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4 v SPECIAL COMMITTEE ; A

ORDER OF APPOINTMENT

ExtracT from the Minutes of Proceedings of The Senate, April 13, 1921:—
“ On Motion of the Hon. Mr. I”Esperance, it was

ORDERED, That a Special Committee of fourteen Members of the Senate, be
appointed to inquire into and report, at this Session, upon the conditious which are
responsible for a large portion of our export trade (more especially the products of
the West), to be routed via American instead of Canadian ports; that such Committee
shall have power to call for persons and papers; and that such Committee do consist
of the Honourable Messieurs Casgrain, Tessier, Watson, Turriff, Nicholls, MeCall,
Willoughby, Thompson, Chapais, Webster (Stadacona), Bennett, Tanner, Todd and the
Mover.”

ELECTION OF CHAIRMAN

ExrtracT from the Minutes of Proceedings of the Special Comn.ljttee, April 14, 1921:—

“On Motion of the Hon. Mr. Watson, the Hon. Mr, L’Esperance was elected
Chairman, and took the Chair.”

INTERIM REPORT

CommirTee Room No. 368,
May 25, 1921.

The Special Committee of the Senate, appointed to inquire into and report at this
Session upon the conditions which are responsible for a large portion of our export
trade being routed via American instead of via Canadian ports, beg leave to make their
Third Report as follows:—

Up to the present time your Committee have not had sufficient time to thoroughly
study the evidence collected, and in view of the early termination of the Session,
will not be prepared to submit recommendations during the present Session.

Your Committee beg to recommend that they be empowered to consider and
prepare during the recess of Parliament a report to be submitted at the next Session

All which is respectfully submitted.

D. 0. ESPERANCE,
Chairman.
(Report adopted by The Senate, May 97, 1921.)

ExtrAacT from the Minutes of Proceedings of The Senate, March 24, 1922 :~—

“ On motion of Honourable Mr. I’Esperance, it was

“ Ordered, That a Special Committee be appointed to inquire into and report,
at this Session, upon the conditions which are responsible for a large portion of our
export trade (more especially the products of the West), to be routed via American
instead of Canadian ports; and that such Committee shall have power to call for
persons and papers; and that such Committee do consist of the Honourable Messieurs
Casgrain, Tessier, Watson, Turriff, Kemp (Sir Edward), McCall, Willoughby, Thomp-
son, Chapais, Webster (Stadacona), Bennett, Tanner, Todd and the Mover.”

ELECTION OF CHATRMAN
Extract from the Minutes of Proceedings of the Special Committee, March 31,
1922 :—

“On Motion of the Hon. Mr. Webster (Stadacona), the Hion. Mr. L’Esperanca
was elected Chairman, and took the Chair.”
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FINAL REPORT

THE SENATE,
CommirTee Room No. 262,
Friday, 9th June, 1923.

, The Special Committee of the Senate, appointed to inquire into the diversion of '
A the Export Grain Trade of the Prairie Provinces to American instead of Canadian
] Seaports, opened its sessions on the 20th of April, 1921.

E].'_ 5 The witnesses examined were:—
l‘ ) ;

, Thomas Harling, Steamship manager, Montreal.
Bl i(Charles A. Hayes, Vice-President, Canadian National Railways.
s P. J. Horning, Dominion Bureau of Statistics.
W. B. Lanigan, General Freight Trafic Manager, C.P.R.
Dr. Robert Magill, Secretary Winnipeg Grain Exchange.
it J. W. Norcross, President Canada Steamships Lines.
J. A. Richardson, Grain Exporter, Kingston.
; J. S. Royer, of J. B. Renaud Company, Quebec.
& J. G. Scott, Chairman Transportation Committee, Board of Trade, Quebee.
- Geo. Stephen, Traffic Department, Canadian National Railways.
. Brig.-Gen. Tremblay, Harbour Commissioner, Quebec.
W. A. Warne, Dominion Bureau of Statistics.
g D. O. Wood, General Foreign Freight Agent, C.N.R.

The evidence submitted to’ the Committee establishes the fact that at least half,
and some witnesses affirm as much as 80 per cent, of the wheat raised in the Prairie
Provinces and exported overseas, is so exported through United States seaports.

The Quebec Board of Trade submitted a copy of a Memorial which they had
presented to the Railway Commission, at its session in Quebec on the 3rd February,
1921, according to which, as stated in Government reports, the movement of all
grain, by water, from Fort William, during six years, from 1912 to 1918, was as

follows :—
to Canadian lakeports.. .. el BT T,88B 58 1 ‘hushels:
to Buffalo and other U.S. ]akepm ts Al SO ey S518, 7620140 5
= T I ke s s e, atah a4 o - v 1;096,651,880 44

and the Memorial further stated that of the 577 million bushels shipped to' Canadian
lakeports, probably two-thirds were for the use of Canadian flour mills and a large
quantity for seed grain in Ontario and Quebec, so that the quantity exported over-
seas from Canadian seaports was very small. The great bulk of the 518 million
bushels sent through Buffalo was for export, because the quantity of Canadian wheat
consumed in the United States is very limited, owing to the heavy customs duty.

All the witnesses examined seem to admit that this diversion of our export trade
i had taken place and gave various reasons for it which may be summarized as
follows :—
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(a) The attraction of better distribution centres, such as New York, which
always has abundant ocean tonnage for all parts of the world; i

(b) The abundance of elevator storage at Fort William and at Buffalo;

(¢) The cheapness of the lake and rail transportation via Buffalo to New York
which, at that time, was about 4 to 5 cents per bushel cheaper than the all rail rate
to Quebec or Montreal. And though the all water rate to Montreal is a @ifle cheaper
than to New York, via Buffalo, the saving does not seem to attract much business,
probably because of the cheaper marine insurance from New York.

(d) The cheaper marine insurance from New York and all United States sea-
ports, as compared with the St. Lawrence rates which are increased periodically after
August. So that, although Quebec, Halifax and St. John enjoy rates 10 per cent
cheaper than Montreal, they are considerably higher than the underwriters charge
New York, Boston and Portland.

The remedies suggested are various. The Quebec Board of Trade ask that the
- Government or the Railway Commission should make an all rail freight rate over
the Government Transcontinental Railway from Winnipeg to Quebec or Montreal of
20 cents per bushel on export wheat with proportionate rates to Halifax and St.
John, instead of 36 cents called for by the tariff at that time, and as compared with
32 cents lake and rail to New York (both these rates have sinece been somewhat
reduced, but the comparison remains the same). They contend that this would force
the trade to Canadian seaports and would save the farmer of the Northwest 12 cents
per bushel, whilst being fairly profitable to the railway, as the cost, including the cost
of hauling back empty cars, would not exceed 17 cents.

The Quebec Board of Trade also ask that the Government should build grain
storage for 10 million bushels at each of the ports of Quebee, Halifax and St. John
—Montreal being already fairly provided for—so as to ensure a continuous grain
traffic for the Government railways; that some of the Government steamships should
be put into this service, so as to ensure cheap ocean rates for the crop of the Western
farmers, and that the Government should arrange with, or guarantee the marine
underwriters, so that marine insurance from Canadian ports shall be no higher than
from New York, which, it is alleged, would not on the average cost the Government
anything. In support of their suggestion for 30 million bushels storage at our sea-
ports, the Board of Trade point out that there is storage for 200 million bushels in
the Prairie Provinces and on the Upper Lakes, and for only 20 millions at our sea-
ports. So that when the grain moves our seaports become congested and it is driven
to Buffalo where, according to General Tremblay’s evidence, there is storage for 100
million bushels. p

The officials of the Canadian Pacific and Canadian National Railways, who gave
evidence, do not seem so sanguine as to regaining this diverted traffic. Mr. Lanigan,
of the C.P.R., points out the advantages of New York because of a larger ocean
tonnage available for all points, and states that although Montreal has a lower lake
and rail rate than New York by 1340 cents per bushel, yet New York gets the busi-
ness. He adds that “the canal routfe is not a great factor. It is too slow.” He
favours the Georgian Bay, Port MeNicoll, route.

Mr. Hayes, of the Canadian National Railways, admits that, in 1916, he made a
rate of six cents per bushel over the Transcontinental railway, from Armstrong to
Quebec, 960 miles, and did a large business. But he says he was forced to do so owing
to congestion. He also used the same rate to Montreal, but in the latter case he was
obliged to give a share of the rate to the Grand Trunk and Temiscaming and Northern
Ontario Railway (why he should have done so does not appear, seeing that the Gov-
ernment might have got the whole of the earnings by using their own line to Mont-
real, via Hervey Junection). Mr. Hayes says he does not want to make a paper rate that
means nothing, but that if he had an cffer of a round quantity of grain from a Western
point, he could quote © a rate considerably lower than the present rate.”




¥ 6
ROUTING OF CANADIAN EXPORT TRADE -

‘ Mr. Thomas Harling, of Montreal, said that he had used the port of Quebec as
well as Montreal, and that Quebec is open in the fall for six weeks longer than Mont-
real, but the marine insurance rates from the St. Lawrence go up in the autumn
until they reach a figure 50 per cent dearer than New York.

Mr. J. A. Richardson, of Kingston, said that he ships grain from Montreal
as well as New York and has shipped some from Quebec. He thinks that a better
cable service would help the Canadian grain trade, and that he could arrange ahead

for sales and shipments through Quebec if a better rate of inland freight were

quoted. He claims that wheat of Canadian inspection is worth three cents per
bushel more in England.

Brigadier-General Tremblay, member of the Quebec Harbour Commission, .
recalled the fact that the Transcontinental railway from Winnipeg to Quebec
—1,350 miles—is 200 miles shorter than any other line, and has maximum grades of
four-tenths of one per cent, making it possible to haul as many as eighty loaded cars.
He figured that wheat could be carried from Winnipeg to Quebec, including the cost
of hauling back all the cars empty, at a cost of 18 cents per bushel, from which should
be deducted the earnings on any freight carried westward.

Dr. Magill, sécretary of the Winnipeg Grain Exchange, says in his evidence that
in order to ship wheat all rail from Winnipeg it would be necessary to build an
assembling point, or storage, somewhere on the line of the railway, and he did not
think Quebec a suitable point, because doing so would mean to give up the Cana-
dian flour mill market and the American market, and to limit the owner of the grain
to the export market.

Mr. J. G. Scott, Chairman of the Transportation Committee of the Quebeec Board
of Trade. said that when he was General Manager of the Great Northern Railway of
Canada, he brought wheat in large quantity over that road and the Canada Atlantie,
in conjunction with Mr. J. R. Booth and M. E. J. Chamberlain, from Parry Sound
to Quebec, 550 miles, for five cents per bushel, handling as much as three million
bushels per annum for three years, 1901 to 1903. Referring to the Memorial of the
Quebec Board of Trade, as to using the Transcontinental, he figured that, roughly
speaking, Canada had paid $40,000,000 to $50,000,000 to American railroads for
carrying our grain from Buffalo to New York—>518 million bushels during six years
—that might have been spent in Canada, if it had been possible to export that grain
from Canadian instead of American seaports. In his opinion the only way to get
this trade back is for the Government to make a radical cut in the all rail rate over
the Transcontinental railway from Winnipeg to Montreal and Quebec, with low rates
to Halifax and St. John, use the Government steamships to carry the grain, adjust
the marine insurance rates, and provide grain storage at our seaports. According
to his figures, 20 cents per bushel would be a profitable rate to bring wheat over
the Transcontinental railway from Winnipeg to Quebee, and if that rate were made
the trade would have to come, and doing so would not affect the Georgian Bay
ports, nor the lake trade of Canadian vessels, as the competition would be only for the
trade that now goes to New York. He quoted the Chairman of the Railway Com-
mission, Mr. Carvell, as having told the Board of Trade, in Quebec, that if he
granted them the 20 cents rate they asked for *“the Eastern Canada seaports would
be flooded with grain.”

Honourable Mr. W. H. Bennett, after closely following the whole inquiry, has
expressed his views on the subject as follows:—

“The Dominion of Canada is now the owner, or will be under the arrangement
with the Grand Trunk Railway Company, of two lines of railway from the Georgian
Bay at Midland and Depot Harbour to Montreal, as also a line from Collingwood to
Montreal. From the above three ports on the Georgian Bay for many years there
has been carried large quantities of Canadian grain from Fort William to Montreal
for export trade and at the same ports in addition from Chicago, Duluth and other
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American ports, large quantities of American grain has been routed. Of the latter,
(American grain) some has been exported and also some distributed by rail through
the Eastern and North Eastern States. With the closing of Montreal in the winter
months grain from. the above Georgian Bay ports has been carried to Montreal and
from thence over the Grand Trunk System to Portland.

“This plan of carriage is particularly favourable to Canada in respect of the
Canadian grain from Fort William to Canadian ports, ensuring the carriage by
water to Canadian vessels under the coasting laws between Canada and the United
States, and from this point is highly desirable as fostering the shipping interests of
Canada. While the winter trade to Portland is'not as desirable as if that port was a
Canadian port, in view of the fact that the railway from Montreal to Portland belongs
to Canada it gives additional trade to federal railways which would otherwise be
diverted (with Montreal closed) to Buffalo and to New York and other Atlantic
ports.

“ The advantage of lake transit from ports at the head of the Great Lakes (both
American and Canadian) to Georgian Bay ports, rather than to Buffalo, is manifest,
and every advantage should be taken of this to induce grain to follow in this channel
for the advantage of the earrying of grain and other products by Canadian channels.

“In addition to the above national railway ports on the Georgian Bay, there is
also the important point of shipment, Port McNicoll, from whence the Canadian
Pacific Railway carry the bulk of the grain through Canada, which they deliver at
Montreal for export during the summer months, and’ after the closing of that port
carry on to St. John, New Brunswick. ' The hauling of grain has reached large pro-
portions at Port MeNicoll, as not only is grain consigned there from Canadian ports
at the head of Lake Superior, but also American grain from Chicago, Duluth, ete.
The trade at Port McNicoll in 1921 reached a volume of seme 70 million bushels, and
in addition a very great quantity of flour.

“The alarming quantity of Canadian products exported via American Atlantie
ports should be diminished to the greatest possible extent, and carried by Canadian
systems of water and rail transport.” ‘

The views of other members of the Committee, who are especially concerned with
such conditions which have been so detrimental to the Transcontinental Railway and
the Montreal and Quebec harbours, might be summed up as follows:—

“ Navigation can remain open and is safe on the St. Lawrence river as late as
January every year.

“ Since the first aim of the Federal Government must be to secure better freight
return on the Transcontinental Railway in order to reduce its huge railway deficit, a
more reasonable and inviting rate should be quoted from Winnipeg and other ship-
ping points along the line, so as to have the largest possible quantity of grain sent
through Quebec until the closing of that port in January, and then on to St. John
and Halifax. :

“In accordance with the evidence given before the Committee by Mr. C. A.
Hayes, a rate considerably lower than the present rate could be quoted and the Trans-
continental Railway would still be making money out of it.

“ Since over $25,000,000 have been spent in improving the navigation in the St.
Lawrence river and making it as safe as possible at all times from Father Point
to Quebec and Montreal, the Government should take the means of securing a sub-
stantial reduction in insurance rates from Lloyds and other Marine Insurance Com-
panies, and of putting an end to the extra and prohibitive rates actually enforced.”

CoNCLUSION

After careful consideration of all the evidence submitted, your Committee is
of opinion that there exists a most serious condition of affairs, with regard to the
diversion of the Western grain trade to New York and other United States seaports,
for export. There seems to be no doubt that two-thirds, and probably four-fifths
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of that trade takes that route, and that we are paying many millions annually to
United States railways, lake carriers and elevators, that would be earned by our
own railways and train men, if it were possible to export this grain at Canadian
seaports. Since this evidence was taken, and at the present writing Government
statistics show that the diversion still continues, and that of the bountiful crop of
1921 no less than 99 million bushels of wheat went from Fort William to Buffalo."

After all the sacrifices that Canada has made in building three transcontinental
railways, it is impossible that we should go on allowing our seaports to be deprived
of their legitimate traffic, to obtain which our people have been and are being so
heavily taxed. A persistence in this policy must inevitably lead to serious dissatis-
faction not only in Quebec and in the Maritime Provinces, but also amongst the
farmers of the Northwest, who will soon realize that these hostile railway tariffs are
imposing a burden upon them which they are not called apon to bear.

It may be, as some of our railway witnesses have suggested, that a reduction in
the rate upon grain to our seaports might lead to reprisals and corresponding reduc-
tions on the part of United States railways which have been handling so large a share
of this traffic. It cannot be injurious to our own railways, because it is an export
traffic which practically they are not getting.

In any case such reprisal would certainly benefit the Western farmer, and your
Committee feel that it is their duty to report that they recommend that the petition
of the Quebec Board of Trade, as stated in the Memorial of that Board to the Railway
Commission, dated 8rd February, 1921, hereto attached, be granted, and that the
Government be advised :—

" (1) To cause rates to be granted upon export grain over the Canadian
National railways to Quebee, Montreal, Halifax, St. John and Vancouver, such
as would develop trade through the above ports.

(2) As a corollary to the recommendation in paragraph one that neces-
sary elevator accommodation should be provided by the Dominion at Canadian
ports.

(8) To arrange with the Marine underwriters or others in such a way that

the marine insurance rates from Canadian seaports be as cheap as from United
States seaports. :

L
This Committee recommends that 2,500 copies of this report be printed and
also 400 copies of the evidence adduced before the said Committee, and that Rule
100 be suspended in so far as it relates to the said printing.

'Respectfully submitted,
D. 0. ’ESPERANCE,

Chairman.

MEMORIAL TO THE BOARD OF RAILWAY COMMISSIONERS OF CANADA BY
THE QUEBEC BOARD OF TRADE

QueBeo, February 3, 1921.

To the Hon. F. B. Carvell, Chairman, and the Commaissioners of the Railway
Commission at Quebec:

Gentlemen,—The Quebec Board of Trade would respectfully bring to your atten-
tion the following questions in connection with the freight rates in which the city
and district of Quebec are concerned.

We may premise by saying that since the completion of the Transcontinental
Railway by the Government, the railway freight rates between Quebec and Winnipeg
and western points have been the same as those charged from Montreal. This is a
little to our disadvantage, because the distance from Quebec to Winnipeg is only 1,350
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miles by the Transcontinental Railway, being 61 miles shorter than the distance from v !
Montreal to Winnipeg by the C.P.R., and 108 miles shorter than from Montreal by

the C.N.R.—another division of the Government Railway System. However, our
position is better than it was before the Quebec Bridge was completed, when our
merchants had to pay ferriage on their goods crossing the river. So, we do not
complain at being put on the same footing as Montreal for Winnipeg business.

‘When the National Transcontinental Railway was undertaken in 1903, we were
told that its construction would result in cheaper rates of freight to and from the
Prairie Provinces, owing to competition, and that the danger of the diversion of the
export grain trade of those provinces to New York via Buffalo, which then menaced,
would be averted, owing to the ability of this road, through its shortening in distance
and better grades, to carry the grain all rail to Quebec cheaper than could be done
by the rail and lake route to New York, or to Montreal.

A reference to the Hansard for 1903 will show that this was promised in Parlia-

ment by members speaking for the Government.

The contract made between the Government and the Grand Trunk Pacific Rail-
way, embodied in the Statutes of 1903, provided that the railway company should
influence all its traffic possible to Canadian ports for export, and should keep con-
stantly at the Canadian seaports of its line a supply of ocean tonnage to handle all
the goods offered the railway for export.

The Government Engineer in charge of the construction of the railway under
the Borden Government—Major Leonard, C.E.—wrote to the Quebec Board of Trade

on October 15, 1913, stating that the Transcontinental Railway is 214 miles shorter.

from Winnipeg to Quebec than the Canadian Pacific, and that its grades are so good

that its freight trains will be able to carry 1,780 tons of lading, as compared with 940'

tons by other roads.

On September 2, 1913, the late W. A. Marsh, President of the Quebec Board of
Trade, wrote to Sir Robert Borden, stating that in order to handle the grain trade,
to be brought over this road continuously, winter and summer, it would be necessary
to have grain storage for ten million bushels at each of the seaports of Quebec, Halifax
and St. John; Montreal being already fairly provided for.

In 1910, it was agreed by notarial contraet that the Government would expend
two millions or more on terminals on the water front of the city of Quebec in Cham-
plain ward, and the timber was actually purchased and delivered at Quebec for
carrying out this work, in part. In «view of this and.other promises and evidences
of good faith, the city of Quebec gave to the Government, for a nominal sum, for the
terminals of this railway, a deep water front property, the Champlain Market, worth
about two millions, and allowed the Government railway authorities to destroy a
building thereon worth a quarter of a million.

In 1913, the Hon. Mr. Cochrane, then Minister of Railways, after examining
these terminal properties, promised that the ten million bushels elevator asked for
by the Board of Trade would be built at Wolfe’'s Cove, on ground forming part of
a large area of deep water frontage, about three miles in length, purchased by the
Borden Government for terminals for the Transcontinental Railway, containing
about twelve million superficial feet, and not yet made use of.

Nothing has been done towards fulfilling any of these agreements and promises,
and againet the thirty million bushels of storage suggested by our Board for Quebee,
Halifax and St. John, we only have a small elevator of two million bushels, erected
by the Quebec Harbour Commission.

In 1916, when the Transcontinental Railway was completed, except as to term-
inals, Mr. Cochrane made an effort to redeem the promises made us as to the grain
trade, and the Traffic Manager of the Transcontinental Railway, Mr. C. A. Hayes,
made a special rate of freight of six cents per bushel upon export wheat from Arm-
strong (equidistant with Fort William from Winnipeg) to Quebeec.
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The eﬁect was mstantaneous Quite a number of steamers were loaded in

ks Quebec, that year, with Manitoba wheat, and it looked as if the promises to send

' us the grain trade over this new railway were about to be redeemed.

But although the new Minister of Railways, Dr. Reid, declared in Parliament,
at the time, that the six cent rate had been profitable to the railway—a statement
which he somewhat qualified last year—the special rate was cancelled and raised to

 an impossible figure, and not a bushel of grain has come over the Transcontinental
for export since 1916.

The recommendations of the Board of Trade to the Government to put storage
for 30 million bushels at Quebee, Halifax and St. John were not acted upon. But
increased storage; on a very great scale, was built in the central provinces and at
the head of the great lakes. So that there is now storage for 200 million bushels at
these points, and for less than 20 millions at Canadian seaports.

The consequence has been, as might have been expected because 200 will not go
into 20, that as soon as the grain began to move it had to find another outlet, and
the surplus, after filling the Georgian Bay elevators, went to New York and Port-
land for export, as will be seen from the following figures, taken from Government
reports, showmg the destination of all grain shipped by water from Fort Wllham
during six years:—

GRAIN OF ALL KINDS

To Canadian To United States
Lake Ports Lake Ports

Crop Year Bushels Bushels Total

SRS e A 2 s T 96,175,742 55,438,492 151,615,234
o 1 B S R S e e e B AP 94,525,881 93,447,490 187,973,371
BRI R S e Tara Van A SN TS e 73,226,138 27,848,221 101,074,359
T RED L0 U S LIS R RS s S 1B T8 16997 192,588,364 330,563,661
BRI L o R S e A N T 97.171,121' 102,258,527 199,429,648
Sz e D e i e 78,814,408 47,181,655 125,996,063

Totak i . 4 sl be UL BT T, 888,681 518,762,749 1,096,651,336

So that during these six years, 577 million bushels went to Canadian lake ports,
and 518 million bushels went to Buffalo for export via New York. But it must not
be supposed that the 577 million bushels sent to the Georgian Bay and Port Col-
borne elevators were for export at Canadian seaports. On the contrary, as you are
of course aware, probably two-thirds of that quantity went to Canadian flour mills
to feed our own people, and as these elevators are almost as conveniently situated
for shipment to New York and Portland as Buffalo is, a great deal of the remainder
must have gone by rail to U.S. seaports, a small quantity to Montreal and St. John
for export, and a good deal used for seed grain in Ontario and Quebec.

The crops of 1918 and 1919 were small, so that after sending to Canadian lake
ports what was wanted for consumption in Canada, there was not much left for
export via Buffalo.

In 1920, we have had a good crop, and the Prairie Provinces seem to have a
large surplus for export. But this surplus is again taking the route via New York,
to the detriment of Canadian seaports. This is proved by the fact that since that
the new crop began to move, over 90 million bushels® of grain have been shipped
by water from Fort William to Buffalo since 1st September last, and also by the
active export of grain from Portland this winter, and by the fact that, notwith-
standing the good erop of this year, the movement of wheat through the Welland
canal shows a decrease of over six million bushels.

The Quebec Board of Trade would respectfully point out to your Commission
that this method of handling the export trade of Western Canada is simply disas-

*These figures are subject to revision. An Ottawa despatch to the Montreal Gazette puts
the figure at 94 million bushels. Another report makes it 48 to 53 millions.
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troue to. the country. Senator Bennett, in a recent speech in Parliament, stated
that the use of the lake route had been very injurious to Canadian interests, and
that 80 per cent of the export grain trade of the central provinces is being sent to
New York. The Government statistics seem to confirm this unexpected and alarm-
ing result of our having built three transcontinental railways, at enormous expense
to the country. Not only are our seaports deprived of the benefit of handling this
trade, and the western farmer disappointed in not obtaining reduced freight rates
on his grain, but it may be safely asserted that, during the last eight years, Canada
has paid over fifty million dollars of freight money to United States railways and
United States lake vessels that would have been expended in wages and supplies in
our own country, if this grain had been carried all rail through northern Canada to
Canadian seaports. Is it not possible that this disastrous result may have had some-
thing to do with our dollar being worth only 85 cents to-day?

If the recommendations made by our Board of Trade to the Government in
1913, to build 30 million bushels of storage at our seaports, and to make a low rate
of freight upon export wheat over the Government railways, had been adopted, is it
not likely that the result would have been far different, and that Canadian seaports
would to-day be enjoying the benefits of a continuous flow of grain to their elevators,
just as is the case in the Baltic, where the Russian and Polish railways carry a con-
tinuous stream of wheat to the ports of Riga, Memel and Dantzie, where it is stored
even in winter until the steamships come to take it away?

The inducements to ship via New York are the bountiful supply of ocean ton-
nage and the fact that marine insurance rates from Canadian seaports are higher
than from New York, and increase in the autumn and winter.

The Goverment have recognized that in taking over the Transcontinental and
Grand Trunk Pacific railways, they have inherited the contract obligations of the
latter company to have always at Canadian seaports a plentiful supply of ocean ton-
nage. So they have built a fleet of sixty or more ocean steamers to facilitate Cana-
dian trade. But, unfortunately, these steamers, instead of being run from Quebec,
the only eeaport reached by the Transcontinental Railway over its own rails, are
berthed at Montreal, where they are no doubt doing excellent service to the Cana-
dian Pacific and Grand Trunk, in handling their export traffic, but it is doubtful
whether much of their cargo comes over the Government railways, whose traffic they
were built to promote. If they offered a lower rate of ocean freight from Quebee
than New York offers, Canada would get the business, and that was manifestly the
intention of the agreement between the Government and the Grand Trunk in 1903.

The obstacle of excessive marine insurance remains to be overcome. It should
not exist. It is a relic of the days of sailing vessels, when ships were caught in
floating ice, which forms no obstacle to steamers, and when the St. Lawrence and
maritime ports had not been made safe to navigation, as they are to-day, owing to
the generous-expenditure of the Government of Canada in dredging, in lighthouses
and in ice-breakers, docks, etc. The marine insurance rates from Quebec are 10 per
cent cheaper than from Montreal, and St. John and Halifax enjoy even better rates.
But they are still excessive, compared with New York, and the Quebec Board of
Trade have urged the Government of Canada to take up this question with energy,
and, by guarantee to the underwriters, or otherwise, have the rates to and from all
eastern Canadian seaports made the same as those of New York. We feel confident
that the Government would not lose any money in doing so, and it would turn the
trade to our ports. Our position in this matter has been unanimously endorsed by
the recent convention at Toronto of the Chambers of Commerce of the Britigh
Empire.

It is contended by some of the railways that a serious objection to the hauling
of wheat, all rail, from Manitoba to Quebec, is the excessive number of cars that
would have to be employed, three-fourths of which would have to be hauled back
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empty. But is not this difficulty somewhat exaggerated? Does it not actually exist,
under the present method, almost to the same extent? A large number of cars have
to be employed in this trafic between the wheat fields and Fort William. But a
very great number have also to be employed between the Georgian Bay and Port
Colborne elevators and the seaports of Canada and the United States. And both
sets of cars are subject to the extra delays incident to the double elevating at Fort
William and Georgian Bay, and are equally subject to having small return loads.

By the railway tariffs now in force, we understand that, it costs 82 cents per
bushel to carry wheat from Winnipeg via Fort William and the lake route and Buffalo,
to New York; also, that it costs 36 cents, all rail, from Winnipeg to Quebec. Tae
Quebec Board of Trade have a report from its Transportation Committee, details of
which are hereto annexed, stating that it should be possible to carry wheat, all rail,
over the Transcontinental Railway, 1,350 miles, from Winnipeg to Quebec, with a
margin of profit, and after providing for the cost of hauling back three-fourths of the
cars empty, for about 17 cents per bushel. And the possibility of this would seem to
be proved by the fact that, some years ago, export wheat was hauled from Parry Sound
to Quebec, 550 miles, for 5 cents per bushel, and by the fact that the present tariffs
cover a rate of 123 cents from Goderich to Halifax, a distance of 1,305 miles, over roads
having one per cent grades, as compared with four-tenths grades on the Trans-
continental.

Even if it should be proved that 17 cents is too low a figure to allow a reasonable
profit to the other railways, owing to their grades and longer mileage, would it not be
wise for the Government to make a special case for the carrying of wheat over the
Government railways to Canadian seaports? The margin between 17 cents and the 32
cents which it is now costing the farmer of Manitoba to send his wheat to New York
is a very large one. And if a low rate of freight were made, even upon export wheat
alone, it would be a great encouragement for the new settlers to go to the Prairie
provingces.

On the line of the Transcontinental Railway, where many people thought there
would never be any population, owing to its northerly location, new settlers have been
pouring into the Abitibi district, in this province, in such numbers that there are now
15,000 there. These brave pioneers, whose work in clearing homes for themselves in
the forest is going to create a chain of settlements between Quebec and Winnipeg,
uniting the West to the East, is worthy of all admiration, have made vast quantities of
freight for the Government railway in clearing their farms, in the shape of pulp wood
and in the sawn lumber made at the numerous saw mills they have established which
have a capacity of sixty million feet. They complain of the freight rates charged by
the railway, which they say amount to about $10 per cord on their pulp wood from
Abitibi to Three Rivers and to about $9 per cord from Abitibi to La Tuque. As the
wood is only worth about $16 per cord: when delivered at La Tuque, it will be seen
how little is left for the poor settler for his labour and material. We would ask yon
to consider whether it would not be possible to reduce these freight rates.

To sum up, the Quebec Board of Trade would respectfully request that the Rail-
way Commission will be pleased to enact:—

1. That a special rate of freight be immediately put into force upon export wheat
over the Transcontinental Railway by the Government, from Winnipeg to Quebec, at
least three cents per bushel cheaper than the rail and lake rate from Winnipeg to
New York, so as to endeavour to put a stop to the alarming diversion of our western
trade to New York. We would suggest that the rate should not exceed 20 cents per
bushel to Quebec with proportionate rates to Halifax and St. John, and that it should
be freely advertised in the Northwest.

2. That special rates should be made on the carria‘ge of pulp wood over the Trans-

continental Railway from the Abitibi district, consistent with a fair profit to the
railway.
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3. That the management of the Government Railways be ordered to put a share
of new engines and ecars, recently purchased by the Government, into service on the
division between Quebec and Gochrane, in proportion to mileage, instead of the second
hand equipment now exclusively in use on that division, and that the through service
from Quebec to Winnipeg be properly advertised and its trains as well equipped as
those between Toronto and Winnipeg.

4. That the time table of the Intercolonial Division be so arranged that passengers
from Halifax to Winnipeg may take advantage of the 200 miles shortening in distance
offered by the Transcentinental, via Quebeec.

5. That the petition of the Quebec Harbour Commission asking that Quebec be
put on the same basis as Montreal for grain freight from Georgian Bay points and for
absorption of terminal charges as in Montreal, instead of being placed in the zone of

Halifax, and St. John, be granted.

We would respectfully suggest that your Commission should take up with the
Government the question of the propriety of your Commission having supervision over
the rates of freight charged by ocean steamers, as we think was suggested by Sir Henry
Drayton, some years ago. In that connection, we think that Quebee, Halifax and St.
John should be entitled to a discount, as compared with Montreal, in proportion to the
distance saved. ‘

We would also ask your Commission to lend its influence in favour of the effort
now being made by the Quebec Board of Trade to remedy the painful situation in
which the large population of the Gaspé peninsula—nearly 80,000—now find them-
selves owing to defective railway service and the absence of cold storage and refrigerator
car service, needed to give their fisheries which for two centuries have been amongst
the most important in the world, an opportunity to furnish the cheap food of fresh fisn
to Canadian cities, and at the same time the fishermen of the Gaspé coast a fair price for
his catch. He now gets one-fifth of the price earned by the fisherman at Prince Rupert,
who has these facilities. Our suggestion is that the Dominion Government should take
over the 200 miles of railway from Matapédia to Gaspé, which runs for its entire length
within sight of the fishing boat, and make it part of the Government Railway System.

Respectfully submitted,

QUEBEC BOARD OF TRADE,

Per J. T. Ross, President,
T. LeVAsSeur, Secretary,
J. G. Scorr, Chairman of Trans-
portation Commitiee.
QuEeBEC, February 3, 1921.

THE COMMISSION OF THE TRANSCONTINENTAL RAILWAY, OTTAWA

OFrricE oF THE CHAIRMAN,
Orrawa, October 15, 1913.
T. LeVasseur, Esq.,
Secretary Board of Trade, Quebec, P.Q.
Dear Sir,—I beg to acknowledge receipt of your letter of the 3rd instant, and
would answer the questions you ask as follows:—
1. Distance, Quebec to Winnipeg via National Transcontinental Railway, 1,352
miles; distance, Quebec to Winnipeg via Canadian Pacific Railway, 1,566 miles.
2. Maximum virtual gradients between these points on the National Transcontin-
enml Railway against east-bound traffic, do not exceed 4-10 of one per cent.
Our traffic department advises that the heaviest class of freight engines will haul
east- l)ound on the Tlanscontlnental Railway, Winnipeg to Quebee, about 1,780 tons
net freight.
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. We are not advised what the gradients are on the various divisions of the Canadian

- Pacific Railway between Winnipeg and Montreal, but understand that the heaviest
grades between these points are on the Lake Superior Division, where one per cent
grades have been common, but these are now being reduced. A similar locomotive
" would haul 940 tons, net freight, over a 1 per cent grade.

4. Tt is difficult to compare accurately the cost of handling wheat over the routes
mentioned by you, for the following reasons:—

Some divisions of the Canadian Pacific Railway are built to gradients to compare
with the National Transcontinental Railway.

The bulk of the Canadian wheat shipments has, in the past, been trans-shipped for
ocean carriage at Montreal, and doubtless a large portion of it will continue to be
; shipped from that port via the Canadian Pacific Railway.

44 The cost of operation depends largely upon the cost of fuel, and this Commission
has not the necessary information at hand to compare these costs. It also depends
largely upon the volume of traffic.

The lake freight rates you ask about vary from time to time very greatly, and T
will have to refer you to vessel owners for this information.

. Yours very truly,
' (Signed) R. W. LEONARD,
Chairman.

Reporr SuBMITTED BY THE CHAIRMAN OF FREIGHT AND TRANSPORTATION COMMITTEE OF
rHE QUEBEC BoARD oF TRADE 70 THE CoUNCIL OF THE BoArD, As 10 THE CosT
oF OarryiNG WHEAT FroM WINNIPEG TO QUEBEC

QuEeBEc, December 17, 1920.
To the President and Members of the Council of the Quebec Board of Trade: :

Gentlemen,—In the six years from 1912 to 1918, 1,096 million bushels of gra:z
were shipped from Fort William by water.

Of this vast quantity, there was:

Bushels
Sent to Port McNicholl, Port Colborne, Midland and other Georgian
Bay ports, for the supply of all the flour mills in Eastern Canada,
some subsequently shipped by rail to New York, Portland, etec., for
export, and a small quantity to Montreal and St. John. . ok 578,000,000
And to Buffalo, the greater part sent thence to New York and other
United States seaports, for export . A W A A s e R 518,000,000
T g S L e TR e e S R 1,096,000,000

‘ The quantity sent all water to Montreal was limited owing to the limited draugt:s
of water in the canals.

