here are other views of sections of clumps and wood
belts on this farm, and here is a view of the superintendent’s residence, showing a forest
clump at the right, with some hedges which have been planted for protection for fruits
and vegetables. There is a belt, 100 feet wide, extending one and three-quarter miles,
on this farm, the whole length of the western side and nearly the whole length of the
northern side. T have here also a photograph of an avenue of trees taken last year at
Brandon Farm.

Q. They look to be 10 or 12 feet high?

A. They are about & or 9 feet. This work of tree growing on the western plains is
a matter of great importance for the shelter it gives, and from the fact that such plan-
tations assist in collecting snow, thus giving more advantageous conditions of moisture
in the spring.

SUMMARY OF WORK ACCOMPLISHED IN TREE PLANTINCG.

At Indian Head there are now about 120,000 trees growing in shelter belts, hedges
and plots. At Brandon there are about 70,000, and the whole aspect of these farms is
being changed by this planting. The advantages resulting from the shelter thus afforded,
is so plain that the farmers, thousands of whom visit these farms from neighbouring
districts, are thoroughly impressed with the importance of this work, and a great demand
has arisen for young trees, especially Manitoba maple and other natives, such as green
ash. To assist the farmers in establishing such shelter, we have had collected by the
Indians, Half-breeds and others, during the past seven years, more than six tons of such
tree seeds, and have distributed these in small quantities all over the territory, and in
every district there may now be found plantations of trees which have been grown from
these seeds. This good work is going on all the time and is interesting the people very
much, and at the same time improving their condition. It also adds to the comforts
surrounding their homesteads and makes the people fonder of their homes and more
attached to the country.

EXPERIMENTAL ARBORETUMS,—A LARGE SAVING.

At each of the Experimental Farms, an arboretum has been established, where many
varieties of trees and shrubs from different countries are under test, to find out how far
they are suited to the conditions of climate in Canada. At the Central Farm 65 acres
has been set apart for this purpose, and there are now more than 2,500 varieties and
species of trees and shrubs growing in that inclosure. At Indian Head we have about
200 species and varieties, and about 300 at Brandon ; while at Agassiz and Nappan the
opportunities are almost unlimited, because the climates are so favourable. The object
of these collections at each place is that we may have reliable data as to what species
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are hardy and what we can recommend. So much money is thrown away by farmers
and others in trying to grow varieties which are too tender to stand this climate, that the
more we can prevent money being wasted in this way the better for the farmers and the
country. From our experiments in fruit growing, I think we have stopped the large
waste of money which occurred every year in the North-west country, in buying and
planting eastern fruit and ornamental trees of a tender character. Many thousands of
dollars were formerly wasted in this way. Thorough tests have been made of all such
varieties at the Experimental Farms, and the results made widely known, and most of
the settlers now confine their efforts in this line, to such things as they are likely to be
successful with.

THE FORTY ACRE LOT.

I wish to make a few references to the experiments which have been conducted on
the 40 acre lot at the Central Experimental Farm, begun by Prof. Robertson four or five
years ago, and continued until recently. These experiments were begun in the spring
of 1891, the object being to show that a much larger number of cattle could be kept on
the small farms in Canada than the farmers now keep. The aim was to feed 30 head
head of cattle on 40 acres of land. That, however, was not fully accomplished. The
first year the land was in very poor condition, and the crops small and 14 cows were fed
for thewhole year on the crops produced. In the second year, we fed 23, in the third
year 25, and in the fourth year 24. In each case all the feed required for these animals
for the whole year was raised on the 40 acres. The straw for bedding was drawn from
the general stock of the farm ; otherwise everything needed was grown on the area
named, showing a considerable degree of success in the experiment, and giving valuable
information to the country, encouraging to farmers who desire to increase their
stock.

By My. Featherston :

Q. Was any manure added not produced by these cows?
A. The 40 acres were manured entirely from the cows fed on the food there and no
other fertilizers were put on it.

By Mr. Wilson :

Q. You had a little pasture?

A. We had about 2 acres, out of the 40 acres, set apart more as an exercise ground
than a pasture. They were fed on this pasture and during the sunmer green food
raised on other parts of the 40 acres was thrown over the fence to them, from day to
day. They were left in this inclosure at night and in the morning driven in to be
milked ; keptin all day and fed on ensilage raised on the 40 acres.

Q. What sorts of green food was given them !

A. Rye sown in the fall and ready for cutting green about the end of May.
Another kind of fodder which we used was a mixture of oats, barley and pease, all sown
together, and portions of that cut from the time it began to bloom until it got too old
and woody for such use. We had also Hungarian grass, but the fodder used in
summer was, mostly, mixtures of grain.

By Mr. McMillan :
Q. Did you put in any second crop ?

A. I think we have sown a crop of corn twice after fall rye, it did not quite .
mature, but got sufficiently advanced to make good ensilage and feed.
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By Mr. Wilson :

Q. What kind of stuff did you raise to feed them with during the winter?

A. The grain we raised was mostly mixed, pease, oats, and barley, ripened
together. We found we got a larger weight of ripened grain from such mixtures than
from any single crop.

Q. Did you use either hay or straw besides !
A, We fed them mostly on ensilage, and gave comparatively littlé hay.

By Mr. McGregor :

Q. Did the cows do well on such food !
A. They seemed to. The straw was nearly all utilized for food as well as the

grain on the forty acre plot.

By Mr. Stenson :

Q. You did not cut any of your ensilage corn for green food in summer ?
A. 1 cannot recall any instance of so doing.

Q. You don’t approve of it as a summer food !

A. Not while it is in a very young state. I think it is a very good fodder if you
grow it long enough to bring it into that state when it contains a large proportion of
nutriment. We have used corn cut early in September with the ensilage cutter, and
found it very useful ; but I do not think there is any advantage in growing corn broad-
cast, the way some people do, sowing about two bushels to the acre with the idea of
getting good fodder for the cattle. There is so much water in such immature food that
it is of little value.

Q. Have you the particulars of the milk given by those cows?

A. Every cow’s milk was recorded and that could easily be got, but it has not yet
been published.

Mr. McMiLLax.—I think it should be published.

Mr. SaunDERs.— Yes, it might be better to do so.

Mr. McMipLan.-—The farmers say : Here there are the best conditions for obtain-
ing results from a herd of cows and we get no account of it. I have heard that frequently.

Mr. Sauxpirs.—I do not think the cows here would be under the best conditions,
because they were limited in the range of feed, and there was practically no pasture.
However, we have all the results and they can easily be made up. Sometimes members
of the Committee ask, why we donot condense our reports more, and make them smaller?
There may be errors of judgment occasionally in what we publish, but we endeavour to
give what we think is of most importance to the farmers. I am glad to get these hints.

By Mr. Wilson :

Q. If it did not bring the best results in the way of dairying, what use was the
experiment, !

A. This effort to feed 30 head of cattle on 40 acres was made to show that most
farmers could feed more animals on their farms than they had been in the habit of doing,
and the main object of the experiment was to encourage farmers to keep more stock.

Q. There is no object unless the results are given?
A. T have already given the results as to the number of cattle which were fed on

the 40 acres.

Q. When Professor Robertson had this matter up before, he stated that he hoped
to be able to feed a cow on each acre !
A. T believe that was his aim, and he began with thirty.
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Mr. WiLsox.—He did not succeed very well.
Mr. SauxpErs.—1I think he did very well. To feed an average of 24 cows for three
years on 40 acres is, I think, a very good showing.

By Mr. McGregor :

Q. Have you reached any conclusion as to the value of sunflowers in ensilage !
A. Yes, we find them to be very useful.

CoumiTTeEE Room No. 46,
House oF Commoxs, TuEspay, 18th May, 1897.

The Select Standing Committee on Agriculture and Colonization met this day at
10 o’clock a.m., Mr. Bain, Chairman, presiding.

Mr. W. Saunders, Director of the Dominion Experimental Farms, was recalled,
and addressed the Committee as follows :—

Mr. CHAIRMAN AND GENTLEMEN,—When I had the pleasure of appearing before you
last, I called your attention to a variety of wheat which had been produced at the Central
Experimental Farm and which had done exceptionally well in different parts of the
Dominion as well as in the Western States. I forgot at that time to show you a speci-
men of the wheat, and if you pardon me for introducing this matter again for a moment
I will call your attention to the character of the specinen.  This is the Preston wheat,
a bearded variety which has done so well, and here is a beardless form of the same cross
called the Stanley. I thought possibly some of the members of the Committee might
like to see these. =~ There was also another point to which I forgot to call the attention
-of the Committee at the-last session, that was the results of the testing of grain as to the
best time for sowing.

TEST GROWING OF GRAIN BY DATES OF SOWING.

T have here a summary of the results of the early, medium and late sow-
ings of grain, which have been continued at the Central Experimental Farm for
seven years. The average results, taking the whole period of seven years, show that in
regard to oats, the crop from the first sowing, which is made just as early as the seed can
be got into the ground, and that from the second sowing, which is made a week later,
are about the same. Very often the second is a little better than the first but not much.

Oats.—The average yield per acre for the seven years in oats for the first sowing has
been 54 bushels and 28 pounds; that of the second sowing, a week later, 58 bushels, showing
that there is no advantage in the very earliest sowing, but as the sequel will show, there is a
great advantage in getting the seed in the ground within a week of the earliest time that
the ground may be cultivated.

The average yield per acre of seven years’ tests of the third sowing of oats has been
48 bushels and 14 pounds; of the fourth sowing, 42 bushels and 15 pounds; of the fifth
sowing, 38 bushels and 12 pounds, and of the sixth sowing, 28 bushels and 7 pounds.

By Mr. Wilson ;

Q. These sowings were just a week apart! .
A. Yes; just one week apart. The latest sowing has given about one-half the crop
that was got from the two earliest sowings.
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By Mr. Dugas :

Q. On the same soil?

A. Yes; on the same soil and with the same seed. The latest sowing was not much
later than scwe few careless farmers in some parts of the Dominion get in their last seed-
ing of oats. I believe that farmers do not realize what they lose by such delay.

Barley.—1In regard to barley, it is much the same. The first sowing averaged in
seven years’ tests 40 bushels and 7 pounds per acre; the second, 40 bushels and 19
pounds, showing a little gain from the second sowing over the first. The third sowing
dropped to 31 bushels and 38 pounds. The fourth gave a yield of 28 bushels and 8 pounds,
the fifth of 24 bushels and 47 pounds, and the sixth of 22 bushels and 21 pounds,

This shows nearly as large a decrease between the average of the first two sowings
and the last two sowings as we had in the case of oats.

By Mr. Wilson :

Q. Can you give us the dates of the sowings?

A. The first sowing at the central farm is usually made from the 15th to the 25th
of April, varying with the season, just as soon as it is possible to get the seed into the
ground. The subsequent sowings are just one week apart. The farmer in the Eastern
provinces should begin putting his grain in as early as possible.

By Mr. McGregor :

Q. Do you sow while the frost is in the ground ?
A. No, but as soon as the frost is out of the ground and the land can be culti-
vated.

Q. In the North-west they frequently sow on the frost?

A. T am speaking of Ontario. These remarks do not apply to the North-west.
There is not the same advantage in early sowing there as in the East. Early sowing is
very important in Ontario, Quebec and the Maritime Provinces.

By Mr. Sproule :

Q. You do not plough the land in the spring ?

A. Not usually. Our practice is to use the disc harrow upon it.

Spring wheat.—With spring wheat the average yield per acre during the period of
seven years was for the first sowing 18 bushelsand 26 pounds ; the second, 19 bushels and
13 pounds ; the third, 13 bushels and 47 pounds ; the fourth, 12 hushels and 8 pounds ;
the fifth, 10 bushels and 46 pounds; and the sixth, 9 bushels and 15 pounds.

. Pease.—The following are the results of similar tests continued for two years with
pease ; the first sowing gave an average yield of 31 bushels and 39 pounds, second 34
bushels 37 pounds, third 37 bushels 10 pounds, the fourth 30 bushels 31 pounds, the
fifth 27 bushels 47 pounds, and the sixth 25 bushels 39 pounds.

Tt will be observed that there was an increase in the third sowing over that of the
second and the first, the indications being that in the case of pease you may sow them
a week later to advantage. These figures show how very important it is to get the seed
of cereal crops in the ground at the earliest period practicable. The following summary
puts the results in a convenient form for comparison.
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SUMMARY OF RESULTS OF EARLY, MEDIUM AND LATE SOWING.

The following are the averages for the whole of the tests which have been continued
or seven years with oats, barley and spring wheat ; and two years with pease : —

TESTS CONTINUED FOR

TrsTs CONTINUED FOR SEVEN Y EARS. i Two Y hARS.
© Average Average . " Average " Average
Oats. yield per Barley. yield per Spring \Vheat.J vield per Pease. | yield per
acre. Lacre. | aere. 1 I acre.
i i i
! !
— | ~ ; | _
Bush. 1bs. Bush. Tbs.| Bush. 1bs. Bush. Ibs.
Ist Sowing.... 54 28 Istsowing.... 40 7 st sowing..... {18 2 1st sowing....| 31 39
ond ¢ ... 88 .. 2md ¢ ... 40 19 @2nd ¢ ... 19 13 2nd ... 34 37
3rd ¢ .... 48 14 3rd ¢ ... 8L 38 3rd ... .. | 18 47 Brd ¢ ....0 37T 10
4th ¢ ... 42 15 4th ¢ ... 28 8 4th . 12 & 4th ... 30 41
5th ¢ .... 88 12 5th “ ..... 24 47 Bth ... .. |10 46 Sth ¢t o0 27 4
6th ¢ ... 28 7 6th ¢ L.oo2202 J‘ﬁth “ooala. 9 15 ‘Gth “oo.0 2 39

BUGS IN PEAS.
By Mr. Featherston :

Q. Have you any bugs in your pease here!
A. We are seldom troubled much here from that cause ; occasionally we find a few,
but they are not as bad as in Western Ontario where we have found it difficult to get

seed free from bugs.

Q. The early sown pease are always full of bugs, and that is the reason why they
sow late there?

A. In regard to bugs, if the seed were well treated with bisulphide of carbon, and
the bugs destroyed before the seed was sown, they would soon become scarce.

Q. Do you mean to say that the bugs are in the seed?
A. Yes, and they come out when the pease are sown, crawl up through the soil and
are ready to deposit their eggs on the pea pods as soon as the blossoms are dropped.

Q. Do you mean to say that the old bug in the pea comes out ?
A. In a great many cases it is still in the pea, when the pea is sown. In some
instances, the bugs come out earlier and hide themselves in places where they can find

shelter until the pea is ready for operation.

Q. You will sow pease in which there are no bugs and still you will find bugs in
the crop ?

A. Yes, and mainly for the reason that some of your neighbours have sown buggy
pease, and the bugs have escaped after the pease are sown. If seed can be sown free
from bugs the proportion of pease injured by this pest will soun be very much reduced.

THE FEEDING OF STEERS.

The next subject to which 1 desire to call the attention of the Committee is the
results of experiments in the feeding of steers at the Central Experimental Farm.

In the spring of 1896, a series of experiments which has not yet been reported upon-
was begun, to gain information relative to the cost of fattening steers, first on the ensilage
combination known as the Robertson mixture, ten tons of corn, two and one half tons

of horse beans, and one ton of sunflower heads.
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Rations.—This was used, first, with half its weight of turnips and one-tenth its
weight of hay; second, with a bulky fodder ration consisting of an equal weight of
corn fodder and turnips, with one quarter its weights of hay ; and third, with a %ulky
fodder ration of hay 20 pounds, and turnips 50 pounds. »

For the first six weeks no grain was given to group No. 1; for the next eight weeks
2 pounds of grain per animal per day, and for the remaining six weeks 4 pounds of
grain per animal per day.

To group No. 2 there was given for the first six weeks, four pounds of grain per
animal per day, and for the next fourteen weeks 6 pounds per day. To group No. 3,
for the first six weeks, four poundsof grain per animal per per day; and for the next
fourteen weeks six pounds per day.

Cost.—The results showed that group No. 1, cost for feed, 9-53 cents perday : group
No. 2, 1218 cents per day ; and group No. 3, 13-53 cents per day. '

Group No. 1, also made the larger increase. The result showed a considerable
advantage in feeding with the ensilage combination of corn, beans and sunflowers over
that of the other rations.

By Mr. Stenson :

Q. What kind of grain did you feed to these cattle ?

A. The grain we use for feeding steers varies. We use just what we have on hand,
as any ordinary farmer would do. It generally consists of barley, pease and oats, and if
we have any wheat screenings they are put into the mixture and all ground up together.
We do not find very much difference in the results, as to the kinds of grain used, one
sort does almost as well as another, but I think that a mixture will usually give better
results than any one sort of grain.

Q. You do not feed corn?
A. Notusually. We cannot often ripen corn at the Experimental Farm, and we
" usually feed the stock with such grain as we can grow.

Dy Mr. McMllan :

Q. Do you consider dry fodder as good as ensilage ?

A. No, Idonot. I think the dry fodder corn is a substitute that some farmers
who have no silo may be justified in using; but in converting corn into ensilage, the fer-
mentation makes the material more easily digestible, and the feed is all eaten up clean.
This is not the case with corn fodder.

By Mr. McGregor :

Q. What.do you use in the shape of beans *

A. We have been using horse-beans and have grown them with success in Ottawa.
They are also grown with advantage in some parts of Quebec and in the Maritime Pro-
vinces. They seem to do well wherever the climate is moist enough to give them rapid
and vigorous growth ; but in Western Ontario they have not been a success. We are
now trying some experiments with Soga beans which are said to succeed well in drier

and warmer climates.

Q. In making the ration do you cut the hay?

A. Yes; we always cut the hay. I consider that it is a point of great economiy in
farm management, to cut all hay, not only for cattle but for horses, also as far as we can
judge from some experiwents which we have made, there is a saving of about twenty
per cent, effected by using cut hay.

By Mr. Featherstow :

Q. Don’t you think that those people who feed fodder corn in the dry state,
generally put it in with roots and let it soak for 24 hours !

A. T have known some farmers do that.
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Q. It is common with us, and I find in buying cattle that those fed that way are
much stronger and stand shipment better than ensilage fed ?

A. T doubt if the ensilage affects them injuriously for shipment. The idea that
hard dry feed makes animals stronger and hardier, is not I think always based on
careful observation.

Mr. McMiLcan.—I have been 18 years shipping cattle fed on ensilage, and they
stand shipping just as well as those fed on roots, grain, and hay.

Mr. FEATHERSTON.—But your cattle go to grass afterwards.

Mr. McMiLraN.—For the last two years; but before that I shipped from the
stables and they did as well.

Prof. Saunpers.—There is no doubt that Indian corn when made into ensilage does
contain a large proportion of nutritive matter in a form easily digested.