In 1918, and 1919, the harvests in the West were poor and there was very littl:

left for export, after supplying through the elevators of the Georgian Bay ports and
Port Colborne, the needs of the eatsern flour mills, to feed the people of Canada.
. In 1920, we have had another good harvest in the West and the surplus wheat
is again being exported by Buffalo and New York, to the detriment of Canadian sea-
ports. The quantity already sent by water from Fort William to Buffalo this year
is about 53 million bushels,* of which it is estimated that 43 million to 10 million
bushels will be used by United States flour mills, and the balance is being exported
from New York to Europe.

*Later reports say that the quantity has been 94 million bushels.
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The Transcontinental was built for the purpose of putting a stop to this diversion
of our western trade to United States seaports, and to conserve it for Canadian sea-
ports. ~

When that railway was finished in 1916, and taken away from the Grand
Trunk by the Government, the Government Traffic Manager, Mr. C. A. Hayes, made
a freight rate of six cents per bushel from Armstrong to Quebee, upon wheat for
export. Armstrong is a station on the main line of the Transcontinental Railway,
the same distance from Winnipeg as Fort William is, and was selected for thau
reason.

. The effect was immediate. Six large stéamships were loaded at Quebee, and the
Minister of Railways stated in Parliament that the rate of freight was profitable for
the railway. :

Very shortly afterwards, this special rate of freight was cancelled, and no more
grain has come over the Transcontinental Railway. The Minister of Railways stated
this year in Parliament that he was mistaken in stating, in 1916 that the rate of six
cents per bushel was profitable to the railway, and that it is impossible for railways
to compete with water for the carrying of grain. The rate upon export wheat from
Armstrong to Quebec has now been raised to 25 cents per bushel, or four fimes what
it was thought necessary to charge in 1916.

This rate is, of course, prohibitory and has had the effect of driving the trade
to Buffalo and New York, as any one could have foretold. Montreal does not get it.

The routing of grain by the lake vessel via Fort William, as compared with the
all rail rates via Armstrong to Quebec, favours New York, as follows:—

TO NEW YORK

Per Bushel
Rail Freight, Winnipeg to Cents
Fort  William" . 19¢. 70, - DO e s RV 0 wvs 08 fo A o e S S S S 11
sElevating Fort William.. .. PR S S TR R A SR TR St e A 2 A g
Insurance (marine) on Lakes S s T LB R T e et g e e 13
Elevating Buffalo. o st I T G AR W R R TR g
Steamer Fort Wtham to Buﬁfalo AT a2 St Bl i e MR R e R e ey 6
Rail freight Buffalo to New York W5 L iR pe TR NEN it f i TR 12
g o 7 gt S PIR TR VN LAt AN T e ) ek SO Gl G il R BT 32
TO QUEBEC
Per Bushel
Rail Freight, Winnipeg to Cents
Armstrong.. . o S e el A L ROE NS 5 R Il Ve i ity i i ¥
Rail frelght Armstrong to Quebec et L e TS DR R O 25
1,850 il Lok s . Coiaa i e | e e R ARl R e A R 36

The saving of 4 cents per bushel on the freight and the advantage of constant
ocean tonnage at New York, together with lower marine insurance to Europe, all
combine to make it impossible for Canadian ports to compete with New York under
these circumstances.

But the Transcontinental was built for the express purpose of counteracting this
terrible menace to Canadian trade, and it has already demonstrated its ability to do
so, by oarrvmg export wheat from Armstrong to Quebec—960 miles—for 6 cents per
bushel in 1916.

Of course the cost of operatmg railways has increased very largely since 19186.
The report of the Minister of Railways shows that the cost of operating all the rail-
ways of Canada has increased in four years to the extent of 57 per cent.

But, even if we do not consider the additional tonnage hauled per train, and add
100 per cent, to the 6 cents rate made by Mr. Hayes four years ago, from Armstrong
to Quebec, and make it 12 cents, and add a proportionate rate for the 390 miles from
Winnipeg to Armstrong, the through rate from Winnipeg to Quebec, 1,350 miles,




o o RO

e e ; S ROUTING OF CANADIAN EXPORT TRADE 17
e\ A . N

1L would be only 17 cents. How then can the Government justify charging 36 cents,
QLS with the result of turning our trade to New York, depriving our seaports of their
halh legitimate business, imposing an unnecessary load of 15 cents per bushel upon the
. " farmer of the Northwest, and depriving our trainmen of the wages they would earn
2 in carrying this grain over a Canadian railway instead of paying those wages to the
f ' crews of American lake boats and American trains?
" The Government should not be bound by custom nor by the wishes of other rail-'
o ways. It suits the C.P.R. and the Grand Trunk to have this traffic go by water from
E» : Fort William to their big elevators at Port McNicoll and Midland, where it is in a
¥ convenient position to be reshipped to New York, Boston and Portland over their own
: or affiliated lines.
: The Government is not in the same position. Their duty is to favour the Western
farmer and Canadian seaports, and the weapon in their hands, in this great railway
and Government steamships, would enable them to do so, at a great saving of money
to the people.
3. 6 SCORT
Chairman,
X Transportation Committee, Quebec Board of Trade.

As far as the port of Quebec is concerned, our only hope of obtaining a share
of the grain trade, is through the Transcontinental Railway, which shortens our dis-
tance between Quebec and Winnipeg by 214 miles.

It is idle for us to expect that any share of the grain commg by water from the
Great Lakes will come to Quebec. Why should it pass Montreal, where ocean vessels
can be had as cheaply and far more frequently than at Quebec?

The same thing applies to grain from the elevators at the Georgian Bay ports.
The railways may be induced to quote the same rate of freight to Quebec as to
Montreal, but their influence and their interest will always be against incurring the
necessary expense of 170 miles of extra rail haul.

WHEAT TRANSPORTATION

Mzeymo as to the probable approximate cost of carrying wheat from Winnipeg to
Quebec over the Transcontinental Railway—1,350 miles.

Maximum grade 4-10 of 1 per cent or 21-1-8 feet per mile.

Train load, 50 cars of 1,200 bushels, or 60,000 bushels.

Government reports show that the cost of freight trains in the year 1905, when
this policy was decided in Parliament, in the year 1913, preceding the war, and in
the year 1918 when the war was over, and the cost of wages and fuel had so greatly
increased, was as follows:—including share of all general expenses and other items

of cost of operating: .
Cost per Lioad per
Year Train Mile Freight Train
R e B L RSt (s 1 b\l o N e $1 21 260 tons
T N S s e O e i LV e 5 i s 1 60 342
L SRR e e - VI e LRI SO Rk S R & R W D SRR 2 49 457

So that in the 13 years between 1905 and 1918, the cost per train mile had
inereased 100 per cent, or about 8 per cent per annum, and the load carried per
freight train had increased 75 per cent.

43403—2
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The figures for 1920 are not yet made up, but if the increased cost were in the
same ratio, 16 per cent for 2 years would make the cost per train mile, $2.90, But in
1920, a considerable increase in wages had to be allowed so as to conform to the
scale of the United States. So if another 40 cents per train mile were added to
cover this, the cost per train mile would be $3.30.

Assuming that loads could be found for only one-fourth of the cars returning
to Winnipeg, the cost of hauling back the other three-fourths empty would have to
be added.

'The figures would then stand as follows:—

COST

1,350 train miles—Winnipeg to Quebec—50 cars at $3.30 per train mile. .$ 4,455
Add cost of hauling back 3-4 of these cars empty. Empty car weighs 1-3
of a loaded car, but say 40 per cent. It would take 40 per cent of the
cost of hauling the loaded cars to Quebee, to haul back 3-4 of the cars,
empty, to Winnipeg 3-4 of 40 per cent is 30 per cent of $4,455.. .. .. 1,336

$ 5,791 -

Cost of hauling 60,000 bushels of wheat to Quebec and of hauling back 8-4 of the
cars empty is 5,791, or 9.65 cents, say 10 per bushel.

-

Add 30 per cent for profit for the railway: aniss L @ LR EHERNCETE Fl s

13¢

Something might be added owing to the fact that a train of 50 cars of wheat
would weigh much more than the average train figured on in the Government report:
L]

Add for this reason B0 per centior SaY. .. « o s i sinai 36 Lo S S SRl O

Total. . o S e o e SRR

would therefore seem a profitable price for the railway for hauling wheat from
Winnipeg to Quebec.

5

ENDORSEMENT BY QUEBEC HARBOUR COMMISSION

The Quebeec Harbour Commission was represented at the sitting of the Railway
Commission held at the Court House, Quebec, on the 8rd February, 1921, by:

Major-General Sir David Watson, K.C.B., C.M.G., Chairman.
Mr. A. S. Gravel, Commaissioner.
Brig.-General . T. L. Tremblay, C.M.G., D.S.0., C.E., Commissioner.

After explanations had been made to the Commission by Sir David Watson
and Mr. Gravel, General Tremblay submitted to the Commission a statement which
he had prepared with regard to the possibility of bringing grain from Winnipeg to
Quebee, over the Transcontinental railway, the figures of which, although arrived
at by an entirely different method, and with very severe conditions, confirm in a
remarkable way the contentions of the Quebec Board of Trade on this subject.
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DisTANCE.—Winnipeg to Quebec, 1,350 miles.

GrapeEs.—Maximum grades 0-4 of 1 per cent except on a comparatxvely small
section where grades are heavier.

TralN Loaps.—60 cars with an average capacity of 1,000 bushels give 60,000
buehels of wheat. (60,000 bushels of wheat weigh 1,800 tons.)

Cost PER FREIGHT TRAIN MiLE—From Interstate Commerce Commission oper-
ating statistics for the gen months ending October, 1920, the cost of a freight train
mile over large steam main roads in the United States varies from a maximum of
$2.44 to a minimum of $1.57, and the average cost of a freight train mile is given as
$1.99. °

The above figure, namely $1.99, covers personnel on the train, fuel, locomotive
repairs, engine louse éxpenses, etc., that is all expenses incurred in the running of
a train. It does not cover administration expenses, maitenance of the line, main-
tenance of rolling stock mor profit.

Operating cost of freight train from Winnipeg to Quebec—1,350 miles at

319014 0w $2,686 50
Cost of frexght train returning to Wmmpeg (cars empty)—l 350 mlles
ATNPLOY il - 2,686 50

Total cost of operating train—Winnipeg to Quebec, back to Winnipeg $5,373 00

Allowance for maintenance of the line, maintenance of rolling stock and
administrative expenses, 100 per cent of operating expenses.
(Authority Mechanical Engineer’s Handbook, page 1219, table 6) 5,373 00

SRR LSOO RE S B s N TR IR S e e TR s et e s $10,746 00

Total transportation cost per bushel of grain,
$10,746

60,000

Ve o $0.179 cts
Say 17 9-10 cents per bushel,

Nore.—In the above ﬁgures, trains are travelling back to Winnipeg empty; as
no data can be found showing what freight would be available from Quebec west-
ward. It is evident that a certain quantity of freight, probably increasing every
year, would be available which would be a clear profit to the line, in excess to the
profit made on wheat charges above 18 cents per bushel.

General Tremblay then adds the following observations on the subject:—

“The rate on grain from Georgian Bay ports, Midland to Halifax for example,
a distance of 1,215 miles is 21-17 cents per 100! pounds, or say 12-7 cents per bushel
(see Grand Trunk tariff C. K. 467). This rate applies over a variety of grades,
sharp curvatures, congested track, expensive terminals and, at present, two systems.
If the same basis were applied from Winnipeg to Quebec, a distance of 1,350 miles,
the rate would be 14 cents per bushel over a non-congested, straight, low- grade track,
which is now idle. This would save shippers, the extra elevation, handling and inei-
dental grain losses at the lake ports, also any extra for the rail haul Winnipeg to
Port Arthur, and most of the charge across the lakes. The Transcontinental would
become the saviour of the country, instead of remaining a burden. The /St. Law-
rence route would be greatly strengthened, and Canadian grain would reach sea-
board at less cost than elsewhere, which is very necessary in the present condition
of the world’s markets.”

43403—23 ,



NRI=CTIa

St g

‘Halifax to Wi

Halifax zg Winnip

 Halif




ROUTING OF CANADIAN EXPORT TRADE At

SPECIAL COMMITTEE ON ROUTING OF EXPORT TRADE

THE SENATE,

ComMirree Room No. 368,
20th April, 1921.

The Committee met at 10.30 a.m.

The CHAIRMAN: As you know, this Committee was formed especially to look into
the question of export of our products from the west. At the present time over half
the grain is going through American channels, and what this Committee wants to find
out is why our Canadian routes and Canadian railways and ships and elevators and
ports are not used to a greater extent in place of American routes.

Hon. Mr. Toop: Then there is the question of insurance that is charged through
Canadian ports.

The CuAlRMAN: We want to investigate the whole subject ; that is the question
of Canadian routes and why they cannot compete with American routes. We will
also take up the matter of insurance, and whether we should have elevators in the
east or not. ;

In order to get proper information we will have to have experts appear before
the Committee. Senator Webster has suggested Mr. Thomas Harling of Montreal,
and Mr. James G. Scott of Quebec, has also been recommended. He is a railway man
who has, all his life, made a study of the transportation question, especially in regard
to wheat. I cannot take updn myself to bring these witnesses here without the
authority of the Committee. If any member of the Committee has any witnesses to
suggest their names should be handed to the Secretary. We are all anxious to see that
our Canadian routes are patronized to a greater extent than they are at the present
time.

Hon. Mr. Bexyerr: I would suggest Mr. Watts, Secretary of the Flour Millers’
Association.

The CrArMAN: We are here for the purpose of getting at the facts and we should
spare no expense. There is no doubt in my mind that there is a nigger on the fence
somewhere, and T see no reason why Canadian ports should not be used to a greater
extent than they are. I think it would be advisable to have an expert traffic man
give evidence before the Committee.

Hon. Mr. WeBstER: We should also have someone connected with Marine Insur-
ance to give testimony and we should have someone who is thoroughly familiar with
the grain-carrying question. The grain starts from the farmer and is taken to the
railway station and is shipped by rail, and the minute you go that far with the
question you at once take in the car builders and persons who supply various articles
to the railway companies, the labourers and the trainmen. Then you come to the
elevators and you immediately touch everybody employed in that connection. Next
you have the steamship company and their employees and people who supply them
with material. This question of transportation affects thousands and thousands of
the population of this country. It is one of the most vital questions that we have to
deal with in Canada. The Government railways have cost about $170,000,000 and
we have to consider that great investment and I see no reason why our own railway
should not carry a great deal of this grain.

Hon. Mr. Trompsoxn : If you could arrange to have all the grain carried over our
own railway to its destination, that would be a very important factor.
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. EVIDENCE OF WITNESSES

20th April, 1921.

Mr, W. A. WarnE, Chief, External Trade Division, Dominion Bureau of Statistics,
appeared as a witness and testified as follows:

By the Chairman:

Q. Will you please tell the Committee the amount of grain and kinds shipped
from any port or by rail in Canada to the United States during the last seven years;
presumably for home consumption in the United States? Before that question

- is answered I might say that Hon. Mr. Bennett and Hon. Mr. Willoughby were good

enough to prepare a list of questions which has been submitted to the Department of
Statistics and Mr. Warne has prepared his report based on these questions.

Hon. Mr. Bennerr: While it is quite true that that is the way it was arranged,
yet I think it would be better in order to have the report start from the beginning
that we should first have the amount of grain produced in the northwest. I think
we should start off with that ag a foundation.

Mr. Warne: That question was not asked, but that information can be obtained,

and I will make a note of it. You want the amount of grain exported direct from
the prairie provinces.

Hpn. Mr. Benxerr: First we want the quantity of grain that was grown in the
West in order that we may know how much grain there was to be shipped.

.Mr. Warxe: We have a statement showing the exports of the various kinds of
grain and showing thie amount that went direct to the United States, and the amount
that went to other countries via United States ports.

The Cuamman: The quantity of Canadian barley, oats, wheat, flax, buckwheat
and other kinds of grain.

Mr. WarNe: We have here a statement of all grain shipped through Canadian
Customs ports to the United States and to other countries from 1915 to 1921 inclusive.
Then the whole thing is condensed showing the amount shipped to the United States
and to other countries for seven years. I have another table that is coming up giving
an analysis of this table and showing how much grain went out by ports, and how
much went to the United States, and how much went to other countries via the
United States. (Vide Schedules A and B.)

Hon. Mr. Tessier: You mean by that going through the United States to other
countries%—A. Yes.

Q. Starting from the Canadian ports going to United States and then being

shipped from the United States ports?—A. Yes, I will have that information here in
a few minutes.

Hon. Mr. Benxerr: In the year 1915, there were shipped by way of Fort William
13,454,000 bushels of wheat and 10,000,000 bushels were shipped from Port Arthur.
That would make 24,000,000 bushels in all that went to the head of the lakes. T
would like to know where the rest of the wheat from the Northwest went that year?

Mr. WarNE: There was 27,000,000 bushels came to Montreal.

Q. Can you tell us how that came to Montreal; whether by vessel or by rail?—
A. Most of it came by rail.

Mr. F. J. HornxiNg, Internal Trade Division, Dominion Bureau of Statistics,
appeared as a witness and testified as follows:—

These statements have been prepared in answer to specific questions. During
the season of navigation of 1920, there was shipped from Port Arthur and Fort
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William, grouped together as one pool, 55,683,046 bushels to Canadian ports and
57,746,415 bushels to American ports, making a grand total of 113,429,461 bushels.
(Vide Schedule C.)

Hon. Mr. Bexxerr: There are so many figures that all we can do to-day is to lay
these statements on the table.

Hon. Mr. Warsox: I think these gentlemen can give us the mformatlon we require
from these statements they have prepared.

Hon. Mr. Tessier: Can you give us a statement showing how much grain of all
kinds went from Montreal last year?

Mr. Warne: Yes, it is given right in one of these statements. For the fiscal year
ending March 31, 1921, 387,058,670 bushels were shipped from the port of Montreal
to other countries. (Vide Schedule B.)

Q. How much grain was shipped from Quebec?—A. We have not made a state-
ment of the quantity of the grain shipped from Quebec. We were only asked to make a
statement of the grain shipped from Montreal, St. John and Halifax. There were
shipped from St. John, 9,985,874 bushels, and there was a small shipment from Halifax.
We are making up a statement showing the total of all kinds of grain shipped via
these ports with a recapitulation of all these items but they are not quite finished.
(Vide Schedule B.)

Hon. Mr. Warsox: We should have a statement of wheat, oats and barley that is
ground in bond in the United States.

Hon. Mr. TroMpsox: I think we should have a statement from these gentlemen
in answer to the questions that were submitted to them.

Mr. Hornine: If you take one series of questions marked, “Customs Department,”
asking for the “shipments in the year 1920 via water from Port Arthur of wheat,
oats, barley, flax, and other kinds of grain, if any, also how many bags or sacks of
flour and mill stuff, giving the ports of destination in Canada of the above, also in
the United States both by water, give the amount shipped of grain, of different kinds,
direct by vessel, to Montreal, also to Port Colborne,” In answering these questions,
I might say at the outset’ that the figures regarding Port Arthur and Fort William
are derived from the Board of Grain Commissioners, and most of them deal with the
crop year of September 1st to August 31st. The crop is sown in the spring, threshed
in August and September, and it comes on the market about the 1st of September,
and it is dealt in from the 1st of September to August 81st. My figures do not,
perhaps, quite conform with the question. The first statement I give you is a state-
ment of lake shipments from Port Arthur and Fort William during the season of
navigation, 1920, by ports of destination, preliminary figures: to Canadian ports,
Goderich, Midland, Montreal, Port Colborne, Port McNicoll, Tiffin. It will be hardly
necessary for me to read the figures if I am going to hand you the statement. (Vide
Schedule C.) Then I take the same figures and show them by Canadian ports and
American ports during the crop year 1919-20; that is the crop. sown in the spring of
1919. (Vide Schedule D.)

Then, going on to another part of the question, dealing w1th vessels I take a
statement for the crop year and show it by ports of destination and vessels from Fort
William and Port Arthur. During the season of 1920, the shipments from the head
of the lakes to Canadian ports were 55,683,046 bushels; to American ports, 57,746,415
bushels, making a total of 113,429,461 bushels. This statement includes other grains
also and shows total shipments of all grains from the head of the lake to Canadian
ports of 73,470,913 bushels, and to American ports of 64.882,078 bushels and a grand
total of 138,352,991 bushels for that year. (Vide Schedule C.)

Another point in this connection is that the shipments from the head of the
lakes to American ports took place in the fall of last year. Owing to the transporta-
tion situation in the United States there was an embargo on the handling of Canadian
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grain by American railways. This was only withdrawn in July or August of 1920,

~ and had been in effect since some time in 1918, so that during the erop years 1918-19

and the first half of 1920, Canadian grain was handled practically altogether through
Qanadian agencies. When the embargo was lifted the traffic was immediately diverted

 to Buffalo, so that during th® crop year of 1919-20, seventy-nine and a half million

bushels of wheat handled from Port Arthur and Fort William to Canadian ports and
only 1,367,000 bushels went to the United States ports. Dealing with these same
figures 105,883,340 bushels the total shipments of all grains from Port Arthur and
Fort William to Canadian ports, this quantity was handled largely by Canadian
bottoms. (Vide Schedule E.)

Then we are asked in the last half of question number one to give the quantity
of Canadian flour shipped from Port Arthur and Fort William. I can only show
the shipments by water. These shipments to Port McNicoll were 2,819,600 cwt. and
to Point Edward 1,212,060 cwt., and this was all carried in Canadian vessels. Other
mill products 1,897 tons down the Canadian Sault Ste. Marie canal. I have no
record of the quantity through the American canal. The largest cargo to Montreal
during the year, 1920, was 138,839 bushels of oats. That works out roughtly about
23 or 24 hundred tons. I picked out the largest cargo of wheat, and it amounted to
60,000 bushels or 1,800 tons.

Q. Can you give the number of boats that went through to Montreal?—A. I
have taken shipments but one boat may have made several trips. The boat that
carried 180,000 bushels of oats made one trip to Montreal. Although she was in the
trade all season, she was carrying to other ports than Montreal. The fourth question
is “if any grain shipped out from Port Arthur or Fort William by rail, east, during
winter months, give quantity and destination.” Port Arthur and Fort William form
one pool and we did not separate them, but my statement shows shipments by rail from
elevators from the 1st December, 1920, to March, 1921, inclusive. This information
was derived from reports of the Lake Shippers’ Clearance Association of Fort
William, and shows the quantity shipped to American seaboard and the quantity
shipped for American domestic use, and the quantity shipped to Canadian seaboard
and for Canadian domestic use. The total quantity of grain shipped to the American
seaboard was 5,892,545 bushels. For American domestic use 873,920 bushels; to
Canadian seaboard 2,987,733 bushels, for Canadian domestic use 5,902,146 bushels,
and to local elevators 1,003,473 bushels, and a total quantity of 16,659,817 bushels.
(Vide Schedule F.)

By Hon. Mr. Watson:

Q. Was the embargo on at that time?—A. No, it was lifted the beginning of
August, 1920.

The sixth question was “the amount of grain exported from St. John, N.B., and
Montreal, showing same by different kinds; also if any grain shipped in bond to
Portland, Maine.” The exports from St. John, N.B., September 1, 1919, to August
31, 1920, were 13,626,542 bushels of wheat and the total of all grains was 15,151,623
bushels. Via Montreal 31,422,546 bushels of wheat, and a total of all grains 41,639,934
bushels. To Portland, the shipments were 13,019,180 bushels of wheat, and of all
grains 16,442,805 bushels. (Vide Schedule G.)

The next question, number seven, was the amounts of grain and kinds, if any,
shipped in bond to the eastern and northeastern states of the United States which had
been received at Georgian Bay ports, or other Canadian ports.” T have not been able
to answer that question for the reason that our reports from the elevators show ship
ments only. They do not divide the shipments according to destination.

By Hon. Mr. Tessier:
Q. What is the amount?—A. I could not get the information.
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By Hon. Mr. Bennelt: g !

Q. Assuming that there comes to Port MeNicoll or Midland 1,000,000 bushels
from Milwaukee to Midland, and that it goes through in bond, is there not any way of
tracing that?—A. Yes, that would be found in the Grain Trade Report for the season
of 1919, that is if you take public elevators. °

By Hon. Mr. Bennett:

Q. The point I am driving at is that not only can Canadian grain be handled
by our system of railways, but also a large quantity of American grain; do you
think it would be possible to find out the volume of that trade?—A. Yes, sir, our
reports from public elevators separate the handlings of Canadian and American grain.
I can secure the handlings for the last crop year at Georgian Bay ports. I can get you
the total handlings of grain at Georgian Bay ports during the erop year of 1920,
divided as to Canadian grain and United States grain.

By-Hon. Mr. Bennett:

Q. I would like to have the information not only as to the Georgian Bay ports,
but as to Port Colborne?—A. One total for the whole system would be sufficient, I
presume. (Vide Schedule H).

Then the eighth question we were asked, “ was the amount shipped by rail on the
Soo Branch from Moosejaw to Duluth in bond, if any, and from Duluth by water,
showing the kinds of grain, quantities: and destination of same by water.”

The total receipts at Duluth during the crop year of 1920 were 975,264 bushels
of wheat, and of all grains 1,118,201 bushels. -

Q. That was from Canada?—A. Yes. In addition to the shipments from
North Portal, this includes shipments via Fort Frances. These shipments would
come to Fort Frances on the Canadian Northern Railway. All we have in our total
receipts is the destination; the origin is not shown. Once the grain has crossed the
Custom port of exit, we have finished with it. (Vide schedule I).

By Hon. Mr. Watson: d i y
Q. Have you the total amount of wheat exported to the United States?—A.
Yes. Wheat exported during the fiscal year ending Mareh 31, 1921, amounted to
42,324,894 bushels. (Vide Schedule A.). '
- The ninth question we were asked was, “ Quantity of grain, and kinds at Port

Arthur and Fort William on January 1, 1920, in elevators.”
The only record we have for January 1, 1920, deals with the public terminal

elevators only and not with the private elevators. I have the figures for the 1st of
January, 1920; wheat, 6,794,146 bushels and the total of all grains, 10,845,581 bushels.

That answers the first series of questions that were asked.

Hon. Mr. Bexxerr: The reason I put in these questions was for the purpose of
securing information for the Committee and I do not want the Committee to run
away with the idea that I want to run the Committee. I put these questions in
with the idea of having something for the Committee to start off with. The honourable
Senator Willoughby also put in some questions. Our idea was that the members of
the Committee when they met would each have certain information that they required
in addition to the information already given.

Hon. Mr. WivLovcHBY: The preparation of the report will take some time, and I
would suggest that all these statements that have been put in should be typewritten
so that each member of the Committee could have a copy.

Hon. Mr. Warsox: I think you will find that members of the Housé of Commons
will be interested in this question and they will be asking for copies of these statements.

The CuammMax: When we have everything prepared we will give copies to the
members of the House of Commons.
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3 Mr Warxe: The next question we were asked is, “ The amount of grain and
>kmds shipped from any port or by rail in Canada to the United States during the last

~ seven years; presumably for home consumption in the United States.”

I submit a statement as to this. (Vide Schedule J). 4

Mr. Horxing: The second question in this list is, © The amounts of grain stored
each year for the last seven years, in the interior terminal elevators at Moosejaw,
Saskatoon and Calgary; also at Vancouver, and capacity of each, and cleaning and
drying facilities of each.”

We have not been able to carry the matter back for seven years. The Moosejaw

~ elevator was opened in 1915; the Saskatoon elevator in 1915; and the Calgary elevator

in 1916, and the Vancouver elevator in 1917. We have shown the information by
years since then, with notes as to the capacity and the mechanical facilities of each
elevator. (Vide SchHedule K). )

The third question in this series is, “ The amount of grain carried over, and the
kind, at Fort William and Port Arthur, after the close of navigation in each year
during the last seven years, showing if possible the amounts stored in boats.”

I submit a statement as to this. (Vide Schedule L).

The fourth question is, “ The amount of freight paid on the portion of prairie
province grain, which grain was' docked yearly for seven years.”

We have no information as to that. The railway tariffs are ﬁled at the office
of the Board of Railway Commissioners.

Hon. Mr. WirLLoucuBy : There is a dockage on the grain shipped from the prairie
provinees to the head of the lakes, and it amounts to as much as a million dollars a
year. Wheat is hauled from the prairie provinces to the head of the lakes and is then
rejected, and I want to find what freight is paid on that wheat?—A. I understand
the Board of Railway Commissioners can supply this information.

Hon. Mr. Warson: Your idea is to get the amount of wheat that is shipped to
Fort William and then rejected, and the freight that is paid on that wheat?

Hon. Mr. WiLLouGcuBY : Yes.

Mr. Hor~Nixag: The fifth question you ask is, “ A statement as to the grain,
whether shipped privately or by the Imperial or Canadian Government, via the
Panama route; and the rate per bushel charged from Vancouver, including the recent
shipment from Vancouver to London.”

This information is contained in a report of the Grain Research Laboratory of the
Board of Grain Commissioners entitled “ Report of Trial Shipments of Bulk Wheat
from Vancouver, via the Panama Canal, to the Urited Kingdom.”

Mr. Warne: The sixth question is, “/A statement showing the comparative
distances of Vancouver, Seattle, Buenos Ayres, and other main grain shipping ports
in South America; also of leading Australian ports and East Indian ports from which
grain is shipped; also Russian ports on the Black Sea and North Sea from Liverpool;
and so far as possible the water rates charged during the last seven years.”’

This information will be furnished. (Vide Schedules M and N).

Mr. HorxiNg: The seventh question asked is, ¢ The percentage of all American
wheat and oats consumed within the United States to total production; and the
percentage of homc-grown wheat and oats consumed in Canada; in each case in the
last seven years.

I submit a statement prepared by Mr. Godfrey, who has charge of Agncultm al
Statistics. It gives the percentage for the United States and Canada. (Vide
Schedule O).

The eighth question is, “ The relative percentage of exports of flour.to wheat
from the United States; also the relative percentage of exports of flour to wheat in
Canada; in each case during the last seven years.”



28 ' SPECIAL COMMITTEE

The statement I am filing with you, covers that point. It gives the wheat and
then the flour expressed in wheat. (Vide Schedule P). - f

The ninth question is, “ The rate of insurance of grain charged from Fort
William and Port Arthur on marine bottoms; and how such rate compares with the
rate which would be chargeable if the shipper could place his insurance where he saw
fit and the Lake boat were treated as a common carrier.”

The Government Departments have no information on these points.

Hon. Mr. WiLLovcaBy: The statement was made in the House of Commons that
the shipper of grain was obliged to ship it in a certain boat and when that was done
he had to pay a rate of insurance that was very much higher than if it was shipped
in a C.P.R. boat. I would like to know whether that was so or not.

Hon Mr. Wesster: The Dominion Marine Association are large carriers of grain
on inland waters and they ought to be able to give you that information.

Mr. HorninG: I might have written for that information, but I thought the
Committee would prefer to frame their own question and secure the information
direct. I think you can get the information at Fort William.

The tenth question is, “The quantity of grain carried over till the opening of
navigation in the spring, and afterwards exported at any points or ports other than
at Fort William and Port Arthur.”

The amount of grain stored on the opening of navigation in 1920, April 23, in
country elevators, western division, was: Wheat, 11,943,005 bushels and the total
of all grains, 21,892,996 bushels. (Vide Schedule Q.)

With regard to question fifteen, as to the depth of water at the different ports,
[ secured some information from Mr. Stewart, Hydrographer, Department of Marine
and Naval Service, which I will file with you. (Vide Schedule R.)

Hon Mr. Bexxgrr: A man in Winnipeg has 1,000,000 bushels of wheat, and
that man finds he can sell that wheat in England, but his price is fixed by the rates
of freight he will have to pay. The man he sells to, if he has to pay the rates, will
only give him a price that will enable him to pay the rates and land the wheat in
Liverpool at a certain price. The Winnipeg man knows what the rate is to New
York, or Baltimore, or Philadelphia. Ie may go ‘to the Canadian Pacific Railway
and ask them what they will take it to the head of the lakes for, and if he cannot
get vessels at Fort William, he may ask what they will take it to Montreal for.
There is no sentiment in that man. He simply wants to know who he can deal with
to the best advantage, and T would like to ask the witness if he can furnish us with
any information as to what freight rates the large shippers have to pay?—A. I do
not think we can give you that information.

Hon. Mr. WeBstEr: There is a certain rate ruling in Liverpool, and we will
say it is $2 a bushel for Canadian wheat. The man in Winnipeg figures up the freight
rate from Winnipeg to Liverpool including his insurance, and then he figures on
how much he can pay for his wheat in order to make a profit. If the freight rates
are too high, he cannot buy the wheat. If he could go to the railway company or the
steamship company and say to them, if you will take three cents or one cent off your
price I can ship this wheat, he might be able to see his way clear to buy the wheat
and ship it to Liverpool. He knows the rates from Port Arthur to New York, 33-96,
and he knows that if he ships it by Montreal or Quebec he will have to pay 36
cents. It does not seem to me to be common ordinary business practice that between
the grower of the wheat and the railway, the elevator and the water carrier, there
should be such a charge that the wheat cannot be shipped by Canadian ports. We
have the Canadian National Marine Service and the boats are lying idle in some
ports, not fully occupied, and there ought to be some way by which the rates could
be reduced to two or three cents a bushel, and that would be a wonderful advantage
to our shippers. The shipping of the tremendous amount of wheat grown in Canada
ought to be done through Canadian channels. We ought to be able to have someone
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".",-*‘,“I')d'f'ore this Committee who could put their finger right on the spot and tell us how

~ these rates could be equalized.

Hon. Mr. Warsox: Don’t you think the Canadian Pacific Railway is quite
capable of taking care of its end of the situation?

Hon. Mr. Wesster: - There may be reasons why it pays them better to haul in a
different direction.

Hon. Mr. Warsox: We do not think there is any sentiment about freight, and
the wheat of the west goes the way of least resistance.

Hon. Mr. Wepster: There are millions of bushels available for export and T
cannot understand why our railways and ship owners cannot get together and secure
the business. There is no reason why the elevators, railways, and the steamships could
not lower their rates a certain amount and secure this business.

" Hon. Mr. WitLoucuBY: The railway companies are not allowed to cut rates, but
the boats can fix any rate they like. They make their own rate, and if a man has
1,000,000 bushels of wheat to ship from Winnipeg and he wants to ship to Liverpool,
he finds what the American rate is, and if it is less than the Canadian rate, he will
ship through United States ports.

The CumamrMaN: If we can prove that the Canadian National Railways have a
fixed rate from Winnipeg to Quebec of ‘36 cents and that that rate is much too high, T
do not see why the Canadian National Railway, which is run for the benefit of the
people, eould not come down in the charges. .

Hon. Mr. WiLLouGHRY : You cannot make the rates flexible. They must be fixed
for a certain period. You-could not charge a little less to-day and more to-morrow.

Hon. Mr. Turrirr: They say they cannot haul it for less than 36 cents, and I
think we should ask the Railway Commissioners to appear before us and prove that
they cannot haul it for less than 86 cents. The Quebec Harbour Board claim that it
can be hauled for 18 cents, and we want to know whether that is true or not.

The CuamrMaN: The Canadian National Railway Department say that the cost
of hauling wheat over the Transcontinental is 36 cents a bushel. Experts in Quebec
have been going over this, and this is what they say, “ It would cost 17%0 cents to
carry a bushel of wheat from Winnipeg to Quebec over the Transcontinental Railway,
a distance of 1,350 miles, and they can haul a double load compared to what they can
haul on the Canadian Pacific Railway. Train loads on the Transcontinental are 60
cars with an average capacity of 1,000 bushels, giving 60,000 bushels of wheat. The cost
for freight train mile from statistics prepared by the Interstate Commerce Commission
over the steam roads in the United States varies from a maximum of $2.44 to a mini-
mum of $1.67 and the average cost of a freight train mile is given as $1.99. The
above figures of $1.99 covers the personnel on the train, fuel, locomotive repairs, engine
house expense, ete. It does not cover the administration expenses, maintenance of
the line, maintenance of the rolling stock or profit. The operating cost of a freight
train from Winnipeg to Quebec—1,350 miles—at $1.99 is $2.686.50. The cost of a
freight train returning to Winnipeg, cars empty, 1,350 miles, at $1.99 is $2,686.50.
The total cost of operating the train, Winnipeg. to Quebec, and back to Winnipeg is
$5,373. The allowance for maintenance of the line, mainteance of rolling stock and
administrative expenses is 100 per cent of operating expenses. That is taken from
the Engineers’ Handbook, page 1219. The total cost, therefore, would be $10,746, and
the total transportation cost per bushel of grain $0-179 cents, say 17-9/10 cents per
bushel. In the above figures the trains are travelling back to Winnipeg empty. And
no data can be found showing what freight would be available from Quebec westward.
It is evident that a certain quantity of freight, probably increasing every year, would
be available which would be a clear profit to the lines in excess of the profit made on
wheat charges above 18 cents per bushel.”
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Hon. Mr. Turrirr: They say 60,000 bushels, but the average load of a car is
1,100 bushels. They ask the shippers to overload the cars so that instead of carrying
60,000 bushels to the trainload, they would have 66,000 bushels at least. :

The CuamrMaN: I should be given authority to call officials of the Canadian
National Railway and the expert who prepared these tables of the freight rates.

Hon. Mr. Turrirr: You will find that this statement as to the United States
roads covers a thickly settled part of the country and will not apply to western Canada.

Hon. Mr. Bexxerr: Can we find out how much wheat came into Fort William
or Port Arthur by the Grand Trunk Pacific and the Canadian Pacific Railway? Can
we distinguish between the amount brought into Fort William by the Canadian
Pacific Railway and the Grand Trunk Pacific?

Mr. Horving: We can give you the gross receipts at the head of the lake by the
railways. iy

Hon. Mr. Warsoxn: I do not think we have the information that we reqmre I
think these items should be given in wheat, oats and barley.

THE SENATE,

ComMitTEE Room No. 368,
: « April 27, 1921.
The Committee met at 10.80 a.m.

Mr. TrHOoMAS HARLING, Montreal Que., appeared as a witness and testified as

follows :(—

The CuHARMAN: Mr, Harling, this Committee was formed in accordance with the
motion brought before the Senate, to inquire as to why the grain or products of the
west for export were routed to the extent of about 50 per cent to American ports
instead of Canadian ports; and we have asked you to come here and give some of your
experiences in that line, as we understand you have been connected with the shipping
and export business for the last 25 years. Would you please tell this Committee why,
or how, or by what means the Canadian ports and Canadian lines could be adopted
and favoured for the export of this grain.

Mr. Hagning: Mr. Chairman and gentlemen, I thmk it would be better to go
from the commencement of my experience. I commenced my shipping experience in
Liverpool as a junior in 1873. I was 10 years in business as a junior, and then went
into business on my own account in 1883. From 1883 to 1895 I was in active business
in Liverpool, especially as a shipping broker and steamship agent. In 1895 I came to
Canada to represent Elder, Dempster Company, the very large shipping firm, who
were anxious to develop Canadian business in conjunetion with their other steamship
interests. This firm at that time had a large fleet of steamers, employed principally
in carrying cotton from the gulf ports in the southern States of America; but they
had no summer trade for those vessels because the cotton export is during the winter
months, whereas our navigation in the St. Lawrence is for the six summer months,
and the primary motive behind their plan was to get a trade for the summer for
those steamers which they were building. I had been actively connected with the
Canadian trade ever since I started in business; in fact we were loading vessels to
Canada as far back as 1873, when I joined as a junior; so my experience in shipping
trade in Canada really commenced in 1873. Having this knowledge of the Canadian
end of the business at that time, and having visited in Canada and opened an office
myself in Montreal in 1890, I naturally had travelled through Canada and the United
States, and had quite an intimate knowledge of the steamship business on the North
Atlantic. Elder, Dempster and Company opened an office in Montreal under my
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management; I was a partner in the firm in 1895. At that time the existing lines
from Canada were the Allan Line, the Dominion Line, the Thompson Line, and one
or two other small companies. :
" Hon. Mr. CascraiN: The Refords? ;

i Mr, Haruisgs The Thompson Line is Refords. Those lines operated at that time
. gteamers carrying about 4,000 tons. They had a very limited grain capacity, and
principally took general cargo. The steamers that we intended to bring out were
much larger—6,000 to 8,000 and 10,000-ton boats. It was consequently necessary
that we should get a larger amount of deadweight cargo, and I had to go into the
market immediately on my arrival here to find out how much grain was available for
shipment from Montreal.

Hon. Mr. NiouoLLs: What year was that in?

My, Harting: 1895. Naturally there was strong opposition at that time to the
new line coming into Montreal, on the ground that there was not sufficient room for
any more services out of Canada. My reply to the objection at the time that we
came here was, “If we cannot load those steamers in Montreal, then the steamers will
not come to Canada again; they will be withdrawn.” In 1896 we loaded 42 steamers
with full cargoes; those steamers were from 4,000 to 6,000 tons. In 1897 we loaded 60
odd steamers in the St. Lawrence, and in 1898 we loaded over 80 steamers with full
cargoes. In the meantime those steamers were increased from 4,000 to 8,000-ton boats.
All those vessels were loaded with full cargoes, and my competitors were also able to
get full cargoes for their steamers, consequently I have always maintained that I
never did any harm to the transportation business in Canada by bringing out
additional tonnage. ]

Hon. Mr. CaseraiN: How much returned, coming west?

Mr. Haruixg: Coming west we got our share.

j Hon. Mr. CASGRAIN: Would it be a quarter of your load or a third of your load?
it Mr. Hagrivg: I don’t think the average would be more than 25 per cent. These
steamers were loaded from English ports back to Montreal direct, and by the end of
the third year, we had developd a prosperous business, and had increased that trade
100 per cent.

Hon. Mr. Wesster: Tonnage will always be available where there is a cargo
. or grain for shipment?

NP P

Mr. Haruing: Wherever there is a demand there are far more steamers than
there is cargo available for them at almost any time.

Hon. Mr._ WEBS:I‘ER: Sufficient shipments being available at ports, youf view is
that tonnage is possible to take care of it, and would be very glad to get the cargo?

Mr. HaruiNG: So long as there is the current rate of freight obtainable. From
1895, when I came out to Canada, naturally I had to travel east and west, north and
south, in order to obtain those cargoes. The cargoes had not emanated from Montreal.
There are certain shippers in Montreal, but you will find your shippers all over the
United States and Canada. In order to obtain your traffic you require to go to
Toronto and Hamilton and Winnipeg. In fact I never used to go to Winnipeg, but
I went to Chicago and Milwaukee and Minneapolis, and I made it a rule every year
to go out to those places and find out exactly what my competitors were doing through
other ports—that was really the basis of my business—and what rates I could get via
Montreal.

Hon. Mr. TonompsoN: Was that a general grain trade?

Mr: Harung: Grain trade generally, but live cattle, lumber, cheese, butter—
everything that Canadg exported. The grain trade at that time was the basis because,
naturally, the boat being large, I had to carry from a third to a half of grain. If
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grain was not available I had to fall back on something else, and I went to Minnep.polii
and brought Minneapolis flour here in competition with American ports. In order to
obtain those cargoes you had to prove that your route was as safe as that of any other
of your competitors, and your rate of freight was as low, if not lower. I will illustrate
that by only one instance. In a certain year I wanted more dead-weight cargo because
we had no grain. I went out to Minneapolis because I knew there was a tremendous
export of flour from Minneapolis by United States ports. I wanted to know how .
much the through rate was from Minneapolis to London, bedause we had a service
from Montreal to London, to fill the large steamers. They said the rate was 23 cents
per 100 pounds through. Western flour is always sent with through bills of Jading. . I
said, “How much do the railways 'take out of that?” They said, “13 cents.” That
left me 10 cents for the ocean trip. I said, “That is a very low rate,” but I had to
have the business, so I said I would take it. They said, “ Oh, but we can’t get you 23
cents.” Then I said, “I will take 22% cents.” The railway rate was the same to
Montreal as to New York, Boston or Philadelphia; and that is one of the basie prin-
ciples of transportation that at your competitive ports your inland rates were at that
time, and are to-day, practically the same.

Hon. Mr. Bexyerr: What year?

Mr. Haruing: Right away back as far as 1895; and of course we had a slight
preference at that time in favour of Montreal. There was a ‘two-cent differential in
favour of Montreal by inland routes; but since that the differential has disappeared, so
that all shipments are on a competitive basis from their point of origin to the point
of shipment.

Hon. Mr. WiLLoveuBy: There is still a differential, is there not, in favour of
Baltimore and Newport News?

Mr. Haruixe: On account of its shorter distance.

Hon. Mr. Witrovgasy: Over New York?

Mr. Haruing: Over New York, that is the reason. If you start on that basis—
that the through rate from the emanating point to the export point is the same—then
you can see how the different ports are at an advantage or disadvantage from one
another. Naturally the port which has the largest amount of ocean tonnage is the
most attractive. New York has always been the most attractive port of export, not
because it has any special facilities, but because it has lines of steamers to the different
parts of the world, and you can practically ship your cargo to any port in the world
from New York. '

Hon. Mr. Cascraiv: Liners will carry cheaper than tramp steamers?

Mr. Haruing: Liners are obliged to carry slightly cheaper than tramps in order
to keep the tramps out of their business. Montreal has a considerable disadvantage
as compared with New York from the fact that we are only open for seven months
in the year. That is our primary difficulty. There is another difficulty—

Hon. Mr. Bexnerr: Before you leave that at what date was the Montreal port
closed, at a rule? ‘ :

My, Haruing: The 25th of November.

Hon. Mr. WeBsTER: What about Quebec?

Mr. Haruing: Probably about a month later, according to the weather.

Hon. Mr. WeBsTER: And a month earlier in the spring?

Mr. Haruing: Yes, and in the spring it might be two weeks or three weeks, accord-
ing to the weather, which varies. Then another disadvantage we have in Canada, and
always have had, and always will have, is the question of extra insurance. Navigation
across the Atlantic from Great Britain to New York, Portland or Baltimore is prac-
tically open ocean navigation; but when you come to Canada you require to come

around Cape Race, through the Gulf, and up the St. Lawrence—over 850 miles from
; '




Hon Mr. WEBSTER What is the difference in msurance? Can you say?
. Mr. Haruwg: I am afraid to say how much, in the round figure; but if T were to

sky that we pay 50 per cent more insurance on our cargoes from Montreal as compared

with New York I would be mthm the ﬁgure—and that amounts to an enormous sum

" of money every year.

Hon. Mr. Taompson: Fifty per cent more ?

Mr. Hiarring: I am well within my figures if T say the importers into Canada
pay 50 per cent more on their 1nsu.rance on hulls and ecargoes than they do from

New York.
Hon. Mr CASGRAIN Flfty per cent on what? Give us an idea.

Mr. HARLING ‘Ten years ago when we were discussing the question of marine

. insurance I think T estlmated it at $1,500,000 marine insurance per season, extra over
- New York.

Hon. Mr. NicHorLs: So you have to absorb $1,500,000 in your shipments every
season as compared with New York? !

Mr. HARLING : At least that:

Hon. Mr. WiLrouvguBY : Are you comparing with New York on the same volume
of trade?

Mr. Haruing: The trade that goes through the port of Montreal in a season I
estimated, the same amount of cargo we carry pays $1,500,000 more than the same
amount of cargo carried from New York.

Hon. Mr. Taompsox: Would that apply to Quebec?

Mr. Haruing: The danger is in the St. Lawrence. The danger is at Cape Race.

Hon. Mr. THoMPsON : Is that insurance on ships as well as cargoes?

Mr. Harning: That is on ships as well as cargoes. For instance, a steamer to-day
will be worth anywhere from $1,500,000 and the extra insurance on the hull and
machinery on the vessel amounts to at least one per cent per annum on ships alone.

Hon. Mr. Trssier: Is it a fair thing for the insurance companies to charge that?

Mr. Harning: No. Some years ago we investigated this matter in Montreal. I
was a representative of the Board of Trade at that time, and T claimed that the
ingurance companies had collected from the shippers more in any one year than the
losses they incurred inside of our navigable limits.

Hon. Mr. WirouGuBY : Is it true that the extra rate that you pay in Montreal
goes on increasing more rapidly towards the end of the season?

Mr. Haruing: The steamers—what we call the hulls of the steamers—are insured
for a year, and the policies are good from the opening of navigation to the close on
the regular line of steamers, but on outside tonnage such as tramp steamers that will
come to Montreal the extra rate commences from the 1st of May and runs up to the
31st of August. After the 81st of August the rate increases, and it is increased month
after month and week after week until the close of navigation.

Hon. Mr. WiLrouGEBY: And the rate on the tonnage keeps on increasing all that
period after August, does it?

Mr. HarrinGg: Yes.
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Hon. Mr. WiLLovgHBY: I mean, there is not a fixed rate on the tonnage.f

Mr. Haruing: Noj; the tonnage pays an annual premium, and the regular line is : _ d
insured for this premium, but the tramp pays a floating rate. i

Hon. Mr. Tuompson: Then the tramp steamer has a shrinkage after the 1st of
August?

Mr. HarniNG: It has to obtain an extra rate of freight to cover the extra insur-
ance. Now, there is another point; the owner of a tramp steamer is not obliged to
come to Montreal for his cargo; he can go anywhere wherever he can get the best

~ result; but we have to pay, as a rule, threepence to sixpence per quarter more from
Montreal for tramp steamers than we could obtain the same boat from New York, on
account of the extra insurance.

- Hon. Mr. CascraiN: You might say what a quarter is? . g

Mr. Haruing:  Quarter is 480 pounds; that is, on the quantity of grain that is
booked up—a bushel of 60 pounds or a quarter of 480 pounds. Of course that extra
insurance is a tax against our steamers. Not only have we that difficulty, but an
owner will not send his boat willingly to Montreal for just sufficient to cover, because
he has to assume risk of the navigation of his vessel. If his vessel meets with an
accident the Underwriter will pay him for the cost of his repairs; he can recover that,
but he cannot recover his loss of time, which in good times might be a very important
item. So that he requires to get something more than the actual outlay of his
steamer.

Hon. Mr. NicuoLLs: The companies do not insure ships and eargoes the same as ;
they do industries, so as to cover for use and occupation? In other words you ecannot .
insure for loss of time from accidents? i

|
A
:

Mr. HarriNG: No.

‘Hon. Mr, NicuorLs: In any industrial plant if you have a fire you can recover
for use and occupqtlon if you have that kind of a policy.

Mr. Haruing: That is never done in the shlppmg business; the policy won’t cover
that. Of course the insurance on the cargo is paid by the shippers. Export cargo
is on rather a different basis; it is figured on the through rate; everybody figures for
export freight on the delivered basis on the other side. The shipper in Chicago or ',
Winnipeg, in shipping grain naturally says,* I can ship it via Montreal for so much,” {
and if Montreal is the cheapest it gets the business. One-sixty-fourth of a cent a :
bushel was sufficient to divert cargo from one port to another in pre-war times. | 1

Hon. Mr. McCarn: In regard to the inland rates to Montreal and New York
it would be worth while to know how the question of terminal charges comes in. Is
New York favourably situated as compared to Montreal in the matter of terminal A
charges—the transhipping of the cargo to the vessel? _J

Mr. Haruing: It is more favourable in Montreal than in New York. We have 1
better facilities in Montreal for handling grain than they have in New York. v"

Hon. Mr. WeesTER: And cheap? ¥

Mr. HarLiNG: And as cheap. 1
Hon. Mr. McCarw: Is the terminal charge absorbed in the railway rate?
Mr. Haruing: The shipper buying this grain in Winnipeg, has to assume, first of
all, the cost of bringing it to the port; then he has to assume the cost of the elevation ‘,
in the elevator, including the insurance; and then he has to add to that the ocean ‘i

freight. The cargo pays the insurance; it is paid through the man who buys the
grain; he must add so much for freight, so much for terminals, so much for insurance, ,
and so much for the initial freight. : !




Mr. WeBster: Perhaps it would be better for Mr. Harling to finish up the
i end of the transportation, then come to the railways, then deal with the terminal i)
- charges, the method by which the cargo is solicited, and then get back to the farmers, A
if you will. I think if Mr. Harling could trace the whole thing right back we could
have a continuity of opinion here that would be very valuable, perhaps, without
~ branching off into all the side issues. i :

Hon. Mr. Tessier: I want to know if any effort has been made to come to terms :
with those insurance companies, to get more justice.

AN Hon. Mr. NicrorLs: I think the idea of Senator Webster is that we-should each
~ make a note of points that occur to us, but not interrup Mr. Harling, then we can
take up those notes afterwards.

Hon. Mr. Bexxerr: As I understand Mr. Harling, he says that in 1896 there was
a class of vessels carrying about 8,000-tons that were loaded to fully 50 per cent with
wheat; am I right in that?

Mr. HaruiNGg: Yes. ; , 3
Hon. Mr. Wesster: Or more than that. ’

Hon. Mr. Benxerr: 50 per cent or more?

Mr. HARLING: Yes.

Hon. Mr. Bexxerr: Is that state of affairs applicable to-day ?

~ Mr. HaruiNG: Just about the same; the export conditions; that is, the quantity

of cargo that we have available is increased in some commodities, and others have
been reduced, but taking it generally the proportions are about the same. The modern
cargo steamer to-day—mnot the passenger boat—would take probably 50 per cent of
grain, and the balance would be a mixed general cargo. If a general cargo was not
available, then she would take more grain.

Hon. Mr. Bexxerr: The other day we got from the Department of Trade and
Commerce some figures on the exports from Montreal, which showed that in the year
from September 1, 1919, to August 31, 1920, the exports from Montreal, in bushels
of grain of all kinds, was 41,639,934 bushels; now, was the trade in 1896 as large in
grain of all kinds?

_ Mr. Haguing: Not as large as it is to-day. The export grain at that time
probably amount to around 30,000,000, as a maximum, whereas to-day it is up to
about 50,000,000.

Hon. Mr. Bexyerr: The figures here given by the Montreal Board of Trade
place it higher at 56,434,959 ¢

My. Harning: That is the total for the season.

Hon. Mr. BexxNerr: Was ‘that export of grairf in 1896 all to England, or to a
number of different ports—European ports?

Mr. Haguing: Mostly to England; very little to European ports at that time.

Hon. Mr. BENNETT 'I-may.say, gentlemen, that this report from Montreal shows
that there is a great variety going to different places. I would figure out how much
went to Britain and how much to other parts.

Mr. Harving: It may be helpful if I tell you the method of handling this grain
business. The grain business is what we call an open market commodity. On general
cargoes there is what is called a fixed or a tariff rate which fluctuates; it is not as
permanent as a real tariff, but it is more or less permanent. For instance take
provisions; you will quote the rate for a month on them, and you might put the rate

43403—33



up a little bit or put it down, according to supply and demand. ﬁut on grain business, 1 )
that is an open market commodity; everybody competes, and the man that can get

the lowest rate of freight naturally gets the business. That applies not only to
Canada but to the United States in competition with us. Consequently it is a

question of getting vessels to our ports in competition with other ports. Now, as a

rule, during the open season of navigation Montreal has distinetly the preference of
the seaports; the principal reason is that our route is a cool route, and they will not
send the grain down to New York, or Baltimore or Philadelphia in the summer time
if it can be avoided; so that we have the preference, on even terms, throughout tha
season of navigation in Canada. But our rate of freight must be as low if not lower
than our competitors. If we can get the rate of freight, that is, threepence per
quarter, less than New York cargoes would flow to Montreal in large quantities; if
we are a threepence a quarter more than New York we don’t get any at all. It
goes by the cheapest route. During the season of navigation, say up to the last four
or five years thie inland rates on freight were based upon the cost of transportation
from Fort William to Montreal by inland lake carriers, because they could afford to-
carry the grain cheaper to the seaboard than the railroads could. Consequently if the
railroads wanted that business they had to make a rate as cheap as the water carrier.
Now if you go back before the war and take the rate of freight from Fort William to
Montreal, it was about five cents a bushel. I have known it to be carried as low as
two and three-quarter cents a bushel from Fort Williaxp into Montreal.

Hon. Mr. Bexxerr: By water?

Mr. HarviNg: By water; but if you take five cents you take the mormal rate.
Now, that is the rate of freight that has to be added by the exporter in competition
with other ports. Naturally, when we had that low rate of freight on the lake, five
cents a bushel, it was impossible for any shipper to ship his grain via Buffalo or via
New York, because the rate to Buffalo by the large steamer and the rate from Buffalo
to New York was invariably higher.

Hon. Mr. Bexyerr: What sized boats came through to Montreal from the head of
the lake?

Mr. Haruixe: They are now up to 2,000-tons dead-weight.

Hon. Mr. Bexngrr: Give that in bushels?

Mr. Harring: Say 80,000 bushels.

Hon. Mr. Nicmornrs: I t»h’ought' y‘ou said the grain went right through to
Montreal.

Mr. Haruing: There are two types of vessels on the lakes. The large-sized vessel
can go to Port Colborne or to Buffalo; the smaller vessels carrying 2,000 tons only
about 80,000 bushels—come through to Montreal.

Hon. Mr. Bexxerr: The 80,000 are the ones complete without breaking bulk?

Mr. Haruing: Complete without breaking bulk. Naturally the boat that goes to
Buffalo is a very much larger boat, and consequently can be operated at very much
less cost than the smaller boats; but the smaller boats coming to Montreal were only
limited in ecapacity; we could only get a certain number of those boats carrying
92,000 tons, because it takes them 21 days to make the round trip, and there was only
a limited number of trips they could make, and that was the limited amount of cargo
that that type of vessel could carry. The larger lake steamers are not generally
owned in Canada, but in the United States, and are not always available for the
export handling of grain, because those large steamers, most of them, are and were
controlled by the American Steel Companies, and they only come into our grain
business when they have not got ore or coal to carry. g

:
.
|
|
,:i
i
:

"




H'on Mr GASGRAm Or when the price suits them?

0 Mr. HaRLING: Or when the rate of freight is better for grain than it is for ore.

~So that you have not a regular supply of tonnage that is exclusively engaged in the

~ carrying of grain on the great lakes. 4

S Hon. Mr. Bexxerr: What proportion of the grain that came last year, in round
- numbers 54,000,000, came down to Montreal by the canal in unbl_'oken bulk?

. Mr. Haguing: I don’t think 25 per cent. I believe 75 per cent of the grain that
1 ~ came for export last year came by rail from the lake ports, and only about 25 per cent
L by all water route.

b

P . Hon, Mr. Cascrary: That would be Port McNichol?

" Mr. Haruing: Port MeNichol, Goderich, Midland, and Depot Har’oour
J Hon. Mr. Wesster: What was the rate last year. Fort William to Montreal?

Mr. Haruing: I am not very well acquainted with that, and cannot speak from
‘ actual knowledge of the rates last year, as I was not interested in that business, but
1 I think it was somewhere about 11 cents to 12 cents, Fort William to Montreal.

. Hon. Mr. Wesster: Have you the rates this year?

\
ik Mr. Haruina: I believe the rates are pending. They expect to be about the same
rates, probably 10 cents to 11 cents. It might be a cent cheaper; but I don’t expect any
considerable reduction in that rate, because there are not a very large number of
| lake steamers available. There are some steamers going back into the lakes now, but
(' not a sufficient quantity to justify a very considerable reduction.

i Hon. Mr. WeBster: The competition by water will not be so keen this year?

 Mr. Haguive: They ean get all the business they want, and shippers are getting
all the steamers they want to-carry grain and will probably have 50 per cent available
to carry if we do the same export as last year.

Hon. Mr. WessTeEr: That rate of 10 or 11 cents will be all-water or all -rail?
i Mr. Haruing: Sometimes when they have a favourable rate of freight they carry
1 it all -rail.
jf Hon. Mr. WeBsteEr: It is transhipped at Port Colborne; it can be all-rail or
all-water shipment, but there is no water shipment from Fort William ?

Mr. Haruing: Yes; they don’t carry the grain round the morth shore of Lake
i Superior from Fort William to Montreal in large quantities; they carry it to Depot
K Harbour or Port MeNichol, and then bring it down from Port McNichol to Montreal.
' It is what we call a lake-and-rail basis.

| ~ Hon. Mr. Wesster: The Canada Steamship Company will give you a rate from
1 Fort William down, or the Canadian Pacific Railway will give you a rate from Fort
’ William down.

. Mr. HaruiNGg: Yes, either of them will give you a rate, but I don’t think the
R Canadian Pacific Railway would elect to carry it all-rail. It is lake-and-rail versus
 all-water. -

3 Hon. Mr. WiLLoveuBY: You say that perhaps 25 per cent went by all-water and
the other 75 per cent by rail-and-water; would the rates be the same?

Mr. Haruing: The rates have to be the same. You see, it is a competitive rate;
the rate is based on the cheapest, which is the water route, and the railway, in order
to obtain that cargo, must meet it.
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Hon. Mr. CASGRMN: It would be a shade cheaper?

Mr. Haruivg: It would not, in the long run, be cheaper, because there is extra
insurance on the grain by water, which has to be absorbed in the through rate, so it

practically comes back to the same rate; but the basis of the through rate is water-

rate. Now, the water-rate having advanced during the war from five cents a bushel
to ten cents or twelve cents a bushel, the railway company is consequently making
more revenue from Depot Harbour and Midland than before, but I don’t think they
are making any more profit.

Hon. Mr. Cascraiv: Did you hear that the carriers were offering a three-cent
rate from Port Arthur to Port Colborne and nobody wanted it?

Mr. HaruiNng: That may be a temporary condition, but not for the whole season.
I think T could get a great deal more than three cents.

Hon. Mr. CaseraiN: You could not get it now; nobody would take it.

Hon. Mr. Bexnerr: I know Canadian boats that are not fitted up this year.

Mr. Haruing: No, they are in the coal trade, because that is paying better.

Hon. Mr. BeEnNETT: Assuming that the rate was two cents from Fort William (o
Georgian Bay ports, any of them, is that about a fair rate now, and in the past?

Mr. Haruing: Well, it used to be one and a half cents. I don’t think tivo cents
is a good rate; I don’t think there is any money in two cents.

Hon. Mr. Benxerr: If it is two cents, what would be the rail rate from Georgian
Bay ports to Montreal ¢

Mr. HaruiNG: About eight or nine cents to-day.

Hon. Mr. BenneErr: Then if it is eight or nine cents plus two cents, that is ten
cents; so that it would all go by water at five cents, wouldn’t it?

Mr. Haruineg: If they can get the boats to carry it.

Hon. Mr. BennerT: You are reckoning on eight cents a bushel from Port
McNichol to Montreal?

Mr. Harving: What is the through rate, then?—I am speaking of it from the
through rate basis.

Hon. Mr. McCAaLL: You are dealing in bushels; not in 100 tons.

Mr. Haruing: In bushels. The shippers have been holding for higher rates than
they can get. There is a good deal of business that they can get, and the rates are
open; I can’t tell what they are. I can only give you in round figures what I expect.
I don’t profess to be an expert on inland rates; I ean only give you the ocean rates,
as a matter of fact.

Hon. Mr. Casgrain: You are an ocean man; not an inland man?

Mr. Harving: No, I am not an inland man. I know what the shippers tell me
they are paying or expect to pay.

Hon. Mr. Cascraiv: Hearsay?

Mr. HaruiNG: Yes, as far as that is concerned. In the grain business, as con-
ducted by the shippers in Montreal, the object is to get the cheapest rates. Now,
Montreal has always had difficulty in obtaining tonnage, on account of the extra
insurance on tramp stegmers coming in, because the regular line steamers can handle
only a certain quantity of them. I don’t suppose the quantity of grain handled by
regular line steamers out of Montreal amounts to more than 25,000,000 to 50,000,000
per season; the remainder has to be sent by outside or tramp steamers. If we are
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to get more tonnage in the St. Lawrence it must be in the nature of full cargoes of
grain by tramp steamers. At the present all the regular line steamers are full for the
month of May, and there are probably ten or twelve tramp steamers coming, and there
is a demand at present for tramp steamers from Montreal.

MHon. Mr. Bexnerr: In 1896, from that 8,000-ton boat that was being loaded with
the assorted cargo, how much wheat would there be? About 300,000 bushels?

Mr. Haruing: Oh, no; 4,000 tons would only be about 150,000 bushels.

Hon. Mr. Bexxerr: Then there was a class of boats carrying 150,000 of bushels
in wheat? L

Mr. HARLING: Yes.

Hon. Mr. Benverr: How was that wheat placed in those vessels in 18967

Mr. Haruine: By floating elevators. We had no permanent eleyator at:that time.

Hon. Mr. Bexyerr: Contrasting the conditions of Montreal to-day, with its
guperior equipment of elevators, of course the position is very much improved to-day?

Mr. HaruiNg: Montreal is the best port on the Atlantic, without exception, for
the export trade. '

Hon. Mr. Cascrain: You spoke of 4,000 tons, which meant 150,000 bushels?

Mr. Haruing: Eight bushels to the quarter—160,000. It makes 132,000, not
200,000; I was figuring at five quarters to the ton.

Hon. Mr. Bexyerr: So Montreal has a much more advantageous position as
comvared with other ports?

Mr. Haruing: We have elevator capacity for something like 10,000,000 or
11,000,000 bushels. At that time we only had one elevator.

Hon. Mr. Wesster: The same would apply to Quebec?

Mr. Harning: The same would apply to Quebec; they have a modern elevator
at Quebec which the Government has built at a very heavy expense, and Quebec is
a modern port also as far as facilities are concerned.

Hon. Mr. Bexxerr: Speaking about the rest of the cargo that the vessel had
the' benefit of at that time, you said there was a considerable quantity of live cattle?

Mr. HaruiNg: Live cattle; two decks, generally.
Hon. Mr. BExyerr: How is the trade in live cattle to-day?

Mr. Haruixe: None, practically. They are beginning to renew the shipping
of live cattle, after a lapse of many years.

Hon. Mr. Bexyerr: Was there much lumber then?

Mr. HaruiNG: Quite a large quantity of deals. To-day there are no deals going
forward, because there are no sales on the other side.

Hon. Mr. WeBstEr:  There was a heavy exportation of meats in 18967

Mr. HarniNe: Yes; we used to get perhaps 20, 25 or 30 cars of fresh and salt
meat.

The CuairMAN: But there is more dairy business?

Mr. Haruiye: Noj; the export of dairy products, butter and cheese, has not
increased during the last few years. We carried as many boxes of cheese in 1895
and 1896 as we have in any year since that.

Hon. Mr. WeBstER: In a word, as you see it, there is ample cargo available in
Canada to load any steamers that may be put at Montreal or Quebec, provided the
cargoes are sent to those ports for shipment, rather than given to the States?
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Mr. HaruivG: Yes, and the rates are equalized.

Hon. Mr. Tessir: I would like Mr. Harling to give hls views as to how trade

‘could be brought back to our Canadian ports.

Hon. Mr. WILLOUGHBY: ‘We had better let him finish his statenient, and then
at the end of it get the remedy.

Mr. Haruing: We will have to work back to that point. It depends on the
amount of tonnage that is really available from the St. Lawrence. We have to get
increased tonnage from the St. Lawrence in order to carry the available grain durmg
- the season of navigation. I have told you that the capacity of the regular lines is
limited to certain boats. You have to gef additional lines of steamers, or tramp
steamers, in order to do that. Whether shipped from Quebec or Montreal is a
matter of indifference to a tramp owner so long as he gets the same rate of frelght
He would come, perhaps, a shade cheaper from Quebec on account of the saving of
time and saving of expense coming up the river, provided he could get his cargo as
cheaply and efficiently, and as good a selection of cargo, as he could get in Mont-
real. The primary advantage has been that you have lumber in Quebec, and having
lots of lumber, Quebec was always recognized as a lumber port. In 1900 we succeeded
in loading quite a number of steamers with general cargoes in Quebee in connection
with the old line, and I operated in that year out of Quebec a line of steamers, and
got a general cargo from the west and loaded in Quebec.

Hon. Mr. Cascrain: Why did you give it up? [

Mr. HarLiNG: Because the line was sold; the Leyland Line that was operating
that year was sold to the International Mercantile Marine, and the management was
withdrawn and the line was withdrawn from Canada altogether because they wanted
the line to run from Boston and not from Montreal. .

Hon. Mr. WessteEr: May I ask Mr. Harling a question?—as you have referred
to that year, is it not a fact that by your personal effort, and by co-operation and by
bringing in the various interests of water and rail together, you were able to build
up that export business, which up to that time had been unknown?

Mr. Haruing: It was really a question of going out personally and getting that
cargo to the port of Quebec.

Hon. Mr. WEBsTER: There is no reason why it should not go there if somebody
goes after it?

Mr. Haruing: Certainly.

Hon. Mr. Turrirr: Can wheat be shipped to Liverpool as cheaply from Montreal
and Quebec as from New York?

Mr. Haruing: Not as a rule, on account of the extra insurance that I have
mentioned.

Hon. Mr. Turrirr: What difference would that make?

Mr. Haruxg: I put that down at less than half a cent a bushel. I think I
quoted three pence a quarter, there are eight bushels in the quarter.

Hon. Mr. WeBsTer: I think there is a difference of about 10 per cent.
Mr., Haruing: It would be 10 per cent on six shillings.

Hon. Mr. WessTER : T was informed there was a difference of 10 per cent between
the St. Lawrence and American ports.

Hon. Mr. Turrirr: Then there is only about half a cent to overcome ?
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Mr. HarLING: Yes:

Hon. Mr. Turrirr: The rate from Winnipeg to New York is 30 cents; the rate
to Quebec is 36 cents, which seems to be an extortionate railway rate; so that if the
railway rate from Winnipeg to Quebec was cut about three and a half cents or four
cents, so that instead of bemg 86 cents it would be 32 cents, you could ship wheat from-
Winnipeg to Liverpool via Montreal or Quebec as cheaply as at present by New York?

Mr. HarLiNG : Yes, provided your inland rates are equal.

Hon. Mr. WesBsTER: It would absorb that difference of insurance.

Hon. Mr. Turrirr: Yes, it would absorb the difference between Winnipeg and
New York and Winnipeg and Quebee, plus a cent a bushel of insurance.

Hon. Mr. WessTER : And furthermore, we would have this advantage: there would
be less handling, there would be more direct shipments; whereas going the other way,
it would have to be re-shipped two or three times and go to New York, which is a
very extensive port, From the railway point of view it should be cheaper. In fact,
when you say 82 cents, it might be possible that 30 cents would be quite sufficient to
carry it, in comparison with the New York route.

Hon. Mr. Cascraix: But steamers have a better chance for cargo going west to
New York than they have going to Montreal and Quebec?

Mr. HaruiNg: There is a larger amount of westbound cargo naturally available
from American ports than from Canadian ports.

The ‘CuAIRMAN: Do I understand you that if cargo could be brought to Quebec
and Montreal you have the steamers to take it frox|n there?

Mr. HaruiNGg: Provided we are prepared to pay them the rate of freight which is
competitive with American ports. An owner will not come to a Canadian port unless
he can get that extra rate of freight to cover the extra cost, and also the extra risk,
so you have to pay a slightly higher rate.

Hon. Mr. Bexxerr: You say that in 1896, 50 per cent of the cargo was in other
commodities than wheat or grain of any kind; now, if to-day there is no live cattle
shipping, and no lumber shipping, what commodities would go to complete the cargo,
assuming that the vessel could be filled to the extent of 50 per cent with wheat?

Mr. Haruing: They would take an increased quantity of grain.

Hon. Mr. Bennerr: Then would it be possible, in your opinion, for a vessel to be
filled completely with wheat at Montreal and get a paying freight?

Mr. Haruing: Yes, certainly. The regular liners never carry full cargoes of
grain unless there is no general cargo available. There are hundreds of ksteamers
available for full cargoes of grain and nothing else.

Hon. Mr. CasGraiN: Tramps?

Mr. HaruiNG: Tramp steamers.

Hon. Mr. CasGrAIN: Liners won’t?

Mr. Haruivg: No. :

The CHAIRMAN: And they have to come empty to get that grain?

Mr. HarLiNGg: Yes. They are coming now, as a matter of fact; there is a demand
for them to-day.

Hon. Mr. WiLLouGgHBY: Do you want the mixed cargo because the rate is more
profitable than on cargoes of grain?

Mr. HArLING: Yes, the general cargo pays a slightly higher rate. Of course if you
take the rough freight—lumber and grain—you might get a higher rate of freight for
lumber than grain, but the expense in handling, and the space occupied by lumber, is
so great that the grain would probably pay you just as well. But if you go into the
high class of freights, such as butter, cheese and provisions, you get a much higher
rate.
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Hon. Mr. CaseraIN: And agricultural implements.

Hon. Mr. Bexxerr: Now, if I may resume, in your opinion as a sh1ppmg man
do you consider that the rate will be paid to-day to tramp ships to carry a eomplete
cargo, of, say, 200,000 bushels of wheat.