By Mr. McMidlan :

Q. Have you tried common ensilage made from corn alone?
A. We have and with good results. This was reported on in the annual report for

1893.
By Mr. McNeidl :

Q. Have you tried common ensilage as against roots ?

A. Yes. We tried common ensilage against roots and against hay. This also was
reported on in 1893.

During the past year we fed three groups of steers, four in each, with the'object of
ascertaining how far it is economical for farmers to withhold grain, during the first part
of the fattening period. All were fed on the same bulky fodder mixture of 50 pounds
plain corn ensilage, 25 pounds of roots, 5 pounds of hay and 5 pounds of straw, and
the 12 animals were divided into three very even groups.

Group one had no grain for the first 8 weeks ; then for 4 weeks they had 2 pounds
of grain per animal per day, and for the closing period of 4 weeks they got 6 pounds of
grain each per day ; the period of test being 16 weeks.

Group two for the first 8 weeks had 2 pounds of grain per animal per day ; for the
next 4 weeks they had 4 pounds, and during the closing 4 weeks they had each 6 pounds
of grain per day. :

Group three were fed 4 pounds of grain per animal per day for the first 8 weeks, and 6
pounds each per day for the remaining 8 weeks.

The results show that the withholding of the grain for the first 8 weeks was the
more economical method. The first group cost on an average 10-12 cents per day for
the whole period ; the second group cost 1140 cents ; and the third group cost 12-59
cents. That is a cost of 1} cents per day more for the second group than for the first ;
and 2-47 cents, or nearly 2% cents per day more for the third group than for the first,
for the whole period of 111 days. This makes the cost per animal $1.42 each for those
in the second group, over those in the first, while the difference in weight was only 2}
pounds per animal, or 10 pounds on the group. The animals composing the third group
cost $2.74 each more than those of the first, while the difference in gain was 74 pounds.
Deducting the value of the 71 pounds of grain there would still be a loss of more than
$2 per animal for the group which had the larger ration of grain—thus showing that it
is economical to withhold the grain during the first half of the feeding period.

By Mr. McGregor :
Q. Could you give any results of the weight coming out ?
A. The gain of the first group per animal at the end of the period over and above
what they weighed at the beginning, was 200} pounds, and they averaged about 1,100
pounds when the feeding test was began.

By Mr. Talbot :

Q. How long were they fed ?
A. For a period of 16 weeks.
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By Mr. McGregor :

Q. But I want the weight when you disposed of them !

A. They ranged between 1,300 and 1,400 pounds each. The gain in the second
group during the feeding period was 202} pounds and in the third group it was 2093
pounds. They were a very even lot at the start, and they were so grouped that there was
not 30 pounds difference in weight between the groups.

By Mr. Talbot :

Q. What difference was made in feeding the bulky fodder ration?

A. These groups were all fed on the same bulky fodder ration which consisted of
50 pounds of plain corn ensilage, 25 pounds of roots, 5 pounds of hay, 5 pounds of straw.
That formed the basis of the feed of the whole 12, and each animal was given all it would
eat, and in the estimate of cost each one is charged with the quantity of food eaten.

By Mr. McGregor :

Q. Did you try the experiment any longer !
A. No, we sold the steers at the end of the sixteen weeks.

By Mr. Sproule :

Q. What age were they when they came in?
A. Eight of them were two year olds, and four three year olds picked up on the

farms about Ottawa.

By Mr. Talbot :

Q. Were they in good condition ?

A. Not very. We fed them all for 30 days before beginning the test, on a good
uniform ration, in order to bring them into a suitable and even condition for the
experiment.

By Mr. Featherston :

Q. What condition were they in when weighed? I suppose they were just from

the country and fasting?
A. They were not in very good condition and weighed between 1,000 and 1,100

each.
By Mr. Talbot :

Q. Your figures show a gain of about 2 lbs. a day ?
A. Very nearly that.

Q. Your average cost for food is 11 cents !
A. Tt was rather more than that for the whole period.

COST OF RATIONS.

Group No. 1 cost an average of 10:12 cents per day ; group 2, 11-40 cents, and
group 3 an average of 12-59 per day. i )

Group No. 1 cost 840 cents per day for food for the first eight weeks; forthe
second period of 4 weeks, the cost per day was 10'15 cents, and for the last 4 weeks
13-53 cents.

With group 2 the average cost for the first 8 weeks was 10-15 cents, per day ; for
the next four weeks 1190 cents, and the remaining 4 weeks 13'41 cents.

The cost of group 3, for the first 8 weeks, averaged 1190 cents per day, and for
the remainder of the time 13-28 cents perday ; but group 3 had 4 pounds of grain each
per day for the first 8 weeks, and 6 pounds f%rsthe second 8 weeks.

2—5



60-61 Victoria. Appendix (No. 2) A. 1897

GAIN IN WEIGHT.

Group No. 1, gained an average of 96} pounds in that period, during the first 8 weeks
without grain, while group 2, which had 2 pounds of grain per day during the same period,
gained 101 pounds, a difference of only 5 pounds.

Group 3, which received 4 pounds, of grain per day per animal, during the first 8
weeks, made a gain of 1084 pounds. But when it came to the closing period, when
the first group got a fair proportion of grain, they gained 104} pounds each, whereas
the animals belonging to groups 2 and 3, gained 101 pounds each.

By Mr. Stenson :

Q. You made no distinction of breeds in your selection of animals for the experi-

ments ?
A. They were all grades and contained more or less Durham blood.

By Mr. McMillan :

Q. What did you say the mixture consisted of ?
A. The bulky fodder ration was made up of 50 pounds ensilage and 25 pounds
roots, & pounds of cut hay and 5 pounds of cut saraw.

EXPERIMENTS WITH FATTENING SWINE.

Passing next to the subject of experiments in the feeding of swine, these have been
carried on for the past two years, but have not been reported on until now.

Lot No. 1. In this experiment five pigs were fed on equal parts of ground barley,
wheat, rye and bran soaked in cold water for 30 hours, and six pounds of skim milk
given to each pig per day. They were fed twelve weeks and the quantity of food con-
sumed per pound of increase was 3-10 pounds of meal and 4:35 pounds of skim milk.
Taking the meal at § of a cent per pound, which is about the average market rate, and
skim milk at 20 cents a hundred pounds in value, this would cost about 3} cents for
each pound of increase, live weight. This is the average cost per pound of increase up
to a weight of 180 pounds to 200 pounds.

Lot No. 2 was fed on the same grain and milk ration with all the sunflower heads
they would consume in addition. The quantity of meal used per pound of increase was
1:92 pounds ; of milk 540 pounds, and of sunflower heads 2:11 pounds. The cost,
taking the sunflowers at $6.66 per ton ($6.50 was the actual cost one year when we
made a computation) of producing the live weight was about 3 cents a pound, or about
4 cent less than in the first lot.

By Mr. Cargill .

Q. Without taking into consideration the cost of the animal when you com-

menced?
A. Yes.

By Mr, McMillan :

Q. What did they weigh then ?
A. About 55 or 60 pounds.

Q. When making your calculation did you deduct that?

A. No. The cost per pound of increase in weight is given only after the experi-
mental feeding was begun. It is scarcely practicable to give the exact cost of raising
the young pigs to the period of weaning.
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By Mr. Cargill :

Q. Is that as good pork as the other?
A. Yes; I think s0. The proportion of sunflower seed fed was not large. It is
not safe to draw conclusions from one experiment, but it seems to have produced flesh

at a low cost.

By Mr. Stenson :

Q. In what way did you feed the sunflower heads ?
A. We put them in whole.

By Mr. Talbot :

Q. You did not soak them ?
A. No. We fed them without any treatment or preparation.

Lot 3 consisted of three pigs, which were fed for the first five weeks on all the raw
potatoes they would eat. They got nothing else. They weighed in all 167 pounds at
the start, and they consumed 400 pounds of raw potatoes and 315 pounds of skim milk,
and they weighed only 169 pounds at the end of the five weeks, just two pounds more
than when the feeding began. Seeing that no satisfactory progress was made, we then
put them on the same grain ration as Lot No. 1, and they increased in weight rapidly.
At the end of 20 weeks they had reached a saleable size, and had used per pound of
increase 3:72 pounds of meal, 1-37 pounds of potatoes and 1'08 pounds of milk, and the
cost for each pound of increase, live weight, was about 3% cents.

Lot 4 consisted of four pigs fed from the 18th December, 1895, to the 1st of April,
1896, with cooked potatoes—all they would eat—with three pounds of skim milk per day
for.each pig. During this time, 15 weeks, they consumed 2,493 pounds of potatoes and
945 pounds of milk, and made a total gain of 185 pounds, or about 46 pounds per pig.

The progress on cooked potatoes was not satisfactory and it was given up at the end
of the 15 weeks, and for the remaining five weeks these pigs were fed on meal. They con-
sumed 530 pounds of meal during the last four weeks, and made 153 pounds of increase,
as against 185 pounds of increase in the former 15 weeks. They consumed for each
pound of increase—meal, 152 pounds : potatoes, 7-18 pounds ; milk, 2:72 pounds.

By Mr. Stenson ;

Q. What kind of meal did you feed !
A. A mixture of ground barley, pease, oats and bran.
Q.

You make it a rule to feed your stock from the farm produce !
A. As much as possible. We sometimes have to buy oats, but we usually have

enough barley and pease and other produce of the farm.

Q. You do not use Indian corn?
A. Not usually. Some special experiments were conducted with Indian corn, to which

I will refer later on.

The cost of feeding this lot 4, where cooked potatoes were used, was about 4 cents
per pound of increase, taking potatoes at a value of 20 cents per bushel.

Lot 5 consisted of four pigs fed for the first five weeks un raw potatoes pulped,
with 3 pounds of meal per day to the pen. They made little progress, and for the next
five weeks we fed them entirely on boiled potatoes. They still made poor progress and
consumed 35} pounds of cooked potatoes for each pound of increase. After this we fed
them meal and milk for ten weeks, when they made satisfactory progress, and at the end
of the period it was found that the food consumed per pound of increase was 2:28 pounds
of meal, *71 pounds of raw potatoes, 2-41 pounds of cooked potatoes, and 1-52 pounds of
milk, involving a cost per pound of increase of about 3} cents.
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By Mr. McNeill :

Q. You fed potatoes principally ?

A. During the second period they were given cooked potatoes only. One of the
main objects in conducting these experiments was to gain information as to the value of
potatoes, raw and cooked, as food for hogs.

Lot No. 6 consisted of 3 pigs fed for the first 15 weeks on all they would eat of
cooked potatoes with 3 pounds of meal per day to the pen, that is 1 pound of meal per
animal. The progress made was not satisfactory, and at the end of 15 weeks the diet
was changed to meal and milk, for the last five weeks. = The pen of 3 pigs gained 222
pounds in the first 15 weeks, and in the last five weeks, after the change was made to
meal and milk, they gained 200 pounds. The average consumption for each pound of
increase was meal 205 pound, potatoes, 5:05 pounds, and milk, 74 pounds.

By Mr. Clancy :

Q. Did you limit them as to the quantity of meal?
A. We gave them all they would eat up clean.

By Mr. McMillan :

Q. When feeding potatoes did they grow in size as well as in flesh ?

A. We did not take measurements but weighed them regularly. Those fed on
raw potatoes looked very thin and miserable until their ration was changed.

Lot No. 7 consisted of three pigs fed for 20 weeks on cooked potatoes, with three
pounds of meal per pen and 9 pounds of skim milk per pen per day. The results at the
close of the experiment showed that each pound of increase had taken -98 of meal, or
nearly one pound, 7-29 pounds of potatoes and 2:96 pounds of milk, which involved
about the same cost as the previous lot, viz. 3} cents per pound live weight.

Lot No. 8 consisted of four pigs, which were fed entirely on oats and milk—the oats
were ground and soaked for 30 hours before being fed, and each animal had 6 pounds of
skim milk per day—24 pounds per day to the pen with all the ground oats they would
eat up clean. They were fed for 20 weeks. The results showed that 3-26 pounds of
oats had been consumed and 5'81 pounds of skim milk for each pound of increase.

The cost per pound of increase was about 3% cents, taking oats at 25 cents per
bushel, and 20 cents per 100 pounds, as the average cost for the skim milk.

Lot No. 9 consisted of four pigs which were fed entirely on ground pease with 8§
pounds of skim milk per day to each animal. The consumption of pease for each pound
of increase averaged 2:76 pounds and the consumption of milk was 4:68 pounds, making
the average cost of lot 9 the same as lot 8, viz.: 3% cents per pound, pease being valued
at 50 cents a bushel :

Lot No. 10 consisted of 3 pigs and they were fed on equal parts, by weight, of
ground oats and pease with 6 pounds of skimmed milk per animal per day. They con-
sumed an average of 3 pounds of the mixed grain and 4-51 pounds of the skimmed milk,
per pound of increase and the cost of that lot was practically the same,—3} cents per
pound of increase, live weight.

By Mr. McNeill :

Q. Did the pigs do equally well on pure pease %

A. They matured more rapidly when fed entirely on pease. T took some pains to
carefully test the quality of the bacon from the pigs that had been fed entirely on pease
as compared with those which had been fed entirely on oats and those fed on the mix-
ture of pease and oats. There seemed to be a better distribution of the lean with the
fat, where the pigs were fed entirely on oats, and the fat of the bacon from those fed on
pease alone appeared to be a little less firm and to fry out more in cooking. I think
it is important that the farmers generally should be aware of the value of oats for this
purpose, so that where oats are very cheap and do not meet with a ready sale, they may
be advantageously converted into pork whic}é usually commands a good price.
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Lot No. 11 was fed on barley alone. There were 4 pigs. The barley was ground
and soaked the same as the other grain for 30 hours, and no milk was fed. .The pigs
were fed for 16 weeks and the quantity of barley consumed per pound of increase, was
435 pounds. Taking barley at 36 cents per bushel, this would cost 3} cents for each
pound of increase.

Lot No. 12 was fed entirely on shorts soaked in cold water for 30 hours, no milk,
and they were fed for 16 weeks. The quantity of shorts used per pound of increase
was 4-41 pounds. Taking shorts at $15.00 per ton, this would give 3} cents, as the cost
per pound of increase.

Lot No. 13, four pigs which were fed entirely on ground Indian corn soaked in cold
water for 30 hours, without milk, the feeding period lasted 16 weeks, Taking the corn
at 45 cents a bushel, which is what we paid here, but would be a high figure for some
other localities, that would put the cost at 31 cents for each pound, live weight. Pork
could be produced cheaper than this, if corn could be got at the low prices now paid for
it in the west.

By Mr. Stenson :

Q. Did you test that pork made from corn? Do you think it was equal to the
pork made out of pease ?

A. T gave instructions to the butcher to save me some of the bacon from this lot,
but he forgot to do so, and I am unable to offer any opinion on this subject from actual
test.

By Mr. McGregor :

Q. Tt sells for just as much in the market ¢
A. There might not be very much difference, but I think the fat would be softer

and would fry out more when cooked.

Lot 14 was fed on a mixture of one-third barley, one-third corn and one-third shorts,
by weight. These were all soaked for 30 hours, and no milk was given. The feeding was
carried on for 16 weeks, and the quantity consumed was 3:99 pounds of the mixture
for each pound of increase. The cost of the increase was about 3c. per pound, showing
a little advantage in using the mixture, over that of either of the ingredients simply.

By Mr. Cargill :

Q. What is your own opinion as to the value of corn feed for pork ?

A. Swine fed entirely on Indian corn usually have a larger proportion of fat, and
the fat is softer in texture than when the pigs are fed on a mixture, of grains. 1 think
the pork will be of better quality where it is fed with a mixture, such as pease, hurley
and oats, using some skim milk also. On such a mixed diet the animals will thrive
better than they do on any one sort of grain, and there will be a better mixture of lean
and fat in the bacon.

By Mr. Featherston :

Q. Was there any difference in the breeds of those pigs?
A. Most of them were crosses between the Berkshire and Tamworth, and the
Berkshire and Yorkshire. There were a few crosses of the Berkshire and Essex. They

did not grow quite so rapidly.

By Mr. Talbot :
Q. Which of these 14 tests gave you the most rapid growth 1
A. I think the pigs fed entirely on pease made the most rapid growth. The exact
figures in regard to this will be found in the annual report for 1896, now in the press.
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By Mr. McGregor :

Q. Did you try feeding with dry corn or pea meal?
A. We have not done so recently.

Q. Would you advise feeding with ground meal?
A. Yes I would.

By Mr. McMillan :

Q. Have you ever tried feeding mangels, because we feed pigs largely on mangels.
We sold over 100 last summer and we had another lot of 50 lately. We feed our
mangels largely

A. We have tried®sugar beets, but not mangels for pigs. That is one of the
experiments we have yet to undertake.

By Mr. McGregor :

Q. We grow a quantity a clover in my district, and that is fed to a considerable
extent ?
A. Yes, that makes very good food.

By Mr. Clancy :

Q. Have you had any tests as to the relative gain on the same feed during winter
months as compared with summer months ?

A. Yes. We have had some experience in this during the past winter. We found
that they did not make the gain in the winter that they do in summer, and I do not
think it pays any farmer to carry swine through the winter except for breeding purposes.
‘Where two litters are had in the year, the first should be very early so that the second
may be up to a fair size before very cold weather comes, so that they can be sold early
in the winter.

By Mr. McNeill :

Q. Are we to understand that the cost of a pound of pork put on the live animal
is 3 to 3} cents, while the cost of a pound of beef is about 8 cents?

A. In the case of a steer of 1,100 pounds weight, in feeding we put on an extra
200 pounds, but that adds much to the value of the whole carcase, and its cost must be
considered in that light. In the feeding of pigs this is different, and it is scarcely
practicable to make a fair comparison between the two.

Bo Mr. Featherston :

Q. In other words, Professor, you put in a steer costing 3 cents a pound and send
it out at 4 cents a pound and gain a cent a pound on all these 1,100 pounds.
A. Certainly.

By Mr. Bostock :

Q. According to your experiment, potatoes are hardly any good ?

A. They are no doubt useful as a change of diet, and when used in moderation
would be valuable ; but they are more valuable cooked than raw. But to undertake to
feed swine with potatoes alone is not profitable.

By Mr. Talbot :

Q. They are used on small farms down our way.
A. If grain is used with potatoes it is not easy to determine the result from each
The only way to find out that is to feed with grain or potatoes separately.
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By Mr.-Meigs:

% Did you ever keep them till they were six or eight months old and then fatten
them *

A. We did try that several years ago and published the results of the experiments.
We found that after the pigs reached 200 pounds, live weight, it cost more to put the
added weight on them than the farmer got for it. That is, whereas it takes from 3 to
4 cents to put each pound live weight up to about 200 pounds; the additional weight
beyond this will cost 5, 6 and sometimes 7 cents per pound. )

Q. Our farmers take what they call shoats in the spring and fatten them.
A. It is doubtful if they pay for their board.
Mr. Meigs—Well, they don’t get much for them.