Mr. Haruine : There are ten of them fixed already from Montreal for the month
of May, and there is a demand for more.

Hon. Mr. Bexnerr: About what is the capacity of those vessels, in bushels?

Mr. Harving: They generally run 4,000, 5,000, 6,000-tons, up to 8000—tons, some
of them. They run anywhere from 150,000 to 250,000 bushels. It is not profitable
to have a vessel too small, neither is it always possible to secure a large quantity for
one steamer. If you say round 150,000 to 250,000 you take in the minimum and the
maximum of the general type of vessel.

Hon. Mr. Bexverr: Where would that ship be going?

Mr. Haruing: Direct to the United Kingdom or the continent. At present the
demand is for Great Britian, for our English ports, but there is a demand at present
for Rotterdam, Hamburg, Antwerp, Spain—a small quantity, Italy and Greece. We
never did export to those latter ports before the war.

Hon. Mr. Bexyerr: Now, coming to the big, vital question on which everybody
differs, and what the Committee wants to know about, will the ocean line vessel,
which has its passenger rates, its mail subventions, and its high-class freight such as
cheese, bacon, and stuff that must go rapidly—can that class of vessel carry.grain in
competition with the so-called tramp steamer?

Mr. Haruing: Yes sir.

Hon. Mr. Bexerr: Approximately what quantity of grain, in bushels, will ships
of that kind carry?

Mr. Haruing: You take the modern type of vessel that is being operated by the
C.P.R. to-day, or by the Allan Line, or the Cunard Line out of Montreal—those are
large cargo boats, what we call two-class passenger boats—the Metagama of the C.P.R.
and the Ansonia of the Cunard Line—those vessels are bound to have a certain
quantity of grain, because they cannot get a full general cargo. They yvill probably
take anywhere from 100,000 to 150,000 bushels, seldom less than 100,000.

Hon. Mr. Benxerr: Can the complete grain-carrier—by that I mean a vessel
carrying nothing but grain—compete in point of rates with that liner, that assorted
ship, as we might term it?

Mr. Haruing: Yes, and no. I will have to qualify my answer. The regular line
steamer is bound to sail and take a cargo, whether it pays her or not, because she is
engaged in that service, and they have to take the rough and the smooth together.
Sometimes she may go short of cargo; other times they may have more than they ecan
carry; but that vessel is advertised by the line as a regular line steamer, and she has
engaged passengers, and it does not matter whether she gets hier grain or not, she has
to fill the duty of sailing. Consequently the regular line steamer is in an entirely
different position from the tramp steamer, which is not obliged to come for its eargo
to Canada, even though the rate may be attractive, if she can get a better freight some
where else. In that sense the attraction of the tramp steamer as against the regular
line steamer is that the latter is a fixture; she has to take the current rate whatever
it is.

Hon. Mr. Benxerr: And go on the date she is advertised.

Mr. Haruing: She is advertised, and she has got her passengers and her cargo,
and she takes the business offered for the whole season or the part of the year in that
particular line, whereas the tramp steamer comes to-day and goes to-morrow.

N N N
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Hon. Mr. Bexxerr: So that the rates of the two vessels will practically be the
same on wheat, or any other kind of grain?

Mr. Haning: As a rule the rate on the tramp steamer has to be a shade less, be-
cause the insurance is greater on the tramp steamer than on the other. The tramp
steamer is in favour especially because it ships in parcel lots, and of course the shipper
pays the ship more. That steamer can come into Montreal and take a cargo, and in
one day can go away, while the regular line steamers take five or six days.

Hon. Mr. Bexnxerr: What return cargo would they have?

Mr. Haruisa: As a rule they have no return cargo. They come out light, as a
rule, to American ports as well as to Canadian ports. That single cargo one way
is the whole of their revenue. :

Hon. Mr. Bexxerr: Can they compete with vessels that will be leaving New York
or any American port loaded with grain one way and perhaps coming back with a
cargo to American ports?

Mr. Haruisa: Of course the vessels are not as costly to begin with, and naturally
they can run at a less cost per ton, while the regular line steamer is more expensive.

Hon. Mr. Bennerr: What is the respective advantage of a boat trading from
England to a United States port, for return cargoes, as against one going from New
York, of the tramp class?

Mr. Haruing: T say that we have got to pay an extra rate on freight to come to
Canada at any of our Canadian ports. The disadvantages are what I have stated be-
fore—the extra insurance, and the extra risk of the St. Lawrence. But it is not a
question of choice; the owner has not got the choice. For instance, to-day there is
such competition that the question is not whether the vessel can afford to run or not
afford to run; the owner has got to get the best rate he can in any part of the world
for tramp steamers, and there are hundreds and thousands of them available. If
they cannot get enough to pay expenses they are laid up; and they are laid up by
hundreds now in the American and English ports, because they cannot pay. How
can you compete with a vessel costing $200 a ton against another that cost $50 a ton?
Naturally the man that is running the vessel costing $50 a ton can compete and take
a lower rate than the man with the expensive vessel. That is the problem we have
to settle. There are lots of ships running now and making money because the
valuations have been written down, and they are going to succeed where the other
man failed.

Hon. Mr. WeBster: It is also true, isn’t it, that the liners have the advantage of
a subsidy? When you are making comparisons between liners taking grain at a low
freight and running on a regular schedule of service, even if they do take it lower
there is the subsidy or something else to fall back upon?

Mr. HaruiNg: The subsidy given by the Canadian Government to the lines of
steamers are a disadvantage rather than an advantage, absolutely. The money spent
in Canada during the last 25 years in subsidizing steamers was simply money thrown
away. The idea of subsidizing a steamer or a ‘service was in order to given enough to
open the service and develop the trade; but after the trade is developed there is no
use continuing that subsidy. I have had this question up a dozen times with Sir
George Foster and other Ministers. You pay a line of steamers $200,000 a year to
operate a line, say, to the West Indies. Now, I know for a fact that those steamers
that we run to the West Indies and give $200,000 to could have been bought for
$100,000 a piece—those three steamers that were put into the trade in the West Indies.
and they were no good; they were obsolete steamers, and the operating expenses of
those steamers have been paid by the Canadian Government ever since. They have
got the benefit of a service, such as it is, to the West Indies. The service to South
Africa, by Elder-Dempster, was paid something like $120,000 a year; they maintain
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a service once a month, but the rates of freight that they have obtained would leave
them a sufficiently large profit to operate the steamer without that subsidy at all. The
disadvantage of that subsidy is this, that the Elder-Dempster line—I am not speaking
of any particular line—has advantage of $100,000 against any competitor, and the
result is that no other line will compete for South African service; but if the subsidy
was withdrawn you would have half a dozen lines competing for the service if it was i
worth competing for. It has been operating for twenty years, and because it has a o
subsidy everybody will avoid the service. The same thing applies to Australia; you s
gave a subsidy of $240,000 a year, I think. The service to France has never been any '
good either east ar west; the boat simply goes to Havre, reports to the Custom House,

comes out, and takes the balance of her cargo to London. - That ‘service has mever

been of any advantage to Canada or to France. There is not sufficient cargo available, .
either east or west, but for sentimental purposes you have spent $200,000 for the sub-

sidy, if you offered a cargo to those steamers for Havre they would refuse it and take

it to London instead; but the advantage to the line is that it has that amount of money * '{
provided for the cargo service, and of course there is no competition. 3
By Hon. Mr. Willoughby: 9

Q. Would you have this service to the West Indies by the Elder-Dempster line 4

if you had not the subsidy? Would the trade warrant it%—A. Yes, now that the trade
is established. At the early stages the correct way would be to give them $100,000
and say, “ You will have to take $90,000 next year, and $80,000 the next year,” and
so the subsidy would gradually eliminate itself. After the service had made good
they could run on their own rates without spending this $100,000 on those steamers.
During the war, and even to-day, I believe if the subsidy was withdrawn you would |
have three lines competing for that business, because they would all be on even terms, 1
and it would be a case of the survival of the fittest.

By the Chairman: |
Q. Is there “enough business to justify it%—A. In South Africa there is, for a 1

service about once a month, and Australia about the same. I don’t say they were
not justified, but the continuation of a subsidy prevents open competition.

By the Hom. Mr. Webster:

Q. Getting back to the grain traffic, is it safe to say that practically the same class
of cargoes are available at Canadian ports as at American ports, provided they are
solicited and put at one of our sea ports?—A. Yes.

Q. There should mot be any difficulty in getting cargoes of the same class of i

goods as are exported ~—A. The conditions of trade do not alter at all; there is exactly
the same-condition of trade to-day as there was 25 years ago. If you go out you get
your business; if you sit in your office you cannot get it.

By Hon. Mr. Thompson :

Q. Could you get your rate?—A. You have to have the conditions. “All I ask for
is to get the preference on even terms; if my customer can get a share of grain from
somebody else I could not ask him. You can go into Minneapolis or Milwaukee or
Chicago, and if you can show them that they can save a shilling or a few cents a ton,
the cargo will come your way, and if it is not cheaper it wont come your way.

By Hon. Mr. Bennett:

Q. Speaking in round figures, 56,000,000 bushels were shipped from Fort William
and Port Arthur to Canadian ports last year, and 58,000,000 to American ports; of 4
that 56,000,000, about 15,000,000 went to Port Colborne, the rest went to Georgian ]
Bay ports; now, the Canadian Northern formerly carried about 85 per cent of all the
grain in the Northwest to the head of the lakes; after that it was free to go where
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it could, because they had no lake port on this side; now it is the intention of the
~ Government to have the railways control that Canadlan Northern trade as far as they

can by shipping it first to Depot Harbour, which is one of their ports, and to Midland,
and to Tiffin, which is practically Midland; now can you suggest any means the
Government could devise to try and carry the bulk of all that trade through to
Montreal by those Georgian Bay ports until Montreal port closed, and then carry it
to Portland for the winter, and then with their Government shlps carry it where it
could find a market?—A. If you will take this year as an example, the Canadian
Government have now gct 40 or 50 steamers available.

Q. A serious matter’—A. A serious matter. Those steamers are coming in and
taking the place of tramp steamers, and they are loading in Montreal, and you will

~ have so much more tonnage available, and the 8-000-ton steamers of the Government

could be employed in Canadian trade exclusively. I say 8,000 tons because the
smaller ones are not much good for cross-Atlantic business, and they have to find
their trade somewhere else. They are bringing those steamers to Montreal for grain,
and you will have that additional quantity of tonnage, apart from any tramp steamers
that will come. They are an addition in that way, but you cannot bring your grain
to Montreal after the end of October, for practical purposes. One of the principal
reasons why the grain goes to Buffalo is because we close in November, and by shipping
it to Buffalo it is distributed through the American ports and is shipped all the year
round, at least all the nine months.

Q. You say you close in Montreal about 27th of November, but cannot they carry
grain from the lake ports to Montreal, say, till the 20th November, and then have ships
placed to take it out by the 27th?%—A. The grain had got to leave Fort William by
the end of October to reach the steamers in time to sail by the 20th November, and it
always slacks off after the 1st of November, because each line may have ome or two
sailings in November, if they have the trade, but the sailings are always less in
November than in October, so for practical purposes we have to stop the shipment of
grain to Montreal after the 31st of October.

By Hon. Mr. Webster:

Q. I think you said that the Harbour of Quebec could be kept open for a month
later %—A. Yes, but if you bring your grain down by water to Quebec, the condition
is that you can ship it down to Quebec by water probably for a week or two later. Tf
you take it down by rail you can ship it down to the end of November, and get a full
month or probably five or six weeks more by rail.

By Hon. Mr. Bennett:

Q. I did not just catch that?—A. I said that the export of grain by water from
Fort William to Montreal for practical purposes closes about the 31st of October, but
it has dribbled down a few weeks after that, and it finally closes in Fort William about
the 6th of December, but the bulk of the grain they ship after the 1st November goes
to Buffalo, because the port of Montreal is practically closed, or is clased absolutely
by the end of November. If that same grain were shipped to Quebec from Winnipeg
it could be shipped up to the middle of December, and you would have six weeks
longer navigation but the shipper of grain does not want to send his grain to Montreal,
because he knows that that port is going to be closed, and he does not want to have
any surplus grain in the elevator, so of course it is rather difficult to get what we call
“ spot? grain unless the man brings the grain down. Of course, in recent years they
are bringing it down and leaving it in the elevator, and if it is not shipped from
Montreal they can ship it to St. John or Portland.

By Hon. Mr. Tessier:

Q. It would be well if it could be arranged to ship it to Quebec?—A. They could
certainly ship for six weeks longer if they shipped to Quebec, and that is the time
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when the grain is running most freely—October, November and‘ December—more
freely than any other portion of the year. )

By Hon. Mr. Webster:

Q. Would what you said about sending steamers to Montreal apply during winter
months to St. John and Halifax, as far as the tonnage is available? I realize that
the question of rail would come in, but steamers might be provided in Halifax and
St. John in winter for the export of our Canadian wheat.—A. The winter service is
quite a difficult problem. We now close navigation in Montreal about 25th November,
and in Quebec the 5th of December. The regular lines then send their steamers to
St. John, Halifax or Portland. There has always been a great deal of competition
between St. John and Halifax as the winter ports. St. John has been extremely
active in obtaining for themselves a share of the winter business, and they have been
very aggressive. They have succeeded in building up the port and getting lines of
steamers, and doing a considerable amount of business for the last twenty years, and
they deserve a great deal of credit, because the disadvantage of the port of St. John
from a shipping standpoint is a very serious one. Halifax is a good port at any time;
it is easy of access and it is a shorter distance; but any vessel coming up the Bay of
Fundy, with its extreme rises and falls, and the fog and ice, is much more dangerous,
to my mind, than navigating the St. Lawrence at certain seasons of the year.

By Hon. Mr. Thompson : Ai

Q. But very seldom accident happens?—A. We have had a great many accidents

in the past, but navigation has improved, and it is a great deal better now, and St.
John is handling a great deal of business; in fact the bulk of the grain in winter |
time is at St. John. You can count out Halifax altogether as a port, as every bushel 3
of grain they try to ship by Halifax is going to lose a lot of money to the railroads. : ;
The rate of freight is based on the shorter distance to Portland. At St. John you ’
have to haul it 200 miles further for the same cost. From Halifax you have to haul |
it twice as far. ';

By Hon. Mr. Webster: j
Q. You would save that, as between Portland and St. John, by the Trans- %
continental —A. Tt should be shipped via Winnipeg, to Quebee from Winnipeg down
to St. John. T believe every bushel of grain that is carried through to Montreal for
St. John is carried at a loss by the railway. .
Q. As between Portland and St. John, is it not reasonable to suggest that this
grain could go via St. John in preference to going via Portland?—A. Yes; I have
alwavs said that St. John has always got the amount of grain it could take care of;
but Portland is a convenient port, it is a Canadian terminal, it is owned by the
Grand Trunk, it is 297 miles from Montreal, and it is a good port.

By Hon. Mr. Bennett:
Q. What is St. John %—A. I think it is 440 or 450 miles.
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By the Chairman: )
Q. You have to bring it over the Transcontinental at present; it goes down to
St. John via Montreal, and it goes to Portland via Montreal. As a matter of fact,
the grain could be sent to Quebee, across the bridge, and down to St. John, which
would be a considerably shorter distance; and when it comes to a question of all-
rail, which it does in the winter, it is a matter of competitive rates, which makes a -

vast difference; the shorter route is operated for so much less. 5
By Hou -Me. Wehabor: 'i
Q. Going back to where the wheat comes from, say Winnipeg, the distance over ;ﬁ

the Transcontinental—a Government-owned railway—to St. John, N.B., should not
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be any more expensive than taking that same wheat to Portland%—A. It is a much
shorter distance; it is a question of cost of railway transportation.

By Hon. Mr. Turriff:

Q. Take our steamers now, that are not exactly tramp steamers, if they were
put into the grain trade they would be practically tramp steamers; take those 8,000-
ton boats, can they haul wheat from Quebec or Montreal to the European ports at
the prices paid to the tramp steamers and cover expenses? Of icourse our ships are
expensive ships, having cost about $200 per ton dead-weight; but could they haul
this wheat at tramp steamer prices and not lost money?%—A. Of course the question
of the rate of freight comes in; six and sixpence a quarter is the-ruling rate to-day.
Those Canadian Government steamers can be operated as cheap as a tramp steamer,
apart from the question of marine insurance, which is a very large item. That is
the point I have advocated from the very commencement that the Government should
not pay a single dollar to any Marine Insurance Company for marine insurance; it
is foolish for them to be insuring their boats and paying 6 or 7 per cent to an under-
writer in London when they have a sufficiently large fleet to cover their own insur-
ance. If they had a certain amount passed to an insurance fund they could pay all
their losses out of that and not take any money out of the country at all. Anyhow,
with ports all over, and with more than 20 or 30 steamers, they would invariably
cover their own insurance and cover any tonnage loss. I heard that last year they
paid several millions of dollars for marine insurance.

Hon. Mr. Tessier:

Q. Who paid that?%—A. The Government paid Lloyds in London when they
should have debited the steamers with the insurance. They lost one boat, but the
underwriters, I believe, got as much again. The insurance ought to be eliminated
altogether, and written down to a point where they can compete. Suppose you have
your boats at $200 a ton, and write down the valuation to $100, which more nearly
approaches their value to-day; insure those boats on that basis of valuation, and do
the insurance yourselves. You could thus cover your losses, and pay your losses out
. of any premium you now pay, by debiting each boat with the proportion of insurance
from the fund. Those boats come into competition with other boats at about that
valuatien. Your cost then -would be the same. I don’t believe the statement that
was made by the department—that they can operate Canadian Government steamers
cheaper than British steamers, although that has been repeated over and over again.
I happen to own British steamers myself, which I am operating in Canada, and I
know that my costs are more than if they were under the British flag. Where they
get it, they probably forgot some accounts. If you take a certain proportion of the
expenses and forget the other, you have not concl}lded anything. They should be
complete; they should give reasons for it. There is only one disadvantage that those
steamers burn more coal in proportion to their size than a good modern tramp
steamer does. They are a little more expensive, consequently their earning capacity
is not so good.

Q. That is, they are cheap?—A. Ours are cheap as far as that goes. They are

good boats; lots of the boats are good types of boats, and others are bad; in fact,
they are ridiculous.
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By Hon. Mr. Webster:

Q. The large ones are good?—A. The large boats are good boats and can do
good service. I believe those boats could be of great service to Canada but you
cannot run steamers with a railway man. I don’t know anything about running

railways, but I have been in steamers all my life, and I would not undertake to run
a railway. ‘




By Hon. Mr. Turriff:

Q. Isn’t the posmon this—that they cannot expect to ps,y on the high oost?—--'“ 1

A. Yes.

Q. And they have to come in competition with the tramp steamers —A. Su.re.
Why shouldn’t they come in competition with tramp steamers in Canada, instead of
chasing all over for trade?

By Hon. Mr. Todd:
Q. There are a good many of them tied up%—A. As far as the operation of

Government steamers is concerned, you can give a great deal of credit to the people -
that are running them. You cannot put your finger on anything very gross; they

don’t make many mistakes such as anybody would that runs a line of steamers, but
taking it as a whole I would say that the department have run their steamers very
successfully. I think the Government steamers compare very favourably with the
run of the American steamers, but what T do say more than anything else, and what
T told Mr. Borden, was that to build little steamers when we have no trade for them,
when other lines have ships to suit their trade, is throwing money away. They are
sending those boats on the Atlantic. I think they should be employed on our regular
trades. They are being put on the line from Montreal to Vancouver, but I don’t
think it is good policy to send them all over the world—to Australia and India—
and take six months to take the round voyage. I think their costs are greater than
they should be unless they could get good ecargoes.

By Hon. Mr. Bennett:

Q. Assuming that this boat is ecarrying grain to England with a complete cargo,
two hundred thousand bushels, would it be profitable for her on coming back to load
with coal at Sydney for Montreal%—A. You have asked me a question now that goes
right down to it. I carried a cargo of coal from Sydney at 60 cents a ton on a ten-
thousand ton boat, and did not get my expenses out of it. It came from England, went
into Louisburg last week, carried ten thousand tons and delivered it to Montreal at 60
cents a ton; the shipper paid loading expenses, and I could barely get expenses out of
it. If it is a question of filling up time I would say yes.

Q. But on the question of making money so as to help the wretched outgoing —
A. I don’t think that she would make any money, because the type of boat that is
required for the coal trade is the single-deck boat, and not double-deck. If you have
tween-deck boats it means your coal is going to cost you a great deal more to handle

in and out. Single-deck boats can carry coal up to Quebec and Montreal and probably

pay their expenses, but they require a larger revenue, because they cannot be run so
cheaply as a large boat.

By Hon. Mr. Webster:

Q. A boat of that kind, with its easy trimming and easy discharge, can carry coal
cheaper from Sydney or Louisburg to Montreal than a tramp steamer or an outslde
steamer such as you have described %—A. Yes.

Q. That is the whole story%—A. There is not the revenue.

Q. And therefore there are steamers that are especially built in England for that

trade?—A. Yes, coal companies can charter at very low rates, that probably do not
return the owners much more than bare interest on the cost or on their value in
competition with me and others. T -might explain that matter a little further. If
you take a cargo of coal, it means that you have to clean your ship out. Now in
carrying grain you have to have what is called grain fittings, to prevent the cargo
from shifting. If you put a cargo of coal into that vessel you will destroy your grain
fittings to some extent, at any rate you will soil them, and the time lost in cleaning
and preparing for grain will take away whatever profit you make, so T don’t think it
is a profitable proposition.
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g Q. Is it not a fact that to your knowledge to—day there are many steamers that
~ are not making money, and in fact many that are in financial difficulties, so that the

~ fact that the Canadian Merchant Marine is making no money to-day does not
necessarily mean that the steamers have not been properly operated, but that they
are up against a condition of trade to-day that is general all over the world?—A.
They are mno.exception; it is the general rule. In the shipping trade all over the
world you cannot find any trade that is profitable.

By Hon. Mr. Tanner:

Q. Did I understand you to say that you thought the extra railway rate ehmmated
Halifax for grain shipment?—A. Yes, the extra distance from Halifax to Montreal as
compared with Portland, with which t-hey have to compete on even terms, will result
in every bushel of grain losing money heavily to the railway on account of the long
distance it has to be carried.

By the C’hmrman

Q. I notice you are always referrmg to cargoes from Montreal what about the
Transcontinental from Winnipeg?—A. The Transcontinental from Winnipeg is a
direct line to Quebec which is much shorter than it is to Montreal. I do not see why
the grain should not be shipped by rail from Winnipeg to Quebec, but there is this
difficulty to overcome; the grain is shipped, first of all, from the farms to the elevators,
and it is bought by the millers or by the exporters, and as soon as it goes into the
elevator the farmer invariably loses his interest in the grain, having sold it to
someone else. The farmer is interested in getting the largest amount he can for his
grain, and he may hold it for a while, but he must sell it to somebody else while it is
in Canada. Probably the farthest it will get from the farmer’s interest will be in the
Fort William elevators. There is an elevator capacity at Fort William and Port
Arthur for 40,000,000 to 50,000,000 bushels. The grain accumulates there in the
5 winter months, and the elevators are very full at present because the grain has been
¥ coming down during the winter, and it is being distributed now—the grain that was
' gathered last fall. Whether it is wise to keep it over is a question, but the shipper of
g the grain, that is, the exporter, buys the grain at Fort William. He gets the
quotation at Winnipeg, probably, or at the Fort William price. He can buy it at
Fort William for that price, or at Winnipeg for that price. Now, he has the privilege
of shipping that grain either to Montreal or Portland or St. John or Halifax, or he
can send it down to Buffalo. When navigation is closed we eliminate Montreal and
Quebec altogether. He has certain lines of steamers that are available from St. John
and Portland; he has certain lines of steamers that are available from New
v York. Now, there are three times as many steamers available from New York or
Baltimore—and Philadelphia to some extent—than there are from Portland and ‘St.
John. At St. John we are limited to what lines? The Cunard line, the C.P.R., the
Furness line to Manchester, the Donaldson line to Glasgow—only four services
out of St. J o}m, and there are practically four similar services out of Portland. He
has to send his grain to those particular ports if he is going to ship it via St. John
or Portland. If be ships it to Buffalo the grain ceases to be Canadian grain altogether:
it loses its identity; it can be sold in the United States for milling purposes; it can be
ground into flour, or it can be exported; but it is never exported from a United States
port as the identical grain. It is shipped as Canadian grain, and they call it
Canadian grain, but they don’t get a Canadian grain certificate with every bushel of
it that goes abroad.

By Hon. Mr. Bennett:

Q. Is it shipped from Buffalo to New York in bond—the Canadian grain?—A.
Yes.
43403—4
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Q. Then how does it lose its identity %—A. Because it goes from one elevator to
another and is mixed with American grain. The grain shat is in an elevator in Buf-
falo is not all Canadian grain, but all the grain in Fort William and Port Arthur is
Canadian grain. There is no American grain in those elevators, but when you get to
Buffalo you get it mixed with American grain, and it goes down in bond, say, to
Philadelphia, but it does not come out as the identical grain.

Q. Would the Canadian shipper guarantee in Buffalo that his grain was main-
taining its identity as Canadian grain?—A. No.

Q. Why so?—A. Because he cannot guarantee that he will have the identical
grain in New York; it may be somebody else’s grain.

By Hon. Mr. Webster: 5

Q. We have a certain grade?—A. Yes; but the American grades are different;
but the grade of our own is given.

Q. In Fort William the identical grain goes into the vessel?—A. Yes, but the
grades you have in Canada are higher than they are in the United States. I have
seen grain shipped from New York that was supposed to be first class grain, that was
in the most disgraceful condition. I don’t wonder at the people objecting to grain,
because it was full of dust and all kinds of stuff, and that was Amreican grain that had
passed inspection, but it would never pass in Montreal.or St. John. What I say is that
every bushel of grain, when it goes to America, loses its identity as Canadian grain;
and that is a detriment to Canada, because the American mixes it with American
grain. That is what the Government should impress upon the farmer—that while he
gets the price in 'Canada, and wont get any better price than the current price from
day to day—where the farmer can benefit is to have the grain sent to our Canadian
ports, and carrying the grain as Canadian grain from our Canadian ports.

By Hon. Mr. Bennett:

Q. Can you make any suggestions how Canada should endeavour, in the winter
months, after Montreal port is closed, to consolidate as much of the north west grain
trade as possible through Portland—because if it goes through Portland it is going
over a ‘Government railway?—A. That is a point I have advocated from the very
commencement. 1 say you should use Portland, because it is the cheapest port, its
terminals belong to the Grand Trunk a Canadian railroad, and ninety-nine per ‘cent
of the export of Portland is Canadian, the terminals are under the control of the
Grand Trunk, it is just as much a Canadian port, from an export standpoint, as St.
John and Halifax. It is simply losing money for sentimental reasons when we do not
use Portland as our best port, where we can compete with any other port and make
money for the railways. No money is to be made in carrying grain by endeavouring
to run it uphill a few miles further. Portland is the best port on the Atlantie, bar
none, for export of grain. I have operated personally from Portland for a number of
years. I have elected to run from Portland without a subsidy rather than go to St.
John with a subsidy on account of the danger of navigation.

By Hon. Mr. Webster:

Q. But if all our exports were taken away from St. John, it would seriously
affect Portland?%—A. No; I maintain that we are not developing our ports to the
maximum of their capacity. St. John gets nothing in the summer time, and Portland
gets nothing in the summer time. It would be infinitely better to allow our western
grain to go to Portland rather than New York and Baltimore and Philadelphia—I
am only specifying the particular port we are interested in.

Q. But if the same effort that was used to build up Portland was expended on
the St. John and Halifax in the winter months could we not build up St. John con-
siderably, and have the circulation of money and the disbursements of the steamers
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and everything else that goes with it, in a Canadian port rather than an American

‘port?—A. Certainly. You are putting as much business over that road as your faci-

lities will allow. You could increase your business in ‘St. John, but you are not going
to get the same effectiveness as you would in Portland.

Q. Effectiveness in what way?—A. The spending of money is a matter of the
ocean steamers. Of course, in operating our own Canadian steamers, you would not
run them from Portland if you could run them from St. John; but if I could run a
steamer and get better facilities I would rather run from Portland than St. John.

Q. But we must patriotically look to the building up of our Canadian ports?—
A. Oh, decidedly. )

Q. Is it not our duty to find out the reasons, and build up the Canadian ports

‘both in summer and winter, rather than encourage the traffic to the American ports?

—A. I agree with you.

By Hon. Mr. Todd:

Q. If you speak of American ports, Portland is a natural shipping point for all
western grain. Let us send it to Montreal; St. John has done two or three times as
much steamship business as Portland?—A. That is not in grain. I was specially
comparing grain. St. John is doing a &ood business, and of course we are getting
over the difficulties we had twenty years ago. Your rails are better, your facilities for
getting in and out of port are considerably better. I remember when there were no
lights efficient out of St. John, N.B., and when there were no good lights on the St.
Lawrence.

By Hon. Mr. Webster:

Q. Would it not be possible for the railways to give a through bill of lading for
a parcel of wheat to Winnipeg or Fort William, so that the farmers would know that
it would be their identical wheat that would be delivered in Winnipeg, then the rail-
ways would take care of that over Canadian railways and Canadian elevators and
terminals, and shipping by enlisting lines or the Canadian Merchant Marine, for
whatever tonnage was available, would it not be possible to put that identical

‘Canadian wheat right from Winnipeg to Liverpool on a through Bill of lading %—A.

The system of through Bills of lading have never been extended to grain shipments.
I have never known any grain to be shipped on a through bill of lading; but when we
were operating at Quebec and wanted to get grain to Quebec one of my stock argu-

ments was that I would guarantee the identity of ‘the grain from the west as being :

the same grain, and when they asked me how I, could do it, I said, “simply because we
have only one shipment going. through that elevator, and it cannot be any other.”
So I got some people in Duluth to ship a large quantity of grain because they knew
that it was going down to Quebec and had to go into my steamer because there was ne
other steamer and no other grain in the elevator. So it was not difficult to guarantee
the identity. From the standpoint of importer that was a very important point
because he buys his grain by a sample or by grade, but he wants his grain kept separat(:,
fro‘m. somebody else’s grain. If a man buys his grain in Winnipeg instead of Fort
William, naturally he would get a local bill of lading. I don’t konw that he could
get a through bill of lading-unless he puts the name of the steamer that it is going to;
but then he presumes that it is going to be carried to Quebec by rail, and you cou](i
Put a through bill of lading by the Canadian Government Merchant Marine if you
1ssué_>d to & shipper in Fort William a through bill of lading per C. G. M. M. to its
destination. I don’t mean as a local shipment only, but the C. G. M. M. can make
that throu'gh if it is an object for a man in Winnipeg or Fort William to have a
through bill of lading. The Canadian Government line steamer will 1ift that from

Queébec to its destination. In that way it wi
s A y 1t will be an advantage to the st Y
a through bill of lading. v sgaina davagh
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Q. In other words, the railway or steamship company can grant you a rate through
from Winnipeg to Liverpool at 50 cents or 55 cents a bushel, assuming that the rate
from Winnipeg to Quebec is 30 cents, including terminal charges, and 20 ecents a
bushel from there—A. If the shipper would realize the advantage that he would gain
by that it would be tremendous.

Q. Can you suggest why they won’t do that?—A. The reason is this. The man
buying his grain in Winnipeg applies for a through bill of lading, making it payable
in Liverpool, and instead of paying his freight to Quebec and then the freight to
Liverpool he would calculate and collect freight in Liverpool. If he would make the
through bill of lading the payment would be made in Liverpool for freight against
the payment of his grain, and he would not be out the cost of transportation from
Winnipeg to Quebec. :

Q. Why will they make a through bill of lading from Liverpool to Winnipeg
going west, and not grant a through bill of lading going in the opposite direction?—
There must be some reason?—A. It is rather complicated, but I think I can explain
it in a few words. Our regular line steamers from Liverpool have always been under
the regulations of the North Atlantic Steamship Conference; and as long as I can
remember, 30 or 40 years, all the lines of steamers have been taking their freight from
Liverpool, London, Glasgow or the continent, and the freight has been fixed by the
North Atlantic Conference. That Conference consists mot only of the steamers
coming to Canada but the steamers coming to all ‘the American ports, I might say
all the west coast ports—that is to the east coast of America, and competing ports.
Naturally the terms and the rates are fixed by the people who have the biggest pull.
Now, take the Cunards with all their ramifications, or the International Mercantile
Marine naturally the officials of that line will say, “we want a rate of freight to so
and so0,” and they fix that rate of freight not in the interest of their lines that
operates to Canada, but in the interest of their lines that run to the United States—
because where they run one steamer to Canada they run three or four to the United
States. That has always been the case and the Conference rates have always been
fixed on the other sile, and the shipper can either pay that rate because he cannot
do anything else; there is no question of competition. These rates are always fixed
on the basis of the North Atlantic Conference. When the C.P.R. came into existence
and took oyer the line that I was operating they said, “we are not going into the North
Atlantic Conference,” but inside of twelve months they were in the Conference, and
thiey have been in it ever since. We used to call the rates, as fixed by the Conference,
the “Conference Bible,” because the rates are fixed. That tariff naturally does not
favour Montreal as a terminal port, if the intersets of New York or Boston or
Philadelphia are paramount. The lines mever have recognized Montreal if the
interests of the ports of New York were paramount. Now, it must be paramount,
because vou have the Reford line to-day—which is the Agency of the Cunard line—
that has only one or two lines out of Montreal, but they are subservient to New
York and Boston, which are infinitely more important to the Cunard Line. Take
the C.P.R., which made an arrangement with the Conference whereby they obtained
a certain guaranteed number of passengers from the Continent at a fixed rate rather
than compete. Now, in order that they could get 1,000 passengers at the then going
rate, they said, “Alright, the other is subservient, and this is more important to us,
we will agree to whatever the Conference fixes.”” They did not fixe the rate, but

they fixed their own through rates to western points, which was far more important.
If they had a cargo for Toronto or Hamilton or Winnipeg they would take that cargo
and give the western men the rate of freight in competition, because they wanted the
long haul, and the western people have benefited to some extent on that basis. It is
not all a disadvantage, but sometimes—and very often—it works against a competition
for New York or Boston; but the rates are always fixed on the Conference basis.

-
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" The same thing applies to-day. It is a foolish thing that our own Canadian Govern-
" ment, instead of getting their own agents or independent agents on the other side,

confine their steamers to the “Cunard Lines” in Liverpool, and the Cunard Line are
the agents. How are you going to get western-bound cargo if your agents are agents
for the competing line, and own the competing line?

By Hon. Mr. Turiff: :

Q. Are not the Canadian Government steamers also in the North Atlantic Con-
ference—A. T would not like to say they arve. }

Q. T have been told they are?’—A. T believe the rates agree, but there has been
some dispute about rates. I think I broke the rate last year, because I went to the
agent in London and said, “it is ridiculous, you asking 80 shillings a ton for that
cargo; it won’t stand the trade; but if you bring it right down to a reasonable figure

T think I can get you the business,” and they brought the rate down. But it was

infinitely better to get that cargo rather than block the business, and get a good
revenue out of it. "A great deal of our west-bound business coming from England
has been prevented by the higher rates of freight, comparatively, that have been
charged by the Atlantic Conference. A man in New York that has fine goods to
bring out can afford to pay a higher rate for his fine goods; in fact he does not care
what he pays so long as he can get the service; but that is not just, why we should; be
obliged to charge our people the same rate to bring this freight going to New York
and thence to Montreal. There was a time when all the fine goods to Toronto came
out by New York; we could not get a ton of that because they wanted the fine goods,
and wanter them in a certain time, and they paid the extra cost.

By Hon. Mr. Bennett:

Q. Assuming that agents from Chicago should go to a market and buy one or two
millions of bushels of grain, are there men in England who have the grain in lots of
one, two and five million bushels and take it over there at any time they can place it
there?—A. The shippers now are invariably the agents of Tondon concerns. We
have very few grain.exporters in Canada. There are in Winnipeg agents of big
firms that will buy 50 million bushels over the year if they can get it.

Q. Would it be possible, now that Canada owns the Canadian Northern Railway
and a line of steamers, to give a through rate to Great Britain either from Montreal
or Quebec or Portland, so that there would be no loss of identity of the grain?—A.
Yes; I think they would prefer it as a matter of fact. It is a singular fact that
vears ago we had in Montreal ten or twelve shippers, but to-day we have only one or
two, and in fact those are in and out—they are not in very often—but they come in
occasionally and bill a few loads of grain; but if we want to buy grain to-day we
go down to New York and get the agent of one of the big English companies. Nearly
all the grain is picked up by the representatives, not in Montreal, but in New York,
of those companies, who telephone to one firm, and one firm has booked up 75 per cent
of all the grain that is exported and gets a small percentage, but he is not an exporter.

Q. Then Canada, owning those railways in the west, and being able to fix a low
rate to the head of the lakes, and get what available shipping there is, if they get it
at lake ports on the Georgian Bay during the operating season, let it freeze in, and
let the vessels there hold it, which would dispense with the elevators, then, having
their lines to Montreal and Quebec until navigation is closed, could they help to get
a really close-cut rate for shipping from Portland, which has a Canadian railway,
too —it may be sentiment, but Canada owns the Portland division, the same as the
Canals—A. It does not make any difference so long as you can make it attractive
to the shipper. He is the importer both in England and on the continent, and they
have representatives that buy the grain, and when they buy the grain they get
instructions whether it is to go to London, Liverpool, Glasgow, or'wherever else it is
to go.

L]
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Q. Then, take the big buyer in England of from one to five million bushels of
grain, can he hope to get as close a rate from the head of the lake, or from any point
west, through to England by a thoroughly Canadian system as if he took it to Buffalo
and then over different railways and ship compames?—A I think he would prefer it
every time.

By Hon. Mr. Webster:

Q. Would it not be to the advantage of the farmer as well as to the people of
Canada that a system of through rates might be arranged and enforced so that Canada
would benefit by the through railways, through their harbours and through their
steamers, for the carrying of this grain?—A. Yes; I think that every fraction of a

" cent that you can save in the cost of transportation, either on the railways or on the
ocean, is going to benefit the Canadian farmer, because it comes right back to him.
It is a question of the cost of transportation, and that of course affects the amount
that he is to receive. I maintain that even a cent a bushel or half a cent a bushel
saving by making our Canadian routes the cheapest would not only make it cheapest
to maintain them, but if we can handle this grain in Canada why should we let it go
down to the States? 1 think we can handle a great deal more, and I don’t think it
would be detrimental to the country even if we lose a little by the railway and by
having the steamers on both sides of the Atlantic. If you want to-ship the grain you
can ship it not only from St. John and Halifax, but also Vancouver. I have always
been a very strong advocate of the shipment of grain to Vancouver. Ten years ago I
wanted to go to Vancouver to start business there, because it was only 700 miles to
the west, and all the year round, and having the advantage of the Panama Canal, but
they would mot build an elevator.

By Hon. Mr. Bennett: °

€. Assume that two boats are put in commission for the whole season for carrying
grain from the head of the lake, one carrying grain for export to England all summer
through, or when it is available, and then by rail; the other one being placed for
shipment to Georgian Bay ports; the one that plies between Fort William and
Georgian Bay ports will make two trips in comparison with those at Buffalo, on
account of the detour?—A. Yes, I remember it quite well.

Q. In the fall of the year not only is there a delay to the boat for Buffalo on
account of the slowing down from Sarnia to Detroit by the narrow channel, but
by reason of fogs and all that sort of thing, big ﬂeet= are held up there altogether?—
A. Yes.

Q. Have you ever heard the difference—I think they make three trips as against
two?—A. Yes, I have not only heard it but I have done it myself, because I started a
line of lake steamers one season that ran from Depot Harbour to Fort William in
preference to running to Montreal and Quebec on those steamers.

Q. And it proved itself =—A. Well, it stands to reason; it is very simple for you
or anyone else; you have the distance from Fort William to the Soo and from the
Soo to Midland or Depot Harbour, which is a fixed distance, and which can be made,
say, within 24 and 48 hours; and you have only to go through one lock, and you have
the open lake from Fort William to the Soo, and the open lake—except the St. Mary
River—from the Soo to the Georgian Bay port. A boat that comes down to Port
Colbourne has got to come through the Detroit River. Now, the delay and the danger
of coming through there lengthens the time of the boat; she cannot go full speed; the
vesnlt is that the time is longer in making that voyage. If she wants to make the
maximum number of voyages she will naturally go where there is the least resistance.
The boat that comes through to Montreal, when she leaves Port Colbourne, comes

through the Canals, which takes her nearly as long to come down to Montreal from
Port Colbourne as it does to come down to Port Colbourne, because she is canalling
nearly all the time.
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- . By Hon. Mr. Willoughby :

Q. How would the rates compare?—A. The rate from Port Colbourne and
Georgian Bay route ports are generally about the same; it used to be one and a half
cents to Depot Harbour and to Midland and one and a half cents to Buffalo. The
reason why it was profitable to ship to Buffalo instead of to Depot Harbour was that
you had a west-bound cargo of coal on the inland route from Buffalo and New York
to Depot Harbour to Montreal, or practically the same, so they had to compete, and
the same rate on freight or corn, it used to be one and a half or two cents to Depot
Harbour, and a very much larger boat can discharge there.

By Hon. Mr. Bennett:

Q. Assuming that a month later than now we were at Detroit, what proportion
of the vessels going up would be carrying coal?—A. I could not answer that question
at all; T am not sufficiently acquainted with the export.

Q. Is it a fact that the big fellows of the steel trusts do not hold back at all,
so that there is not much with return freight?—A. I don’t think so. -

Q. Has it not been a reason that they can make three trips from a given point in
Lake Huron as against Buffalo?—A. I think it is quite feasible, quite practicable.

Q. I noticed in a clipping on Saturday that a ship went down from Fort William
to Port Colbourne in 29 hours; figuring it to Midland it would be very much less?—

A. Yes.

By Hon. Mr. Willoughby :

Q. I would like to hear about the Panama route?—A. I am very strongly in
favour of the Panama route from the west, and always have been. I believe that the
Panama Canal is going to open up our West, and that we have not taken advantage of
it. Unfortunately the war came on just at the time that the Canal was developed;
but I went out to the far east for the Grand Trunk in 1910 and made a report on the
Pacific trade, and alsé the progress of navigation via the Panama Canal. I think
that if Prince’/Rupert were developed and had elevator facilities, and Vancouver,
that we would be able to handle a large portion of our grain, particularly in the
winter months, via that route, that now goes via Buffalo, as cheaply. It has to be
as cheap, otherwise the business would not go that way. ;

By Hon. Mr. Turriff:

Q. I understand that a large cargo of wheat was shipped via the Panama Canal
from Vancouver quite lately, contrary to the views of many that wheat could not be
shipped in bulk on account of the warm water affecting it?—A. Yes, there was
an account of a steamer that left Vancouver and delivered a cargo in London in five
or six weeks, and there was a splendid lunch given on the steamer, and they were
congratulating themselves on having carried grain from Vancouver via the Panama
Canal in forty or fifty days. It reminded me of my first day in business in 1873,
when a sailing vessel came from San Francisco with a cargo of grain in 120 days
and delivered it in Liverpool; that was over forty years ago. We are somewhat
behind the times when we question the feasibility of shipping grain via Panama,
when forty years ago we were shipping grain in sailing vessels around the Cape.

Q. Was that- grain in bulk?—A. In bags, and there is more heat in bags than
in bulk grain. That vessel came around Cape Horn, I remember; it was my first
recollection, of the Glory of the Seas coming in. I saw that vessel discharge her
cargo in 1873; and yet it took us till last year to decide whether it was possible to
ship grain via Vancouver. But, mind you, that vessel not only went to Vancouver,
but from Vancouver to San Francisco, and from San Francisco to New York and
some other ports, instead of making a direct passage in thirty days;.I think sae was
thirty-five or forty days on the passage. It is possible to make our voyage im thirty
days, and the longer the voyage the better the shipowner likes it, because we can
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carry freight cheaper, in proportion, for 6,000 miles than for 8,000 miles. We have a :

fleet of Canadian steamers that are technically adapted for west coast shipping via
Panama Canal, and there is no reason why our grain should come 1,500 miles when
it can go 700 miles west and be carried across by our own steamers. Someone may
ask what would be the adyantage of service from Vancouver. They say you cannot
move trade. As a matter of fact, if you can cheapen trade, reduce the cost of ship-
ping, the shipper does not care whether it is Vancouver or New York or Hudson
Bay. If there is any one scheme on which the Canadian Government have wasted
money it is the Hudson Bay. I had somthing to do with that, too.

By Hon. Mr. Willoughby:

Q. Suppose a cargo were shipped by the Panama route, what would be the
prospect of return cargoes?—A. There would not be very much return cargoes, but
if you could ship your cargo from Montreal to Edmonton all-rail, charging a very
high rate for that long haul, you could surely send it from Vancouver to Edmonton
on the short haul and deliver it at Edmonton at a less price than you could via
Montreal.

By Hon. Mr. Bennett:

Q. What is your knowledge of movement of grain where the Grand Trunk and
C.P.R. brought grain from the upper lakes—the volume in bushels? When the
Kansas wheat comes in, and the corn is moving rapidly, the Grand Trunk and C.P.R.
could give a better rate to bring it through the lake ports to Chicago and then dis-
tribute it to the eastern states—A. The Grand Trunk always had the advantage
over the C.P.R. in that respect.

Q. Did that mean a large volume of trade?—A. Yes, but then they distributed
it over their own lines; they have the Central Vermont and lines in the east, so that
they were a favourable factor in that business.

Q. Were they in a favourable position for Buffalo?—A. Yes.

Q. In view of the statement that one-fifth of the labouring men in Canada are
employed on the railways that trade would be advantageous in that respect, even
if we lose it in Montreal %—A. Yes.

By Hon. Mr. Watson:

Q. At the risk of repeating the question, can you give us an idea of what the
Canadian wheat shipped by all-Canadian route is worth at a premium in Liverpool
compared with grain shipped through American ports?—A. I made that point very
strong, that by retaining the Canadian grain through Canadian ports the shippers,
the importers, always prefer our routes, and will give our wheat the preference, and
in time I believe even pay more.

Q. Will you say how much?—A. I won’t say how much, but he w1ll take it on
even terms at any time.

Q. Some years ago I found that the Liverpool grain exchange would aceept
Canadian grading, and was told by one of the largest shippers in England, “You
have a man in Canada named Davie Horn, and his certificate is A-1 in Lloyds.”—
A. Absolutely

Q. And this man added, “We will buy Canadian grain on Canadian grain
certificate, and we never have had any trouble, but we have to inspect grain routed
through American ports?”—A. They know what they are getting when they buy on
Canadian inspection, but they don’t know what they are getting when they buy on
American inspeection.

After discussion, it was decided to investigate railway rates on freight, calling
Mr. Hayes, Mr. Vaughan, both of the Canadian National Railways, Mr. Scott and
others.

The Committee adjourned at 1 o'clock until 8 o’clock p.m.
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EVENING SESSION

‘The 'Committee resumed at 8 p.m. on Wecinesd!a‘y, Aprii 27th, in Room 368.

The CramMAN: Mr. Hayes, Trafic Manager of the Canadian National Railway,
will be here next week, and he would prefer to wait till next week, when he.wjll have
perhaps better information to give us. He suggests that we should mlso invite a man
from the Canadian Pacific Railway and one from the Grand Trunk; he mentioned
Mr. McInnes of the Canadian Pacific Railway and Mr. Dalrymple of the Grand
Trunk.

Hon. Mr. MoCorr: Mr. Hayes suggested that we call Mr. Crerar, who had per-
haps more knowledge of swestern conditions. i :

The CuamMaN: That is about transportation. Mr. Crerar might be very valu-
able. T was speaking of rates, and Mr. Hayes suggested those names on that subject.

Hon. Mr. McCorr: I think we should have a grain expert—a man who is dealing
with grain every day in the grain markets of the world—if such a man could be found.

The CuamMan: I think we will get those three railway men on Wednesday of
next week at 10.30, then you might call whoever you wish. On the request of Mr.
Tessier, I intend to get Mr. J. G. Scott, of Quebec, as he is very well versed in har-
bour and railway matters. Now I suppose you will all like to hear Mr. Harling fur-
ther on this question.

Troyas HaARLING, recalled.

By Hon. Mr. Webster:

Q. We deferred the question of Marine insurance, and you were to give us some
information on that; then there was the question of grain elevators and terminal
facilities generally, whether they were sufficient for handling ocean steamers. Per-
haps you might deal with insurance first%—A. The question of Marine Insurance has
always been a very sore point in the St. Lawrence shipping trade, and for quite a
number of years agitations have been started in favour of obtaining a reduction in the
rates from Lloyds, in London, who control the Marine Insurance practically of the
world. All our steamers belonging to the different lines are insured either at Lloyds
at London or by the Marine Insurance Companies. There is a distinction between
them and Lloyds. Lloyds are private underwriters, individual underwriters, and the
companies are doing the same business, but as companies. They insure the vessels
and the cargoes practically all over the world, and their rates are the basis of Marine
Insurance rates everywhere. In New York during the last few years quite a number
of new companies were formed and they are insuring American ships and American
cargoes. Their rates are based upon Lloyds rates. As I explained this morning,
while the Marine Imsurance on the steamers themselves are what are called annual
policies, that is to say, the ship is insured from a specific date for the whole year
round—usually from the 18th February to the 18th February of the following year—
the rate on the steamer is fixed from a base rate which includes all the world over in
what we might call favoured loealities, that is, ports that are well known and con-
sidered to be safe for navigation purposes of the ordinary type of vessels. Then there
are exceptions. IFor instance, in the 'St. Lawrence a higher rate is charged on every
vessel trading through the St. Lawrence, because it is considered an undesirable rigk.
In Montreal we have always endeavoured to prove that we ought not to be outside of
the range of the ordinary policy. We have made that point, and the reply of the
underwriters has invariably been, “ When you can show us that the accidents in the
St. Lawrence prove that the navigation is safe, then we will reduce our rates of insur-
ance.” As a matter of fact, during the last 20 or 25 years we have spent, I suppose,
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$20,000,000 or $25,000,000 in improving the navigation of the St. Lawrence; and

every recommendation made by the underwriters has been carried out by the Cana-

dian Government at their own expense; yet the underwriters have never made any
substantial concession off the extra rates which they charge for the St. Lawrence,
even up to the present time,

By Hon. Mr. Bostock:

Q. How do they explain that?%—A. They claim that the risk of fogs and ice in
the early part of the year and also in the late fall makes navigation dangerous. Now,
we have not lost a steamer in the St. Lawrence limits—total loss—for some time; but
unfortunately there have been losses outside, of Halifax and outside of St. John. But
the navigation of the 'St. Lawrence from Father Point to Montreal has been made as
safe as it is possible to make it. ] : 4

By Hon. Mr. Bennett:

Q. What about the collision of the Empress of Ireland?—A. That was below
Quebec. That was a pure accident—an accident that might have occurred anywhere.

Q. Has there been any since then?—A. Practically none. There have been minor
accidents, but no serious accidents. The suggestion made by the underwriters in the
early days—I am going back now quite a number of years—was that our lighting was
insufficient. It was; but that has been absolutely remedied. Our buoying system was
inferior; that has been remedied. Night navigation between Montreal and Quebec,
which was considered impracticable 20 years ago, is now in full use, and ship captains
will navigate the river between Montreal and Quebec by night as well as by day. All
that has been done at the expense of the country, without any corresponding reduc-
tion in insurance rates. Some ten years ago when Mr. Brodeur was Minister of
Miarine, and Mr. George Washington Stephens was the Chairman of the Harbour
Board, an effort was made to induce the underwriters to make some concession. Mr.
Stephens spent some considerable time in London, and Mr. Brodeur was in London
at the same time. We interviewed the Committee of Lloyds, but we were never able
to make any progress. However, I think the blame is our own rather than the under-
writers’ because if you tackle a subject and then drop it of course naturally the under-
writers are not going to make any move. The move should have been made on this
side, but no continuous effort has ever been made. Naturally it is a technical subject,
and there are very few professional shipping men, even, who understand the Marine
Insurance question and who can answer the questions put to them by Lloyds. Mr.
Brodeur and Mr. Stephens and I thought that question out, and I made this sug-
gestion: I claimed that the extra Marine Insurance rates charged upon Canadian
shipping and Canadiaan cargo was more than sufficient to pay the losses at any time
during the season of navigation, and that they were really making a profit of the
excess rates. It was a very difficult thing to estimate what those premiums of insur-
ance amounted to, because it is not a fixed rate; the rate varies according to the com-
modity and according to the time of year; but I took a valuation of all the steamers
in the regular line and put down what I considered would be the amount to cover the
premiums that the steamship owners themselves paid. Then I took the value of the
export cargo as, a basis of the rate that would be paid on the cargo—of course the
valuation for insurance is based upon that value—and I took the average rate on
that cargo as a basis for calculating what premium that cargo represented would cost.
Allowing an ample margin, I figured out that we were at that time paying something
like $1,500,000 more than the losses amounted to in a year. Naturally the under-
writers would not accept my figures, but there Were no other figures available, and I
don’t know that anybody else ever tackled the subject from that standpoint. It is a
question of payment for services, mainly. The underwriters say, “ We are entitled to
2 per cent or more on the steamers, and we are entitled to a fluctuating rate.” The
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] ﬂfssue was this—that where they would charge a rate to a merchant all the year round

from New York, Boston, Philadelphia or any port, and give them a floating policy,
and permission to ship by any steamer or line of steamers, that policy was good for all

~ the cargo that was shipped at any time, almost to any value, whereas in Canada there

~ are very few companies that have got the rate even for the whole season. For instance,
they may have a rate that will run from May to'the end of July or August, or they
may have an average rate over the season; but if they take the average rate over the

geason I think I am within the mark if I say that the premium is 50 per cent more,
on the average,.than it is out of New York under the most favourable conditions.

By Hon. Mr. Bennett:

Q. What is the percentage of increase over what we call the normal rate when the
vessel plies up the St. Lawrence?—A. When we pay tlie base rate out of the syndicate,
of 6 per cent, we pay 2 per cent more if we exclusively deal in St. Lawrence. I am now
paying 9 per cent insurance on a steamer trading between Sydney and Montreal
because she makes two or three voyages a month when she is running in that trade.
That vessel alone pays on her valuation $20,000 or $30,000 for the season’s navigation,
extra insurance. y

By the Chairman:
Q. Extra?—A. Extra.

By Hon. Mr. Bostock:

Q. What do you mean by extra insurance?—A. The extra premium that is charged
over the base. Take a steamer that wants to travel all over the world. We will insure
.~ that vessel for 6 per cent; but if that vessel enters the St. Lawrence or any Canadian
port, she is entitled to pay-an extra rate. If she makes one voyage to the St. Law-
rence and does not come again they will probably charge her one-half of one per cent
for that special trip. If she makes a voyage after the 1st of October it will be one per
cent for one single trip. I¥ she is trading during the whole season up to the close of
navigation, it is two per cent on her value. That is quite a large amount, for of course

the value of a steamer is very considerable.

By Hon. Mr. Webster:

Q. Is there any reason why there is no united effort to get our basic insurance
on a more equitable footing ~—A. It is a question of effort. No one has ever tackled
the subject with a view to securing it. We have all kinds of plans from shippers and
merchants, and T have had them from shipowners, and have thought this question out
myself, but there has never been any decided effort to abate the disadvantages.

Q. In the interests of the Canadian trade could not the Government be asked to
co-operate, take some part?—A. Yes. Mr. Brodeur at that time went with us to
Lloyds, and he naturally had not studied the subject and could not discuss it very well.
They told him, “ When your accidents are reduced, then we will reduce the insur-
ance.” We said, “ But, gentlemen, we have done exactly what you have asked us to
do in the way of buoying and lighting; is there anything else you can suggest that we
should do?’—and they had to admit there was nothing to suggest whereby we could
improve the navigation. The only think they suggested we might do was to dispel
the fog and the ice, and thus make the navigation safe.

Q. From your experience the record of the Canadian trafic is fairly free
to-day from those difficulties that may have existed some years ago?—A. Oh, yes,
absolutely.

Q. Therefore the matter ought to be taken up?—A. 25 years ago, when I
made three total losses in one year in Canada, there was some justification for it,
but at that time our lighting system was inefficient, and our buoying system was
very inefficient, whereas now it is as good as it can be made.
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Q. The Government has subsidized a wreckmg plant and company on the St.
Lawrence; now, with that efficient method which they have for ralsmg steamers to-
day, should not that assist?—A. Absolutely, yes.

Q. As I understand it, there are no serious black marks against the St. Lawrence

route for the last few years?%—A. Actually you can go back nearly ten years.

Q. The old steamers that got on the rocks were all successfully floated and brought
in to the harbour?—A. There was a complaint made years ago that we had no efficient
appliances for handling a vessel when she went ashore. Now, the plant that was
available was Davies’ plant in Quebec. Davies’ had a very good wrecking steamer
called the “Lord Stanley”, and she went down to any vessel that was in trouble, but
it took a week to get the vessel down to the wrecked steamer from Quebee, say, to the
Straits of Belle Isle, or the steamer that was ashore in’ Nova Scotia and New Bruns-
wick. There were no wrecking appliances below Quebec.. It was suggested that we
should have one at Gaspe. There is another wrecking plant now at Sydney, that serves
the Nova Scotia and New Brunswick coast. I always held in the early days that
those salvage vessels should have been maintained entirely at the expense of the
Government; that we should not be compelled to make a bargain with' them for $500
a day when they were working and $250 a day when they were not working, and so on;
it was a private interest.

By Hon. Mr. BEXNETT: “’here is the plant kept?—A. Two at Quebec, and one at

Sydney.
Q. That is a subsidized company’—A. One is subsidized.

By Hon. Mr. Tanner:

. Q. Have the shipping men or the Government presented this matter to Lloyds
since the occassion you referred.to?—A. No, I don’t think, it has been actively
discussed since about ten years ago—I eannot give you off-hand just the year we were
over, but there was a record at that time, when Mr. [Stephens and Mr. Brodeur and
I were in London and discussed the matter fully.

By Hon. Mr. Willoughby:

Q. Is the cargo rate the same as the rate on the hull?%—A. No, the cargo rate
is so many cents per $100. The insurance on the steamer is valued at pounds sterling,
that is the English boats. The theory is the same, that is, the rate per cent, but on
the English vessels it is per cent on the 100 pounds, whereas in Canada the insurance
is per cent on the $100.

By Hon. Mr. McColl:

Q. How much will the extra insurance cost on a bushel of wheat, based on the
annual premium gnd the average number of trips the vessels would make each' season?
A. It is only a fraction.

Q. How much does it add to the cost of transportation per bushel of wheat?
—A. Tt is only a fraction of a cent per bushel, if you take it down to a bushel, because
it is $100 worth. If you take grain at $100, at a dollar a bushel, that would be in
round numbers 100 bushels, and the extra rate on a bushel would be a very small
fraction of a cent; I could not say what it would amount to without figuring it out.

Q. Then the extra insurance is not a difficulty in developing more business “down
the St. Lawrence%—A. Not to any extent. It is one of the difficulties, and the money
has to be paid, but it is spread over such a large amount of cargo and a number of
steamers that it does not, except in the individual cases I quote, of full cargo, affected
much; but in the work of an extra boat, that is where it taxes us. The owner who
will insure his vessel for a year outside of the St. Lawrence will not come through the
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8t Lawrence for a single voyage, because he has to go to his Underwriter and say,
“can I go to the St. Lawrence, and how much will you charge?” He would rather
go to Portland or to an American port, where the extra insurance does not arise at all.
Dozens of times I have met English ship owners who said, “count me out of the
Canadian trade; my vessels are not insured to go to (Canada, and T won’t go there.”

By Hon. Mr. Bennett:
Q. How many miles down the river is the dredged channel?—A. I suppose 50
miles below Quebec.

By Hon. Mr. Tanner: ‘

Q. I would understand you have a good case now to go to Lloyds?—A. I have
always thought so, but it is no use my going to Lloyds unless I have the backing.
T have taken this personally because it affected us in this way: as shipping brokers,
anxious to get tonnage to come to Canada, we wanted all possible impediments to a
free trade in vessels removed. '

By Hon. Mr. Willoughby:

Q. I think it might be well to put on our record just what insurance at Lloyds
means?>—A. The insurance is the Underwriting of the risk on a cargo from the time
it is shipped to the time it is delivered.

Q. Who constitute the insurers?—A. Individuals at Lloyds. Individual gentle-
men insure, say, 100 pounds on a risk; one man will have 50 names on his list, which
means that he has, say, 5,000 pounds; another man has a list of names, and they insure
for so many, and in the aggregate they can insure an unlimited amount. ;

Q. Just fellows who assume so much of the risk?—A. Yes. They report to Lloyd,
who underwrites everything, and he takes all kinds of risks, but his risk is generally
limited to 100 pounds.

By Hon. Mr. Webster:

Q. Those gentlemen never go near Lloyds?—A. No, never go near at all. Thae
chairman of Lloyds ten years ago took a great deal of interest in this. I was on the
council of the Board of Trade in Montreal in 1897-1898 when the question was first
mooted, and I went over every year to England, and I met several of the Lloyds

. people and know something of them personally, and frequently discussed the matter.

In fact, as soon as they saw me they knew I was going to discuss the disadvantage
of the St. Lawrence rate as against something else, but the chairman of Lloyds said,
“Why don’t you suggest something to us yourself, if you represent the Government?”
I said, “I don’t represent the Government; I am a transportation man, and I have
some interest in transportation, but the Government of Canada have done and are
doing everything they possibly can to reduce the risks in the St. Lawrence, and 1
think they are entitled to more consideration from Lloyds than they have received.”
The question was this: We wanted to get an equal rate; we wanted a rate of insur-
ance from Montreal equal to New York, so that our trade would not be at any dis-
advantage, either the imports or the export business, because on the high-valued
articles naturally the insurance adds considerable to the cost. I made this suggestion
at that time: If Lloyds and the companies will quote the same rate on insurance of
hulls and cargoes, and free the St. Lawrence as against competing ports of New
York, Boston and Philadelphia, that the Government of Canada should undertake
to underwrite the risk on the St. Lawrence. They did not want that at all. They
were not as confident as I was that the cost of those accidents could be reduced to

.an amount that we would be justified in paying them as a country. As we have

spent $20,00Q,OOO in improving the navigation of the St. Lawrence, I think we could
afford the risk of a total loss per annum—which would probably be the extreme
of our loss—and that wquld probably be $1,000,000; but instead of paying the under-
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writers to insure that $1,000,000, the Canadian Government should assume and pay
for the repairs or the loss of that particular vessel. Then their risk would commence
outside of Cape Race. We would practically be insuring the vessels within our own

limits, and I believe the country would be saved a great deal of money had they done.
so. Now, we wanted to find out what those repairs would cost, because the claim

was that the vessels damaged by grounding in the St. Lawrence, and their repairs
were made in England, and they had very large claims made. Well, I know that
they did occur; we have had vessels, but we never found out how much they cost, or
how much the underwriters paid. But if we paid for the repairs, even over one year,
we would then know what it cost; and over an average number of years we would
save a great deal of money, because we “would have equal rates with competing
points. Mr. Brodeur and Mr. Stephens at that time, while at first they didn’t
understand, said, “If your figures are correct”—I said I would not guarantee them,
but I think they are as good as can be made—“I think we pay them $3,000,000, and
they are making $1,500,000 profit out of their extra insurance, and I don’t th.mk

' they are justified.”

By Hon. Mr. Willoughby:

Q. I suppose there is no commercial possibility of Canadian companies under-
taking that insurance?—A. It would be too large. It must be spread over a large
number ‘of people. Attempts have been made to do an underwriting business in
Canada, but unless the risk is taken on a large amount, say up to $1,000,000 on a
ship and cargo, and that is covered, there is no reason at all why the country or the
individuals could not establish a Lloyds in Canada and do the business; but whether
it would be a commercial success or not would be a question.

Q. The difficulty would be to spread it over a wide enough field?—A. Yes.

Q. Do you know anything about the insurance on the lakes?—A. '"They pay a
large premium, but the risks have been very considerable on the lakes, and the losses
pretty considerable in previous years, although to-day they are not anything like
they were years ago.

By Hon. Mr. Bennett:

Q. It is covered from the United States?—A. No; it is written in the United
States, but for English accounts. Nearly all the insurance on the Great Lakes,
while it is written in Cleveland and New York, 90 per cent of the insurance is
covered by Lloyds, as I know.

By Hon. Mr. Bostock:

Q. How do you account for that?—A. Well, there are companies, the largest
being ‘in London, and they have had the marine insurance of the world in their
hands for years, and they are likely to continue it, because they are best equipped,
and they know what their losses and risks are, and they make the rates very low in
comparison. The premium percentage is very low. . Taking a boat like the Mauri-
tania or the Lusitania, or a big boat like that, it was a very small fraction bedause
the amounts they were writing were so large and the risk of accidents so small. Up
to a few years ago those boats like the Titanic were considered good insurance risks,
but they always gave us a black eye in the St. Lawrence.

By Hon. Mr. Bennett:

Q. Is that old channel of a uniform width?—A. Yes.

Q. About what is that width%—A. 400 or 500 feet. And there were very bad wide
curves in the St. Lawrence which it was not possible for a boat over 400 feet to
manoeuvre around, but those curves have been straightened.

Q. I was referring to where there was a dredged channel 50 miles below Quebec?
—A. Tt is only in spots.
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Q. The other side of Montreal, down about Three Rivers, it is all a dredged

" _\émnnel that far, anyway; what would be the width of that?—A. 400 or 500 feet is’

- practically sufficient for two vessels to pass in the narrowest part. In the most
dangerous part we have, which is on the Richelieu rapids, the steamers can pass there
conveniently; we have never had any accidents in that channel for a number of years.

By Hon. Mr. Webster:

Q. What would you say regarding the facilities at the various harbours, such as
elevators and other appliances?—A. Montreal is thoroughly well equipped. When I
eame to Montreal they had not a single elevator; that work was all done by floating
barges. Then in the time of J. Israel Tarte, he build the first elevator in the harbour,

" and this was immediately followed by the Grand Trunk building an elevator, and
both of those have been increased and extended, and a second elevator has been built
i the harbour.- We have now elevating facilities for about 10,000,000 or 11,000,000
bushels.

By Hon. Mr. Bennelt:

Q. For storage?—A. They are not intended for storage; they are transfer eleva-
tors, but we can get the grain out of those elevators into a matter of sixteen or eighteen
different berths. The grain is taken out on a belt and carried to the steamers at the
rate of 25,000 or 30,000 bushels an hour. There is no port in the world that has better
facilities for the handling of bulk grain than Montreal.

* Q. Are floating elevators discarded altogether now?—A. Yes; Quebec has a per-
mhnent elevator now of 2,000,000 bushels.

By the Chairman:
* Q. And an elevator capacity of 60,000 bushels per hour, through four spouts
taking 15,000 an hour each?—A. Yes.

By Hon. Mr. Willoughby : :

Q. What about harbour dues?—A. There are no harbour dues in Montreal. There
is a small amount charged in Quebec. A

Q. In dollars and cents, how would it translate itself into wheat?—A. We have
had charges in Quebec, and about the same as Montreal; they are based on the Mont-
real rate. In Montreal they do not charge on grain, but there is a wharfage on general
cargoes, imports and exports.

Q. There is wharfage with berths for the largest steamers?—A. In Montreal, 27
to 28 feet; in Quebee, over 30 feet. That is the maximum draught that is necessary
for a steamer to go. I represent steamers in Quebec drawing over 30 feet. We never
have been able to do that in Montreal. The dredged channel is supposed to have 30

feet of water, but you must allow 2 feet 6 inches under a vessel for safe navigation;
in fact that is a narrow margin.

By Hon. Mr. Tanwer :

Q. What accommodation is there in St. John?%—A. They have a Government
elevator in St. John and a C.P.R. elevator over at West St. John. I think they have
about 2,000,000 or 3,000,000 bushel capacity between the two.

By Hon. Mr. Webster: v
Q. Who owns those elevators at St. John %—A. I think it is a private corporation
under the C.P.R. They are operated by the C.P.R. system.

By Hon. Mr. Willoughby :

Q. What about Portland?—A. Portland is the Grand Trunk entirely, about
2,500,000, and absolutely up-to-date.
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By Hon. Mr. Webster:
Q. What about Halifax?—A. No; they have an elevator ‘of half a nnlhon bushels,

»

By Hon. Mr. Willoughby:

Q. Would flour come under the same category as wheat with regards to wharﬁng
charges?—A. No; there is a charge on flour because that goes through sheds and has
to be individually handled; it is not like grain going through a free port.

Q. What do you mean by a free port?—A. The words “free port,” have been
mistranslated by a good many people. There are practically only one or two free
ports in the world. ) ' ;

By Hon. Mr. Tessier:

Q. Hamburg—A. Hamburg is one of the free ports; Hong Kong you might ecall
another free port. A great many people have discussed the advantage of a free port.
In the proper acceptation of the term a free port is a place where cargo can be received ]
and held in bond for the benefit of the importers or the exporters, and distributed
either with or without duty, either into the interior portion of the country or re-
exported to some other country. Now let me explain what I mean. Hamburg is a
free city in Germany; it is an old Hanse city, and imports into Hamburg can be
retained there and shipped from Hamburg to Norway, to Sweden, or to Russia with-
out paying duty. If a cargo stored in Hamburg is for the use of Germany, then ]
when it goes outside of the limits of the city it becomes liable for the duty or the
dues that the country attaches to it.

By Hon. Mr. Willowghby : |

Q. Following that, would this North American triangle—New York, Portland
and other ones—be charged for wharfage dues on flour%—A. No, Portland does not;
Portland absorbs the dues both on import and export cargoes, including grain.

Q. What about New York?—A. New York has free grain elevation. 'The eleva-
tors charge is absorbed by the shipper. |

Q. I am spedking of flour now?—A. Flour is handled on the wharves. If it is ‘
handled by a barge and goes on to the wharf and thence to the ship it pays wharfage. ‘A
If it is handled from the barge direct into the ship, which is the usual system in New {
York, then it does not come on the wharf and consequently does not pay wharfage. i

Q. Suppose it went from Buffalo to New York by rail?—A. It is not transported j
to New York city; it goes over to Hoboken or New Jersey, and it is carried by cars on |
what they call floats.

Q. There would be no wharfage charge then?—A. No, because the car does not
go on to the wharf; but if the track comes down the shed.and the cargo is transferred ‘
into the ship through the sheds there is a wharfage charge. 'Wharfage is charged on
all imports and exports passing the quays in New York.

By Hon. Mr. Bennett: PR

Q. Assume that a train of cars were standing at one of those elevators at Mont-
real, what would be the charge per bushel for taking it into the harbour through the
elevator and placing it in the ship?—A. I think it is about five-eights of a cent per
bushel for receiving and delivering.

Q. That mcludes dropping it into the car and putting it into the ship, too"’—
A. Yes.

Q. You spoke this morning about there being a demand for a number of vessels
to carry wheat or other grain; is there a demand for vessels of that class to 1
carry flour?—A. No, not in full cargoes. It is very seldom that a full cargo of
flour is shipped anywhere. It is shipped in parcel lots. As a rule flour is sold by the
hundred bags,or a thousand bags, or two thousand or five thousand bags, but it is
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ery seldom that it is shipped or sold in more than those quantmes. ‘To accumulate
 full cargo of 50,000 or 60,000 bags is quite an unusual thing; in fact we have never
~ shipped a full cargo before the war. During the war we did ship full cargoes of
: flour, because there was a demand by the cargo; but the last cars of flour shipped
last year were three full cargoes to South Africa to meet special demand.

By Hon. Mr. Willoughby :
Q Is there a differential in rates as between wheat and flour?—A. There is,
because of handling. Differential is hardly the word to use. The commodity is so
absolutely different that you have to treat it as package freight.

By Hon. Mr. Webster:

Q. Wheat is always carried cheaper than flour?—A. You can aﬁ’ord to carry it
cheaper because your cost of handling is so much less per ton, and there are no claims
for d'amages,lbut flour is a very perishable cargo.

By Hon. Mr. Willoughby :

Q. Tt is based on the service then?—A. Yes.

Q. I know that some of our millers claim they were discriminated against in
favour of wheat shipped in bulk?—A. They may claim it is a discrimination, but that
is searcely the correct word. If you were the owner of a vessel and were offered a
full cargo of wheat and a full cargo of flour you would naturally aceept the cargo of
5’ wheat, because you know you are liable to damage and claims for shortage and stained
; bags, and the cost of handling a ton of flour into a ship to-day is something like
| seventy cents or eighty cents.

: By Hon. Mr. Webster:

3 Q. Is it not also understood in the trade that @ steamer, when she is short of
cargo, can get grain in a hurry and fill up with that graln whereas it is impossible to
get flour just when you want it?%—A. Yes.