By Mr. Wilson :

Q. Have you ever tried pumkins ?
A. No; we have never tried pumpkins.

By Mr. Cargill ;

Q. What is the reason that Canadian hams and bacon are worth more per pound
in the British markets than the American ?

A. The reason I have heard assigned is that corn fed pork has too large a propor-
tion of fat, and that the fat is softer and fries out more, and that it pays the Englishman
who wants to use the meat, to pay a little more for Canadian bacon which contains more
lean and the fat of which is harder and firmer in tex‘ure than that of animals which
have been fed on corn. b

Mr. McMiLLaN—TI think there are other reasons, among which is this one, that
American hogs and cattle are often fed together ; the cattle are fed on the corn and the
hogs only eat the excrement, and that is not the same as the grain.

Mr. FEaTnERsTON— You won’t find as heavy hogs in Chicago now as formerly.

Prof, SaunpErs—TI think that in the last two or three years there has been a great
change in this respect, and that most of the swine brought to the market do not now
exceed 200 pounds each in live weight.

RESULTS OF CURATIVE EXPERIMENTS ON TUBERCULOUS CATTLE.

I desire now to give you the results of some curative experiments on tuberculosis in
cattle.

Three years ago I explained to this Committee that we had at the Central Farm five
young heifers which were tested at the time that the slaughter took place of cattle for
tuberculosis, and which, when tested with tuberculin, were found to be affected by this
disease. As these were young it was thought best to try some experimentsin treatment
to see what chance there might be of curing this disease. After consultation with
physicians, it was decided to try sulphurous acid which was then being used to some
extent in cases of consumption of human beings, and accordingly we gave two teaspoons-
ful of the acid per day, putin the drinking water, to each animal for a year. When tested
again at the end of this period with tuberculin the animals showed just about the same
reaction, indicating that they had not improved to any material extent.  Then it was
suggested that as tuberculin itself was held to have curative properties, when injected
into the system, we should try a series of injections of tuberculin in these cases. This
we did, injecting five drops once a week for four weeks. For the following four weeks
10 drops per week, then 15 drops per week for four weeks, and finally 20 drops per week
for four weeks, and after each of these injections, 16 in all, every animal had its temper-
ature taken every two hours for twenty hours, to see if there wasany reaction. Tables
giving the results of all these tests will be found in the Annual Report. After four
months, this treatment was discontinued, and the animals were allowed to remain without
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treatment for six months, when they were tested again and showed by the reaction, that
they were still affected with the disease. Then, under authority of the Minister, they
were slaughtered and the viscera examined. Three we found badly and two slightly
affected. The remedies used did not appear to have had any effect on the progress of
the disease, as there were large quantities of thin pus and some thick and creamy, with
hard, limey concretions about the glands of the throat, giving evidence of the disease in
different stages of active progress. Particulars of the condition of each, on post mortem
examination, are given in the Annual Report. The first two animals were slaughtered
in presence of Dr. McEachren, who conducted the post mortem, and Dr. Smith, head of
the Veterinary College at Toronto, was present and conducted the post mortem of the
other three. The results indicated that the remedies used had produced no curative
effects.

By Mr. McHugh :

Q. Did the animals keep in good condition ?
A. Yes. We did not feed them highly, but they remained throughout in very fair
condition, and from appearance would hardly have been suspected of disease.

By the Chairman :

Q. Were there any external symptoms ?
A. None except one case where there was a slight cough. The others had no cough
and seemed to all appearance as well as other cattle.

By Mr. Featherston :

Q. Where did you find the disease located ?
A. In different parts of the body. Some were affected in the lungs, others in the
liver, or in the glands about the throat.

Q. What breeds were the cattle?
A. There were two grade Short Horns, one Jersey grade and one grade Devon.

Q. What were the symptoms? Were there large gatherings inside ?

A. Yes, in some cases. In one of the cattle the lungs were very full of tubercle,
and when cutinto, pus oozed out. Inanother the liver was badly diseased, and in another
the bronchial glands were enlarged and filled with calcareous tubercle.

Q. Do you think that lumps outside are a symptom ?
A. Yes. Veterinary surgeons can sometimes detect the presence of tubercle by the
enlargement of these glands.

By Mr. McGregor :

Q. Had the liver grown to the side?

A. Not in any of these cases.

The CaAIRMAN—T may say to the Committee that we hope to have Dr. McEachran
with us by the end of this week, and I was going to suggest to the friends that these
technical matters might be dealt with by him. It is not quite fair to a man who is not
a professional man, to ask him for such information.

By Mr. McNedll :

Q. You said that one animal was not so much affected. Is there much difference
in the symptoms between those which are only slightly affected ?

A. In this particular instance, the animal did not show so high a temperature a.fter
the injection of the tuberculin. The figures will be found in the “annual report.
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By the Chairman:

Q. What is the general opinion as to the effect on the flesh, is it safe to use it in
such slight cases ?

A. Where the disease is local and the organs but slightly involved, the flesh is con-
sidered to be quite safe to use, but where the disease is general it is not considered safe.
In the large abattoirs in Europe, where there are the best experts, they pronounce the
flesh of animals which are but slightly affected by tubercle, as fit for food. Even
where animals are more seriously affected it is held to be safe to use the meat, provided
it is well cooked. In Denmark, where the government are taking measures to try to
remove tuberculosis altogether from their dairy herds, they compel the people to fatten
and kill those animals found to be affected, and in such cases the meat is branded, so
that the people who buy it know that the animals have Leen so affected. The people
buy such meat there quite readily, and understand that it must be well cooked. The
fact that the government authorizes the sale of this meat gives the people confi-
dence that it is not injurious.

By Mr. Talbot :

Q. But the milk is bad :

A. Yes. Itisnot possible until a cow is slaughtered to tell whether the udder is
affected or not. If it is affected with tubercle, then the milk is almost always unsafe to
use. When the disease occurs in the glands of the throat or other parts of the body, it is
not often that you can detect the germs of tubercle in the milk of such animals. Tt is,
however, always best to be on the safe side, and to boil suspected milk before using it.

PROGRESSIVE WORK ON THE BRANCH EXPERIMENTAL FARMS.

I desire next to call the attention of the committee for the short time now remain
ing, to the progress of the work on the branch experimental farms.

Coming now to the work of the branch farms, this is so arranged as to provide for
the early investigation of those questions which are of immediate importance to the far-
mers of the province in which the experimental farm is situated. In Nappan, in the ma-
ritime provinces, the crops during the past year have been very good. Spring wheat gave
exceptionally large returns. It was so also with oats, and there were reasonably good
crops of barley. There, the testing of different varieties of grain such as I have referred
to as carried on at the Central Farm, is repeated, and this is done at all the branch farms,
so that we have results of uniform tests of the more important farm crops under all the
different climatic conditions prevailing in the Dominion. In Nappan we have also
carried on a great many experiments in regard to the draining of land, showing that
this question is of much importance there, as drained land can be sown early in the
spring, thereby increasing the yield. Experiments have also been carried on in the
feeding of cattle for the production of milk and beef; and in the fattening of swine on
similar lines to those T have been explaining. Large orchards have heen established
there in which many varieties of fruits are being tested, both large and small. A large
number of vegetables have also been tried ; and there have been more or less experi-
ments conducted in reference to the growth of trees, both from the standpoint of
forestry and the ornamentation of farms and homes.

At Brandon, in Manitoba, we have 670 acres of land. A large number of experi-
ments have been carried on during the past two or three years in reference to the
treatment of land to prepare it for crop, showing the results of sowing in fallow land,
on fall ploughing, and spring ploughing ; also the results of sowing the seed on the sur-
face of the ground in stubble land without ploughing it at all, but simply harrowing to
cover the seed. All these have been tested and results given. In every case the
advantage of good farming is shown, and where the land is properly prepared by
summer-fallowing, the crops are very much larger than where a less careful system is
adopted. With a reasonable rainfall, good crops can sometimes be had from their very
rich lands, even with less careful methods; but as a rule, good farming pays there as
elsewhere. '
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Many experiments have been carried on for the province of Manitoba for the pre-
vention of smut, which is troublesome there.

With regard to the bunt, or stinking smut, which injures grain in the North-west,
it is easily controlled by using bluestone, or sulphate of copper, dissolved in water, in the
proportion of 1l-pound to 11 pails full, and this solution sprinkled over 10 bushels of
grain. The grain should be turned over and over with a shovel while being sprinkled,
so that every kernel may be wet. After that the grain is spread out to dry, and in a
short time it will be ready for sowing. That treatment destroys the smut. Comparisons
of plots sown with smutty untreated, showa large number of smutty heads. Those sown
with treated grain give none or very few.

Smut in oats is more difficult to treat ; but we have found a remedy which is effectual
for this also, though rather troublesome to use. Sulphate of copper lessens but does not
eradicate this form of smut. A much better remedy is found in sulphide of potassium,
or sulphuret of potash, as it is sometimes called. This is dissolved in water, in the pro-
portion of 11 pounds to 25 gallons, and the oats steeped in that solution for 24 hours, and
by this treatment, smut in oats may be practically destroyed in the very worst cases.
In plots sown in the spring, last year, at the Central Farm where the grain was thus
treated, all the varieties came out clean and free from smut, notwithstanding that the
seed had been more or less smutty, and the crops of the previous year were considerably
affected by smut. Some varieties of oats treated in this way and some that was not
treated, was sown in other plots, to compare the one with the other, and the number of
smutty heads recorded, which showed that smutty seeds, untreated, gave a smutty crop,
while the treated seed gave a clean crop.

Experiments in flax have been carried on at the Brandon Farm—as at all the
farms—to ascertain how to produce the largest crop of seed also the best quality of
fibre. Experiments have also been carried on with dairy cattle and beef breeds of
cattle, which are reported from year to year in the annual reports of the farm.

BROME GRASS.

With reference to the subject of Brome grass, which I brought before the Commit-
tee at a previous session, I have here photographs of a field grown at Brandon, showing
that the Brome grass grows to a good height, a large quantity of seed was saved from
that field, all of which has been disposed of to farmers, for sowing. I have here also
two photographs, one showing the house of the Superintendent before any trees were
planted around it, and the other giving the appearance of the place after three years
planting, showing that the decoration of one’s bome with a few trees makes all the
difference between bare and bleak surroundings, and an appearance of comfort and
elegance.

By Mr. McNeill :

Q. Is there any ditficulty in eradicating the Brome grass ?

A. We have not found any difficulty in this particular, and I do not apprehend
that there will be any difficulty. The root system of this grass is such that I think it
will be easy to eradicate it when desired.

Q. Do the roots grow deep ?

A. Yes, moderately so, and it seems to succeed in almost any kind of soil, it
endures conditions of drought, wonderfully well, and in irrigated land it grows amazingly
fast. Isaw alarge field at Mr. Hull's ranch near Calgary, last year, some of which
was four and five feet high. He has both Timothy and Brome growing on his ranch.
He feeds a large number of cattle and prefers the Brome grass to the Timothy.

The results of the crops last year at the branch experimental farm at Indian Head
were exceptionally good. The rainfall, although heavier than usual, was not sufficient
to cause undue growth, and the climate being otherwise somewhat drier than that of
Brandon, the crops bore this additional rain very much better than the Brandon soil did.
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There, we had a good deal of lodging and rusting, especially in the oats, and the crops,
while well up to the average of the district were not as good as usual. At Indian Head
they were much above the average in yeild and of excellent quality. The lowest yield
of wheat at the farm was about 30 bushels to the acre, and the highest 46 bushels.
The average on summer-fallowed land in that district was about 40 bushels to the acre.
I think that is not an over-estimate. On land not summer-fallowed, but fall ploughed,
or sown on stubble in the manner I have spoken of, the crop has not exceeded an
average of 25 bushels to the acre.

The Brome grass of that district has also succeeded remarkably well and is being
extensively sown by the most intelligent farmers. 'We have now 70 acres of Brome
grass at the Indian Head Farm and are expecting to seed a considerable additional
acreage this year. Many farmers in that district have now from five to ten acres and
others smaller plots, so that the extension of the cultivation of thatimportant and useful
grass is going on at a very rapid rate, and in a few years it is expected there will be
pasture fields and hay fields of this grass, on nearly every farm in the North-west country.
Before the Experimental Farms were established this grass was not known in cultivation
anywhere, in this country.

By Mr. Bell (Pictou):

Q. Where is that grass native of ¢

A. We secured the first lot of seed of this variety in 1887, the first year the Experi-
mental Farms were established, from a seed dealer in Riga, Russia. It grows through-
out Northern Europe, but it is not confined to Russia, but is cultivated also in Northern
Germany, Austria and Hungary. It is grown more or less as a fodder grass, and is much
more used there than among English-speaking people. But now, that the reports of the
success which we have had at the Experimental Farms here have been published it is
being used in all parts of the Western States. We have had many applications for the
Experimental Farm Reports from the Western States.

Q. Is this grass perennial ?
A. Yes.

Q. Is it to be got in Canada?

A. Yes. The seedsmen have been importing it, and there is a constantly increasing
demand for it. We grew nearly two tons of seed last year at Indian Head and half a
ton or more at Brandon, and that has all been disposed of. We have given away
samples about one pound each to every one who has applied for it. This quantity is
about enough to sow one-twelfth of an acre. If sown this year, it would produce seed
next year, and as seed is produced at the rate of from 300 to 500 pounds per acre, it does
not take long for a farmer, from a small plot, to get seed enough for a large acreage.
There must have been about two thousand farmers supplied with samples of this seed
during the past season, not only in the North-west, but also in different parts of Ontario,
Quebec and the Maritime Provinces. This grass will soon be thoroughly tested in all
the different climates of the Dominion.

By Mr. McNeill :

Q. I suppose it can be sown in the fall as well as in the spring!

A. Yes; but it is better sown in the spring. In the North-west it is usually sown
without grain. We have not yet tested that plan here; we havesown it with grain, and
it does very well. It starts very early in the spring and grows very rapidly.

Q. T have always had better success on heavy land, sowing timothy in the fall than
in the spring. When the fine weather in the spring comes on, it is already well
established ¢

A. We have tried that plan with timothy one or two seasons at the Central Farm

with very good results.
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By Mr. Stenson :

Q. In order to obtain seed will the fodder part of the grass be sacrificed, the same
as with timothy ?

A. Yes, to some extent. If you raise a crop of seed the hay is not as good in quality,
but still it is useful and the crop of the following year will not be quite so vigorous as if
it had been cut for hay. The ripening of the seed is a most exhausting operation on all
plants.

By Mr. Semple :

Q. Have you estimated the yield per acre of Brome grass?
A. It runs from 2 to 3} tons to the acre. You will find the particulars of yield
in the Reports of the Experimental Farms.

By Mr. McNeil :

Q. Under high cultivation I suppose in the North-west ?

A. Not especially so, but just the same cultivation as is given other crops sown
there. In regard to Timothy, in the North-west, we have not been able to grow it suc-
cessfully at the Indian Head farm. We have tried it at Brandon also with very poor
success. There are limited protected areas in Manitoba where Timothy is grown fairly
well. At Calgary, also in Alberta, along the foothills of the Rocky Mountains it will
grow very well.

YIELDS OF CEREALS AT INDIAN HEAD.

The following results in the production of farm crops were obtained at the Indian
Head Farm. Spring wheat 36 to 46 bushels per acre, and oats 90 to 100 bushels per
acre. Twenty acres of Banner gave 1,958 bushels, or an average of 97 bushels and
21 pounds per acre. Barley also did well, giving from 48 to 73 bushels per acre.

Mixed grain crops have been grownat the Indian Head Farm to aconsiderable extent,
sowing wheat, barley and oats in mixture together, putting them in after the other seeding
was done and cutting the crop green before wheat harvest commenced, and curing this
as hay. This has been done with great success during the past year as in former years,
showing that there is no difficulty in the way of the average farmer in the North-west
country, obtaining all the feed he wants for his stock by growing mixed crops curing
them for hay or raising Brome grass hay. The great difficulty that seemed to stand in
the way when the experimental farms were first established has been removed. When
I first went to the North-west and urged farmers to keep more stock and to produce
increased quantities of beef and dairy products, I met this objection, that it was no
use going into the dairying or raising cattle everywhere ou a large scale because the
country was poorly supplied with native hay ; Timothy and Clover would not grow out-
side of a few favoured localities, and unless something else was found that would furnish
the necessary food for stock, the dairying and cattle industries could not be much
extended. The way has now been prepared for the increase of that industry to an
unlimited extent, and those who have been through the country and know something of
its vast areas of fertile lands, will realize that this is a matter of great importance to the
Dominion.

At the most westerly farm at Agassiz, B.C., we have about 1,100 acres,—300 acres
of valley land and 800 acres of mountain land. Similar experiments have been carried
on there, with grain, as roots and fodder plants at the other farms, but last year was an
exceptional one at Agassiz, and the crops were below the average. Cold rains prevailed
from about the middle of May to the middle of June, and subsequent to that extremely
hot weather until harvest time. The grain was sluggish in its growth during the cold
damp weather, and then it was forced on at a tremendous rate when the hot weather
came. It ripened prematurely and the result was comparatively short crops. The
heaviest yields of oats, at Agassiz, ranged from 50 to 60 bushels as against 70 to 100
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bushels in other seasons. The land at Agassiz is well adapted for fruit growing, and
the experiments being carried on in the testing of fruits have now reached that :?.v’ctent
that we have at that farm the largest and most complete test orchard to be found in the
world, containining more than 2,000 varieties of fruit. It is not expected that any
very large proportion will be found specially useful, but every obtainable sort is being
tried, so the fullest information may be available to the settler as to their relative uset-’
fulness in that climate, and that information may be had from the Experimental Farm
as to the best and most profitable trees to plant. In this large collection there is not
usually more than two trees of a kind. This limitation is necessary in order to find
room for growing all the obtainable varieties side by side.

A large number of vegetables are also being tested at Agassiz, and the growing of
hardwood timber trees has been carried on to a considerable extent, with the objecpt: of
finding out what sorts are likely to prove valuable in British Columbia. These trees are
making very satisfactory growth, where they do not get overgrown with the large ferns
so common everywhere. Where we can manage to keep the young trees free from the
overshadowing influence of these ferns their growth is quite rapid, and I think there is
no doubt that we shall be able to show in a comparatively short time, that valuable
Eastern timber trees can be grown in British Columbia with considerable success. That
would be a matter of greatimportance to that country, because they have no native hard-
wood trees there, except the large-leafed Oregon maple, the crab apple and the hazel
and these are not large enough or sufficiently abundant to furnish a large supply. We
are trying oaks, elms, hickory, walnut, butternut, wild cherry and other trees, and have
planted them in sufficient quantities to admit in time of some commercial tests being
made, which will be of much value to the people living in that country. I have with me
two or three photographs of that farm, which I will pass around vo the members of the
Committee. One shows a view of of the farm and plantations at Agassiz looking down
on the valley land from the mountain; another is a view of the Superintendent’s
residence which, three years ago, was quite bare of shrubs or trees. Now it will be seen
that it is tastefully planted with a large number of ornamental varieties.

By Mr. McGregor :

Q. You spoke on a former occasion of Ladoga wheat doing well at Prince Albert ;
is it still grown in vhat region ?

A. Ladoga wheat is still grown by a number of settlers through that district, and
it gives satisfaction. It ripens a week earlier than Red Fife. It is not grown for
export, but it serves a good purpose for home use and rarely fails to ripen. It is also
grown to some extent on the Indian reservations.

Q. Do you advise the growing of the Preston or Stanley!

A. We are not yet in a position to supply any large quantities for test. We began
with a single kernel of each, seven or eight years ago, and although we have a consider-
able quantity of seed now, every year we can only supply it in small lots, as the demand

is very large.
If any other gentleman has any questions to ask, I shall be happy to answer them

to the best of my ability.

By Mr. Talbot :

Q. I wish to ask you whether the French correspondence is greatly delayed?

A. In answer I would say that the French correspondence is replied to very
promptly. We have two French correspondents always available for this work and, as
a rule, there is less delay in replying to French letters than to English letters. All

correspondents are replied to as promptly as possible.

Q. In regard to the notices sent out to farmers, in reference to the distribution of
seeds, are you aware if they are distributed in Quebec as early as elsewhere !
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A. Tt does not seem practicable to distribute the French printed matter quite as
promptly as the English, as they are usually set up and printed first in English and then
translated. The translations are then set up as soon as practicable, but their issue is
usually a few days later than that of the English.

Q. Then there is delay !
A. Not to such an extent as to give reasonable ground for complaint. Lately, we

have adopted the plan of translating the manuscript and sending both copies to the
printer at the same time ; and then the printers usually get them both out about the

same time.

Q. We have heard complaints of delay sometimes of five and six weeks.

A. T cannot recall any instance of such delay in issuing circulars, and I am sure
that Quebec gets its fair share of samples. The number sent to the farmers of that pro-
vince, during the past two years has been much larger than the number which has been

supplied to the farmers of Ontario.

Q. Complaints have been sent to me about the matter. There is no complaint on
my part, because when I ask for seeds I get them ; but some of my constituents have
complained to me.

A. T should be glad to receive full particulars in such cases, so that I might have
the opportunity of investigating them. It has been a matter of regret to me for several
years past that it seems impossible to get our annual report out in French as early as I

should like to do.

Q. Many say that they got the circulars, but when they wrote they found that

the seed was out.

A. When the announcement of the distribution was made in the press, farmers
were informed that applications would be received up to the 1st of March, but as the
available stock was not then quite exhausted, we continued to send out and we were
able to supply all who applied on or before the 20th of March, but by that time the
stock available was exhausted. Every effort has been made to meet the wishes of farm-
ers in all the different provinces of the Dominion as far as it has been possible to do so.

Having examined the preceding transcript of my evidence, I find it correct.

WM. SAUNDERS,
Director of Dominion Experimental Farms.
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ComyirTEE Room 46,
HousEe or Commoxs, Friday 28th May, 1897.

The Select Standing Committee on Agriculture and Colonization met this day at
10.45 a.m., Mr. Bain, Chairman, presiding,

Mr. James FLETCHER, Entomologist and Botanist, to the Dominion Experimental
Farms, was called and addressed the Committee as follows :—

Mg. CHAIRMAN AND GENTLEMEN,—I am sure you will thank the Chairman for
asking Mr. MeKay to address the Committee to-day because he has given such an in-
teresting account of the work in the North-west, and has shown particularly what is
of great importance, the advantage of summer-fallowing to conserve the moisture of the
soil, because in the west this is a matter of the utmost importance.*

By Mr. Wilson :

Q. Does the same thing apply to Ontario !
A. Yes, but not to the same extent because there is a greater rainfall in Ontario.

By Mr. Semple :

Q. It is the practice in some parts of Ontario, to kill off the weeds

A. Yes. Itisa very efficacious means of eradicating weeds, but the most important
thing in the West, and what makes it essentially necessary there, is, that it holds the
moisture in the land. The whole theory of cultivation of crops is to keep the moisture
in by stirring up a thin layer on the surface so that it may dry up and being of a different
texture to the soil below it check evaporation.

Awnless Brome Grass—Origin of in Canada.—1 wish to draw the attention of the
Committee to two samples of grass of which T have brought fresh specimens.

VALUABLE FODDER GRASSES.

We have been experimenting for about nine years with Brome grass.
I might mention that it was our own Canadian farms which introduced
this valuable grass into American agriculture. Several samples were imported
from Russia at the beginning of the Experimental Farm work. Since then it
has been distributed in small packages all over the country, wherever we thought it
would be useful. Itis to-day the best grass of all that we have imported and has given
good results wherever it has been tried. The quality as ascertained by chemical analysis
is cervainly good. It has the advantage of giving a large crop where very few other
varieties will grow. It is extremely early and continues growing late into the fall.
More than that it is not only suited to low-lying lands but has given excellent results
in the high dry lands of the North-west and British Columbia. Mr. Cornwall, of
Asheroft, which is in one of the dry sections of British Columbia, writes to me in a
letter received only yesterday, and tells me that he has cultivated it there, and that it
is doing particularly well. Down the Okanagan valley which is a also dry section, this
grass is also being grown. A small packet containing a few ounces of the seed was sent
to Messrs. Rose Brothers, and when T visited them, it was a conspicuous object on their
farm, and was doing better than any other grass grown there. ~Similar reports on its
qualities come in constantly from all over Canada. One of the chief characteristics of
this grass, and one which makes it valuable in the North-west, is its root growth. Mr.
McKay did not lay as much stress on this point, perhaps, as he intended, because when
speaking of it he was drawn off by a question. The Brome grass makes a sod which
will prevent the soil from blowing.

*For Mr. McKay’s evidence here referred to, Vide 1)9130.
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In Manitoba, Timothy is now grown to a large extent in some sections,
and by forming a sod much improves the conditions of the soil and prevents
blowing which gives it a special value. Brome grass has this quality and
to a larger degree. It has, too, another characteristic, I should like to mention, indeed,
it has so many good qualities that one is apt to think we may be exaggerating when
describing them. This characteristic, is that unlike Timothy and nearly all other grasses,
there is little decrease in the value of the hay for feed even when it is left standing
until the seed is ripe. This is owing to a peculiar habit of growth by which after the
flowering stem has been produced, several other supplementary barren shoots which do
not flower, spring up from the root. These shoots are very leafy and add much to the
value of the hay. Mr. Shutt, our chemist, has found that the hay from which the ripe
seed has been threshed, is almost of the same value as that cut at the proper time just
after flowering, and the grower has besides a large supply of valuable seed for which he
can always get a ready sale. The hay is of fairly good quality and smells sweet like
English hay. Mr. McKay speaks of from one and a half to two and a half tons as an
average crop. Here, we have had at the rate of four and a half tons of hay. I have a
letter from Mr. Wm. Hull who has an irrigated farm near Calgary, in which he tells me
that he got 900 tons, from off 200 acres from which he would have got nothing without
irrigation.

Mr. McGreGor.— With the native grasses one ton of hay is good growing.

Mr. FLETcHER.— Yes, but that is without irrigation.

By Mr. McMillan :

Q. Have you reference to a small plot ?

A. One-twentieth of an acre.

Mr. McMiLLaN.—As farmers we would rather see an acre.
Mr. FrErcHER.— Yes, we have that this year.

By Mr. Douglas .

Q. Has any experiment been made with this grass on alkaline land ?

A. Not on land classed as alkaline, but at the same time it has been grown on
lands containing a great deal of alkali, and has given good returns. Mr. McKay, is now
testing it on “alkaline ” spots at Indian Head.

Mr. DouvcrLas.—That is an important point because so much land is now going to
waste and it would be important if a success was made in this respect.

Mr. McKay.—We have some alkali on a very low part of the farm and it is grow-
ing there as well, if not better, thanonother parts. I believe it is a great success on
alkaline land.

Mr. FLETCHER. — With regard to the hay from it, it is particularly sweet and palata-
ble. Any one going into Mr. McKay’s barn notices the sweet smell like English hay
and moreover the cattle are very fond of it. It holds its leaf which gives a peculiar
value. Most grassess after they flower deteriorate rapidly, but as soon as this is in
flower it begins to increase in value from the numbers of supplementary shoots which are
produced, so that when it is threshed for seed you have a valuable fodder in the straw.

By Mr. Rogers :
Q. When and how should it be sown {
A. Inthe west, it requires to be sown alone because the young plants dry out in
August, when sown with a mother crop.

By Mr. McMillan :

Q. As it grows from the bottom, would it not be too troublesome ?

A. It may probably be some trouble to get rid of it again, from the stray running
root-stocks ; but if you examine the root I have here, you will see that it is near the
surface, and for the same reason, it, like couch grass or “ Quack,” can be taken out of the

land by ploughing shallow,
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Mr. McMinrax.
ways.

Mr. TaLoT.—We can only do it by summer fallowing.

Mr. FLETCHER.—Well, you can get at it a great deal better by ploughing shallow
than by ploughing deep.

Northern Blue Joint,—Oriin.—And now, Mr. Chairman, before the meeting
closes, I have one more sample, 1 wish to show, as I have it here. On the grass plotson
the experimental farm we have growing about 300 different grasses every year. This
(showing sample) is one of the native grasses called Northern Blue Joint. I collected
vhe seed originally on the North Shore of Lake Superior. It is a close relative of the
ordinary Blue Joint which grows in this part of the country, but having a decided dif-
ference of habit, inasmuch as it is very much more leafy. It will grow on wet land and
also on rather drier land under proper methods. This is a grass which it would pay
seedsmen to sell and farmers to grow. These two grasses, the Brome grass and the
Northern Blue Joint are the grasses that catch the eye of every one who visits the
experimental farm at this time of the year. They are very early, being as you see con-
siderably over 2 feet high, and give excellent hay. They are leafy from the bottom up
to the very top, have a large quantity of leaves and are good in quality.

It takes a great deal of labour to take it out,we have tried it all

By Mr. Seinple :

Q. That is certainly an excellent growth for the 28th of May !
A. Yes, it is a very good growth, and particularly this year.

By Mr. Rogers :

Q. Does it become sodded ?
A. This is the fifth year for the plot from which this was taken, and that is too

long to leave any grass on land, to give the best results.

By Mr. McGregor :

Q. How is it as a feeding grass!
A. Ttis a very good one indeed, both for meadow and pasture. The value of
Brome grass also is very great as a pasture grass after 2 or 3 years as meadow.

By Mr. Cargall :

Q. In order to get a crop of that for hay for the first season you would prepare
your land and sow it alone?

A. All grasses do better I think when sown alone, but you have the trouble of
keeping down the weeds, and it is necessary to mow the weeds to give the grass a chance.
All grasses would do better if they were sown alone, but it does not with us, here, pay
quite as well. If you sow some grain with the grass you can cut that at the same time
as you would the weeds; but you must sow a very small quantity of grain,—one bushel

or even less,of barley, rye or wheat.

By Mr. Martin :

Q. Did you ever try Brome grass on low ground?

A. Yes, it has been tried on low ground It cannot stand as much water as the
Blue Joint grass, but it will stand more than Timothy under irrigation, but, of course,
any of these grasses can be drowned out. There is one thing that we must not lose
sight of in speaking of irrigation at Calgary and other places in the West near the Rocky
Mountains, which is, that the water of the Bow River is very near to ‘he freezlr'xg point
all through the summer, so that the grass cannot stand as much water shere as in other

districts.
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By Mr. McMillan :

Q. Would it not be better where it is cut, to leave it for a good covering of the soil
in the field? Would you have anything off it, next year!

A. Tt is a very hardy grass. I think it is hardier than most grasses we have tried,
and is killed out less, so that it would not require that protection.

By Mr. Calvert :

Q. Does it mature about the same time as Timothy ?
A. Yes, about the same time. It can be left a little later.

By Mr. Rogers :

Q. We have heard about all the good qualities ; are there any bad qualities?

A. Really I do not know of any, or I should have mentioned them, so as to
give a little variation. For the West it is a most valuable introduction. It is not
going to be quite so valuable in the East, where we use the whole of our farms for crop ;
but in the West it will be especially valuable. In the East, too, the running root-stocks
will be considered troublesome by a certain class of farmers.

By Mr. Cargill :

Q. For Ontario, would you recommend it ahead of Timothy or Clover !

A. No, Clover and Timothy have a special value in Ontario. In addition to their
intrinsic value, they have an artificial value, from this hay always having a good
market. Wherevera man can get more money for Timothy and Clover than for anything
else, by all means let him grow them.

By Mr. Rogers :

Q. It would not do to mix clover with Brome grass, would it
A. It grows too heavily.

Mr. McMiLLaN—Having visited the Indian Head Farm, and having gone over it
with Mr. MacKay, it has given me very great pleasure to hear him to-day. I can assure
all the gentlemen who have never been to Indian Head, if they go there, they will find the
farm in capital condition. I was much pleased with everything I saw on the farm and
everything in connection with it. There is no doubt but that Mr. MacKay is doing good
work. I have also visited the farm at Agassiz. Both of these farms are doing excellent
work for the farmers in those parts of the country.

Mr. McGrEGoR—I was at Moosejaw for several years, and they had the difficulty
there, that Mr. MacKay has spoken of. It was so dry that the farmers could not get a
crop and were moving away from the district. [ had an interest in the Bell farm. We
had difficulty in getting enough grain to gather a crop. I am pleased beyond measure to
know that they have introduced this system of summer-fallowing, and that it has been
attended with such satisfactory results. I have not the least doubt that this is going to
be a great country. Qu’Appelle and Indian Head were troubled with the drought, bus
with the experience of ten years they have largely overcome the disadvantages. Summer-
fallowing is largely overcoming the drought.
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Comyrrree Roow 46,
Houske or Coumoxs, Tursvay 8th June, 1897,

The Select Standing Committee on Agriculture and Colonization met this day at
10.45 a.m., Mr. Bain, Chairman, presiding.

By raeCHAIRMAN, —1 may say for the information of the committee before we proceed
that it was deemed desirable to call this meeting for this morning instead of Wednes-
day. You are aware that the House proposes to adopt morning sittings, and that except
by special permission, it is not allowed to us to meet during the sittings of the House.
We have with us this morning, by re-call, Mr. James Fletcher, Entomologist and
Botanist to the Dominion Experimental Farms, who will make a short statement to us
of the range of his observations and duties during the past year.

Mr. FLETCHER,— Mr. Chairman and Gentlemen : The work in my department dur-
ing the past year has becn in connection with injurious insects, the eradication and
control of weeds and the carrying on of some experiments upon which I have reported
somewhat on several occasions in regard to native and imported grasses. I spoke at
the last meeting to which I had the honour of appearing before the committee of the
success which had attended the introduction of Brome grass into Canada and how the
reports received nine years ago of the satisfactory nature of this grass had all been
confirmed. As a matter of fact, I thiuk it is not saying too much when it is stated
that this grass has solved to a very large degree the question of providing fodder and
hay in the North-west Territories and Manitoba, even in the arid districts. 1ts value
in the eastern provinces will not be so great, because there is not the same demand for
auseful, succulent grass. In the east we have mny grasses which will give us good
returns if proper mixtures are made and they are treated properly and the meadows are
not left too long in the grass. Butin the North-west and Manitoba the success of Brome
grass has been very great indeed. During last summer in Manitoba 1 saw many large
fields of it; on one particular farm there were about fifty acres of this grass which
were producing a very heavy crop of hay, far heavier than any other crop that had been
grown there. In the dry regions of British Columbia where it has been tried,and upon land
with some alkali, it has shown itself to possess special value. It also succeeds well on
low rich lands where, of course, almost everything will grow, but the fuct that it will
succeed better than any native grass and better than any crops which have heen sown
there for fodder purposes, is additional proof of its importance. As long ago as nine
years, Mr. Routledge wrote me from Virden that from his own experience of one year,
if it continued to succeed as it did then, it would entirely settle the question of pro-
viding a large supply of succulent feed for hay when it was required. During the pre-
sent year, our collection at the Kxperirzental Farm has been very much reduced in
number on account of the severe winter that we have passed through. During the last
winter we have lost more kinds of grass fodder plants and other plants than in any
other winter that we have had. Plants which have been in the beds for eight or nine years
were entirely killed. One plant known as Wagner’s Wood Vetch that had stood for
nine years giving us good crops, was killed out, the roots being entirely destroyed for
two feet down. Some other plants of less value were not able to stand the winter, but
they could not be compared with others because these other plants were also killed. The
beds have been refilled, and now we have in them over 200 kinds of fodder plants either
newly sown or newly planted or received from botanical gardeners and other students
in different parts of America. We have now at the Experimental Farm, either growing
or which have been grown and records kept of nearly all the varieties of fodder plants
which have been advertised and others which have not been advertised, being our
native grasses. The one perhaps of the greatest value amongst the native grasses is that
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to which 1 referred at the last meeting. It is called the Northern Blue Joint. Itisnot
quite the same as the ordinary Blue Joint and other grasses common to the lowlands and
swampy marshes, and grown along the streams and rivers. This is the northern variety
of that. Tt has a greater value as a fodder plant. It has a larger leaf and the stems
are rather finer, and I believe it will prove a very valuable grass. One of the pro-
blems which has to be considered is to find a grass that will grow in the flooded meadows
particularly along the banks of the St. Lawrence, where there are a great many acres
which are flooded in the spring. The question is as to what kind of grass can be sown protit-
ably to take the place of the coarse sedges and marsh grass which grow there. This grass
will be valuable for use in this way and also the common Blue Joint grass. A variety
known as the Canary Reed grass will also be a valuable grass for this purpose. This is
one of the problems we are considering now.

Weeds.—The next subject which has been studied in the Botanical Department at the
Experimental Farm particularly during the last two years is that relating to weeds, and
a deep interest has been shown in the subject by the large number of letters received from
farmers in all parts of Canada and particularly in Manitoba. Weeds in Manitoba had in-
creased and the farmers saw that they had to take some very decided measures to eradicate
them or they would be come a source of very serious loss. The Minister of Agriculture, the
Hon. Mr. Greenway, published a very excellent bulletin, decidedly the very best bulletin
that has ever been published for the purpose for which it was required and one which has
done a very great deal of good in the country. During the last two summers for a short
time with the permission of our Minister of Agriculture. I have been in Manitoba lec-
turing upon weeds, and in that way a great deal of interest has been stirred up in the
subject enabling a large number of farmers to become acquainted with the habits of
plants and to indentify them. I think there is no more important information about
weeds looking to their eradication than to understand the nature of their growth, and
although there are a large number of plants which are sometimes agressive enemies to
farmers, the principles upon which they are to be fought are simple indeed, and really
all depend on the nature of the plant and on one or two very important characteristies
only.

CLASSIFICATION OF PLANTS.