By Hon. Mr. Willoughby :

Q. I have heard where grain was shipped to New York without any charge, just
for ballast?—A. Yes, and they have taken it back again; I have brought it back before
now as ballast—both ways.

By Hon. Mr. Bennett:

QQ. The Canadian Pacific Railway people on the lakes call bran and shorts and
that kind of stuff mill stuff; is there much of that exported%—A. No, but it is some-
what in thid country. We used to ship bran, but it is not a regular commodity.
There may be a demand in England. For instance, to-day when shorts and bran are
cheap in Canada they can pay the freight across the Atlantic and compete with the
feed across therocean; the man will buy bran when he would sooner buy oats, or buy
a condensed form of food such as oil-cake, etc. They don’t use bran or export it as
a commercial product regularly every week in and o6ut, the same as they do flour and
grain.

<

By Hon. Mr. Willoughby :

Q. You spoke this morning about bringing flour or grain from Minneapolis;
the charge has been made in the West, to my knowledge, that there has been a dis-
crimination in the United States, on the upper lakes; that is, the common carrier
was given a lower rate by the railway company than some of the other vessels if it
is engaged in the traffic; has that come under your notice’—A. No. The real diffi-
culty in the export of flour is the fact that it comes into competition with the flour
miller on the other side of the Atlantic. Twenty-five years ago there were com-
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paratively few flour millers on the other side grinding all kinds of grain, and at that
period Minneapolis flour was shipped in immense quantities to England, particularly
London. That business has -practically ceased. To-day there is not a fractional
portion of the Minneapolis flour shipped. Our Canadian flour is being shipped in
moderate quantities, and there is a good demand for it, as it is a high-class flour,
but, if anything, it is too good for the markets on the other side, because those markets
do not grind Canadian grain and make it into flour from purely Canadian grain,
but it is mixed with inferior grades, and they get just as good a loaf of bread,
though probably not quite so white, by mixing the lower grades, and they can sell it 1
cheaper.

By Hon. Mr. Webster:

Q. Do you know any reason why the Government railway from Winnipeg, say,
to Quebec—because that happens to be a direct line—should charge say 36 cents a bushel
for freight as compared with' 33 odd to New York as charged by the other railways?
—A. Well, T am not aware of costs of railway transportation, and cannot answer
as to whether it would pay to-day to carry grain at 36 cents or 33 cents or any
figure. 1 don’t know, from my own experience, what it would cost to handle; but I {
know that for quite a number of years before the war they carried grain at very \
low rates. The cost of operation at that time was considerably less than it is to-day, b
but grain was carried from Depot Harbour to Portland for years around five cents
or 53 cents a bushel. It was around four and three quarter cents to 5 cents to

Montreal.

¢

By Hon. Mr. Tessier:
Q. But not from Winnipeg to Quebec?—A. No, that is entirely different.

e

By Hon. Mr. Bennett: )

Q. 'One and a half cents to the lake at that time?—A. Yes. 7 cents through _:
was the rate that was in full vogue for a number of years, say from 1903 to 1912, ‘
probably. It very seldom varied, during the season of navigation, more than one |
or two cents. The present rate is double that, approximately, over the lake-and-rail |
basis. From Winnipeg to Quebec by rail via Transcontinental before the war we ¢
figured that it could be carried for about 15 cents a bushel, and it was a question ‘
whether 15 cents to Quebec could compete with the rate from Fort William to
Montreal, and at that time it was a matter of four or five cents a bushel differential.

By Hon. Mr. Tesster:

Q. In favour of Quebec?—A. Then the grain went down to Quebec by water.
A certain amount of it went by barges and steamers through Montreal into Quebec
from Chicago and was exported in Quebec. The water rate to Quebec was prac-
tically the same as to Montreal, the reason being that at that particular time there
were cargoes available for the” return of those vessels carrying pulp-wood up to
Oswego and Cleveland and different places in the west, and they were justified in
accepting the same rate of freight; but as a commercial proposition it is not prac-
ticable to ship grain by water from Fort William to Quebec as compared with Mont-
real. When you come to an all-rail basis, if the grain is available and can be bought
in Winnipeg, I should say it is cheaper to ship it all-rail to Quebec than to ship
it to Fort William, then hold it in the elevators, then ship it down to Montreal or
Quebee. There is but one transfer, and the saving of the elevation. But that is a 4
grain merchant’s question; it is a matter of getting the grain merchant interested in
saving half a cent or a cent a bushel in favour of another route. The grain “is
invariably sold for export in the elevators at Fort William.
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By Hon. Mr. Webster:
Q. You spoke of that rate of 15 cents; do you know what is the average increase

‘on railway rates to-day?—A. 50 per cent, they say.

_ Q. That will be 22 cent rate?—A. I have seen figures quoted—I cannot®vouch
for the figures, as I am not a railway man—but I understand they figure an increase
of fifty per cent to fifty-five per cent over the pre-war figures.

By Hon. Mr. Bennett:

Q. Are there steamers up to Montreal yet?—A. Yes.

Q. Assuming the rate was 2 cents from Fort William to a. Georgian Bay port,
what would be the rail haul from that port to Montreal?—A. I think it is about
10 cents. i

Q. I never heard rates li
the war, but you have not

that quoted for that distance?%—A. No, not before
| a quotation this year for less. I understand the
. I was asking an inland man what he expected to
, and he said he expected to get 10 cents to Mont-

make on his grain for Montrea
real; that is by all-water.

By Hon. Mr. Webster:

Q. Is there anybody who is actively taking up the matter of shipments from
Moosejaw, say, to Quebec or Montreal and using our Canadian ports?—A. I don’t
think there has been any demand from the importer, from the farmers. The farmer
does not ship the grain; he sells it either to the millers or the exporters.

Q. So, as far as you know, nobody seems interested to join up those disconnected
links in the traffic machine, in order to get the wheat from Manitoba to Liverpool at
the lowest possible price?’—A. No; the shipper has to take advantage of the routes
that are available. If you could show him where he can save a half a cent he would
be interested in some other route.

Q. So it rquires someone to take the whole traffic arrangements in hand from
the time the grain leaves the elevator %—A. Yes, in fact you must go to the fountain
head and find out whether it is to his interest. In the old days we operated a line
of steamers with the Quebec terminal for a whole season. We got our grain from
Chicago; that grain was shipped to Depot Harbour; from Depot Harbour it was
shipped by rail to Quebec, and we obtained it there. We had to have a through rate
from Chicago to Quebec and Quebec to London or Liverpool as cheap as by the
American ports. If we could not do the Business as cheap as the other ports we did
not get the business.

Q. Do you think if the rate was published and remained just as a paper rate
there would be a possibility of business resulting from it?%—A. No; you have got to
go out to make the business.

Q. What effect would a special rate, say from Manitoba to Quebec have as
regards other railways carrying freight to American ports? Would they immedi-
ately cut down?—A. If you opened the road to Quebec by the mnorthern route. the
chances are that any competitive line that could reach the same terminal would
break to the same rates in order to obtain the traffic.

Q. They are nearly three cents lower than the Canadian rate now; if our rate
was lowered those three cents would the American railroad still go three cents below
again—A, If they needed the business they would; if they did not think it worth
while they would not.

Q. So they don’t hesitate to reduce the rates in order to get the business?—A.
Not if the competition becomes serious. If you are not doing much business they
let it go and say it is not worth while to compete against you, so that a railway wont
lower the rate unless it needs the freight for its own revenue.
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Q. Would the reduction of rate affect the shipments of flour !—A. I think so

long as you can give them the facilities of export any reduction would be sought by
the shippers. You take the position of a shipper to-day, if he is shipping grain via
Montreal, and the standard rate, delivered, is so much, if he could ship that grain via
Quebec and Quebec could give him all the facilities for the tonnage, and he eould
deliver that cargo a half cent cheaper, he is going to take the port that has the
cheapest rate, provided that there are no blocks in the way, and that he is not going
to have his cargo tied up, and is sure of getting his ocean tonnage. When we guaran-
teed that we would have a service from Quebec we guaranteed that we would take
that cargo, and the shipper sold it on the assurance we gave him that there would
be steamers, and he sought that route because it was a little to his advantage to
do it. But they won’t do it, naturally, unless it is to their interest, commercially
and otherwise, because they don’t want to split their shipments, A man will not go
down to Quebec if he can ship from Montreal witheufisplitting his own stuff. Then
there is the question ‘of grain inspection. Of co ‘you could establish it there.
You could have a grain inspector at Quebec the sa we have in Montreal. Thers
has never been sufficient to justify the placing of an inspector there, but you could
have an inspection of the grain in the elevator at Quebec just as we do in Montreal.

By Hon. Mr. Willoughby :

Q. Is the grain from the west shipped by certificate?—A. Yes.

Q. Is that re-inspected at Montreal?—A. Yes.

Q. Merely for condition when it reached there; not for grade?—A. Not for
grade, but the inspection certainly is passed through, and it has to be endorsed
before it is exported. The exporter gets a certlﬁcate that it is grain of the grade
mentioned in the bill of lading.

Q. And it is a certificate as to condition also?—A. Sometimes he examines it
in the car before it goes into the elevator, or sometimes he examines it in the ship:
but he must be satisfied that it is the identical grain mentioned in the certificate

Q. The maximum rate payable on the other side is fixed by the interstate Com-
merce Commission?—A. The railway traffic is under the interstate commission.

Q. But they can reduce it as much as they like’—A. Their rates are governed by
the interstate commission, but the commission have to confirm the rates. The rail
‘way companies have to submit their rates to the commission, and they cannot cut
those rates without the consent of the interstate Commerce Commission.

By the Chairman:
Q. I thought it was the increase, not cutting?—A. You don’t hear of cutting in
rates now; it is increases.

By Hon. Mr. Tanner:

Q. How does the shipment of grain from Montreal compare with shipments
through American ports“—A. Last year about 54,000,000 bushels went from Montreal;
I think 60,000,000, 70,000,000 or 80,000,000 went from American ports.

Q. Was that business at Montreal due largely to the enterprise of those gentle-
men who, like yourself, went after business?—A. No; unfortunately the exporters
are now nearly all in the United States, and there are American shippers and Ameri.
can exporters and British exporters shipping grain bought in Canada. Twenty years
ago we had in Montreal at least ten firms, and we never thought of going outside to
New York for our grain, Now our shippers are in Winnipeg or Chlcago or New York,
but very largely in New York, and I would say that the bulk of grain that is being
booked through Canada to-day is being shipped by American firms who are doing
the business.

Q. Does all the grain, whether it goes by Montreal or from New York, all sell
at the same price when it reaohea the other side?—A. No; our Canadian grain

Jr TR




- ROUTING OF CANADIAN EXPORT TRADE 69

slupped at the Canadlan ports is actual]y a Canadian grown grain, while the gram
that is exported from the United States ports may be Canadian or may be United
~ States, or may be Canadian and United States mixed.
. Q. And the Canadian gets the better price?—A. The Canadian grain 1mprovei
the grain of the United States when it is mixed. Their grades are not as good as
our grades; their inspection is not as severe as ours; and a man buvmg grain from
the United States cannot guarantee that the grain is grown either in the United
States or any particular part of the United States, and it may be grown and mixed
in Canada.

By Hon. Mr. Bennett:

Q. What would they blend it with—Kansas or Minnesota —A. Probably Minne-
sota.

Q. And Dakota?—A. They are not supposed to. If you were to ask a grain
shipper he would declare there was nothing of the kind, but if you put two kinds of
grain in the same elevator there is a great deal of danger of the two grains being
mixed, especially if one is inferior to the other and can be graded on a higher basis.
Of course it may be, by mistake, put into the wrong bin, but you could never
guarantee that American’ grown grain is Canadian grain; its identity cannot be
preserved; and that is one of the strongest reasons why our Canadian grains will
command a higher price, and the buyer will know that he got what he bought if it is
shipped at Canadian ports. 0

By Hon. Mr. Willoughby :

Q. That is the reason why many people in the north-west believe in the sample
market for grain in the west as they have in the United States; they say it is the
grade, and you would get the premium, then if it were mixed with American grain
you would not lose anything. I would like to ask, if we reduced our rates to Quebec
by three cents a bushel, and brought it to a competitive rate, would it lead to a
corresponding reduction being made on the American side? A. No, but you would
\ have very strong objection from other roads. Our own Canadian roads would
£ strongly object if you made that reduction. In fact if you asked the Grand Trunk
or C.P.R. if they were favourable with a rate to Quebec three cents less than the
current rates, they would immediately say no, they don’t want the rates reduced at all.

Q. How about American rates? A. The American rates are not affected. If
you ask Mr. Melnnes if he will ship goods to Quebec at the same rate as Montreal
he will immediately say no; but if you force him down there and show that you can
take it to Portland at the same rate he will ship it to Quebec. That is an illustration
of the whole problem of Canadian port and American port. I will explain it this
way. Years ago we had a line of steamers from Quebec. We wanted ‘to get
American produce. We were shipping flour from Minneapolis and provisions from
Chicago, the export rate from Chicago to New York, Baltimore, Philadelphia, Portland
and Montreal was the same; the inland rate is the same to the export point. Naturally
\ the nearest point has the advantage in mileage, but the rate of freight is the same. We
wanted that cargo delivered at Quebeec. Neither the C.P.R. nor the Grand Trunk would
) agree to haul the freight the extra distance of 150 miles. They said no. Well, then, we

would require to pay them the extra cost of hauling the 150 miles. But I went to the
Grand Trunk and I said “I want you to give me the same rate of freight to Quebec
as you are giving to Portland. Now, it is only 150 miles from Montreal to Quebec;
in round figures it is 300 miles to Portland, and you cannot object to give me the
same rate to Quebec, at Levis, if T am willing to go over to Levis and take it, as
you are willing to give to Portland.” They flatly refused to carry that cargo to Quebec.
Then I said, “Well if 1 refer to the Quebec Board of Trade—that you object
: to carry cargo those 150 miles, but you are willing to take it 300 miles to an American
port, you are going to get into trouble in Ottawa.” He said, “Well, you wor’t do
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that will you?”’ I said, “No, I won’t unless I am obliged,”—but they put the rate into
Quebec, and I got it by simply forcing it, by saying, “Well, you will carry it to Boston
or Portland, and you must carry it to Quebec at the same rate of freight, otherwise
you are discriminating from Quebec.” Then when the Grand Trunk delivered that
cargo to Quebec the C.P.R. said, “You are going to Levis?’ and T said, “Yes.” They
said, “We will give you a freight rate to Quebee,” and we got dead meat and provisions
and cattle through at the same rate as for Montreal, but it was a question of fight,
and they were glad to get the freight.

Q. The C.P.R., or any company that owned a line of boats could make a competing
rate on the ocean, but they were not allowed to cut on their railway rates?—A. They
could absorb the rate.

Hon. Mr. Wesster: That is where the Canadian shipper could get a through
rate from the C.G.M.M. to Liverpool, and absorb the difference.

By the Chairman:

Q. Of course the C.P.R. is not in a p051t10n to bring down wheat to Quebee
as the Transcontinental 1s, because Winnipeg is 240 miles nearer to Quebec over the
Transcontinental than it is to Montreal?—A. That is entirely in the hands of the
Canadian Government.

. By Hon. Mr. Bennett:

Q. As a result of your observation, do you think there will be a pronounced
increase of wheat going over, and less flour?—A. There should be. I think and have
always thought that we ought to export the largest possible quantity of grain as
grain, and not as flour. The millers are perfectly justified in manuﬁacturing flour
in Canada for Canada and export, but the pl‘l'(‘e they get for t.he export flour is very
much less than what is charged the consumer in Canada. :

Q. Then they want the offal over there, too, for the cattle?——A. Yes, they get
the benefit of the offal by taking it in the form of wheat. Besides, they cannot mix
flour one grade of flour, very well, but they can mix grain before it is made into
flour.

By Hon. Mr. Willoughby: ¢

Q. There is a bigger percentage, relatively, of American flour exported, to their
whole growth of grain, than here?—A. Yes, hecause they have been willing to take
the price. It is question of competition in price; it is a question of competition on the
other side as compared with this.

Q. One of the exporting millers told me that London was going to be the great
flour-milling city of the world, on account of the ease of mixing grain.—A. There are
now a large number of millers established in Birkenhead, and they get their grain from
different parts of the world, and they buy all kinds of grains, grades and quantities of
grain, and they can produce a cheap form'of flour. You never get bread quite as
white, but it is a great deal cheaper than in Canada.

Q. What will be the future of wheat as against flour in the next five years?—A.
I have said we could increase our capacity on grain, 100 per cent more grain to Eng-
land. England will always buy our grain—England and the continent now—but they
will not buy our flour unless the price is down to competition.

By Hon. Mr. Willoughby:

Q. They don’t export very high-grade flour now, virtually?—A. No, they ship
their seconds.

Q. What is the rate on grain this year?—A. We are getting seven shillings by the
quarter; that is $1.75 for 480 pounds—8 bushels.
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By Hon. Mr. Tanner: ,

Q. If the freight rate were the same last year to Montreal and American ports,
in your judgment would all the Canadian grain come to the Canadian ports?—A. It
has always been governed by the amount of tonnage available to carry it out. If we

" have tonnage available in Montreal it will go to Montreal or Quebec through the

summer months. £ i

Q. I understood you to say there will be no difficulty about shipping?—A. As far
as shipping, we have hundreds and thousands of ships laid up for employment. If
we can find employment for these vessels they will come, no matter in what part of
the world they are. You have hundreds of steamers lined up in England and in the
United 'States for want of employment. The cost of operation to-day is so high that
they cannot afford to operate those vessels except at 'a heavy loss. The rate of freight
we are getting to-day is three times the normal rate. It was practically two shillings
a quarter, whereas to-day it is over six shillings a quarter, and yet there is very little
money to be made; I think you can just about pay expenses, perhaps a little more.

By Hoﬁ. Mr. Willoughby :

Q. Will that rate tend downwards?—A. I am sure the rate will tend downwards.
The rates of freight are going down still further. The cost of handling our ships,
the rates on coal and wages, must go down. I am satisfied we are not down to the
bottom of the rate, although I don’t think the rates will go down to what we had before
the war. A

By Hon. Mr. McMeans:

Q. Under that American Fordney Bill, if it goes through, in case the export
of wheat to the United States is stopped, will that have any effect upon the railway
rate from Winnipeg to Quebec on wheat—A. I do not see that it would have any
effect at all, because I think, our grain could go through in bond to Portland for export
to England, the same as it does to-day. It can go through Portland, but it cannot go
through New York; but of course they have never withdrawn their bonding privileges,
and they are not likel® to. ; \

Q. Why could it not go via Buffalo in bond?—A. Tt cannot very well go through
in bond. . r

Q. The idea I had was that the American roads would not have so much wheat to
carry —A. They would have their own grain. i

Q. There would not be any for export?—A. I do not think there would, but they
would either have to pay the price or keep their own grain in their own country for
their own. people.

By Hon. Mr. McColl:

Q. They will have an export surplus; it has been estimated that 100,000,000 people
provide a market for about 600,000,000 bushels of wheat. They had 900,000,000 last
year. Of course provision must be made for seed, and then reserves, but I think they
have always had a surplus unless in very poor years—A. We have now for years
past figured on either the export of grain from the United States via Montreal or
American ports. Years ago there used to be a very large export of corn and of oats.
During the war there was a very large exiport of both, because the countries on the
other side needed it. Now there is no demand for oats, and very little demand for
maize, although the prices now are less than half what they were two years ago. In
Canada the oats are very cheap, and it is wonderful that there never has been any
demand; we are not shipping oats. We are shipping grain to England again now,
because the price has got down to a figure that the British Government really thinks
it is time to buy some more grain.



72 : SPECIAL COMMITTEE

By Hon. Mr. Bennett:

Q. No oats going over now’—A. No.
Q. 40 cents a bushel “—A. Yes; you would think they should be gomg now.

By Hon. Mr. Webster: '

Q. Any reason for that?—A. No, I ean’t account for it. It is an open market.

I think it is really that the people can’t afford to buy, rather than anything else. They
must have flour, but they don’t need to import oats, and they are not buying the

oats.
Q. How do they feed their horses?—A. I suppose they have enough hay of
their own. They don’t import our hay now.

By Hon. Mr. Bostock:

" Q. What about barley?—A. Barley is going through in moderate quautltles
Mixed grains are going steadily there all winter. In fact it is barley and mixed
grains we have shipped from St. John. :

The CramMAN: I desire to express the thanks of the committee to Mr. Harling
for coming here and giving us the benefit of his valuable experience. (Hear, hear).

v
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THE SENATE,
ComMmitTee RooMm No. 368,
May 4, 1921.

The Committee met at 10.30 a.m.
Mr. Carros A. Haves, Vice-President in Charge of Traffic and Mr. D. O. Wood,
Traffic Department, Canadian National Railways, appeared as witnesses and testified

as follows:
Al

By the CramMaN: This committee has been charged with trying to find out how
it is that so much of our products, from the west especially, arggrouted via American
ports instead of Canadian ports, and also how the rates conflict with those given to
American ports by rail and water and over American roads. Would you please tell {
this committee how you arrive at the rate of 36 cents on grain—on wheat, for instance
—per bushel from, say, Winnipeg to Quebec over the Transcontinental railway?
If T understand aright, in 1916, after many appeals from the Quebec Board of Trade,
you quoted a rate from-Armstrong to Quebec on grain for export at the rate of six
cents a bushel, which' of course was a very low rate, I admit; but since then this rate
has been withdrawn, and a rate of 25 cents a bushel has been quoted instead, making
an increase of over 400 per cent; and in that part of the Dominion around Quebec
this rate is considered exorbitant, and precludes any grain from coming to Quebec at
the present time. While the rate from Winnipeg to Quebec was about 11 cents the
flow of grain came to Quebec. Of course we understand that rates have gone up,
and conditions are not the same as they were then, but it is felt down there that a rate
of 25 cents from Armstrong to Quebec in place of 6 cents four years ago is beyond all
reason “—A. Well, if T may attempt to answer that enquiry, in the first place I would
suggest a slight correction in your statement—that the rate of 6 cents from Armstrong
was made as a result of appeals from the Quebec Board of Trade. That is hardly the
case. If you wish, I will give you a history of the making of that 6-cent rate. It was
more of an emergency rate at the time. You will recollect that Canada had the largest
grain crop in 1915 that has been produced. I think the wheat production of 1915
was approximately 360,000,000 bushelg, and the production of all cereals was something g
like 680,000,000 bushels.
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By Hon. Mr. Bennett 2
Q Was that the west alone?—A. That was the west alone. Now, the crop last
yeu: is estimated, for wheat, about 234,000,000 bushels. I do not know what the
estimate is for cereals other than wheat, but I think about 37 00000000 bushels.
Now, in 1915 the Grovernment had just started the operation of the Transcontinental
from Winnipeg to Quebec. We started there in the early part of June, 1915. We were
dependent on our traffic east from Winnipeg on that originating in the Grand Trunk

* Pacific territory. The grain from that territory, prior to the close of navigation on

the lakes. we took from the Grand Trunk Pacific at Winnipeg, carried it east over
the Transcontinental, and down over what is known as the Lake Superior Branch to
Fort William and Port Arthur. At that point the Government really had only one
elevator that it reached directly with its own tracks—that is, only one public elevator;
that was the elevator that was built by the Grand Trunk Pacific at the Mission
Terminal, so-called, with a capacity of 5,750,000 bushels. As the season progressed
towards' the close of navigation we endeavoured to get our grain delivered to
elevators on the tracks for railways at that point.

Q. What was about the rate from Winnipeg to Fort William over that system
then %—A. T think the rate was ten cents’a hundred, or six cents a bushel, at that
time. But we were unable to get access to the elevators on the tracks of the other
railways, as they, foreseeing thé conditions that were going to confront them, promptly
placed an embargo on grain from other railways, reserving the spact that was in
the elevators on their tracks for their own use. At the conclusion we wound up
with 8,600 cars of grain on tracks in transit to Fort William or at Fort William or
Port Arthur waiting to get into an elevator, with every elevator at the head of the
lakes and at Duluth jammed to capacity. So we thought every effort should be
made to relieve those cars, as with those cars unloaded we had no more equipment to
send back into the grain fields to keep additional grain moving. Looking around, we
found elevator space available at Montreal and at Quebec. I think at that time.there
was about 5,000,000 bushel space available at Montreal and 2,000,000 space available
at Quebec. With the close of navigation that season, as I recall it, the water-rate
from Fort William to Montreal had closed at about 6 cents a bushel; and we, in this
emergency, in order to release that equipment, made an effort, and offered the trade
this rate of 6 cents a bushel, with the idea that they would take the grain on and get
it under cover at Montreal or Quebec.

Q. Where was the 6-cent water-rate—— to Georgian Bay ports?—A. No, it was
through to Montreal. Well, we succeeded fairly well, I think we moved about 3,500,000
bushels all told, to Montreal and Quebec—something over 2,000,000 at the 6 cent rate
and at the corresponding rate on oats and barley; the oat rate of 4 cents corresponding
with the wheat rate. In addition we moved about 5,500,000 bushels that season all-
rail through to St. John, Halifax, Portland, and Boston under the ordinary rates. I
am making that statement, Senator, to rather correct the impression you had that
the rate of 6 cents was made as a result of the appeal of the Quebec Board of Trade.

‘Q. Was that 6 cents from Winnipeg or Fort William?—A. That 6 cents was
from Armstrong. You see, by the 6 cent a bushel from Armstrong we had the division
rates from the West. You see, a rate from Winnipeg does not amount to anything;
there is no grain at Winnipeg; you have got to go back onto the prairies. On all
the through rates from the west to Fort William the Canadian Government railways
had agreed with the Grand Trunk Pacific, to accept, as their proportion from Winni-
peg to Fort William, 8 cents a hundred, equal to 4% cents a bushel. Armstrong is
the rate-breaking point on the Transcontinental that corresponds with Fort William
at the head of the lakes; so that in addition to the 6 cents a bushel from Armstrong
to Quebec we had 4%0 cents a bushel between Winnipeg and Armstrong, making a
total of 10%0 cents a bushel—Winnipeg to Quebec and Montreal, to both places. The
Grand Trunk joined us that winter and the Temiskaming and Northern Ontario
joined us in protecting this emergency rate t» Montreal.
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By Hon. Mr. Webster:
Q. That rate is still cancelled?—A. Oh yes, it was cancelled.

By the Chairman :.

Q. The rate has been made to-day between Armstrong and Quebec, 25 cents;
now, how did you come out on that rate? Did you lose any money on that?—A. Well,
I would say that we did. The only excuse for the making of that rate was to try to
relieve those 3,600 cars that we had under load, that would probably have stayed there
all winter.

By Hon. Mr. Bennett:

Q. As an emergency ?—A. As an emergency. It was an emergency crop and an
‘emergency condition.

By Hon. Mr. Thom:oson

Q. I understand it is now 25 cents from Armstrong to Quebec?—A It is 403
cents a hundred at the present time; it is 2430 cents a bushel.

Q. And you moved it at one time at 6 cents?—A. Yes.

Q. There is a very great difference between 6 cents and 24 cents, but of course
there has been no statement of the loss you sustained on the 6 cent rate or as to how
much profit on the 24 cents.—A. Of course at that time the operating costs were
not so high as they are to-day, and there was the further consideration that we had
to take a loss in order to get the equipment released.

By Hon. Mr. Webster:

Q. How is the present rate of 25 cents based, from Armstrong to Quebec?—A. It
is the same as Fort William to Quebee.

Q. Is there any basis on which you work in formulating the rate of 25 cents?—A.
These rates are usually adjusted in accordance with the Minneapolis to New York
combination.

Q. What this committee is most anxious to secure, if possible, is some reason
or explanation why the rate, say from Fort William to New York is 33:96, if our
figures are right, and why the rate to carry the same grain out of the country by
Canadian ports is 36 cents. We are told by some previous witness that one-eighth
of a cent difference in the price of wheat is enough to divert it in one direction or
another; yet here is a difference of 2 cents and a fraction over our own Canadian
railways and Canadian ports and Canadian elevators; and I think the committee feel
that the whole country starting from Fort William,—the railways, the ports, the
elevators, labour, the steamships—would all benefit by getting the grain over Cana-
dian ports even if we had to lower the rate in order to do so; that we would more
than make up the difference by the circulation of money and the disbursements of it,
rather than that we should be at the disadvantage to-day with a large portion, shall
I say the major portion, of our western wheat crop going out through American perts.
That is what we are trying to get at—A. I don’t know but the best way to answer
that inquiry, and to save time, and to do so in as comprehensive a manner as possible,
would be to read a memorandum that our General Foreign Freight Agent, Mr. Wood,
has furnished. Mr. Wood is General Foreign Freight Agent for both the Canadian
National and the Grand Trunk. The rate via Montreal has been lower all this season
so far than the rate to New York, still the grain is going to New York. There has
been a rate of a cent a bushel in favour of Montreal, and the grain goes to New York.

By Hon. Mr. Waston:

Q. Is it a fact that they have better shipping facilities in New York to take care of
cargo’—A. I think if you will let me read this memorandum it will summarize the
the whole situation for you.
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By Hon. Mr. Webster:
'‘Q. When you say the rate to Montreal, has Quebec been given the same rate as

2 Montreal “—A. No, there is half a cent a bushel difference. Tt costs from $6.00 to $7.00

a car more from the Bay ports to Quebec than to Montreal.

Q. Does it cost that, or is that the rate that has been put in force?—A. That is
the rate that is put in force.

Q. It does not necessarily mean an increase in cost?—A. Well, there is several
hundred miles additional hauling.

By Hon. Mr. Bennett: v

Q. What would be”the cost from Winnipeg to Quebec at your present rate, all-
rail—A. It would be practically 35-1 cents a bushel, but, as I said before, you will
appreciate that the rate from Winnipeg means nothing; there is no wheat at Wlnmpev

Q. The people usually quote that’—A. T know they do.

¢

By Hon. Mr. Webster:

~ Q. Could we route it from some points that would mean something—either Fort
William or Moosejaw or Calgary, somewhere?—A. Take Moosejaw.

Q. Get some rate that would compare with New York—we don’t really mind which
place as long as it is a fair comparison ?—A. Moosejaw, T think;31 cents a hundred to
Fort William, as against 18 from Winnipeg; that would be 18-6/10 cents a bushel.

Q. From Fort William to Quebec or Montreal would be what?—A. 24-3, that is by
all-rail.

Q. It would be 55.3 from Moosejaw ?—A. No, 42.9.

Q. And from Fort William to Quebec or Montreal %—A. It is 18-6/10 cents a bushel
from Moosejaw to Fort William, and it is 24-3 from Fort William to Montreal or
Quebec.

Q. Could you give us the same rate from Moosejaw via New York?—A. The rate
to Duluth is 2 or 3 cents higher than to Fort William, but by way of Fort William it
is the same, 18-6; and our rate from Fort William to New York is 28-8/10 cents a
bushel; 47-4/10 cents a bushel from Moosejaw to New York as against 42.9 to Montreal
or Québec .

Q. Does the same rate apply via Buffalo as via Duluth?—A. I am quotmg via
Buffalo.

Q. I thought you said via Duluth?—A. I did start to make the comparsion that
way, but the rate would be higher by way of Duluth than by Fort William and Buffalo.

Q. Then the Moosejaw rate, or the rate on grain from the north-west to New York
via American roads is 47-4 as against 42.9 for Canadian roads?—A.' 4} cents a bushel
higher to New York by rail than to either Quebec or Montreal by rail.

Q. That was not the information the committee had before?—A. But you under-
stand that those roads are used only for a limited amount of grain during the winter
months when lake navigation is not possible.

By Hon. Mr. Bennett:
Q. This'is all-rail%—A. All-rail. Now. if you wish the lake and rail I will give
you the comparsion from.the head of the lakes.
By Hon. Mr. Watson:

Q. What rate do you give going by New York?—A. I was going to read this
memorandum.

By the Chairman :

Q. ?lease pr'oceed with the memorandum?—A. It is rather lengthy, but it will
summarize the situation, as quickly as anything, I think.
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Mr. Hayes then proceeded to read the memorandum complsled by Mr. D O
Wood. (Vide Schedule W).

By Hon. Mr. Bennett:

Q. Hampton Roads is old Point Comfort, or Fortress Monroe, Virginia —A.
Yes.

By Hon. Mr. Watson:
Q. That is an average differential’—A. Yes.
Q. What about insurance from the time it leaves Fort William%—A. The insur-
ance is included in these figures.

‘

By Hon. Mr. Bennett: .
Q. Buffalo to New York would be all-rail—they would not use the Canal?—A. Tt
would be all-rail; they would not use the Canal. \

By Hon. Mr. Watson:

Q. As to the time of delivery between Fort William and New York, there is
better despatch than from Quebec and Montreal?—A. No, T don’t think so. These
rates are made up of the freight rates from Fort William to the Georgian Bay ports
as against Fort William to Buffalo.

Q. Take the shipper disposing of his grain, who wants to deliver his grain from
Fort William to Liverpool, he could deliver it quicker by New York on account
of getting it transshipped—A. Yes. There is somethmg in that, too; take the move- =
ment from Fort William to Liverpool, it can be moved as quickly to Liverpool through
Montreal as through New York.

By Hon. Mr. Thompson:
Q. There is a rate in favour of Montreal of how much?—A. 1-3/10 cents.

By Hon. Mr. Webster:

Q. Is that a through rate, f.o.b. steamer m New York, as compared with f.o.b.
Montreal?—A. Yes. Y

Q. Including everything?—A. Yes. :

Q. T understood the charges were heavier in New York than in Montreal?—A. 1
cent a bushel, and there is the elevation in New York, and that is in addition to the
railway. That is where we gain a cent a bushel in Montreal. ‘We are three cents
down on the rate, and a cent for delivery to the shipper, a total of 1-3/10 cents.

Q. All charges included?—A. All charges included. .

Q. On both sides?—A. On both sides. : : Taarey 1

Mr. Haves: (reading): : 1

You will therefore see that with the difference of 1-3/10 cents per bushel
in favour of Montreal we were unable to secure a very large volume of the
grain via that port, and for the reasons I have mentioned in the first part of !
this memorandum. i

By Hon. Mr. Bennett: '

Q. You mean, in the fall or at the opening *—A. Or at the opening.

Q. That was referred to opening and closing %—A. Yes.

Referring to the return loads of coal to the head of the lakes, Mr. Hayes said:
That is one situation where our Georgian Bay ports are somewhat at a disadvantage
on the making of rates by the lake carriers compared to Buffalo, because with the
grain delivered at Buffalo or the Lake Erie ports it is very handy for them to pick
up a return cargo of coal to carry back to Fort William, and they will take that
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into consideration on their rate down, but with the grain if they have to go to the
Georgian Bay ports they have to go back light. v

Referring to the composition from Buffalo, and the loss of revenue, Mr. Hayes
said: We are not making statements here with the idea of being controversial; we are
just developing the facts. - This memorandum was prepared on April 25th, so that

the figures apply to that date.

Mr. Woon: The rate used was 2-4 cents to Bay ports and 2 cents to Buffalo.
Hon. Mr. BEx~NETT: “Fort William to Montreal, what? !
Mr. Woon: 14-10; that does not include the elevator and insurance charges.
Mr. Benxerr: Does that include the lake and rail haul both?

~ Mr. Hives: Yes, combined.
Mr. Bexxerr: How has the grain from Montreal this season gone?

Mr. Woon: Principally by liners. There has not been much yet. We got 1,500,000
bushels at Bay ports by Grand Trunk.

By Hon. Mr. Webster:

Q. I notice that you mentioned several disadvantages which Canadian ports have.
Now, is there any way that you can suggest to the Committee whereby those dis-
advantages could be overcome, knowing our purpose, to get all the traffic possible via
Canadian ports? You mention about getting bunkers at Hampton Road; could not
those steamers get coal at Sydney, on the way in, just as advantageously going to
Montreal as going to Hampton Road? 'Can you suggest any method by which more
of this business can be got for our Canadian enterprises?—A. Well, there was an
urgent situation on last fall, as indicated in that memorandum with a difference in
favour of Montreal of 1-3/10 cents a bushel.

Q. If one eighth or even a sixty-fourth of a cent would bring it to Montreal, why
should not 1-3/10%—A. There were probably some conditions connected with the
merchandising of the grain. As the memorandum points out, a large proportion of
the grain last year was sent to the continent. Now, what chance would there be of
our getting enough tramp tonnage into the St. Lawrence to enable the people who are
financing that grain to be assured that there would be enough tonnage in the St.
Lawrence to meet their requirements before the close of navigation?