The divison of all plants into three classes is, of course, very important, namely
Those plants which live for one year, those plants which have a life of two years, and
all others which live for many years. For those which live for one year, it is simply a
matter of preventing their seeding and that again simply applies to those that live for
two years. If seeds are not produced the plants, of course, must die out. The most
difficult of all is that class of perennials or plants which live for many years, and then
again we find that we can divide these up again for purposes of considering how to get
rid of them into those which root near the surface of the ground and those which root
deeply. To get rid of those which root near the surface of the ground, we have only to
prevent their seeding by ploughing and throwing them up to the air to dry out, but
with those which root deeply, it is a more difficult matter because they are covered up
to preserve their vitality and so be reproduced. With regard to deep rcoted weeds, we
want to plough deeply, so that the plant is thrown up to the surface of the ground, that
there it may starve out, the leaves having no means to absort: food from the air.
That covers the whole of weed eradication ; but we know that in different sections of
the country the one plant may develop different characteristics. As an illustration of
this, I need only refer to the Canada thistle. The Canada thistle about Winnipeg and
for a few miles beyond is very troublesome, and as aggressive to farmers as here. But
go west to the high lands and the Canada thistle is not a weed, is not aggressive, does
not produce many seeds and is no trouble to keep down. That is a matter of climate,
largely. There are many plants which are true plants here ; but which under different
climatic conditions will be weeds. Here to prevent the Canada thistle coming into
flower, we find that mowing early and mowing again to prevent the leaves growing is
the best treatment we can give it. But then in the West with this, as well as with the
wild sunflower, we find that if summerfallowing be done early in June, or late in May,
there is no trouble with these plants. These plants have a great deal of sappy succulens
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roots, and if the land is broken up in May or June they can be eradicated easily : but if
you delay summer-fallowing for only a fortnight, leaving it until late in June or July,
the fallows of the land ploughed will be full of these by the end of the season. That
can only be explained by supposing that its succulent roots renders it more susceptible
to injury and decay sets in and the weed rots out. It would not do with us here where
the greatest injury exists after flowering by reason of the nutriment in the root stalks.
So it is not such a simple matter as at first seems. Not only every plant needs to be
studied according to its growth and district : but plants may be pests in some places,
and in other cases not be weeds at all. The farmers of Manitoba seem to have
recognized this, and are now finding out all they can learn about weeds, and working
according to the experience of others. This they get from the publications of specialists
who have studied them,

KNomenclature.—An 1mportant matter T have referred to before, is the calling of
weeds by their right names. It is not the unimportant mater it seems at first sight. Tt
is important, and important for this reason, that there is a great deal of published
information in regard to noxious weeds, and any one who requires information is
referred to one of these, and if he does not know the right name of the weed he has to
deal with, he will get the wrong information. I will give you an illustration. In the West,
the grass generally called quack or couch grass is generally what iscalled < Holy ” grass,
which is the native hay from which the Indians make baskets. This is o very deep
rooted grass and almost always called quack grass in the West.  In the Kast we have
another quack grass, too well known to us. The treatment of these is diamevrically
different. To get the best results, however, here we plough as near the surface as
possible, getting to the roots, and throwing them to the top to dry out. On the other
hand, in the West, they would not be reached by that shallow ploughing, but simply
pruned and helped in their growth, just as a worn out meadow will give good results if
you don’t want to plough it until next year.

Quack grass in the prairie provinces is far more abundant than in Ontario—and
vet the Manitoba quack grass is not a weed - because their method of ploughing is
shallow and here we plough a little deeper each time, than before, and as a consequence
quack grass is ploughed under and grows with them. The statement has been made
that if you throw quack grass on afence and leave it for a week it will grow. That is
not so. It has not much vitality, if you take it out of the soil. But our experience
shows it does grow covered up, owing toits unde:ground succulent roots which dry up, if
thrown on the surface. It is very often disseminated in a field by ploughing deep
and being dragged by a harrow across the field, lying more in the head-rows and around
the fields than through the crop. It is not an easy grass to get rid of, but it is not
as difficult as some of the farmers in the country think.

The different characteristics of weeds are sometimes hard to recognize, but it
is well to have some knowledge of their bad points. One is that where a weed is
prevalent and occurs in large numbers that it is difficult to get rid of. That fact will
make it a source of danger and loss to the farmer, particularly in the West, absorbmg‘th‘e
moisture from the soil, but the fact of its being in large numbers does not prove thatit is
difficult to eradicate. I am reminded of a little weed—the small Rag Weed of Ontario
—not the giant Rag Weed of the West. In the Southern States the farmers consider
the Rag Weed as their manure. It grows there to a height of six and eight feet, and
farmers would think a man foolish who told them that the Rag Weed, with which their
fields are covered, should be eradicated. They say that is their manure and they plough
it in. It is a disadvantageous notion for any farmer to entertain, that it will make an
addition to the soil by ploughing in this weed. There is no weed, except perhaps clover,
which does not take more from the soil than is got in return. It is a dangerous thing to
mention, because farmers, and indeed everybody, is apt to choose the easy course, if two
courses are open to him. It is easier to plough it down if you know that there is any
good in doing it. The question depends on the mode of growth, character and vitality,
in which plants vary very much. ) )

Some plants produce an enormous quantity of see(.i. Here is a seed I.have with
me, called the Tumbling Mustard, and one seed of that is ca.p.a,blcf of producmg. h_a.lf a
million seeds, and you will see it is a very small seed. The point in regard to this is the
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large number it produces first, and the large development of the plant which comes from
it.  Millers do not mind this, because it is easily cleaned. It hassome bad characteristics
and some good ones. The distribution of seed is an important point. The Canada
Thistle, for instance, is distributed largely by winds, and some seeds which have rough
hooks on them are distributed by reason of that fact, through animals, and are very
troublesome if they get into wool. Some of them are called Devil's Weed, Blue Devil,
White Devil and similar names. There are some weeds which have great vitality to
resist all ordinary methods of eradication, and then we must use some special means of
cleaning the land, which have to be moditfied according to the species.

Rape.—Some good work has been done in Western Ontario by efforts to grow rape.
Tt has to be cultivated and covers the ground very heavily, and I think it would be a
useful plant in cleaning land as well as producing feed for stock.

(lover.—To seed down heavily with clover is an excellent plan, and clover adds so
much to the fertility of the soil, that I think it would be wise if the principle was
established that clover should be sown with all ecrops. It can be sown in that way, if
only for the value it adds to the fertility of the soil as well as for its usefulness in the
cleaning of the land. Certain seeds are introduc=d with clover seeds, and we have to be
on the watch for these. None of these are very noxious weeds, and although a good
many weeds have been introduced through clover, it has been more by seedsmen selling
dirty seeds.

POISONOUS PLANTS.

Some few plants are obnoxious from tkeir poisoning qualities, and we should be
particula:ly careful with these. They are not many in number, but some of our native
plants are very poisonous, and on our western prairies and in British Columbia I have
known some instances of cattle and horses being poisoned from them. There is one, the
Wild Parsnip, which has a white flower, that grows in wet lands all through the prairie
regions. This is one of the common species, and farmers should carefully clean the land
of these poisonous and injurious planés. There is one obnoxious thing about these seeds,
that it is difficult to separate them from grain. Millers have now a special invention
for cleaning the grains of seeds that are injurious. The cockling machines have been
found very good in bringing down the number of injurious seeds which were very trouble-
some in the mills, through their similarity to grains of wheat.

Another seed which is very troublesome and most hated by western millers, is
the Giant Rag Weed, and is most troublesome to and detested by millers because
it is about the same size and colour of a grain of wheat, and they can neither
sift nor blow it. Tt is very desirable that millers should, if possible, get clean
grain, and T am glad to say that more care is being taken to clean grain, and the indica-
tions are much better in this respect. If farmers do not give their attention
to this, then, very soon, the millers will refuse to buy from them altogether.
The grain has been much cleaner this year than last. The recognition of seed
is very iu.portant, because if a farmer finds foul seeds in his grain these
should be recognized, so that he may not sow his grain in that condition.

The percentage of weed seeds in a sainple of grass seed may be very high and will
be bardly naticeable without careful examination with magnifying glass. In that way
many weeds are introduced into the country, and that only shows what great care
should be exercised by seedsmen in purchasing and distributing seeds, and also by far-
mers in buying it. If the farmers would demand that they should have clean seed from
the seedsmen, the seedsmen naturally will take special pains to have their seed well
cleaned. Some of the weeds in Manitoba which have proved of camsiderable trouble
would not have been recognized as very bad in the Eastern provinces.

False flar.— There is one called False Flax which was intrcduced largely in flax,
which we have known in Ontario for many years and which hasnot been a very trouble-
some weed here, has shown in Manitota that it is a bad weed. It has spread from
Manitoba to the Rocky Mountains., It is an agressive weed which belongs to the
mustard family, and having spread very fast over hundreds and thousands of acres it
has to be recognized and dealt with, It ripens early in the same way as mustard does.
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Ball Mustard.—Another one of the same nature has been called, Ball Mustard,
because the seeds are contained in a little round pod like shot, which does not open at
all, and this is spread all through the country. I saw one area of 200 acres, orange in
colour, with this new weed. A farmer said to me “it does not do much harm,” but
when he came to thrash his wheat he found that he got many less bushels of grain off
that land than he would have got had that weed not grown there. ©

Pepper Grass.—Weeds apparently not injurious, under special conditions, develop
into bad weeds. One of these weeds most inquired about in Manitoba is what is known as
Pepper Grass belonging to the same family as Mustard grass. The seeds are small but
produce in enormous numbers. 1t is a slender plant growing 6 inches high with one or
two branches. 1t is what is called a Winter Annual. Plants are either one or two
years in duration. There are some plants which ripen their seeds in the first year and
these germinate in the autumn, and instead of being killed by the first frost, live through
the winter in the shape of a flat rosette of leaves on the ground, in the same way that
two year plants do and are ready next year to throw up their stems and produce seeds
quickly. In wet seasons this plant instead of being a small plant with large branches
develops into a large tree-like plant which overtops the wheat and prevents the proper
development of the grain. In wet seasons, this weed gets ahead of the wheat and pro-
duces a large bunchy growth which crowds out the wheat. This calls attention to the
fact that it is not wise to continue the practice which some have followed in Manitoba
and the North-west Territories, of sowing their grain on stubble, instead of ploughing
their stubble land and then sowing, they sow wiih a press drill on the stubble. If
their happens to come a wet spring, there is a risk that these biennial weeds or these
winter annuals will develop ahead of the giain and a large loss will occur therefron.
There are several plants belonging to this same class. The value of the method of
summer-fallowing in the Western country where there is sometimes not quite enough
rain, was shown very vividly by Mr. MacKay at the meeting at which he addressed the
Committee, and I also referred to the subject at that time so that it is not necessary for me
to add anything at this tim=. But the idea generally held in regard to summer-fallow-
ing in this part of the country is that we are not making the best use of ourland, and that
by higher cultivation utilizing the labour which we have available, we will produce better
results. It is considered that more moisture is not necessary. Thisis probably the case in
many parts of Ontario but in the West it has heen shown that summer-fallowing is an
essentlal necessity. Mr. McKay told us that the farmers who summer-fallowed got
good crops, and those that did not summer-fallow, did not get good crops. The
greatest advantage is in the moisture which is imparted to the land by this
method. Summer-fallowing is s metimes done in Manitoba too late on account of
the large amount of work to be done by each individual farmer. 1t should be done
before the 12th of July, after which most of the weeds which grow on summer-fallows
have ripened their seeds, and there are only one or two which have not ripened their
seeds by that time, but these are better described as weedy plants than as weeds, and
there is a difference. Some weeds are aggressive, and there are some few plants which
have a weedy appearance and which have a mode of growth which renders them less
injurious or destructive than, other plants.

The Biennial Wormwood.— Ancther weed is called the Biennial Wormwood or False
Tansy from its resemblance to that well know plant. It produces a larger number of
seeds but it dees not flower as easily, =o that by the use of spring ploughing or summer-
fallowing it can be kept down. In Manitoba, Timothy is now being very much more
grown than it was in the past. I need not go very fully into that as Mr. McKay has
made a statement upon it. I saw many excellent Timothy fields in Manitoba, of, some-
times, 150 and 200 acres. The farmers that were growing that Timothy wanted it for
the hay that it would produce, but the chief object they bad in view was to turn the
sod into the ground to give it fibre, so that if there were heavy winds in the spring it
would hold the land, and more than that, the best wheat that is produced is on sodded
land which has been ploughed down. ’
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By Mr. MeMidlan :

Q. What do you do to exterminate the ox eyed daisy ! It is spreading rapidly.

A. The ox-eyed daisy is spreading rapidly in Ontario. It has spread to a marvellous
degree all over the Maritime Provinces, and the best treatment that I have tried for
that is to seed to clover, and cut it early. The ox-eyed daisy belongs to the perennial
class of plants with running roots or off-sets growing near the surface, and if you seed
down to Clover, and then after cutting one or two crops of Clover, plough up the leaves.
By this all the plants are killed, and you only have to fight new seeds brought in. Ttis a
curious thing that the spread of such a weed as the ox-eyed daisy is largely owing to
the beauty of the flowers, so many ladies picking them as they go along and wearing
them. And like many offset plants like the sunflower, there is sap enough in the stalk
to ripen the plants after they have opened, so that if you root up ox-eyed daisies and
throw them on the ground, there is enough sap left to ripen the flower, and if picked
when they first open, and they remain for a week or so, there is enough vitality toripen
the flower. A great many people pull it for ornament, and thus the seeds are scattered,
and we have to take that into consideration. I persuaded three people in Manitoba to
root up plants of ox-eyed daisy which they had grown for ornament, for they have not
got it in Manitoba yet. But it is a plant able to thrive there if it gets a footing, and it
will do so unless they take steps to prevent it. For over 20 years it has been one of
the greatest pests in the East, particularly in New Brunswick, and efforts are being
made to gt farmers to eradicate it by seeding down.

4 Model Farim.—Mr. Fisher is my minister now, and it may be thought bad taste to
refer to him, but I cannot help remarking upon the fact that on his farm, which is in the
middle of a district infested withox-eyed daisy, you cannot find a plant. That is simply the
result of turning out every year with his men, on one day—their daisy day—and seeing
if there is a daisy to be found ; and they look for every plant and cut it out and destroy
it. To-day there is not a plant of daisy to be found on his farm. It is a most trouble-
some weed, and one which is shown by its power of spreading to be very dangerous. I
have seen it stated in some books that it was a good food for animals. It is nothing
of the kind. For cattle won't eat it, and though they may eat it in hay, they won’t
eat it in a pasture ; they will leave it, and sheep won't eat it either. I saw in one book
that a man said it was better than even worn-out lands, but I do not remember just
what he said, and it is dangerous to repeat a thing unless one is sure of it. No one
would think the ox-eyed daisy is a good plant, after seeing its results in Canada.

Mr. McMiLLax.—1I bought a farm and on it was a spot covered by ox-eyed daisies,
four rods long and two rods wide, where a fence had been set. I took up the fence,
summer-fallowed the land for two years and kept the surface clean. The first year I
got no plants but the second year they were as bad as ever. I took salt and used.t with
very fair effect ; but its plants were soon as bad as ever. The only remedy is to sow the
seed down with clover.

By Mr. Sproule :
Q. Does it propagate by seed !
A. By seeds and off-sets, not roots.

By Mr. McGregor :

Q. Do you not think that mustard might be dealt with in the same way ?

A. T think, undoubtedly, it is the method for mustard. I am working a garden
now, which I have worked for 10 years. I am certain that never a spear of the plant
went to seed, but I have musiard every spring and it keeps me going.

The Paint Brush.—Speaking about what Mr. McMillan, said of salt, in the East-
ern Townships there is an extremely aggressive weed which is one of the hawk-weeds,
and is known as the Paint Brush, or the Devil’s paint brush, as Mr. Parmalee, will know.
That has been studied by the Vermont Experimental Station and they found that the
most practical treatment was using one and one-half tons, of salt broadcast, to the acre.
They found it did affect the grass, but rather improved it, and it destroyed the weed.,
The trouble in the Eastern Townships and in the mountains of Vermont, is, that on
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many upland mountain pastures it is impossible to break the land, and the only other
way is to brush harrow the surface, and even then that is little good. This is the only
way to get rid of the weed. There were some small experiments some vears ago ; but
too much salt was used on those occasions. However, after some years, Professor Jones,
of the Vermont Experimental Station, says that one and one-half tons are suflicient.
I think this is an important discovery, because it makes it possible for the farmers
of the Eastern Townshifs and Vermont to use the remedy, for though it is rather
expensive, it well repays its use. Some of our farmers have tried it, and have had
equally good results.

The Cow Cockle.—1 will show one other specimen which 1 have here.  That is the
Cow Cockle, which belongs to the pink family, and is a pretty plant, which is grown in
gardens also, and which was introduced into Manitoba by the Mennonites. Many of
them were poor and they bought cheap seeds, among which they introduced many
plants, and among them the Cow Cockle, a pretty pink-like plant and with a pink
flower, which is shown in the illustration which will be published in the report. It
grows to two feet high and its seeds are one-twelfth inch in diameter and perfectly
round as a pea. It is troublesome in hay and grain, and is very difficult to separate
from the latter. It has spread in Manitoba, and in South Manitoba covers large
areas, crowding out wheat. It is a large succulent plant, two feet high and two feet
across. In going through the Mennonite settlements, last year, T was pleased to see
the industrious way they were fighting against the weeds which they had undoubtedly
introduced by purchasing poors eed from Russia and elsewhere. They are doing their
best to eradicate the weeds.  All speak German; but when the Manitoba govern-
ment sent out a man to tell them what to do, they set to work with German
pertinaciousness, to stamp out the pest. In driving around the country, you would
see whole families taking a plot of ground, walking abreast through the crop until the
whole field has been covered. They don't do as our farmers do with mustard ; pull
in up and throw it down on the ground where it smothers the crop. But the
father of the family carries a flax sack and all the others walk over to him and put
in their hands full of weeds as they gather them. When the sack is full it is car-
ried to the side of the field, and the weeds piled up. As you probably are aware, the
method of life among these people is to live in villages, driving out to their farms in the
morning, and taking their dinners with them. They leave their waggons at the side of
the field, have dinner around them in the middle of the day, and go back to their
villages at night. Every night they carry back in their waggons aload of weeds, and in
front of every house in the Mennonite villages there is a big charred spot where they
burn their weeds. This shows what these people are doing and it cannot help but have
a remarkable result on the condition of that country in the future. When 1 met the
farmers in Manitoba three years ago and told them I was studying weeds, they said to
me, you want to go down to the Mennonite country ; it is there you will see the weeds.
All T can say is, that the Mennonites can set an example in methodical work to some of
our farmers in the better parts of Canada. The result is, that millers tell me they are
getting very much cleaner grain, and many weeds which used to be common in southern
Manitoba, they are not getting there now. They have learned that it will pay them to
get rid of these weeds, showing what was undoubtedly the case, that with care every
weed can be eradicated. '

By Mr. McMillan :

The Morning Glory.—Q. We have a creeping weed with a little pink flower, do
you know what it is ?

" A. Ts it about an inch across like this little sketch I have made of it.

Mr. EgB.—1It is a wild Morning-Glory. We have it in our neighbourhood and it
is a very bad one. )

Mr. FLETCHER.—It is one of the worst pests, and one of the most persistent. I
am trying some treatment this year with salt to see if I can find a means of eradicating
it. It does not produce very many seeds or flowers, but it has an enormous develop-
ment of underground stems. I have a specimen in my office. The roots throw up shoots.
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We have a patch on the farm which we have been fighting for three years. It is one of
the most persistent weeds and none of the treatment in the way of salt or chemicals have
succeeded so far, but we hope soon to get a remedy.

The Field Canada Thistle—There is another weed, the Field Canada Thistle.
This generally begins in a patch and will throw out fifteen or twenty shoots with
flowers about the size of an ordinary dandeloin, which also develop large quanties of
seeds. These will be blown in every direction. It is an extremely persistent weed
and very hard to fight. I know one instance where a straw patch was piled right on
top of this patch. We sometimes put a pile of manure and that will crowd out
anything.

By Mr. Parmalee :

Hard Hock Weed.—Q. Have you any treatment for the Hard Hock weed ?

A. None except that of pulling it out and burning it. Tht idea of mowing seems
impossible. It would be just about like mowing wire. Luckily it grows with the roots
close to the surface and with gloves it can be pulled out by the handful. We get a
tremendous lot of letters about it. It is a serious matter to pull out a big patch by
hand an- the stock does not seem to eat it, except when it is very young.

Q. Do they occur elsewhere !

A. It is like your ferns, it is the only place where there is any trouble.

DESTRUCTIVE INSECT PESTS.

San Jose Scale.—1 will now refer to one or two insects which are very destructive. I
have a specimen here of the celebrated San Jose Scale. Probably one of the most injurious
insects known on fruit trees. You would think there was nothing on it and that is one
of the great dangers. The piece of limb T have here is encrusted all over with this
scale. You, Gentlemen, will go out among your constituents and youmay be asked about
this, and it is just as well if you are in a position to answer. The scale is exceedingly
difficult to fight and very hard to detect, and the best remedy we have been able to tind
is to wash the trees with a strong solution of whale oil soap. There is some agitation
in the West to have prohibitive legislation by Parliament, to prevent nursery stock
through which this scale is introduced from being brought into the country. After
watching the matter carefully in the United States, and the way it is developing here,
I have not seen my way to advise the Minister to recommend that legislation. All I
can say is, I have watched it very carefully before I came here, and I think I know of
the three instances in which it has been introduced into Canada, to tind if possible a
remedy without interfering with the fruit-growers and the nurserymen. If our fruit-
growers and nurserymen could grow all their stock, and would grow it then legislation
of this kind might be considered more seriously. We know that our Canadian nursery-
men have not got this insect but we know that they cannot supply fruit to their
customers. They have to get it from the United States nurseries, and if we enact pro-
hibitive legislation before it is possible for them to do without the importations we are
going to interfere with both of these busines-es at once, and I did not see my way to
advise the Minister to propose this legislation, but he wants the matter thoroughly in-
vestigated, and I have instructions from him that directly my work will allow of my
getting away I am to go west again and examine these occurrences of this scale. There
is one at Niagara, one at Chatham, and another in British Columbia which is of course
too far off and it is not necessary that I should go there. I was there three years ago,
and besides Mr. Palmer the British Columbia Entomologist and Fruit Inspector is
watching it very carefully. The one at Niagara and the one at Chatham have been
there for two or three years and have not spread, or very littleindeed. I have received
letters from Loth the owners of these orchards, who are naturally very much concerned say-
ing that they have not spread very far in their orchards. They are on the original trees,
and they have traced them hack to New Jersey nursery stock, and they are not afraid of
their spreading.
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The Faunal Zone.—1It is depending on the natural law which we call the Faunal Zones.

Life Zones.—By examining animals where they grow and develop there are well de-
fined zones of life in North America. The greater part of Canada is included in the Boreal
Zone. Then we come to what is known as the Transition Zone, of which we have the
outliers running into our country. Along the northern portion of the United Ntates
and north of Lake Erie, including our best peach country, there is a little strip of what
is called the Austral Zone where this insect may increase rapidly if once introduced.

It is a serious danger, T will not deny, but up to the present, by the fruit growers
exercising the ordinary care that men of common sense should exercise, they have not
introduced to any extent this injurious insect, though it is in the country. We cannot
prevent its introduction because it is here, but we only need common sense to see that
it does not spread very widely. In case I may be wrong in this, the Minister of Agri-
culture has instructed me to go to Niagara and consult with the fruit-growers of the
St. Catharines and Grimsby district. We will go to this orchard, make an examination
and ascertain what is the exact state of affairs and see if we can find any more insects
of the samekind. I said that the San Jose Scale was one of the worst insects that has
ever been discovered on a tree. It showed that it was so in California many years ago,
and it was also found in the Eastern States and on our Southern borders, where it did a
great deal of harm, but those who have studied it most, and particularly the United
States Entomologist, say that we can never get it down any more than the oyster shell
bark louse, because there will never be concerted action on the part of the fruit-growers ;
still, at the same time, by the methods that are recommended, that insect can be kept
down, within reasonable limits. Of course, it has not done any injury in this country
as yet.

By Mr. Calvert :

Q. What effect has it on the trees?
A. Judging by the long experience in California, the tree once affected hy the
insect, dies in from one to three years.

By Mr. Sprovle:

Q. What species of trees is it most natural to ?

A. Tt is most noticed on fruit trees, but it grows on every one of the deciduous
trees, all those trees that drop their leaves in the winter. It has most wonderful powers
of increase. I do not know quite how the figures are arrived at, hecause the numbers
are soenormous, but it has been calculated that one female would produce three trillions
of young in a year. How that was ever computed I do not know, but T know that one
female will keep on producing youngat the rate of ten a day for six weeks. One female
will produce about 400 young in 30 days. These are ready again to produce young, and
these continue growing all that season. This is the foundation upon which this calcula-
tion ismade. Some years ago this insect did an enormous amount of harm to the fruit
industry, there, and it was nained the Perniciosis or the Pernicious Scale. Like many scale
inseets it inc: eases very rapidly for a year or two. Then it gives place to other parasites.

The trees here are being eaten by the ordinary tent caterpillar. The people
said, “ there is a new caterpillar on the lover’s walk destroying the trees.” 1 went and
examined the trees and found that it was the ordinary tent caterpillar. The gardener
asked, “ how can T get rid of them ?” and I replied, *spray them.” He only used Paris
green with a syringe. T told him a syringe would not do it ; to go and ask the Minister
of Public Works for a large spray pump. In this case, as in others, the wrong remedy
is applied instead of finding out the right one, and so saving money and property.

By Mr. Sproule :

Q. Is this the same as this on this piece of bark?

A. No; that is the ordinary oyster shell bark louse. They remain every year a
serious loss to garden and field crops. Wetreated them by poison traps in vegetation or
grass, tied in bundles and mixed with Paris green and water, and put 10 feet apart in
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rows all through the field crops. Another remedy is, instead of taking this succulent
vegetation—often in Calgary and the West they have no vegetation to get. They have
no rain; they had only five hours’ rain this spring, and one correspondent wrote and
asked where he could get vegetation. We found by mixing bran with Paris green in
the proportion of one pound of Paris green to fifty pounds of bran and mixing dry, and
distributing about a teaspoonful along the rows infected, we could obtain the same results
with great effect. The insects prefer it to the vegetation and eat it and are killed. It
is applied to large areas, and is only practical when you try it, and it is more imprac-
ticable to say that it cannot be tried in a large area than to try it on a small area. In
Canada, the United States, and to a large extent in California, lately, this was used in
large quantities with excellent effect, and they also stopped an invasion of grasshoppers
by this method.

By Mr. McMillan:

Q. Isaw afield this year where they found last year this little grey worm. What
do you do for that?

A. Youcould not do anything in a ground crop. I should sow that tomillet or later,
to even rape. When sown that would develop and bear, but it is too late to sow rape or
millet ; they would have passed maturity by the middle of June.

Having examined the preceding transcript of my evidence, T find it correct.

JAMES FLETCHER,

Entomologist and Botanist to the Dominion Experimental Farms
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Coxwmirree Roow, 46,
Houvse or Cowmwoxs,
WEDNEsDAY, 9th June, 1897,

The Select Standing Committee on Agriculture and Colonization met this day at
10.15 o’clock a.m., Mr. Bain, chairman, presiding.

The CualRMAN.—We have with us this morning Mr. Craig, Horticulturist of the
Experimental Farm, who will speak to us on the subject he has in charge.

Mr. John Craig, Horticulturist of the Dominion Experimental Farms, called,
addressed the committee as follows :—

Mr. CrairMAN aAND GENTLEWEN,—T intend to touch very briefly on some of the
salient features of the work I have had in hand during the past year. 1 have had the
opportunity and privilege of appearing before you from year to year, and of bringing to
your notice some features of the work in hand, and I think, therefore, that most of you
are familiar with the lines of work undertaken by the division of horticulture. 1 do
not wish to repeat what I have said on previous occasions regarding the scope of the
work, because it will be found in the reports of the Committee of previous years: but I
desire to present the results of some experiments which if put into practice by the fruit
growers of the country, would add to the amount of their incomes.

FRUIT YIELD or 1896,

We all know the extraordinary fruit yield that characterized the year 1896. The
production of apples in every part of the country was extraordinary. This led to a
good many complications when it came to marketing the fruit, because growers and
dealers did not realize until the apples were harvested, the actual amount of apples to be
disposed of, and the fullest returns were, therefore, not secured on account of faulty
distribution. There was an extraordinary yield of apples and also of plums. 7 might
cite you some startling instances of large returns secured from comparatively small areas
of plums. One which is in my mind at this moment, occurred in the Niagara district
near St. David’s. From an orchard having four hundred Lombard trees planted eight
years ago, the owner harvested ten baskets of plums to the tree, or four thousand baskets,
these sold for twenty-five cents a basket, giving a return of about one thousand dollars per
acre ; so you can see that even at the low price of last year when such extraordinary yields
were secured there was money in the business for the fruit-yrower. Each basket holds
20 pounds. 7ith a view of collecting some statistics, I made a study last year of some
of the fruit districts of Canada together with the yield of ditferent varieties, and
gathered in this way some notes together with which I shall publish shortly, in order
that they may be made use of in the interests of the trade of the country.

DISTRICT CHANGES IN HORTICULTURAL PRODUCTIONS.

‘We notice in certain sections a considerable number of changes going on, in fact,
a sort of evolution in classes and methods of fruit-growing. Sections of Southern
Ontario, which a few years ago were given up entirely to the growing of apples are
finding now that other fruits are more profitable, and apples are giving way to these.
In the county of Essex, Ontario, for instance, when I was going through there about a
month ago, I noticed large apple orchards being cut down to make room for orchards of
peach trees. This is quite a common occurrence, and ‘pea.chfzs are the coming fruit of
that region, as they believe there is more money in them than in apples. In other areas
again, apple culture is extending. In secticérés where apples reach their highest point of
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perfection the industry is being extended. This is as it ought to be. It arises from a
careful study of the conditions surrounding each fruit and the product secured. Fruit-
growers are not only studying the reports of the Experimental Farm but they are study-
ing their own conditions, and bettering themselves by applying the result of these obser-

vations to their own practices.

By Mr. Talbot :

Q. Can you account for the large yield last year?

A. T can in a general way. We have had comparatively small yields for a number
of years. Trees have been affected for some time by fungus disease. This culminated
in better attention being given to the cultivation of orchards, more attention being paid
to the destruction of injurious insects and fungus diseases. The result of better culture
was the extraordinary yield of last year. Although we had such an immense yield last
year 1 am surprised to find Greenings and Spys again in some districts bearing a crop of
fruit, showing that the trees were not only vitalized last year to bear fruit and blossoms,
but are sufliciently vigorous to bear fruit again this year.

By Mr. McGregor :

Q. Was this yield the result of spraying !

A. 1 may say that spraying is becoming very generally practiced, owing to our
recommendations and the energetic efforts of the Ontario Government to urge upon
farmers its adoption. In Prince Edward County it is becoming a general and established
custom, in the Niagara district it is well established, and in the western district it is
also a common practice. We have not now to convince, but only need to point the
way and the recommendation is carried out,

By Mr. Pettet :

Q. Last year was the first year I sprayed my orchard. I grow the early harvest
apple and never had it perfect until last year?

A. The instance Mr. Pettit cites is very valuable. What the farmer says, that is
" the common idea, is accepted as proof positive and the work is done. Our efforts are
now in the line of making the applications easier; and find how many are actually
necessary. We find that three sprayings is the lowest number we can expect good
results from. This will cost from four dollars to seven dollars an acre, depending of the
size of the trees. You may think that this is a wide margin but it depends on the
different conditions. You will understand that a tree planted ten years ago will
take much less liquid than a tree planted twenty years ago and the cost of work
is in proportion to the amount of the material used and time occupied, and this
again depends on the size of the tree. I do not know any feature of horticultural
work more gratifying than the rapidity with which the farmers have taken up spraying
and put it into practice, the country over.

Publications.—In connection with my work at the Experimental Farm at Ottawa in
the way ofpublications, I have duringthe past year issued two bulletins, one giving notes of
a disease affecting the native Plum. The native plum isnot of great value in Western
Ontario but there are large portions of Quebec and of Eastern and Northern Ontario
where it is and will be of considerable value. Two years ago, I found all through Que-
bec a disease affecting these plums and having investigated the matter and conducted
some experiments, I was able to publish a bulletin which will give fruit growers some-
thing of its life history and the best methods of preventing it.

Pear Blight.—The subject of pear blight was also treated in a bulletin. I am sorry to
say that this disease is one so obscure in its origin and so difficult in its treatment, that it
is almost impossible to outline any course of treatment which I can say will definitely and
decisively prevent it. We know certain things ; we know that it may be transmitted
from tree to tree. A single diseased specimen standing in a healthy orchard will conta-
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minate its neighbours. It may also be transmitted by inoculation, and further than that
we know that certain orchard cultural methods favour the growth of this disease, while
certain other cultural conditions retard its growth. These facts have been gained by
sending out circulars to fruit growers all over the country, by finding out to what extent
their orchards are affected by pear blight, under varying conditions, and by collating the
answers. This information has been put into a bulletin and has been sent out to fruit
growers. DBriefly, our results show that orchards in sod well treated with wood ashes
and not heavily manured with barnyard manure or such manure as will cause a luxuriant
growth of wood, ave less affected by pear blight than other pear orchards cultivated and
making a very vigorous growth. This blight is bacterian and it grows most rapidly in
wood which is possessed of a large amount of sappy tissue. If then, we can get astocky,
well ripened kind of wood with small amount of sappy tissue, that wood is most likely
to be more or less immune from the disease, so that very frequently by putting an
orchard into sod and thus checking the wood growth,in that way the disease islc(mseqm;nﬂy
checked. One of the most successful pear growers I know in the Province of Ontario
has practiced the system of keeping his orchard in clover sod, year by year, nov taking
off the clover and depleting the ground of its fertilizing material in that way, but cutting
the clover and allowing it to lie on the ground, and supplementing this fertilizer with
wood ashes and phosphoric acid in the form of phosphates. He is growing pears under
this system with great success.

By Mr. Mcdillan :

Q. TIs there any relation between the disease that affects the tree and that which
affects the fruit?

A. There is another disease, which in one form affects the leaf and in another the
fruit. One form causes the cracking of the fruit and the other the spotting of the leaf.
That disease (Entomosporium) may be very satisfactorily treated with Bordeaux mixture.
Tlemish Beauty pears have in the past been seriously affected by that cracking of the
fruit and the spotting of the leaf.

We also issued a calendar this spring, putting in a succinct and clear form the
methods of spraying, the material with which to spray and the time to spray. This
has been sent to each member of the House. I dare say it was mentioned by Mr.
Fletcher, as we got it up together. But I may state that I shall be glad to send to
the constituents of any member copies of this calendar if desired. T have already sent it
to a large number of districts in Ontario and Quebec, and we have extra copies which
we would be glad to send out.

I have in course of preparation at the present time a bulletin giving the results of
five years’ experiments and experience with strawberries. 1 do not think it is wise
in work of this kind to issue a bulletin based upon the experience of one year only. 1
have collected the results for five years, and these will, I think, be much more reliable
and useful. This bulletin will be issued in a short time. I bave also in course of pre-
paration a bulletin on Peaches, which will be of service to growers in the peach districts
of Canada.

SEEDLING FRUITS.

During the year I have given a good deal of time to the examination of seedling
fruits, and I am glad to know that fruit growers are interested in this matter. We
have in many portions of the country valuable fruits unknown to the trade and
undescribed. ~Samples may be sent to me free of charge by mail and I will examine
them. During the past year I have examined over 100 samples sent in from various
portions of the country, and out of these I have selected about, 25 varieties of which I
have secured the scions, and they are now being propagated at the Central Farm. If
they prove sufficiently valuable, with the permission of the owner, they will be given to
the public. These seedling fruits include apples, pears, plums and peaches. One of the
most notable apples received, and being a seg(_i'ling of an old favourite—Early Harvest—
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I may draw your attention to it, is called the Harvest Pippin. Here is a photograph of
it, but it does not do it justice. This apple was received while I was away from the
farm and was not photographed until I came back. It is better in quality than the
original Early Harvest. 1t is always more symmetrical and less liable to crack and
spot, and the tree is more vigorous than the parent. I show this as anexample of what
we may expect to secure by looking into the seedlings of our country.  This originated
at Milton, Ontario. ,

At the request of some members of the Committee I wish to draw your
attention to a matter about which Mr. Fletcher spoke yesterday, namely, the intro-
duction into this country of injurious insects and diseases. In the past year we
have discovered within our borders, in two or three places, an insect which is much
dreaded in the United States, more, 1 may say, than all the other insects put together.
I refer to the San José Scale. Most insects have their particular plants upon which
they will feed and live exclusively, while this, on the contrary, is an omniverous
feeder. It attacks nearly all deciduous fruits and appears to flourish on ali kinds of
trees. I cannot say it flourishes “ everywhere,” because we do not know as yet that it
will flourish in our northern climates. It has been found on trees at three points in
Canada in the southern fruit districts, so that it is well, T think, that we should give
some attention to this matter promptly in order toinstitute preventive methods. I have
a simple proposition to make ; I do notsay thatit would be entirely effective, but I would
like to have you consider it. Nearly all the States of the Union have already passed laws
prohibiting the interchange of fruit between States without examination. No nursery
is allowed to ship fruit from one State to another without a certificate made out by the
State Entomologist, stating that he has examined the nursery from which the trees
came, and that he finds it free from this particular insect. It seems to me that it would
not be a difficult matter for us to arrange through our Customs House officers, to stop
any package of fruit trees coming into this country unaccompanied by a certificate from
the State Entomologist, saying that the nursery from which these trees came was free
from San José Scale. There may be some difficulties in the way, but it does not seem to
me that they would be serious. We have the machinery of government in operation,
and it is just the adding of something additional to that which we have. Customs
officials are placed all along the line, who could stop packages unprovided with proper
certificates, and while I do not say that this would be absolutely protective it would be
an additional safeguard.

By Mr. Rogers :

Q. What is the nature of this insect !

A. It is a scale insect, much of the same character as the Oyster Shell Bark Louse
which attacks apple and other trees, and multiplies with great rapidity, and it has spread
in the States to the south, with great rapidity.