Q. Mr. Harling stated last week that he could supply tramp tonnage for all the
grain that might be offered at Quebec or Montreal, which the liners did not take.
—A. Yes, but the St. Lawrence freezes up.

The Cuammax: To Montreal; not to Quebec. -

By Hon. Mr. Webster:

Q. It does not freeze up before December?—A. No, but I don’t imagine all this
grain goes forward from New York. Tt is in the elevators at Buffalo or the seaboard,

and it can go forward any month during the winter. We have a short season; that is
one handicap.

Mr. CuamMAN: It is short, I admit, but Quebec is open at least 5 or 6 weeks
longer than Montreal, :

By Hon. Mr. Webster:

Q. We have not touched at all on St. John with regard to shipments from Canadian
ports in winter. Of course I realize the extra haul of the grain, which cannot be
-attractive, but we have our Canadian ports to develop and’ maintain; we have Halifax
and St. John, and have not touched on the question of winter export.—A. I referred
to it incidentally—that it is more difficult, or was last year, to get tramp tonnage to
St. John by reason of the countries to which this grain had been sold, and the method
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in which the ship was being supplied. It was more difficult to get that tmmp tonnage
to St. John than to the American port.

¥

By the Chairman:

Q. But those were speclal conditions—A. Those were special conditions last
year. If Great Britian was in the market buying very extensively we would probably
be able to control a larger proportion of that grain to our Canadian ports. -

Mr: Woop: We would, because of its final destination.

By Hon. Mr. Watson.
Q. Is not the routing of grain, as far. as the boards are concerned, affected to
_some extent by the grading? I mean in Buffalo and New York our Canadian inspec-
tion does not go through intact, but by the Canadian route it does, and I under-

stand the Canadian inspection is worth three or four cents a bushel more in Liver- 3

pool.
Mr. Haves: Did you ever hear that used as an argument, Mr. Wood ?

Mr. Woon: No.

By Hon. Mr. Webster:

Q. Are there any suggestions you can offer whereby this business can be handled
through Canadian ports more largely than it has been in the past? I take it that
the railways are anxious to have the business through Canadian ports?%—A. Yes,
we are. g

Q. That is, generally speaking, the railways make as much out of the haul to
Montreal and Quebec as they do if it is hauled a certain distance and goes to New
York afterwards?—A. Now, you are talking of the Quebec situation?

Q. Or Montreal; I am taking summer shipments?—A. We are watching the
competition of the Buffalo route very keenly, Senator, and taking measures to pro-
tect ourselves to the greatest possible extent consistent with good judgment in meet-
ing that competition.

Q. Still, you raised the question that if your rates are lowered serious vompe-
tition might arise, that might affect the railways generally —A. Yes.

Q. That might have a varying as to just how far you want to reduce the
Canadian rates in order to offer Canadian ports and Canadian people the benefit?
—A. T said, consistent with good judgment. /

By Hon. Mr. Bennett:

Q. Mr. Wood has told me that those tramps that arrive at Hampton Roads run
about 300,000 bushels capacity; now, do they come over light?—A. I think they do,
largely.

Q. So that there is no advantage in a tramp ship coming west and going to
Hampton Roads as against going to Montreal?

Mr. Woop: With the present condition of shipping, with a plethora of steam-
ships in the world tied up, a tramp steamer coming to the Atlantic has more chance
at Hampton Roads than at Sydney; he has innumerable chances to get a charter in
the American ports. ;

Q. Js it correct, as stated in the morning papers, that 46 per cent of the grain
grown in our three western provinces is brought to the head of the lakes or carried
on further by the National system?—A. Our last figures show about 48 per cent of
the total crop was handled at the head of the lakes. It was brought down by the
former Canadian Northern and the former Grand Trunk Pacific. As far as the
movement east of Fort William ie concerned, both roads are used.

Q. The position of the country, then, is to divert as much as you can of that
46 per cent through Canadian teritory?—A. Yes.
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Q. In view of the combination of the Grand Trunk and the Canadian Northern,

‘what will your present position be as compared with prior years in reference to the

lake ports?—A. I don’t know that the situation will be materially changed as the
result.

Q. Now you have three lines; one system will have two lines—the line to Depot:
Harbour and the one at Midland—to get it away to Montreal %—A. And Port Col-
bourne and Goderich. ; -

Q. Would you carry anything from Goderich to Montreal, as compared with
Depot Harbour?—A. No, but the local milling. :

Q. So that if it were a question of making big contracts for carriage direct
from the west over to England or to any European country you are in a better
position by having the two systems co-ordinated?—A. If it was' possible to make
through contracts. That has not been the method of merchandising heretofore.

Q. Mr. Harling told us the other day of large buyers of grain in the old country
who buy enormous amounts, up in the millions, who have their men on the board
at Winnipeg or somewhere else; have you ever seen anything of that sort of trade?
Of course on the Canadian Northern you did not, because you had no eharge of the
grain after it left Fort William?%—A. Your question was that there were represen-
tatives of British grain firms on the Winnipeg Board of Trade?

Mr. StepHENS: He might be located in Winnipeg, but he would have to have his
grain stored at the head of the lakes. The Scottish Co-operative Company have an
office in Winipeg. 5

Mr. Haves: The farmer delivers the grain at the head of the lakes?

Mr. StepHENS: Yes, that is where it is taken delivery of by the exporter.

By Hon. Mr. Bennett:

Q. Ag to the coal at Buffalo, is that a serious competition? As a matter of fact,
m the fall of the year, when the big American steel trust steamers which had been
in the ore business all summer, when they go into grain at the tail end of the season,
most of them do not carry coal up?—A. That may be true, but at certain seasons
of the year the reverse is true. At the present time coal is a desirable cargo for
those boats.

Q. What is the rate up from Erie ports now?’—A. I don’t know.

Mr. Woop: Thirty cents. :

Q. At 30 cents would it be considered a desirable cargo to carry?—A. Oh yes.

Q. Have you ever heard the question discussed, that three trips can be made to
the Georgian Bay ports—Midland and Depot Harbour—as against two to Buffalo?
—A. No, I have not. \

Mr. StepaENS: I fancy it would be so.

Q. Have you ever heard it discussed that a drawback, particularly in the fall
of the year when the rush of grain is on, was on account of the congested condition
from Sarnia to Detroit, requiring ships to slow down in fogs, and that there were great
deviatiqns there?*—A. I have heard of deviations, but I don’t know that that works
to atsenous handiecap, or to such a handicap as to throw very much business to the Bay
ports, ,

Q. If a vessel at a 4-cent rate was carrying, say, 500,000 bushels, and was held
up for 24 hours, she would lose that much money?—A. It would cost her some money.
yes.

Q. Has Buffalo a very decided advantage—the Buffalo fo New York Railway—
over the railway between, say, Midland or Depot Harbour and Montreal, in regard to
well-equipped roads and roadbeds?—A. The Grand Trunk has pretty tough grades to
contend with between Midland and Montreal, or even Parry Sound and Montreal,
whereas the New York Central is a low-grade line, between Buffalo and New York.



X {3 RS

80 SPECIAL 56MMITTE’E

Q. I have heard the question discussed before, and I am going to read from the

Scientific American of April 30th, 1921, because I think this article is very interesting
to the committee:—
“Train Speeds and Track Costs.

“Apropos of the question of impact effects of motor-truck wheels on high-

ways, we note that the American Railway Engineering Association has issued-

a report on the effect of increased speed in raising the cost of track maintenance,
in which the fact is brought out that there is an increase in the cost of main-
taining the track of 0-5 per cent for each increase of a mile per hour in the

" speed of freight trains. -

, “No doubt. it is popularly supposed that because the steel rails of a well-
laid track present such a smooth even surface to the eye, impact effects due
to irregularities-of surface are unknown. As a matter of fact, the average rail-
road track is not as perfectly true in surface as it would appear to be, and
because of the varying. degree of elasticity in the ties and roadbed, there are
frequent relatively hard spots which have the effect of inducing heavy certical
impacts from the concentrated wheel loads of the train. Futhermore, there are
the lateral impacts, due to the nosing of the engine and cars and to the surging
of the train on passing around curves that are not of perfectly even curvature.

“Tn a general way it may be said that impact effects will vary as the square

of the velocity, and hence will produce a proportional increase in the wear of

the track and the cost of the labour, tools and materials necessary to keep the
track up to a given standard. An analysis as given in the Engineering News-
Record, supposes an increase in the average speed of freight trains from 20 to
25 miles per hour over a road of 75 per cent tangent and 25 per cent curves.
The increase in maintenance expenses in such a case works out at about 2.4
per cent, vhlch for flelght service gives a rate of 0-5 per cent per mile per
hour increases.’ . .

By.Hon. Mr. Bennett:

Q. Now, if the road-bed of the Grand Trunk between Depot Harbour or Midland
and Montreal were on a par with the New York Central or any of those roads be-
tween the two points, what would be the effect upon your road %—A. I think the rates
of the Grand Trunk, so far as I know—I am speaking now without actual knowledge—
have been made to meet competition, regardless of their road-bed. :

Q. Then what effect would that have on their receipts and expenditures if they
were trying to keep up competition and runnmg on an inferior line?—A. It is not
operated to benefit of their net revenue.

Q. A Grand Trunk man told me that on the Midland division running out of
Belleville they might have 30 or 40 leaves of springs break, where they would have
practically not a leaf break on the main line of the Grand Trunk. Those breaks would
involve expenses of taking the locomotive or car in, the division would pay the crew
while thiey were waiting the return of the engine, ete.—A. Well, I simply want to
make the general statement, so far as the Grand Trunk’s attempt to retain that business
through Canadian ports, that in years past I believe they have sacrificed their net
earnings to a large extent in helping to retain the freight through Canadian ports,
and that they would have been better off had they not transported the business.

Q. And that would be due, to a certain extent, to the inability of their system
there ?—A. Well, of course they can’t get the same net results from a line with high
grades as from a low-grade line well equipped, and track well maintained.

By Hon. Mr. Webster:
Q. How is the National Transcontinental roadbed from Armstrong to Quebec?
—A. It is-in very good condition.
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‘ ﬂble to expect that money could be made from the hauling of gram over that section?
- Should it not be profitable?—A. There is a line on which grain could be run at a

rate almost as low as any other line in the country, having regard to its construction.

Q. Would the trade from Armstrong to Quebec be based in any way on the road-
bed you may have in that part of the country, or are you basing your rates on the
whole, perhaps in competition generally ?—A. They are largely based upon competition.
It is a question what a reduced rate to Quebec would produce in the way of an increase
traffic—Armstrong to Quebec. i

Q. If Quebec were to have the same rate given them as New York, do you von-
gsider they would get the business out of Quebec?—A. Montreal has a lower rate
than to New York, and is not getting the business.

Q. Still, Quebec is 160 miles nearer the sea than Montreal?—A. I don’t believe
that that would be a sufficient inducement to vessel tonnage.

Q. Tramp steamers would, as I know them, rather go to Quebec than Montreal,
and save that extra 160 miles up and back, which includes the consuming of coal,
insurance, time, ete.?—A. A reasonable thing to do, it would seem to me, would be
for the vessel to take it out of its rate. They are performing a shorter service,
while the railway is performing the longer service. Why doesn’t the vessel take it
out of its rate?

Q. Is any effort being made in order .that this business could be secured on a
eif. rate through Fort Wiliam to Liverpool or some other place, so that the Cana-
dian port or ports might benefit?—A. T would like to have Mr. Wood listen to that
and answer that question. !

Q. In other words, could not some inducement be granted from some junction
point in the west to Liverpool, that would protect our Canadian grain so that the
Manitoba hard wheat would be delivered in Great Britain as such, and not mixed
with American wheat, and at the same time so that the carriage and all the benefits
resulting therefrom could acerue to Canada rather than go through American ports?

Mr. Woop: I had a discussion on that point recently with the export and import
traders in Montreal. Some of them thought that a through bill of lading around,
gay, Port Arthur to a British port at least would conserve a certain amount of that
business. Others seemed to think it would not. The difficulty of getting a through
bill of lading from Port Arthur to Liverpool is that you have to take so many things
into consideration—insurance on the lakes, and the railway would have to assume
responsibility for that through bill of lading, part of which should be assumed by
the lake carriers; and you have got your insurance and your elevators at the bay
ports to consider, your elevation at Montreal or Quebec, as the case may be, and
insurance again. It is a rather complicated matter.

By Hon. Mr. Watson:

Q. Lack of guarantee, and risks?—A. Of course we would have to guarantee
our terms; and the out-turn weights; it is a very difficult thing to do.

By Hon. Mr. Webster:

Q. If it is for the general good of Canada, could not a department be organized
in connection with the Canadian Merchant Marine—which perhaps alters the situa-
tion somewhat, and meets some of the objections that have been raised—or we will
say, with the Canadian Pacific Ocean Steamship service, because they are perform-
ing some of these features that you think are a serious objection? What we desire
is that some of them recognize what has been done in the past, but we feel that our
railways are in such a position, and our Merchant Marine is not making too much
money, so there ought to be some effort, some organization, some department created
whereby benefits would acerue to Canada, rather than 50 per cent of our wheat crop

43403—6
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should go out through American ports, and that they sﬁould get the fbeneﬁt of all

the expenditures of those steamers. The trouble is not an insurmountable obstacle,
is it? The question of insurance would be covered there, if that is a matter that the
Government has to take up, you gentlemen come back and say to the Government,
“Tt coste 10 per vent for insurance in Montreal or Quebec ”; then the Government’s
duty, through the Department of Commerce, should be to relieve you of that 10 per
cent of insurance? I think the country would be with you if you came back and
fixed the rate to Quebec at 30 cents instead of 36 cents?

Mr. Woon: We endeavoured to do that once before, years ago, when I wae in
“the Allan Steamship Company. Mr. Andrew Allan made a proposition to Sir
George Foster to establish a ‘Canadian Lloyds, but after considerable discussion I
think the Government decided that they did not want to assume the responsibility,
because there would have to be a guarantee given by the Government; nobody else
would undertake it. However, it is not insurmountable. I believe, personally, there
could be a Canadian Lloyds. :

Q. We understood from one witness that the eighth of a cent would divert
some business; surely some of those difficulties you speak’ about vould be absorbed
- between all the different interests that would be desirous of getting the business.
The Quebec Harbour Commissioners, when Senator L’Espérance was president and
I was a commissioner, agreed to waive the wharfage charge on grain, which I think
was six or eight cents per ton, provided that business would come through Canadian
ports; and I am satisfied many other parties, as interested as we were, could sug-
gest the same allowance, or absorbance of something, in order that we should keep
that business in Canada?—A. I think the suggestion of the gentleman the other day
was that the Quebec Harbour Commissioners should absorb the charge for their
elevation. Of course at Montreal the ships participate in that, and they do also in
Quebec, so there is no difference in that.

By the Chavrman:

Q. A cent a bushel is the charge for elevation?—A. Yes.

Mr. Woon: My vice-president has read the brief which he said I prepared on
the question as a whole, therefore that is really my evidence, so to speak, as well as
that of the vice-president; but any questions I may be able to answer I will be very

glad to do so. Getting back to that through bill of lading from Port Arthur, it seems

to me there would have to be a railway to command or to control lake tonnage. If
now, for example, the Canadian National Government Merchant Marine had vessels
on those lakes capable of carrying a reasonable quantity of grain, and a rate were
made which would be a through rate to Montreal, and it was a rate made by the
Canadian National Railway or the Canadian Pacific interests, and no question of
what the rate is to the bay ports, and what the rate would be from the head of the
lake to Montreal or Quebec, that might possibly help the situation; but with outside
interests, of course you will have to pay them what they want.

By Hon. Mr. Webster:

Q. To what ports do you refer on the lake to which it would be advisable to have
steamers go?%—A. I would say to the Bay ports, from the head of the lakes.

Q. From the head of the lakes to the Bay ports?~—A. I would say so.

Q. From Mr. Hayes’ remark, or your remark, that rate is only 2% or 2} cents a
bushel —A. Yes.

Q. Does the mere fact of two cents or two and a half cents on a through rate from
the West to Liverpool really seriously affect the situation? That is, they cannot cut
that rate down very much to compete at Buffalo with what you may be operating ¢—
A. Of course they could give a lower rate against that.
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By Hon. Mr. Watson:
Q. You suggest that the Government have a line of steamers?—A. T don’t suggest

By the Chairman:
Q. Do you think that would really affect it?%—A. It might affect it.

By Hon. Mr. Watson
Q. Wouldn’t it drive the other steamers off the line?—A. It probably would.

By Hon. Mr. Webster:

Q. If the water-rate involved is only two cents, I do not see that it is a very serious
matter one way or the other whether the Government own those lake steamers or not,
~ because you will always get them, and you can get them at one cent or two and a half?

Mr. Haves: T think Mr. Wood had possibly in mind not so much the rate, or
what it would cost, ds the assured delivery of the grain—the control of the grain.

Mr. Woop: The control of the grain.

By Hon. Mr. Webster: =

!, Q. The Government Merchant Marine have twenty-five small vessels that are.not
t fitted for sea business, and of which a large number were built on the upper lakes;

there is no reason why those boats could not go back again and do the trade you are
speaking of. :
1 Mr. Haves: There would be no profit in operating that type of boat on the lakes.

Mr. Woop: Those boats would carry possibly 120,000 bushels of wheat. They can-
not fill them fully, because they are built for deep sea work, and when full they will
draw 29 feet, and I am afraid there would be trouble in getting them through the Soo.
They might possibly hold 130,000 to 135,000 bushels of grain, but to get through the
locks they would have to reduce the load to 125,000. They are a little more difficult
to load, and the engine is astern.

Q. You spoke of having some boats that might run to Montreal for the grain
trade; I thought you referred to that?—A. No. Our boats coming through the lower

* reaches of the canal cannot carry more than twelve hundred tons. They are deep
draft. We have sent some boats down and brought coal, but we cannot get more than
twelve hundred ton.

Q. But boats like the McKee might be of sufficient capacity to meet the sugges-
tion you made?—A. That type of boat is all right.

By Hon. Mr. Bennett :

Q. How is the elevator capacity at New York as compared with that at Montreal

and Portland %—A. I have not the figures for New York, but they have immense space,
- because each railroad have their own elevator.

Mr. Haves: I don’t think the elevator capacity or space at New York is relatively
large. They order the grain down from Buffalo, and they get quick handling from
Buffalo.

Mr. Woon: And they have floating elevators.

Q. So there is no particular advantage over Montreal —A. No.

Mr. Haves: I think we-are better situated, relatively, than New York.

By Hon. Mr. Watson :
Q. What vessel is it that controls the ocean rates; is it the regular liner or the
tramp ?

; Mr. Woon: The liners have a specific rate that they agree on, but the tramp comes
in and can do as he likes; and the tramp to-day is carrying grain at much less than
the regular rates.
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By the Chairman: :
Q. The tramp is a free lance?—A. Free lance.

By Hon. Mr. Webster:

Q. If there was sufficient grain offering at our Canadian ports, do you think,
with the present situation of tonnage, that there would be ample vessels procurable to
carry this grain —A. There is‘any amount of tonnage; no difficulty about that at all.

By Hon. Mr. Willoughby :

Q. If you admit that the rate from Fort William to Buffalo is only from two
to' two and a half cents per bushel, is it-not reasonable to suppose that there is no
serious feature aﬁecting the handling of grain to Canadian ports?—that that will not
vary more than a cent, perhaps a half cent, and that the rate from Port Arthur or

Fort William to Buffalo can be usually calculated pretty closely?

My, Haves: Yes, but the other fact, of the rail from Buffalo to New York; can
be affected .

Hon. Mr. WessTer: But that is a fixed rate by the American Railway Board?

Mr. Haves: They changed that.

_ Hon. Mr. Wesster: And why not do the same to meet competition ?

Mr. Haves: We do. We can reduce.

Mr. Woon: We do.

Hon. Mr. WeBsTER: Then, if we can meet that competition at any time, we do
not need to take seriously the rates quoted by our American friends?

Mpr. Haves: We are meeting that competition to-day, not by the rail route from
Armstrong, but by the lake and rail to Georgian Bay.

Hon. Mr. Taompson: I understand it has been stated that Montreal has an

advantage of 13 cents now lower; why don’t they get it?
Hon. Mr. WessteEr: That is not the impression that many shippers have.

By Hon. Mr. Watson :
Q. Suppose you could double your tonnage via Montreal, how much cheaper could

you carry your grain than you do at present?—A. You mean via Montreal, by
Georgian Bay ports?
Q. If a larger tonnage could be carried at a profit?—A. That is a difficult ques-

We can fix a certain limit below which it is not good judgment to
We could

tion to answer.
go. We are meeting competition to-day at the somewhat higher limit.

drop somewhat lower than that if we had the margin.
Q. If you had the margin of trade?—A. Yes.
By Hon. Mr. Webster:
Q. If a proposition was put up to you that they would give you 5,000,000 bushels
if you gave them a certain rate, would that be considered?—A. Since the Trans-
continental started operations I have been in charge of traffic, six years, and I have

never had a bona fide exporter come and ask for the rail rate to Quebec on export
Now, why is it?

By the Chawrman: :
. Have you transported grain over the Transcontinental railway?—A. Yes; and
3 hqd to go to the trade in 1915; and it was one of the members of this august body
the late Seuator Richardson, who was the only one who I could induce, of all the grain

exporters at that time, to consider Quebec, and he tried it out.

By Hon. Mr, Webster:
Q. Given the same rate to Quebec as to New York, is it your view that it would
only amount to a paper rate, and that business would not ensue?—A. That is my

opinion.
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, Q.‘ Tinless something else is done at the shipping point?%—A. You speak now of
the rail rate. Now, you understand there is approximately 6,000,000 bushel storage
capacity at the head of the lakes to-day. That investment has been made because

El Port Arthur and Fort William are the markets in which the grain is delivered by

the western farmer. We cannot divert a car of grain to-day down over the Trans-
continental—we cannot take it out and bodily send it to Quebec or any other place;
it is assigned to Port Arthur and Fort William, and it has got to go there. Now,
you take the farmers themselves, through their organization, the United Grain
Growers and the Saskatchewan Co-operative Co. they have invested in an 8-million
bushel elevator capacity at Fort William, ‘or nearly one-sixth of the public terminal
elevator storage capacity there. Would they be interested in sending their grain to
Quebec, and diverting it from their investment there(, that is, to Quebec all-rail? If
not, you have got to get back, in the final analysis, to determine what is the proper
thing to do, what can be done to perhaps minimize the cost of the railway—get back
to the farmer, to the merchandiser, to find out what would be the result of making a
lower rate in influencing business. You may have done so, but I think you have to
start with the producer and the merchandiser. F

Q. We are getting back to that; we are working from the other end, and we
would like to get any suggestions from you that would help us in that direction; is
there any consideration given to the question of empties returning from one part to
another, in your calculations of freight?%—A. When you are referring to the trans-
. portation itself, the grain.commences to be harvested along about the 1st of September,
The rush then is on for 90 days to get as much grain out of the farmers’ hands, down
to the head of the lakes, or to the nearest public delivery: as possible before navigation
closes. Now, from Winnipeg to the head of the lakes, in round figures, is 425 miles.
It is 1,350 miles from Winnipeg to Quebec. If all of that grain was going to Quebec
instead of Port Arthur and Fort William, how many more cars, how many more
locomotives would we be obliged to have in order to relieve the farmer of as much
grain before the close of navigation as we can do by the much shorter haul to Port
Arthur and Fort William? The distance would be three times, that is a ecar, starting
east from Winnipeg would take nearly three times as much equipment; and to-day,
with a heavy crop, we are pressed to supply cars that are required even for the short
turn round to Port ‘Arthur. ,

Q. Then do the railways prefer the shorter haul?—A. Yes, under those circum-
stances, because we have the equipment.

Q. But 50 per cent of that is diverted for American railways?—A. Well, how
much more could we earn for the additional 900-mile haul. With the water competi-
tion would we earn enough to justify the Government in investing in additional
equipment sufficient to give that additional service?

Q. How much more wiil the country prosper by all that being handled in Canada
rather than letting the Americans haul it from Buffalo, and letting their steamers,
coal companies, stevedore commanies and production companies and everything
benefit?—A. That is a question of Government policy.

By the Chairman :

Q. When that Transeontinental railway was built, if you read the speeches made
in 1904, it was to revolutionize the carrying of grain from the west to the Canadian
tide-water ports, and it was claimed that while there was large storage capacity at the
head of the lakes there was very little at the tide-water ports; yet this is the result of
this grain being taken to Fort William and Port Arthur and then diverted, more than
half of it, to American ports; now, if T understood your answer to Senator Webster,
it is all a question of equipment?—A. Well, not necessarily all a question of equip-
ment, but equipment would be one of the factors that would have to be considered if
there was any particular movement of grain going to Quebec, that additional distance
by rail, from Fort William. : ’
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By Hon. Mr. Webster: " \

Q. If that additional distance from Winnipeg is 240 miles shorter, is it not
reasonable to expect that some arrangement ought to be made whereby the grain would
go to Quebec?—A. Well, following up the previous remarks a little further, from the
time the crop commences to be harvested there are about three months until navigation
closes at Quebec. Who, financing the grain, is going to take a chance of his grain
possibly not getting to Quebec in time to get out before the close of navigation?

By the Chairman:

Q. What do you consider the close of navxgatmn at Quebec?—A. When did the
Recruit get in the ice trouble?

The CuaRMAN: That is a special case. 4

By Hon. Mr. Webster:

Q. The grain would not be blocked in Quebec; a portion could go on to St. John
and be shipped there; it ‘is no more serious risk than we are taking every day in
comiercial enterprises%—A. No; of course, as you say, you would have St. John and
Halifax and possibly Portland ahead of you; but would that give the people who are
financing that grain and merchandising that grain the same possible outlets as they
have with the grain, say, at Fort William or at Buffalo?

Q. That would only apply to November shipments—one month out of twelve—r
and even with that objection, if railways were at fault in not having the grain in time
at Quebec they could carry it to St, John, and if a through rate had been previously
arranged the loss would not be very serious for the extra haul, Quebec to St. John?

By Hon. Mr. McCall:

Q. What would be the extra haul, say, on a shipment from Wmmpeg to Quebec,
to be sent on to St. John? What Would be a reasonably fair addition to the charge
while grain was still on the car?—A. Take the dlstance from Quebec to Halifax,
about €75 miles.

Q. Is that nearer than St. John?%—A. St. John is about the same distance with
us; it would be about 90 miles shorter; it is about 585 miles to ‘St. John.

Q. What would be the additional charge, then, to make a profitable rate?—A. I
den’t know as I would say.

Q. It has been said that winter charges on grain held in port eould be made up
by shipping it right off to our ocean ports and getting it in the market?—A. People
have not appreciated the conditions under which the old Intercolonial has been able
to handle its export business. Its export and import business has only been coming
to it in the winter months, when the operating conditions are probably as difficult as
they are in any section of the country during the winter months.

By the Chairman:
Q. You could use the Transcontinental for that purpose “—A. Yes, but the climatie
conditions are very much the same there as on the Intercolonial. I would not under-
take to say, Mr. McCall; perhaps 15 cents a hundred.

By Hon. Mr, McCall:

Q. Ten cents a bushel %—A. Yes.

Q. Will the consolidation of the Government railways facilitate the movement
of rolling stock so that we may have some economies under one management, and
moving the stock where it is needed at the time it is needed?—A. I have no doubt
some economies can be effected, but not to such an extent as to materially increase
the amount of equipment that will be available for the genmeral public. To-day we
have cars in large numbers standing idle simply because business is sick, business is
not flourishing; but it is only a very fgw months ago when we were put to it to supply
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cars for the traffic that was offered. I saw a statement in the papers the other day that
some expert in the States had estimated that so far as transportation was concerned,
the difference between good business for the American railways and a depression
was only the difference between 85 per cent and 100 per cent, or 15 per cent. Business
to-day is depressed, 85 per cent and when it increases 15 per cent they will be up against
the same shortage as they were a year ago. Car supply is a fluctuating quantity.

By Hon. Mr. Bennett:

Q. Considering what has been coming down on the Canadian Northern, and
knowing what your equipment is on the Grand Trunk, do you hope for an increase
in trade by the lake ports to Montreal when the rush is on in the fall of the year?%—
A. Tt will depend on the size of the crop each year.

Q. But the smaller it is, the greatest éffort it must be on your part to get it out?
—A. But between the lake route aud the rail route we do hope to better our condi-
tion.

Q. By that combination?—A. Yes.

Q. After you have got everything you ean get out of Montreal what about Port-
land for the winter months, because the Canadian Government will own that line too %—
A. Well, answering the question from a practical point of view, there is no question
but what the transportation can be purchased cheaper to Portland than to 'St. John
or Halifax, by reason of the shorter distance.

Q. Have you ever studied the movement of grain, both corn and summer wheat,
from Chicago to lake ports, and then transportation from the eastern states?—A. No,
I don’t know as T have made a particular study of it. ;

Q. Of course you are aware that the Grand Trunk had a very considerable busi-
ness in that in past years?%—A. They have handled, in past years, large quantities of
corn from the western states, that is, through Bay ports to New England.

Q. And wheat, too, the summer wheat?—A. Not much wheat.

By Hon. Mr. Webster:
Q. Why should we not get some of that western grain through our Canadian
ports—A. We do get some.
Mr. Woop: During the war we had a lot.
Q. But as a general rule you don’t get it?—A. Quite a portion. There is corn
coming now to Depot Harbour.

By Hon. Mr. Bennett:

Q. Have you ever studied the question of freezing in a vessel at the lake ports
in the fall of the year when the elevators were filled, and then to have a fleet of vessels
lying there, and from time to time move them up to the elevators and discharge them
down to Portland?%—A. That is done right along.

Mr. Woon: That was done very extensively during the war. "I had about 20
vessels at Midland there.

By Hon. Mr. Bennett:

Q. Is there a prospect of that business being increased, and at the same time
avoiding any expenditure on elevators?

Mr. Woon: A great deal depends on market conditions. Last fall both the
C.P.R. and ourselves tried to canvas the business situation from one end to the other
to tie up the trade at Midland, but we couldn’t get any at all, the conditions were so
abnormal by reason of the fact that the continental buyers were buying that wheat,
instead of England.

Q. The Montreal Gazette published returns last year showing the biggest ship-
ment to a foreign country, Italy, 8,300,000 bushels; Antwerp, 5,500,000, Gibralter,
4,000,000, Greece, 3,600,000, Marseilles, 1,952,000, Bordeaux, 278,000; do you know

'
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whether a great part of that gram came down on the Grand Trunk and CPR. to

Montreal ?
Mr. Woopn: Tt came to Montreal; we both had a share of it.

Q. Your namesake, C. M. Hays, was a great believer in the lake ports to Portland,

and Montreal in the summer; do you agree with hlm, as in competition with Buffalo?
Mr. Haves: Yes. _ }
Q. Mr. Hayes used to base one of his strong grounds because the boat made three
_trips against two to Buffalo?
Myr. Haves: Another interesting instance we have had this summer; it will not

interest you so much as the pacific coast. We had about 350,000 bushels of wheat out

of Alberta this winter to Vancouver, which was’ sent around to Great Britain
through the Panama Canal. I think the C.P.R. had about the same quantity. That
is a Canadian port, but it is not an eastern Canadian port.

By Hon. Mr, McCall:
Q. Do you think that trade will continue?—A. I am inclined to think it will,
because the out-turn of the cargoes reported is excellent.
Q. Some day you will develop the Trent Canal as atcarrier —A. Yes.

By Hon. Mr. Webster:

Q. You don‘t consider there is any preference given by the Canadian railways
that enables the Buffalo railway people to get this business?—A: No; to the contrary.

Q. You think one suggestion might be to get right back to the shippers and
merchandisers —A. Yes.

Q. And getting them to route this business over the Canadian rails?—A. I do
not want to suggest lese majesty, but why not take your friend, the Honourable Mr.
Crerar? He would know more about merchandising and the shipping of grain.

By the Chairman: £

Q. As a railway man, Mr. Hayes, do you not think that the Transcontinental
between Winnipeg and Quebec should be used to better advantage for the hauling of
grain, to the benefit of the Canadian National Railway situation, in our section?—
A. If a practical scheme could be worked out that would mean the bringing of any
grain totally over the Transcontinental, I can assure you we would like to see it done;
but we don’t want to make a paper route that means nothing so far as the actual
moving of business is concerned.

Q. That is not exactly my question; I quite!appreciate the answer from your
point of view, but owing to the fact that the National Transcontinental is so built
that an engine can haul almost double the load that can-be hauled on the next best
equipped road, and that it shortens the distance between Winnipeg and Quebec, as
compared with Montreal, the nearest tide-water port, by 240 miles, are you not of
opinion that this road is not being used to-day as it should be for the hauling of grain
from the west?—A. I can say yes to that—as it should be; but I want to follow on—
but will it be? Can it be, under the merchandising condition of to-day? Will
the owners, the people who are financing that grain, use Quebec?

Q. That is alright; if you had the equipment would it not be to the benefit
of the National railways to haul grain the longer distance and bring it to Quebec at
the fairly paying rate which we all believe could be much below the rate that js
presently quoted, about 36 cents a bushel? Tt has been figured by railroad experts

that including the return of empties, supposing you haul a ton of freight west, the -

grain can be taken down from Winnipeg—I am using the word Winnipeg, but Fort
William or Port Arthur—for about 17 cents a bushel as against 36 cents which is
quoted to-day; now, would it not be in the interest of the National Railways to haul
the longer distance as against the shorter distance, from Winnipeg to Fort William?
—A. At a reasonably compensatory rate, yes.
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Q. Of course if shippers will not use Quebec or any other ports the railways are

“not responsible for that, but. suppose T said to you, “Mr. Hayes, I have arranged to sell

2,000,000 bushels of wheat in leerpool I am going to take that wheat, say, from
Moosejaw or. some other point in the west; will you please give me a through rate
from Moose,]aw to Quebec?” What will you charge to-day from Moosejaw to Quebee
at a paying rate?—A. T have shown you; but you would first have to find the grain at
Moosejaw.

Q. That is all right; T understand the conditions at the present time as you
stated them, and I must say you have enlightened me a great deal; I never saw the

" question in the way that you have put it to me, which is the correct one; I understand

now where the nigger is, as you say, which I never did before; you have put it at a
glance before my eyes, and it is just as clear as the sunshine.
Hon. Mr. Caapais: Yes, we can see it now.