We can easily furnish to the customs’ officials, a list of the officials in each State,
who are qualified to issue certificates, because we have a list of them at the farm. And
I think, therefore, if the customs officials were authorized not to pass any fruit trees
unaccompanied by a certificate, it wonld keep out doubtful trees and in a large measure

protect our fruit-growers

By Mr. McGregor :

Q. Would you advise cutting the trees down when it is found that they are affected
by this insect?

A. Most decidely so. In one or two cases found on this side, the trees were
promptly treated where suspected and were as promptly destroyed where the insect was
found. T visited one case near Chatham, a month ago, and found two trees infested with
the San Jose Scale, where the owner was quige willing to root them up and destroy them.

9
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By Mr. Martin :

Q. Is it like the Bark Louse ?

A. Tt is very much smaller than the common Bark Louse; not more than one-
tenth to one-twentieth of an inch in diameter. It has been well described in reports
and bulletins, and growers realize the danger of allowing it to get a.foothold. A rough
description which will perhaps enable you to obtain an idea of its appearances is that if
you take a handful of ashes and sprinkle them over the branches of a tree when it is
covered with dew, it will leave a general appearance similar to that which the tree will
have if badly infested with the San Jose Scale. It will be covered with a gray coating,
but looking carefully you will see the separate scales.

By Mr. McMllan :

Q. Has it spread much in the States where it has been found !
A. In the States it has spread to an alarming extent.

Q. But not in Canada?

A. In Canada thus far it has not. It was only discovered this spring. Wedo not
know how long it has lived; but we know that it has lived over one winter. It was
said at first that it would not stand our Canadian winter, but this does not seem to be
correct.

By Mr. Clancy :

Q. Have any successful attempts been made at destroying this insect?

A, Yes; but the only remedy which is really effective is one which is applied
in winter. This remedy cannot be applied in summer without injury to the trees.
Winter application is the most effective. In California the trees to be treated are
inclosed in a large tent and then under this cover they treat them with hydro-cyanic
gas. I hope it will be a long time before we have to go to such extreme measures in
Canada.

INSPECTION OF FRUIT FOR EXPORT.

Another matter I wish to refer to is the inspection of fruit going out of the country.
I do not know that I am in a position to offer any effective means to carry this out ; but
having been in correspondence with a number of growers for some time, I would like to
make this suggestion offered to me by Mr. A. H. Pettit, of Grimsby. It may be
possible to appoint an inspector at the port of Montreal—that inspector to be paid by
the Government—to inspect such apples as he is requested by shippers, the cost of
inspection to be paid by the shipper and charged ahead with the transportation in the
same way as insurance is managed. That is merely a suggestion, but I think it will be
workable. If the shippers get into the habit of having their fruit inspected, and if the
dealers on the other side recognize the Government inspector’s brand, it would give the
inspected fruit a larger value, put it on a better basis, than non-inspected articles, in the

British market.

Q. Would that inspection apply to only a standard of fruit, and not to the methods
of packing, seeing that the fruit was free from defects, and so on? )

A. Yes. Astandard offruit only,you see we have already, under the Adulteration of
Foods after the Act, a clause which defines what a first class apple should be. I assisted
the department some years ago in making up the definition as to what constitutes a first
class and second class apple, and a third class apple, and so the inspector could be
guided by this definition in branding. What he finds to be a second class apple, would
be branded second class, first class would be branded first class, and so on. But the
great advantage would be in havingit go ouqt7under the brand of a Government inspector.

2—T7



60-61 Victoria. Appendix (No. 2.) A. 1897

Q. Would it not be possible that apples might be branded wrongly without being
opened ?
A. The barrels would have to be opened.

Q. And be repacked ?

A. If we had a consignment of, say, 100 barrels, and the inspector opened 5 or 10,
it would necessitate some shrinkage and loss of weight, and that would have to be made
ap to the shipper. TIf the inspector opened 10 barrels, indiscriminately, he would pro-
bably get a correct idea of the character of the whole shipment.

Mr. Craxcy.——There would be a danger of putting a government stamp on fruit
when it was inferior to the class stamped. It would be hard to define the different
«classes.

Mr. McMiLrax.--It would depend upon the number of varieties. Each variety
would have to be examined, and I would be afraid the fruit would suffer in places where
it is improperly packed.

Mr. Crara.—Some would, but if proper arrangements were made for taking
out the samples, under the eye of a packer, there should be no danger, I quite under-
stand that 1t is necessary, in order to carry it over vhere safely, to have fruit tightly
packed in the first instance.

By Mr. McMton :

Q. A large awount of fruitis lost on account of improper packing ?

A. And there is great loss to the fruit industry as a whole, from one or two bad
shipments, but if we establish a good opinion of our fruit, by branding, all shippers would
have to adopt it, and it would lead to a better system of packing.

SPECIAL INYESTIGATIONS IN FRUIT GROWING DISTRICTS

Among the special investigations of the year, I wish to refer to some operations
outside the farm. I may say that my work is of two distinct characters, that carried
on at the farm at Ottawa, and that carried on with the co-operation of fruit-growers
throughout the country.

In regard to outside work, a trouble affecting grapes is one I have studied parti-
cularly. This affects grapes along the line of Lake Ontario between Hamilton and
Niagara Falls, There, growing under the base of the limestone rock, the vines are
affected by the yellowing of the leaf. First there is a shrivelling, then a yellowing and
finally a falling of leaf and the crop is destroyed for.that year. I have an impression I
know the cause for that, but I think further experiments are necessary to substantiate
my opinion. With that in view and with the permission of the Minister, I have taken
under control two or there small areas in the Niagara district. Those have been divided
into plots and I am treating them with different kinds of fertilizers. I hope next time
I am before this committee to be able to give some of the results of the work of this
year. I mention this because it is an important departure in our work. Hitherto we
have been unable to undertake work of this kind with the fruit-growers, of this character.
Now we are able to give the fruit-growers a small remuneration in view of the facilities
they give us. The work isalso being carried on in connection with spraying experiments.
In Lincoln County, Ontario, we have a fair field for the study of fruits which we cannot
grow at Ottawa.

MONILIA.

Among the diseases I am particulary investigating in that section are those
affecting peaches. One is very serious. It causes the destruction of the fruit first,-and
the destruction of the tree by attacking the buds. At first there comes a soft rot of the
fruit in the fall, and it it is usual to allow the rotten fruit to hang on the tree during
the winter. This is a bad practice because that diseased fruit is the centre from which
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the disease will spread next year. The disease not only attacks the fruit but the wood.
If an insect bores into the wood of a peach, the tree attempts to heal the wound by
exuding a gummy secretion. Now what is the remedy ? Fruit-growers have not done much,
in the past, in the way of spraying, but this Monilia or Fruit Rot as we call it may be satis-
factorily prevented by using a weaker mixture of the Bordeaux Mixture than that pre-
viously recommended as applicable to apples. Every opportunity I have had when in
the West I have impressed on the fruit-growers the necessity of removing all diseased
fruit from the trees in the autumn. It takes a little time but it pays and gives hezlth
and vigour to the trees.

ROOT KILLING.

One of our observations on our home farm which will be of particular value to
orchardists in the province of Quebec, and to some extent in Eastern Ontario is the
effect of frost upon fruit trees. The effect of frost on vegetable tissues is an interesting
study. We wonder why one tree is uninjured and another killed by a difference of ten
degrees of frost. Each tree is made up of cells and a cell of a tree has a certain indivi-
duality. A tree, as a whole, is therefore possessed of a certain quality which enables it
to stand a special temperature. If the temperature goes below that point the cell is
killed. Why! Because frost acting on vegetable tissues withdraws the moisture, and
the more the moisture is drawn away from the protop-lasm or life matter of the cells
the greater the danger when the amount of moisture withdrawn passes a certain point,
the proto-plasm dies. We have the tops of the trees killed like the roots although the top,
are usually able to stand a severe temperature. Two years ago there was a period of
low temperatures, and a large number of trees on the farm were killed. Our orchard is
not situated on the most favourable soil, because the top soil is very shallow, we have
also to try, and grow a great many varieties, many of which are not suited to thix
locality. We have at present, over four hundred varieties, not more than twenty of
them are well suited to this locality, so under the circumstances it is difficult to secure
an orchard uniform and even in appearance.

To return to root-killing, the most of the trees propogated on seedlings of varying
degrees of hardiness. These seedlings are grown more and selected indiscriminately by
the nurserymen, and are used as grafting stock for our orchards, so that frequently in
cold climates we may have the top quite uninjured, and the root killed, because the root
is tenderer than the top. That is the fact, what is the remedy? The best remedy is
the growing on the surface of the orchard soil, some crop which would protect the soil
and prevent the frost from entering to such a great depth. It is well known that frost
will not penetrate as deeply into sod as unprotected ground. For the past two or three
years we have been trying different kinds of what we call ¢ cover crops,” that is a crop
which will give something to the !and in the way of fertility, at the same time, protect
the surface of the soil from the action of severe frost. I have tried different kinds of
clover in combination with grasses. T find the common Mammoth Red Clover is the
first for value for this purpose in this locality. Alfalfa, or Lucerne is the second. The
Mammoth Red Clover, if sown about the fifteenth of July, at the end of the season gives
a fine solid mat of green vegetable tissue over the ground, from twelve to fifteen inches
high, before stopped by cold weather. ~Alfalfa grows taller but is a slender plant and
does not afford the same protection. On the other hand the roots penetrate to a greater
depth than Mammoth Red. A given area of each kind of clover was taken up last fall
and the roots fallowed. The Alfalfa went down in many instances three to four feet in
the ground. This was grown from seed sown between the 12th and 15th of July, on a
sandy loam soil. You can therefore see the value of this crop in the soil from its
manureal value. Its roots decay and deposit in the soil a large amount of vegetable
matter besides the nitrogen which they have the power of extracting through the
medium of the bacteria working in the little nodules upon the roots,

By Mr. McMillan :
Q. You do not plough that in the fall ?
A. No. We leave it on the ground and it is ploughed under in the spring. The
ground will be cultivated up to the same period again ; this season when it will be sown
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in the same way and the crop allowed to remain on the ground all winter. In the case
of pears I should be afraid that this cultivation in the early portion of the season, on
heavy soils would give too much growth. We have not the same fear in the case of
apples.

Q. Have you been troubled with any trees splitting in the bark ?

A. Yes, this spring we were troubled in that way. A great deal of injury was
caused through the country by a severe frost in March. Several days of warm weather
were followed by evere frost. The effect of a high temperature on the trees is to start
the growth at once. It liquifies the food materials beneath the bark aud when the frost
returns, it freezes the sap and expands the bark causing it to split, resulting in the
injury of the tree. In the case of young trees, if we shade the stems on the south and
west sides, we might in a good many instances avert the injury that but sometimes
affects trees—as it did this year in our orchard—that were from six to eight inches in
diameter.

Q. Have you tried a mulch to retain the frost and stop the sap from rising ?

A. T am going to touch upon that T have some very interesting results to give you.
A good deal has been said about the possibility of retarding vegetation by covering the
surface of the ground with a mulch which will hold the frost in the ground. Last year
I conducted a number of experiments under very favourable conditions. I selected a
number of apple, cherry, plum trees and small fraits including strawberry plants and I
covered the ground beneath with a heavy mulching of strawy manure. This was in
March when the frost was well into the ground and the snow was still on the ground.
T covered the surface of the snow with a strawy manure about a foot and a half in depth
and extending to the limit of the spread of the branches. Notes were taken occasionally
from the time that the growth began in the spring until the 5th of May when the trees
began to blossom. Upon the latter date the manure was taken away and though there
was a solid mass of ice beneath there was absolutely no practical difference of condition,
as regards growth, between trees mulched and those not mulched. The reason is simply
this ; that the air surrounding the top of the tree determines the vegetative action of that
tree at first. The tree when it goes into winter quarters in the fall has sufficient food
material stored up in the buds, twigs and branches to carry on the vegetative process
for a certain time in the spring, but after that food material is used up, the tree begins
to call upon the roots to do their share of the work and they draw up food material
from the soil. The leaf buds will partly open on the strength of the food material in
the leaf buds and twigs, if the temperature is sufficiently high. This photograph illust-
rates the point. You will see at one side the twig of a tree which has been mulched
and under which there was a quantity of ice. Another twig of tree shown here was
allowed to grow under the ordinary cultivated conditions and you will notice that there
is practically no difference in the condition of the two at the blossoming period. The
photograph illustrates the different trees treated in that way. Itjust shows us this, that
unless we can control the conditions surrounding the whole tree, blossoms will develop
if the temperature is high enough. In the case of strawberries, where we can cover the
whole plant with the mulch, as well as the ground, we may retard the growth and that
has been done successfully. But with gooseberries, plums, cherries, etc., they must take
their course. If you have a grape vine planted outside with the roots frozen in the
ground and you train a cane into the house, in March, the vine will blossom and leaf out
while the root is frozen solidly.

By Mr. Rogers :

Q. Then you would not recommend mulching ?
A. T would not recommend it as a practical method of retarding fruit trees.

Q. If you mulched them in the latter part of May it would have a bad effect upon
the roots and the tree generally would it not ?
A. The thawing out would be more or less gradual. It would thaw from the top
down. Of course it would not be normal and anything abnormal is likely to be injurous.
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By the Chairman :

Q. The thawing would depend on the rain ?
A. Yes. On the amount of rain we have at that time.

By Mr. McMillan :

Q. Is the splitting of the tree not caused by a large amount of sap going from the
root into the tree and by being suddenly checked by frost.

A. I have known stems to split when the trees were absolutely encased inice. The
heat will liquify the food material in the tree which is stored in the form of starch and
sugar and when it is in that condition it is easily affected by the fros.

Peaches.—An investigation which I made last year in connection with this subject
was with regard to the relative hardiness of peach buds. In many districts” of
Canada we have been so. unfortunate as to receive injury from the action
of the frost on the peach buds; occurring sometimes tantalizingly near the
blossoming time. Last spring, I obtained buds of a large number of varieties
and from different sections of the country and with these made an investigation
to find out which were the hardiest. T have here, though I do not think 1 will
read it, the result of my investigations in this line. 1 have the hardiest, the next
hardiest, and the next hardiest arranged in different grades, so that this grouping will
be of considerable value to fruit growers situated in the northerly limits of the peach
belt. They can ascertain which are the hardiest peaches from the fruit bud standpoint
and that is the standpoint that affects their profit, because while we can get trees to
grow we cannot always obtain fruit because the frui buds are always injured by the
trost, before the leaf buds. They are the tenderer, the reason being that they have a
larger amount of juice or watery material in their tissues, and thus are more easily
affected by the frost than those which have less. For thut reason the peach bud is often
injured while the leaf bhud escapes. Among the hardiest we have Hill’s Chili, Longhurst,
Barnard and Early Rivers. 1 may say that the same investigation has been carried on
with plums, and the results in that line will also be of considerable value to fruit growers.

Drying Apples.— An experiment which will be of some value to fruit growers in Que-
bec, was one which T undertook to determine the variety of apple which was best suited to
the needs of the evaporator of apples. It has often been said that if we could not giow win-
ter apples then we could grow summer apples, and these, if not used at the time could be
dried and would be profitable that way. To test the value of different kinds, b pounds
each of 45 varieties of apples were taken last year, suljected to the same drying process,
and weighed carefully, to find the loss after paring and coring them. 1 found by testing
the varieties of summer, winter and autumn apples, and by averaging the results, that
we could not at the present time compete with the New York State evaporators, if
summer apples were used, owing to tlie greater shrinkage in evaporating sumnmer kinds.
With summer varieties such as Duchess, St. Lawrence and Astrachan, a large amount
of moisture was lost, and only 4 pounds to 5 pounds of the dried product was secured,
per bushel. With such winter varieties as the Northern Spy, Greenings, and Baldwins,
6 to 7 pounds of dried product to the bushel was the average return. This would cause
the operation to be unprofitable,

By Mr. McGregor :

Q. That would be no great value to the summer apple, but of great value to the
winter apple, which might even pay 4% cents to the pound?

A. Last year, when the price of summer and winter apples were both very low, it
would hardly pay for the interest on plant and labour. The plant is the main cost.
Last year, there was no money in drying summer apples, so there was no avenue to use
them up, and the grower would have to depend mainly on cold storage to carry his crop
to the other side, and sell them in the British market, or use them judiciously as cattle
food, or turn them into cider.
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By the Chairman :

Q. Was your dried product of the dry summer apple as good as of the winter!
A. No; they lost in colour and lost in texture.

Q. Then there would be no object in using them?

A. No, not commercially. But farmers could dry them for their own use. Small
evaporators do not cost much, and a farmer could easily dry enough summer apples for
his own use.

By Mr. McMillan :

Q There is no evaporator, I know of, that has paid.
That is so.

Stomfng —Now, with regard to storing fruit. T have some rather mterestmﬂ results
bearing on methods of breabment as affecbmg the quality of apples. Tamsorry that T
have not time to go over all my experiments so as to give you the results entire. One
feature strongly unple«ed itself on me, and that is the 1 necessity of wrapping apples if
you wish them to keep free from decay for a long time. A given quantity of 25
varieties of apples were,wrapped in tissue paper, and the same quanuty of 25 others were
not wrapped. Results show there was 26 per cent more sound apples in favour of those
which were wrapped. The specimens which were wrapped and enclosed in tight packages
and stored in the cellar have decayed to the extent of 48 per cent. The specimens which
were not wrapped have decayed to the extent of 74 per cent. ~ Each fruit was merely
wrapped in a piece of tissue paper and the ends twisted. In this way, when an apple
rotted the contagion was not readily conveyed to the others.

Ly Mr. McGregor :

Q. You wrapped them up the same as oranges?

A. The same as oranges exactly. The cost of wrapping would depend on the size
of the apple. We can wrap big apples, of which there are fewer to the barrel, at less
cost than small ones. The cost would only be from 10 to 15 cents a barrel, so that the
practice would pay when storing apples both for home use and for distant shipments.
These specimens which you see before you have all been wrapped, but have not been
stored in a suitable cellar, and, as you see, they are slightly shrivelled.

By Mr. McMillan -

Q. Do you need a damp or dry cellar !
A, A cellar with a fair amount of moisture will keep them best, if not stored in
tight packages.

By Mr. Clancy :

Q. What temperature should they be kept at?

A. At freezing point ; but a couple of degrees below will not hurt them. Here is .
one specimen, Law‘er or the Delaware Red W inter, as it is sometimes called, which I
think you will like very much.

Grapes. i
to make a note of to-day, is in connection with the preservation of grape juice. I putup
some samples in 1893, and they are still in excellent unfermented condition. My object in
making these experiments was to determine the lowest possible temperature at which the
micro-organisms or bacteria which cause fermentation, would be destroyed and at the
same time the natural flavour of the grape juice kept intact. I treated 16 samples in
different ways, and found that by bringing the temperature gradually up to 170 degrees,
holding it there for ten minutes, then bottling the juice in vessels which had been
thoroughly sterilized in hot water, with the least possible delay, excellent results were
obtained. As I said, T have kept these samples for three years in an ordinary cool
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cellar, and they are in good condition. I am sorry I can not prove it in a more satis-
factory method, by bringing before you some of the preserved samples. 1f you raise the
temperature higher than that, you get the distasteful boiled flavour. ~ You can prevent
fermentation by the use of antiseptics, such as boracic or salicylic acid : but these are
more or less injurious if their use is continuous. There is no reason why grape juice
should not be kept with all its original flavour by careful treatment.

Sand Cherry.—There is only one other thing left which I should like to bring before
you, and that is some of our work in connection with the selection and improvement of wild
types of fruit. 'We have in our country many types of fruit susceptible of great improve-
ment. The one I now speak of is the Sand Cherry, a dwarf cherry common in the Lake
Huron district and other parts of Canada, where it is found growing as a low dwarf, bearing
fruit which is nearly as large as the Early Richmond ; but not nearly as good in quality.
We have grown a large number of seedlings, selected the best from these and planted
them again. We can do this rapidly in this case, because it fruits invariably at three
years from seed. This is o remarkable thing in tree fruit.

By Mr. McGregor :

Q. We lose a good many of them by Black Knot?
A. Youare now referring to the Early Richmond type, which belongs to the Murello
famlly. The one I allude to is a distinct species, and a dwarf in habit of growth.

By the Chairman :

Q. Does this resist Black Knot?

A. T have not seen it affected by Black Knot.

A peculiar variation was caused by top-grafting it on the native wild plumn. TIn
this way you can make it a stock for it, and when top-grafted it makes a nice shrub
with a sort of weeping top. Not only does it graft well, but the plum stock seems to
have the effect of increasing the size of the fruit, so these two effects, one in the form of
the plant, and the other on the size of the fruit. You will notice that the fruit on the
plum stock is considerably larger, and that is accurate because it is a photo.

Now, Mr. Chairman, I have gone over the ground hurriedly and imperfectly, but
if there are any points which occur to any members of the Committee, I shall be glad to
answer any questions.

By Mr. Clancy :

Barrenmess.—Q. In regard to trees said to be barren, and trees which have been
planted on good loamy soils, which did not seem to bear fruit at all, what is the remedy ?

A. There are a good many causes for barrenness. The prime cause I suppose would be
the condition of soil which might produce wood growth rather than fruit buds. This
might be remedied by the application of a fertilizer which would harden the wood, like
potash or phosphoric acid, and might also be assisted by root-pruning the tree, which is
not a difficult process and can be done with a plough in the spring, by ploughing close
to the trees at right angles, the roots are cut in this way. This would tend to cause the
tree to ripen up its wood more thoroughly. There would be a less amount of roots to
feed the tops and the leaves would elaborate the sap wore completely, which would
promote the formation of fruit buds.

Another cause of barrenness is the possibility in some cases of the trees being
unable to fertilize themselves. Most fruit trees produce blossoms in -which both
sexes are present; but some plants like strawberry plants have only one sex
present, and when set out by themselves, being sterile, are unable to fertilize them-
selves .and thus unable to produce fruit. Greenings and the Northern Spy are
occasionally unproductive for this season. The remedy for this is the intermingling of
varieties in the orchard. With a view of doing this with the greatest amount of success,
those varieties which blossom about the same time should be planted adjacent to each
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other. T have secured and am still working on records covering the Dominion giving
the blossoming period of a large number of fruits, so that I hope next year to be able to
prepare a chart which will show at Grimsby or in the Annapolis valley, the
blossoming period of the principal fruits. I shall then be able to make a chart giving
the “mating period” of these different varieties based upon their time of blossoming.

These are the principal causes which bring about barrenness in trees, unfavourable
condition of the soil and the possibility ¢f the blossoms being infertile.

EXPORT OF FRUIT.
By Mr. McGregor:

Q. What experiments have you made since we last met in reference to sending
fruit to the old country in cold storage. -

A. Last year, we sent over a number of packages of our tenderest summer fruits.
We began with the Duchess and carried the shipments through until the middle of
October when the winter fruits began to be shipped. I also included tomatoes with it.
I wished to put the shipments through the regular channels of trade, inorder to sce if T
could get reliable data, but my principle difficultiy was to obtain from the large dealers
in England, reliable information in regard to the condition of the fruit when it arrived.
‘We sent over fruit packed in different ways and desired information as to the success
of each method, but I got back blanket returns covering the whole shipment. I how-
ever learned from very reliable information that tomatoes picked when they had glazed,
but before they had begun to colour and shipped in small cases stored in ordinary freight
compartments, arrived in Manchester in good condition and were sold at paying prices.
Other lots which were delayed in Montreal did not arrive in good condition. These
were yicked in a later time and were then beginning to colour.

Q. Were these sent over early in the season and were they shipped in barrels?

A. T am speaking of tomatoes. That was early in the season, about the middle of
August. Tomatoes must be picked before they begin to color, when they are glazed,
which is the commencement of the colouring process. They should be wrapped separately
is tissue paper, packed in small cases such as I described before this Committee last year,
and sent over. If you can get a well ventillated chamber without cold storage they will
carry satisfactorily. This year, cold storage will be taken advantage of as it is already
established. ‘

Q. Will they bring prices enough to pay ¢
A. Those that arrived in good condition last year were profitable.

Q. What about peaches and grapes?

A. T can not say anything more about peaches as no further experiments have
been made in this this line, or with grapes. But there is an undoubted field for the
tomato grower in England.

By The Chairman :

Q. Where would we expect to meet competition from tomatoes in England?
A. From the south of France and the Islands of Guernsey and Jersey.

By Mr. McGregor :

Q. Ours would be a little later than theirs ? .
A. They begin with those grown under glass and keep up the supply during the
whole season. They grow them under glass with and without artificial heat.

Q. Do you expect to try peaches and grapes !
A. Tt is the intention this year, to give them a thorough test. Our first shipment
two years ago was a complete failure.
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By Mr. McMillan :

Q. About fertilizing apples ; would there be any difference in the fruit of two trees,
one a Spy and the other a Greening, fertilized as you describe.

A. This involves the discussion of a question of plant breeding on which you can-
not lay down any definite rule. One year you may get effects and none the next year.
I have seen a Greening tree with a Golden Russet growing beside it, and one year one
side of the Greening apples were all Russeted, next year they were perfectly and
characteristically Greenings.

Q. Were there no trees on the other side, that would give fertilization? If there
were trees on the other side, would it not be one year Russet and the next another kind ?

A. But it happens in this case the Russet blossomed both years. You get effects
which it is impossible to account for or explain ; these are called vegetable sports. I
had some apples sent in last year which were distinetly Ben Davis on one side and the
other side was St. Lawrence, the line between them being as distinct as possible. 1 cut
the apple in half, but the flavour was the same throughout. It was grown on a St.
Lawrence tree and was all St. Lawrence in flavour. These curious sports appear to
satisfactorily account for these vegetable curiosities. In crossing varieties we rarely
see any effect from the pollen which we apply.

I may say to the committee that we have now as a result of our work in crossing
fruits 200 or 300 seedlings grown from artificially fertilized seed. Our idea is to bring
together the greatest number of valuable characteristics and blend them in the form of
fruit of vigour and of hardiness. So we are not working alltogether with a view of
producing fruit for Manitoba and the North west ; but for Ontario and Quebec, and the
export trade.

Q. What you said a moment ago reminded me to ask you, do youever try driving
nails into the body of a tree, to encourage fruitfulness?

A. The effect of that is satisfactorily accounted for in this way :—I do not think
that any of the iron which might corrode in the sap of the tree would be utilized, but
it is a well known fact that if you wish to bring a tree into bearing, or a branch of a
tree, if you do anything to retard the downward distribution of the sap, you will produce
fruitfulness. If you wish to produce fruit on a branch you may hasten the production
of fruit, by tying a wire around it. If you drive nails into the stem of a tree, the same
end would be partially secured.

By Mr. McGregor :

Q. The wire will kill the tree if you leave it on !
A. Bat, of course, you take it off. You put it on one year and you get the result
the next.

By the Chairman :

Q. All grape men, “ring ” for the same purpose.
A. Fruit will set on ringed vines, but though it is larger, the quality is inferior.

By Mr. Pettet :

Strawberries.—Q. Can you say anything about the result of your investigations on
strawberries, in Prince Edward County ¢

A. T was there last summer under orders to look into the damage caused by the
strawberry. leaf roller, as well as to investigate a pea disease. The strawberry was an
entomological question, but it was handed over to me, in the absence of Professor
Fletcher. He gave such instructions as have been found very practical. Onz was,
burning over the beds immediately after the fruit was picked. It was found that this
insect to which Mr. Pettet refers hibernates in larval form, in the rolled up leaf of the
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strawberry, and if the old foliage is allowed to remain on the plant it forms a breeding
bed for the enemy, so Dr. Fletcher recommended, first moving the leaves and then
burning the beds, also spraying the new foliage when it came up, with Pris green. The
life history of the insect was not fully known at that time. It was thought that it
hibernated in the form of a chrysalis on the leaf, but it was found that on a warm day
during winter the larvee were actively at work seizing the opportunity to devour when-
ever it presented itself. After burning the leaves the entomologist recommended the
use of Paris green on the young foliage, so that the poison would be there to kill the
insect when it began to work.

The best practice is to transplant strawberries every year, that is to take only
one crop off a bed. About Picten, where strawberries are largely grown, the practice
is to set the plants this spring, cultivate the bed well so as to get a vigorous growth
and as soon as the fruit is harvested the foilowing season, to plough the beds under.

By Mr. McGregor:

Q. I know they frequently burn them over and let them grow next spring again?

A. Yes, it is a matter of practice. I would like to ask Mr. Pettet if as much has
been done in the way of growing pease this year in Prince Edward County asin the
past.

Mr. PerrET—They are only growing about half the usual quantity. Last year they
let about fifty thousand bushels, but only half this year, and at a much reduced price.
They were paying one dollar a bushel last year, and they are only paying fifty cents this
year.

Mr. Craic—1I was considerably interested and astonished at the extent of the pea-
growing in Prince Edward County, which amounted some years to as large a sum as
$200,000 paid to the farmers for pea seed grown under contract. I learned this in
connection with an investigation of a disease which has affected pease for some years past.

By the Clairman :

Q. Are they free from the bug there?
A. No, but they they have got into a way of treating the seed with bi-sulphide of
carbon, and in this way destroy the weevil.

Having examined the above transcript of my evidence, T find it correct.

JOHN CRAIG.
Horticulturist, Dominion Experimental Farms.
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CommITTEE Room, 46,
House oF Commoxs, Friday, 11th June, 1897,

The Select Standing Committee on Agriculture and Colonization met this day at 10
a.m., Mr. Bain, Chairman, presiding.

Mr. Frank T. Shutt, Chief Chemist of the Dominion Experimental Farms, was
present by request, and being called, addressed the Committee as follows :—

Mr. CHATRMAN AND GENTLEMEN,—On former occasions when I have had the honour
of addressing you upon the work of the Chemical division of the experimental farns,
I have endeavoured to explain, or at least to -outline, the intimate relationship that
exists between chemistry and agriculture. I have pointed out that the terms scientific,
agriculture and agricultural chemistry are almost synonymous. By scientific agriculture
I mean farming conducted with a knowledge of the natural laws which affect and govern
plant and animal life and inert matter. There are indeed very few problems that meet
the practical farmer that do not call for some assistance from chemistry. Whether it is
a question of determining the plant food in soils, the feeding value of fodder or the
quality of a fertilizer, they all require for their solution the aid of chemistry. Tt is
therefore apparent that the work covered by the department of chemistry at the experi-
mental farms covers a wide and, necessarily, varied range. The scope of our investiga-
tions is only limited by the opportunities that we have, and consequently it would be
impossible for me this morning to even mention many of the experiments that have been
conducted,and the interesting facts that have been ascertained by us during the past year.
The work, in general, has been carried on, on very much the same lines as in former
years. If time permits, I propose to say just a few words respecting each of the more
important investigations that have been pursued.

VIRGIN SOILS.

With respect to the examination of Canadian virgin soils, we have added somewhat
to our knowledge. The data that we have accumulated are altogether too voluminous
for me now to enter into or discuss in detail, but they appear in the report which is now
in press. Some of the samples which have been examined were collected in the Cariboo
District of British Columbia. That is an area which, as you are aware, bas been
especially looked upon as a mining area ; it is a practically unsettled and uncropped avea.
The object of the examination was to ascertain what the probable fertility of the soil in
that district might be, so that we could estimate the future possibilities of the district as
an agricultural area, for grazing or mixed farming. You will doubtless be gratified to
learn that the district may eventually be something more than it is now, a prosperous
mining district, because I have been able to conclude from a chemical and physical
examination of the soils, that have been sent from there that though the soils, as a rule,
are light in character, there are many of them which possess an abundance of plant food,
—both of nitrogen and mineral constituents. Others of the soils from that area that we
examined were thin and poor, and certainly would require the most favourable climatic
conditions in order to yield good crops.

THE EXAMINATION OF CULTIVATED SOILS FOR FARMERS.

Besides the soils which were submitted to complete analysis, many samples of culti-
vated soils, received from farmers in Ontario and Quebec and in the maritime provinces,
have been subjected to a partial analysis, which usually consisted of a determination of
the humus, nitrogen and lime, and the relative proportions of clay and sand. This work,
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owing to the very numerous demands made for soil diagnosis, has entailed a considerable
expenditure of time ; but I think the results, and the suggestions that we have been able
to make from the results, have proved so useful that it would be advisable, for the present,
at any rate, to continue it. The analysis of these cultivated, and what we might call
partially exhausted soils, shows that we have many soils in Canada which, though giving
poor returns, have by no means been depleted of their plant food. This plant food,
however, is “locked up,” and what is specially needed is more thorough tillage in order
to render that plant food more available, and that is the opinion reached after the
examination of a considerable number of samples. We need to draw the attention of
farmers not only to the use of manures and fertilizers, but also to correct tillage. They
should be instructed in the reasons for ploughing and harrowing, etc., and taught that a
good mechanical condition of the soil is necessary, in order that the plants may find a
good and comfortable seed and root bed, and that the soil be able to conserve moisture
during seasons of drought. I am convinced that many of our cultivated soils could be
vastly improved in productive power, simply by tillage of a more thorough and rational
character.  The reasons for drainage, ploughing, cultivating, ete., should be well under-
stood and carried out, for it is by such means that not only the best mechanical condition
and ratio of moisture of the soil is secured, but that the stores of locked up plant fool are
rendered available.

By Mr. McMillan :

Q. What is the first step to be taken?

A. That would depend upon the character of the soil ; if a heavy soil, drainage would
be of primary importance ; then deep ploughing at the proper season when the soil is
not wet, such ploughing as would thoroughly disintegrate the mass. Then the fining of
the soil, if T may use such an expression, should be attended to, so that the roots may tind
an easy passage in search of their food. This is effected by disc and spring tooth
harrows. Finally cultivation with harrow must be thorough in order to preserve an
earth mulch which will prevent surface evaporation of the soil moisture.

An important factor towards productiveness or soil fertility, is tilth, and good tilth
can only be obtained by following out methods based on scientific principles. The
liberation of plant food in the soil, the lightening or consolidation of the soil, as the case
may require, the absorption and retention of moisture, and the like, are all dependent
upon a right mechanical treatment of the soil.

HUMUS IN THE SOIL.

Again there are many soils which stand in need of humus. Humus results from
the decaying of vegetable matter. Where we find rich virgin soil, there we find humus.
Humus has certain elements of plant food invariably associated with it, and these are in
a condition easily assimilable by crops. Soils can most readily and cheaply be enriched
in humaus, by turning under a green crop, preferably one of the legumes, such as clover.
Moreover, the presence of humus keeps the soil with a due proportion of moisture. The
continued cropping of a soil without growing clover tends to deplete the soil of its humus.

VALUE OF LIME IN THE SOIL.

Then the examination of these soils leads me to the opinion that many are
deficient in lime. Such rapidly become sour; and a sour or acid soil is unsuited to
growing crops. Where the percentage of lime falls below one per cent, most agricultural
chemists deem that soil deficient in lime. Lime has its abuses as well as its uses, but I
think we may well call the attention of farmers to the rational use of this con-
stitutent in some form, because its presence is necessary for the best returns. Not only
isit a direct plant food, but it liberates other plant foods, notably potash,and is a valuable ~
and important instrument in bringing about good tilth and correcting sourness. The
judicious application of lime, marl or gypsum has proved most advantageous.
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By Mr. Wilson .

Q. What is the nature of marl?

A. Tt is carbonate of lime. It is called “mild” lime as its action is not so
immediate as quick or slaked lime : but for many soils it is better, and as it is frequently
found in large deposits it is certainly cheaper than quick lime.

By Mr. McGregor :

Q. Have you made any calculations as to the proper amount of lime to apply per
acre ?

A. It would depend upon the percentage of lime in the soil and what previous
treatment the soil had had ; but I presume that under ordinary circumstances, 40 bushels
to the acre would be a goud dressing. I would not advise a heavy dressing, as it would
tend to over-stimulate and exhaust the soil, more especially if other fertilizers are not
used.

By Mr. Wilson :

Q. Do you mean 40 bushels of unslaked lime’

A. Yes; it is allowed to slake by placing it on the soil in small heaps. These heaps
are covered with a little earth and allowed to slake spontaneously. In afew days it can
be spread easily, being then reduced to a powder.

By Mr. Semple ;

Q. Would lime be as necessary where the land has a limestone bottom, or where
limestone is found on top?

A. No. It is only where, as I was pointing out, the soil is deficient in lime. The
soil on a limestone rock foundation may contain from 2 to 5 per cent of lime. Such a
soil does not require lime. Hence, the necessity for a chemical examination of the soil,
cr a field test with lime to see if there is any response. I do not recommend heavy
applications, but rather small dressings at more frequent intervals. Lime has a
tendency to sink into the ground and consequently is frequently found in the sub-soil in
larger am.unts than in the surface soil. This points to the wisdom of small and
frequent dressings.

By Mr. McGregor :

Q. Would you dress on top of a crop?
A. Not necessarily ; it would depend on the nature of the crop. Clover may be
top-dressed with gypsum, which is sulphate of lime. This is found to give excellent

result.
IMPROVEMENT OF MUCK SOILS.

We have conducted some experiments in connection with improvement of muck
soils. A thorough drainage for such soils is, of course, of primary importance in order
to get rid of the excess of water and correct sourness. That is the first step. We have
found that such soils while naturally rich in humus and nitrogen, are particularly deficient
in some of the mineral constituents. From pot experiments conducted in our laboratories
at the farm, it has been found that the crop-producing power of such soils may be
greatly increased by the application of wood ashes, in other words, by potash, phosphoric
acid and lime in available forms. These are the elements in which muck soils are more
particularly lacking. These experiments have met with great success, and we have
been able to give ocular demonstration of the fact that the yield has been very much
improved by such an application. Th