By the Chairman :

Q. I want to put that question; supposing conditions exist to-day that I could
go to Moosejaw or some other point west and buy 2,000,000 bushels of wheat and sell
them in Liverpool, could you not quote me a through rate from Moosejaw to Quebec
much lower than the one which exists to-day and still make money out of it%—A. We
could quote you a rate considerably lower than the present rate, I think, or con-
siderably lower than the present rate from Moosejaw to Quebec

Q. And make money on it?—A. And still make a margm of profit.

Mr. W. B. Lanican, General Freight Trafic Manager, Canadian Pacific Railway,
appeared as a witness,.and testified as follows:—

By Hon. Mr. Webster:

Q. We might get some suggestions from Mr. Lanigan, who knows the conditions
to be overcome, as he lived many years in the West and knows the situation there as
well as in the East; he might make a statement, after what he has heard here, as to
what relief he thinks might be obtained, .or some way in which this export grain trade
might be handled to advantage to his railway and also to the country?—A. Well, T
think you should go back to the manner in which .grain is bought and sold in the
west, and how many years it took to build up the present method of handling grain.
There are practically no grain exporters west of the Great Lakes, with the exception
of the Scottish Co-operative Company, who buy grain for their own old country
firms, and Richardson and Son, who are of course represented there. The eastern
exporters, that is, the New York and Montreal firms, have their agencies there. The
grain trade has grown up in this way. The grain is all shipped to Fort William,
except what is used for domestic purposes or seed purposes, or iz ground in transit.
At Fort William the terminal elevator issues a warehouse receipt on arrival of that
grain, and it is the warehouse receipt that is dealt with. I was for many years a
member of the Winnipeg Board of Trade and was on the Council that evolved that
system of handling grain. The exporter, naturally is some person who is either
resident at one of the seaboard points or else is very close to it, so that he can make
his arrangements about forwarding his grain. Having a representative on the
Winnipeg Board of Trade, he simply informs him what character of grain he wishes
purchased on his account.. He makes his export contracts either with the vessel or
the railway agents, and makes them entirely in the east. Now, the purchaser in the
west is forced by circumstances to desire his money very early after he has harvested
his crop, because that is the only time in the year that he has something to sell—only
once a year. Ile is different from the eastern farmer in that respect. That is the
time of the year when he had to pay for his labour, his binder twine, his notes on his
agricultural implements, his store bills, in fact everything that comes to him has
got to be paid at that time; and he must have money. The result is that he must
market quite a large portion of his grain. The man that buys that grain at the



9 SPECIAL COMMITTEE

interior elevator, every bushel that he buys he must sell, and he must get that for-
.warded and into the hands of the ultimate user as quickly as possible. The longer
it is delayed the more money it takes to finance the crop. Now, that is the necessity
of the farmer; and consequently, the moment he ships his wheat, if it is an individual
farmer, he forwards to his broker on Winnipeg Grain Exchange the bill of lading that
he gets from the railway agent, and the broker on the Grain exchange at once gets
the warehouse certificate covering the amount of grain, and the grade of grain, and its
official weight, and the documents on that grain from the terminal warehousemen ;
and that document defines in amount the money up to its value that the broker agrees
to advance on a transaction, selling it later on the farmer’s account. So that you
will see the necessity for.the grain arriving at the terminal elevator at an early
period, and the necessity for the farmer getting his money as quickly as possible.
Now, all that has been evolutionary process—the Winnipeg Grain Exchange, the
warehouse receipts, the clearing house for the boats at the Great Lakes—these have
. all grown up through the experience that the carrying companies, the banks, the
farmers, the terminal elevators, and every interest connected therewith has gone
through for a great many years. Therefore the grain is available only at the head
of the lakes. That is the only place where it can be procured by the eastern exporter
or the eastern dealer. And it must be available there—the only suitable point—because
there are several markets for grain. There is the export market; there is the domestic¢
milling market—because, as you will readily see, outside of the mills at Winnipeg
and Keewatin, there are the domestic milling demands in Ontario and Quebec, which
are guite large—and there is the American market. Besides that, there is all the
seaboard available from Fort William, via the different routes. So that grain is
really worth more at Fort William because of its availability for those different
markets and for those different routes than it would be worth anywhere else. At Fort
William it is carried by boat during the season of navigation to the Bay ports or to
Buftalo, and from Buffalo or the Bay ports to the different destinations that the mau
that owns the grain desires it to travel. The carrying company has nothing to do
with that part of it. A very large quantity of the grain—half, in fact, that has gone
this year—has gone for domestic econsumption in the United States; the other half
probably available for export, that is, over our line. Toledo and Detroit and other
ports beside Buffalo have taken it. Toledo and Detroit must have taken it purely for
domestic purposes. I do not see any great harm to Canadian grain interests in
finding that the American market was open to our grain, or that it was available for
those domestic markets such as Duluth, Chicago, Toledo and Detroit, by boat, which
of course is the cheaper way of sending it. Of course Canadian rails cannot compete,
from Fort William to American destinations, with the water or the rail routes beyond
that. That is, grain shipped to Detroit or Toledo for eventual consumption in the
country could not be carried by the Canadian carrier in competition with the water
route. Buffalo has the advantage of the water route plus the rail rate; and the effect,
more or less, of the existence of a canal route from Buffalo to New York. As has
been explained by Mr. Hayes, New York has a very commanding influence as far as
the export of grain is concerned, not only because there is a larger tonnage available
at New York for the export of grain—because she has a greater quantity of tramp
sailings—but in addition to that, she has sailings to ports that neither Montreal,
Quebee or St. John has, or has any possibility of having, because there are not suffi-
cient tonnage to be gathered in Canada for those ports to make sailings to them
possible or profitable. Now, if a man has his grain at Buffalo he has the opportunity
of shipping it to New York, Baltimore, Philadelphia, Boston—half a dozen other
places—summer or winter. And he has all the advantage of the foreign sailings that
there may be from those Atlantic ports to destination—which, of course, unfortunately
is not available to the Canadian routes. In other words, he can command more
foreign markets from Buffalo than he can command from any other port. Our rates,
however, our all-water route, which has not been mentioned, by Port Coulborne direct
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‘ to Montreal, is considerably cheaper than the route via Buffalo and Buffalo to New
York.

By the Chairman:

Q. Even by the Canal?—A. Well, the canal is not a great factor; it is too slow.

Q. But it is lower?—A. Oh yes, I don’t know what the Canal rate is; but it is
not a factor, because a man holding his stock in Buffalo for export can get it down
to New York as fast as he receives it, so the Canal would be too slow for him to use.
It is a bearing factor on the rail rate from Buffalo to New York; that is, if you got
a rate above a certain figure by rail the Canal would no doubt be brought into use.
Now we have got an all-water route from Fort William to Montreal, transferring at
Port Colborne, and that route has a certain amount of business and is a factor in
making our rate by Tiffany, Midland or Port MeNichol to Montreal. That is,
we cannot go above a certain arbitary over the all-water rate, and we must be as low
as the rate to Buffalo or as the rate from Buffalo to New York. As Mr. Hayes pointed
out, we are lower than that by about 1:3/10 cent. Now, Mr. Hayes has outlined this
to you—that there is open to Montreal for the grain of the west to-day, by the water
route, a still cheaper rate than exists to New York by any route—and it does not
make any difference whether it is Montreal or any other port— and by the other water
and rail route to Montreal the rate is cheaper by 1-3/10 cent per bushel than is avail-
able by Buffalo and New York. I want to emphasize that. It does mot make any
difference whether it is sent to Quebec or Montreal, but you have a Canadian route
which is the cheapest route of all—a route over Canadian roads to Bay ports, and from
Bay ports beyond. And still that American route, for the reason 1 have given you,
is commanding a large share of the tonnage that goes from Fort William, and has
always done s0; and it has done so for the reasons that I have outlined.

By Hon. Mr. Webster:

Q. That rate exists to-day, 1-3/10 cent less via Montreal than via Buffalo ?—A.
Yes. Now, there is to-day a rate of 12 cents a bushel all-water from Fort William
to Montreal, including the elevation at Montreal, which is 2-10 bushel.

Q. Cheaper than New York?—A. Cheaper than New York.

Q. Does that include the elevation charge?—A. Yes, it goes right through from
Fort William on the boat. Now, I have shown you the very strong necessity on the
part of the Canadian producer in the west for marketing quite a substantial proportion
of what he has grown early in the segson. That, of course is what causes the peak
movement on October to the lake front. That is our big time, from September 15th
to the close of navigation, about December 5th, to December 12th; and October is the
peak of the movement. When navigation is closed there is practically nothing in the
terminal elevators at Fort William; it has all gone over the cheapest possible route,
that is, the route that requires no roadbed maintained, no overhead expenses, a com-
paratively small number of employees to handle the vast quantity of grain, and it is
available at the Bay port elevators or at Buffalo for a free movement by’any port
during the winter time. Now, the rate from Port McNichol or Tiffany or Midland,
even if it goes via St. John—you want to mark that particularly—has got to be the
same as the rate from Buffalo to New York, although the distance from Port McNichol
to West St. John—which is the only Canadian port which is open during the winter
months—is a great deal longer. But in securing that grain for Midland or Tiffany
or West St. John, it must be secured on a basis of what rate would be available from
Buffalo to New York, the port that is open all the year round. Now, it comes to the
grain that comes down after the close of navigation, or may be in transit to the
head of the lakes but does not get there in time to go across the Bay.
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By Hon. Mr. Watson:

Q. TIs the water route open from Buffalo to New York all ‘the year round!——A.
No, it is not a factor as a grain carrier.

Q. How many months is that open?—A. About the same as the Great Lakes, I
presume. Now, as I said, there is grain that is in transit to the head of the lakes,
or that comes down after the close of navigation. That is the grain that is carried
all-rail, either for domestic consumption in the east or for export. Necessarily the
Canadian carrier has to carry that from Fort William to West St. John at no higher
rates than are available at that season of the year from Duluth to New York; that is
the limit of what he can charge for that movement.

Q. To what extent are the internal elevators in Saskatchewan and Alberta used?
—A. Tt depends a good deal on the season, and the character of the grain. For instance,
in the season when they have tough' wheat, naturally you like to get it under treatment
or elevated as quickly as possible.

Q. Do they treat tough wheat in those elevators?—A. Oh, yes, and sometimes if
you have got a grain that is growing, for instance, rejected No. one northern with a
large number of docks—and the docks is a good valuable cattle-feed—and you are
short of feed, it may go through the Moose Jaw or Saskatoon elevators before being
forwarded beyond.

Q. Are they used for storage capacity in rush seasons?—A. No; more by the
interior milling trade than anything else.

Q. They are not used to take a great rush?—A. No; the only time they come into |

maximum use is a year like 1915 or 1916, when storage was at a premium and there
was adjustment at the lake front. In the winter months they came in.

Q. They are not used for'storage as long as you have capacity at the lake front —
A. No.

By Hon. Mr. Webster:

Q. How does that grain get-to Duluth, that you referred to?—A. We have all
rates to Duluth from the Canadian West—the Great Northern and Northern Pacific,
of course, as well as the Great National Railways operate in Manitoba to Duluth.

Q. Hand it over to the American railways where?—A. The Great Northern Rail-
way, for instance, runs it into Brandon and up into Portage la Prairie.

By Hon. Mr. Thompson: A

Q. T understood you to say that the grain that arrives at Fort William in transit
was then at Fort William %—A. Yes.

Q. And you had to make a price to compete with Duluth; now, that grain that is
at Fort William cannot go through Duluth?—A. No, we cannot charge any more from
Fort William to our 'Canadian shipper than our American shipper is charged from
Duluth to New York, and the Canadian grain is so at Duluth.

By Hon. Mr. Bennett:

Q. Then it is the freezing up at Fort William that prevents you continuing all
the time?—A. Oh, certainly.

Q. What has been your movement on your line that runs south from Weyburn
and on to Duluth, the Soo line—have you had much of ‘a movement of grain that
way —A. Not to Duluth. We have had in as far as we have supplied cars for it;
we have had a domestic movement for Minneapolis for milling purposes, and this last
year’s has been a premium market, largely due to exchange and matters of that kind.
But we have limited that movement via Portal, via Emerson, on our line, and I think
the Canadian Nationals have done the same, to the extent that foreign cars returning
from those routes could be supplied. We have both been taught a lesson, that if our
cars drifted down into the United States, especially the last year or so, they wouldn’t
return with any great degree of promptness. The result is that in the fall of the
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year, when the purchaser of Canadian wheat in the West wants cars, a great many

thousands of them are tied up on American lines.

By Hon. Mr. Watson:
Q. And the American road will bring those cars back to furnish you the cars for
this supply of freight?—A. Well, there is always a certain amount north bound freight

coming up.

By the Chairman:

Q. Why do they hold those cars there —A. They are short of cars, and when any
person is short of cars and there is a car/in sight, he perhaps doesn’t live very strictly
up to the ethics of things, and rather uses the cars.

Q. Cannot you make the charge high enough that there is no profit in using your
cars—or I suppose you do the same with-theirs?>—A. We don’t have so many to do

with, that is the only diﬁerence

By Hon. Mr. Watson :
Q. The demurrage rate is 50 cents a day?—A. Our per diem used to be 5 centa
now it is a dollar.

By Hon. Mr. Bennett:

Q. Is there any question of shortage of Canadian vessels on upper lakes from Fort
William for lake points in the fall%—A. There has been, yes.

Q. If you were to divert trade down to Duluth, put American vessels in and carry
from there, that would not be a contravention of coasting; you could put the grain
down to Duluth if you brought it down on the Portal line?—A. We would not bring
any grain down that way, because it costs the shipper more momney to land it to
Duluth than it does to Fort William.

Q. There is such a difference that there is no hope of the trade developing that
way?%—A. No. There is a difference of two or three cents a bushel higher rate to
Duluth than Fort William.

Q. Do you mind telling us the rate from Port McNichol to Montreal to-day, per
bushel %—A. 11.6 cents.

Q. What was it three years ago?—A. In 1917 it.was 7 cents.

Q. Do you hope to return to 7 cents on that with the reduced costs of equipment
and labour and everything else?—A. I expect, of course, that the rate will go down
when the costs go down.

Q. Wages?—A. Wages is a very large factor in the cost of transportation.

Q. Then 11 cents, plus the lake rate of 2 cents, with a return of that you could
carry from Port MeNichol to Montreal at 9 cents a bushel; does that include elevator
charges%—A. Yes, it includes Harbour Commjssioner switching and delivery into
Harbour Commissioners’ elevators, and includes Montreal wharfage charge.

Q. What would you have to plus to that 9 cents for incidental charges, elevating
and anything else?—A. Seven cents a bushel was the normal rate in 1917,

Q. Was it even lower than 7 cents?—A. Yes, I think it was.

By Hon. Mr. Webster:

Q. Would you say that the Canadian freight rates on grain have taken propor-
tionately the same advances as the American rates?—A. Well, I think they have about
the same. !

Q. So the competition to-day would be about the same as in 1917%—A. Take, for
instance, our rate of 11.6 per bushel including Montreal elevator charges; that is a
rate that is forced on us in two directions—first, the Buffalo and New York competi-
tion, and, secondly, the all-water competition, which is 12 cents a bushel to-day from
Fort William to Montreal, including elévation. Our rate from Port McNichol is 11.6
to Montreal, to which you can add 2} cents to make the through rate from Fort

»
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William. Well, that is about as close as we can come from Port MecNichol to Mont-
real; with the present cost it is getting down pretty dangerously low.
Q. If the water-rate goes up would it be reasonable to expect that your rail rate
would go up, too?—A. Well, the highest rail rate we ever got since 1917 was 13 cents
a bushel.

By Hon. Mr. Watson :
Q I suppose you can rely on the Chairman of the Railway Commission to see
that you don’t lose any money —A. Well, he has not been particularly successful in
preventing it. 4

By Hon. Mr, Bennett:

* Q. Your rates and the Grand Trunk rates from Midland would be practically the
same ?—A. Yes.

Q. What has been the greatest amount of grain you have ever handled from Port
McNichol in a season?—A. I couldn’t tell without looking it up.

Q. Has it been as high as 40,000,000 ?%—A. I don’t think so.

~

By Hon. Mr. Webster:

Q. I think you stated that by reason of the methods which have been adopted for
some years past, all the grain must be shipped to Fort William, and that the rates were
based from Fort William on; now, is there any other method that could be suggested

by which some other point further back—Moosejaw or other junctional point—could

be selected so that we would not have to come into the same competition with the
American railways, but get this haul all over the Canadian railways?—A. You would
still have the competition of the American railways via Buffalo, no matter what you
did, no matter where you put your terminal in the interior.

Q. According to the information you have been kind enough to give us, it is a
sad tale for the Transcontinental railway, we will say, from Winnipeg down to Quebeec,
and would show that they cannot expect a very great flow of grain in that direction,
after the country has spent $170,000,000 odd on the Transcontinental railway?—A.
Taking your argument, that we put up sufficient elevator facilities at Moosejaw to
make that an interior collecting point for grain, at which the warehouse certificates
would be issued, and the farmer would get the grain ready for market, as he does,
say at Fort William, and we will say that you could make through contracts via the
Transcontinental to Quebec, Montreal, or ‘St. John from that point; of course Fort
William will not go out of business; the rate via Fort William and water from Fort
William is still available, and the rate from Moosejaw would have to be as low as the
combination of all-water and rail to Fort William, and all-water beyond, or the com-
petition rate via Buffalo, or the competition rate via Midland. Now, you could not
get any more than that at Moosejaw. Say the grain came from Maple Creek, you
couldn’t get any more than the rate to Fort William plus the water rates beyond,
say to Montreal or to Quebec—any part; it doesn’t make any difference what part it
is. You could not get any more than that because the man has still the water route
before him. Now when you come to meet that competition, take your rate from any
point in the west to Fort William, plus the rate available to-day of say 12 cents a bushel
from Fort William to Montreal, and apply that from Moosejaw; the rate from Moose-
jaw to-day is 31 cents per 100 pounds, which is 18.6 a bushel; add to that the available
rate of 12 cents—and in both cases we will leave out elevator charges—and you have a
rate of 30.6 cents. So that the grain originated with 6 cents a bushel, and you would
have to haul that from Moosejaw, say, to Montreal at 30 cents a bushel, and we will
say there is an average of about 1,400 bushels in a car, that is approximately the
weight, and you multiply that by 304, and you are not getting very much more than
you would get from Calgary to Fort William—half the distance.

o
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Q. Tt would apparently be better to carry it half the distance and let some other

‘ organization take it the balance?—A. I would take that all-rail in competition from

water route. From Fort William you have 900 some odd miles to Montreal, and you
have the water route, and the water has been put there by God Almighty; there are no
overhead charges on it, there are no section-men working on it; and the Government
turns around and lights it and furnishes everything else of that kind.

By the Chairman : !
Q. They supply the boats, too, I presume ?—A. Perhaps they could, but you would

. take a railway that cost you $75,000 a mile, or something like that, as the Transcon-
tinental did, and attempt to run against that. Then there is another feature which we

must not forget in carrying grain from Moosejaw to Quebec; you have a tremendously
heavy west-bound movement. The amount of traffic which would originate in Quebec
going back to the Canadian North West is necessarily very limited, because most of it
goes from Montreal, in the first place. In the second place it is limited in any event;
in the third place at the lake front you get through the summer months a tremendous
amount of merchandise that is brought up by outside steamers, and a tremendous

“amount of coal both for your own use and for the public use which, to a very large

extent, helps the west-bound empty movement from that point. But besides that,
during the season of navigation a tremendous amount of paper, of barbed wire, of
nails, of fittings, and a thousand other commodities are stored at Fort William and

forwarded during the winter months, according to the requirements of the different

commodities west of Fort William. That traffic helps to fill the empty cars that are
brought down with grain. If we started to compete with the water route via all-rail
we would have to remember that we have to compete in order to keep this up with
the water route going back.

Q. Then, as a matter of export trade from Harbours, would it be better to expend
more energy on water transport than on rail transport in order to get the business
through our Canadian ports?—A. You mean, a water extension on the Great Lakes?

Q. Right through—water carriage; my thought is this; is the position so profit-
less with our Canadian-owned railways that we cannot expect that business from
Canadian ports is going to be diverted from American ports, and that we ought to
seek some other trade to Montreal and Quebec in K the summer months?—A. To
Montreal and Quebec to-day during the summer months the Canadian railways are
carrying, against all competitors, the maximum amount of traffic that they can carry.
During the winter we are carrying 100 per cent of it that is available for carrying.
Now, supposing that you spent a great deal of money in developing the Georgian Bay,
or any other water route; that route is only open for a certain portion of the year.
You expend a great deal of money on capital account, and perhaps succeed in making
that water route so efficient that you will abolish the traffic that we are carrying to-day,
and which the Grand Trunk Railway and the Canadian National are carrying down
to Quebec, or any other port, that is, you will decrease our tonnage. You must
remember that to-day we are carrying from Port McNicoll or from Tiffany about as
much of that traffic as can be sent over Canadian'ports. We are just as anxious to
get that tonnage as anybody else for Montreal or St. John or any other Canadian port,
and we show our anxiety by making a differential rate via Canadian ports as against
what is available via Buffale. But at Buffalo you must remember there is to-day
a domestic market that is a great big factor, especially with its rate of exchange.
The Minneapolis miller has got a big mill there at Buffalo; there are a few big mills
at Rochester ; there are big mills between Buffalo and New York; there is a big demand
for food, and there is a big demand for other grains down there, and of course the
grain at Buffalo is available for that demand besides being available for export to
40 or 50 European ports from which we have no sailings from Montreal, Quebec,
St. John, and don’t produce to-day enough traffic to have any®sailings.

L /



e, | | SPECIAL COMMITTEE

Q. The sailings to the .Medlterranean from American ports would be full cargoes
you could get steamers for full cargoes for Marseilles from Montreal as readily as you
would from New York?—A. Perhaps some ports; but take, for instance, Norwegian
ports, there is a lot of our flour goes up to them and to Swedish ports. Well, our
steamers for those ports force the business very largely via New York,

Q. I think it was 22,000,000 bushels of grain went through Canadian ports, and
45,000,000 through American ports; how much of that 45,000,000 would be used for
domestic consumption in the United States?

Mr. Woon: That 45,000,000 is export.

Q. And you can readily see that there is double the quantity going through
American channels that there is going through Canadian—45 against 25%—A. Let us
go back a few years, This is nothing new. The percentage of north west wheat
going via Buffalo has been a little larger since the duty was taken off and the
American market was open to the Canadian producer, but normally there is no
greater quantity of grain going via Duluth to-day than there was years ago. Put that
factor to one side; take your returns of shipments from Fort William to those various
ports and Buffalo, it has always carried a larger quantity than the Canadian ports
have for years.

Q. But why should not our Canadian ports be able, by some readjustment some-
where, to get this traffic that we are losing in Canada—losing with our merchandise;
that is our problem?—A. It is a problem like making Niagara Falls run the other way.

By Hon. Mr. Watson:

Q. If you enlarged the volume of wheat from the west through Montreal or
Quebee, could you carry that at a lower rate and make the same profits for your road?
A. I could not answer you that, for this reason; you cannot segregate any one
commodity in all the tonnage that you are carrying eastbound and westbound, and get .
even approximately the costiof carrying that particular commodity over the different
sections of your line, and more than a nail manufacturer can pick one nail out of a
keg and say, that nail cost me so much. It is lost, absolutely lost. We have certain
statistics that show us our train mile statisties, but that isn’t anything to integrating
the accuracy as far as that traffic is concerned. It varies on every day of the year.
It varies with every month of the year. It varies with the carriage of the tonnage.
It varies with its volume. And to get down and say, could we reduce the rate, the rail
rate, if we-had a larger volume of tonnage ?—I think we could, but we couldn’t reduce
it to the basis of the water route under any circumstances without inereasing the
deficit of the Canadian National Railways, I think, and probably of producing a very
serious deficit if we were foolish enough to do it on our own line. I think that is
about as close an answer as I could give to that.

By Hon, Mr. Bennett:

Q. What is your maximum capacity of cars which you haul from Port McNichol
direct to Montreal%—A. I could not tell you that. T could get that information for
you. .
Q. I have heard the talk about running out 70 cars there, 1,500 bushel?—A.
Well, we have a very good line from Port McNichol to Montreal, and a comparatively
short mileage. *

Q. Ts it on a par as to road, equipment and carrying ability with your main line
between Peterboro and Montreal?—A. Yes, I think there is very little difference.

By Hon. Mr. Webster:

Q. You had a large proportion of that wheat that went out last year that was
water-hauled; is there not some method you could suggest whereby that quantity
could be increased, and also the proportion carried over the railways also could be
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increased? Do you think that 22,000,000 bushels is the maximum quantity that could

be exported from Montreal?
Mr. Haves: That was only the fall movement.

Hon. Mr. Bexnerr: The year’s quotation was 56,634,538 total bushels of all kinds
of grain out of Montreal in 1920.

By Hon. Mr. Webster:

Q. Leaving aside the figures for the moment, is there any reason why those
quantities should not be increased? Or is there anything you could suggest that
ought to be done in the way of harbour adjustments by which larger quantities could
be shipped ?—A. Well, every year we have got to absorb a little more of the Montreal
Harbour Comissioner’s charges so that we can put ourselves on a level with what it
costs to carry the grain from Buffalo to New York; and if they continue to increase,
and we have fo continue to absorb in order to keep our route on the same parity with
other routes, there will certainly come a time when it won’t be profitable to handle via
Montreal at all. But in saying that I am making no reflection at all on the Mont-
real Harbour Commissioners, you understand. They are handling their business—

Q. Their desire should be to get the rates down as well as possible, so that we
would get the benefit of the export trade?—A. We are to-day—and when I say we,
I mean the carriers altogether—are endeavouring to get, and making considerable
sacrifices in order to get as large a proportion as possible of the grain produced in the
Canadian northwest over our eastern lines and through Canadian ports. There is
no question that we have gone to a great deal of sacrifice. I think when it comes
right down to the fine thing, the grain that we take from Fort William to West St.
John over our route—and which is carried over a longer rute, of course, by the Inter-
colonial—expresses what the Canadian carriers have done in order to keep the Cana-
dian Atlantic port on its feet. The same way with the imports that come via West
St. John in the winter time; it means a great additional haul to us as compared with
it coming in via New York and Buffalo, and still for every bit of that export traffic
that is handled along the St. Lawrence Valley or up along the Great Lakes and west
of the Great Lakes, in order to keep the winter port moving, we are all of us obliged
to make no higher rates than are available from New York to St. Paul and from St.
Paul beyond; and it is the same way in the reverse direction. That is, as far as the
winter port is concerned we could not do any more than we are doing to-day. As far
as the summer ports are concerned we are held down by the all-water route, and we are
carrying it all-rail from the Bay ports to Montreal, and sometimes beyond that to
St. John, in competition with what was available to Montreal by water route which is
entirely free to the carrier as far as roadbed, lighting and every other expense, as
against the lower rates via Buffalo and New York. Now, no matter what we did,
under the circumstances I have detailed, I don’t think we could increase, by the
Canadian routes, one more bushel of grain over what we do to-day. Certainly the
Canadian National and the Canadian Pacific with all their empty cars, with business
as full as it is to-day—the traffic departments of those two lines are not leaving one
single stone unturned to secure traffic as against the American railways, and I
think we can say fairly successfully, in keeping the traffic off the American rails.

Q. The fact that so much does go through the port of Montreal at present must
indicate some merit or some advantages over the shipments going in other directions?
—A. Seven and three-tenths a bushel is quite a consideration.

Q. You think it is that differential that gives Montreal even that trade, do you?
—A. I think that Montreal gets, through that differential, just exactly all the trade
that can be shipped in that direction; that what goes via Buffalo is available for their
domestic milling; that what goes via New York is available for ports to which we
don’t have any sailings, and for markets that we can’t reach.
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By Hon. Mr. Watson: \
Q. To what do you attribute the attractions via Buffalo to eompensate for that 3
cents differential?—A. Just what I was explaining; you have got a big milling market
at Buffalo; you have sailings and ocean rates from New York that are not available
to Canadian ports.

By Hon. Mr. Bennett:

Q. Is it a fair comparison to say that your line from the Bay ports to Montreal
is as well equipped a line as from Buffalo to New York?—A. Well, I wouldn’t like
to go that far. The New York Central have got a very fine four-track water-grade
line from Buffalo to New York, and they have got, T suppose, ten or fifteen times the
density of tonnage and settlement that we have; but I think that our road to Port
MecNichol to Montreal is about as good a road as is necessary for that purpose, or for
ten times the tonmage that there is there to-day. j

By Hon. Mr. Watson:
Q. It is really a water-grade road?—A. Yes.

THE SENATE,
ComMmiTTEF RooMm No. 368,

12th May,  1921.
The Committee met at 10.30 a.m.

Mr. James Gurarie Scorr, Quebec, Que., appeared as a witness and iestified as
follows :—

By Hon. Mr. Webster:

Q. We understand that you were General Manager for the Quebec & Lake St.
John Railway at Quebec for a number of years?—A. Yes, also the Great Northern.

Q. During that time you had considerable experience in the freighting arrange-
ments not only affecting local business but also export trade from the port of Quebec?
—A. We carried grain, in conjunction with the Canada Atlantic Ry., from Parry
Sound to Quebee during a period of three years. We built a million bushel elevator
at Quebec. We had two steamship lines running in connection with the trade. We
got large business from Chicago, and we handled as much as 3,000,000 bushels of
grain in a year. I was the General Manager of the Great Northern, and of the Lake
St. John, which was part of the link leading through. Mr. Chamberlin at that time
was General Manager of the Canada Atlantic; he has since become General Manager
of the Grand Trunk, and President. Mr. C. J. Smith was the Traffic Manager of
the Canada Atlantic, and Mr. Guy Tombs, of Montreal, who is now Manager of the
Paper Export Company, and who has for many years lately been Chief Traffic man
with the Canadian Northern in Montreal, was at that time my General Freight
Agent. That was the combination that handled that grain business during those
three years.

Q. Since then there has not been very much grain exported from Quebec, has
there %—A. Well, the railway came into possession of Mackenzie & Mann; the elevator
was burned; the steamship lines that we had running in connection with those joint

railways dissolved and went away; and the business stopped. But it was a very i
successful business while it was carried on. !

Q. In what year was that?—A. In 1901, 1902, and 1903 ; that is 18 years ago.

Q. Perhaps you would intimate to the Committee how that export business was
built up?—A. We carried that grain very cheaply. From Parry Sound to Quebec—
550 miles—we carried wheat for 5 cents a bushel.
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By Hon. Mr. Tanner:
Q. All by rail%—A. All rail.

By Hon. Mr. Willoughby :

Q. How did that correspond with the general rate for such a distance at that
time?—A. I think it was rather lower. We were looking for the trade, and we got it.

By Hon. Mr. Tessier:

Q. How much did it cost you at that time from Winnipeg to Parry Sound?—
A. This was principally Chicago wheat; it was not Canadian wheat.

Q. Do you know the rate from Winnipeg to Parry Sound for wheat at that time?
—A. Mr. Hayes, the Traffic Manager of the Government Railways in 1916 made a
rate from Armstrong to Quebec, a distance of about 900 miles, of 6 cents a bushel;
that is on export grain alone, not on ordinary grain.

By Hon. Mr. Todd :

Q. That was rather an emergency rate, wasn’t it, that Mr. Hayes spoke of ~—A.
It was the opening of the Transcontinental railway; it was the first year; and that
railway had been built for the purpose of getting the grain trade, and Mr. Hayes as
well as I can understand, had to compete with Fort William, and he assumed the rate
from Winnipeg to an equal distance with Fort William on the main line of the Trans-
continental at the full tariff rate, 80 he got the benefit of that full tariff rate as far
as Armstrong, and that was 450 miles, and from there to Quebec he made an arbitrary
) rate of 6 cents. Well, the two rates combined made the through rate from Winnipeg
2 to Quebec 11 cents. The result was that the wheat poured in in such volume that they
§ could hardly handle it, and they loaded quite a number of steamships that year, and
then all of a sudden it was put a stop to.

g Hon. Mr. Tanner:

[ Q. How long did that ratecontinue in force?—A. It continued during that season
; of 1916; but since then not a bushel of wheat has come over the road.

By Hon. Mr. Thompson:

Q. Did they carry quite a large quantity that year?—A. Yes, they loaded quite

i a number of steamships. I think they must have handled about 3 or 4 million bushels
i that year.

By Hon. Mr. Willoughby :

§ Q. Had the war anything to do with that special rate from Armstrong—getting

grain for shipping for war purposes?—A. I don’t think so. I think Mr. Hayes was

trying to make good; it was his first experiment with this new railway, which had

).v been built for the purpose of handling grain. It has very low grades, it can handle
; 50 to 60 loads on a train and is capable of doing the business very economically.

Q. Would not that rate have to be approved by the Railway Commission?—A. I
~don’t think so, because the Quebec Board of Trade applied to the Railway Commis-
sion last winter in connection with the Transcontinental Railway and we were told
that they had no jurisdiction. Then we applied to the Government, and the Govern-

ment said that they always.took the advice of the Railway Commission—so that we
were between the devil and the deep sea.

By Hon. Mr. Turriff:

Q. As a railway man you say that the rate-is 1916 from Winnipeg to Quebec was
11 cents?—A. Yes.

4 Q. This was when the war was two years on the way; with yvour knowledge of

milway matters how much more do you figure it would cost at the present time for
.the railway to haul wheat, with the increased cost of coal and labour, and everything
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that goes to it, as compared with the price 5 or 6 years ago?—A. I should say 50 to
60 per cent on account of the increased cost of hauling as compared with five years
ago.

By Hon. Mr. Tessier:

Q. T suppose it would cost less for transportation to Quebeec by Transcontinental
than by other railways?—A. That is the opinion of Major Leonard.

(). Because the distance is shorter?—A. It is 214 miles shorter by Transconti-
nental, and the grades are so good that Major Leonard, the Government engineer who
built the Transcontinental Railway claims that it would be possible to haul nearly
double the tonnage over the Transcontinental that was hauled by the other roads.

By Hon. Mr. Willoughby:

Q. Was the rate charged in 1916 a ‘reasonably profitable rate for the railway?—
A. That question was brought up in Parliament, and Dr. Reid, the Minister of Rail-
ways, defended the rate of six cents which was made from Armstrong to Quebee
—1I think probably basing himself on having had a larger proportionate rate from
Winnipeg to Armstrong. He defended that rate, and stated that it paid expenses.
Since then—last year—when he was spoken to in the House on that question he said
that he was mistaken in having said that; that it was not profitable at that time.

Q. Did he give what would be a proper rate’—A. He did not.

By Hon. Mr. Thompson:

Q. With your knowledge of railways, 6 cents from Armstrong for 900 miles would
be an excessively low rate?—A. Oh yes, at the present time I would add 50 per cent
or 60 per cent. It is a low rate.

By Hon. Mr. Turriff:

Q. Supposing that instead of the 6 cent rate from Armstrong to Quebec you
increased it to 11 cents, i.e., the rate from Winnipeg to Quebec was 11 cents, and
supposing you were below the actual figures in saying 50 per cent to 60 per cent and
you doubled the rate, that would mean a rate of 22 cents between Winnipeg and
Quebec ?—A. Quite so.

Q. The fact that an engine can haul 60 carloads with 1,100 bushels to the ecar,
from Winnipeg to Quebec at something around 22 cents or 25 cents ought to be a rate
that would pay the Government for hauling that wheat; but instead of that they put
a rate of 36 cents and close off the traffic from the railroads, close terminal facilities
at Quebec, and a great deal of our grain that should go that way goes to the United
States sir, and I claim that the Government
management have been simply putting up a barrier of that tariff to prevent that
grain going to Canadian seaports. ;

By Hon. Mr. Webster:

Q. Do you know the amount of freight that is going to American railroads that
should come to the Canadian roads by the diversion you speak of %—A. Yes, I have a
statement here. This is a memorial from the Quebec Board of Trade to the Railway
Commission. I am not here to represent the Board of Trade. But the memorial
exposed the situation very clearly.

By the Chairman:

»

Q. You might answer Senator Webster’s question first before you read the
Memorial %—A. This Memorial states that in six years the total quantity of grain
shipped from Fort William was 1,096, 651,336 bushels of grain, and of that total,
577 million bushels went to ‘Canadian lake ports and 518 million bushels went to
Buftaio and other United States lake ports.
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By Hon. Mr. Webster:
Q. Have you in dollars, just what that freight would amount to, that you say
: has been diverted from Canadian roads to American roads?—A. I figure that, roughly
; speaking, we have paid $40,000,000 to $50,000,000 to American railroads during that
period that might have been kept in our own country.

By the Chairman: :

Q. Does that refer only to wheat for export, or to all grains going to American
ports for American use as well as for export?—A, The statistics of the Government
Statistician shows that the quantity of grain going to the United States for consump-
¥ tion via Fort William is not very great. This is certainly all for export.
¢ The CramMan: Do you wish Mr. Scott to read the Memorial that was preseunted
by the Board of Trade?

3 Hon. Mr. WitrouceBY: I do not want to interfere with the reading of it, hut it
: might be extended on the minutes and taken as read and put in the evidence, as we
: have had copies of it, and I have read it.

¥ Hon Mr. Tugrirr: I think it would be well to read it.

b Mr. Scott then read the Memorial. i«

I During the reading, referring to the elevator at Quebee, Mr. Scott stated that
k it was built by Sir William Price, and doubled in capacity by Honourable Mr.
[ I’Espérance when he was President of the Quebec Harbour Board. The elevator,
I although in excellent condition, is now standing idle.

i When Mr. Scott was reading the reference to the berthing of ships of the
‘ Canadian Merchant Marine at Montreal, and the statement that if the Government
“offered a lower rate of ocean freight from Quebec than New York offers, Canada
would get the business, and that was manifestly ‘the intention of the agreement
between the Government and the Grand Trunk in 1903.”

By Hon. Mr. Thompson:

Q. Allow me* a moment; Mr. Hayes said there was a cent and some odd cheaper
rate to Montreal than to New York now, and yet the freight was going by New York.
—A. Yes, it is quite a difficulty to overcome New York, and that is why we advocated
making a radical cut in the rate, because you have the tools in your hands, gentle-
men; you have a shorter railway from the prairies to the seaboard, and you have
steamships of your own; why not combine the two, and get the freight into Canadian
ports?

Q. The point T was trying to make was that there was a lower rate now at which
shippers to Montreal can compete with New York, and yet whoever controls the
shipment of trade was, for some reason or other, sending the largest portion of it to
New York.—A. There is no doubt you have got to make a radical cut in the rate so
as to get it, and the Government has to arrange the marine insurance, which jumps

. by leaps every two weeks in the fall of the year. That is a tradition of old days of
sailing ships, when there was danger for such ships in the St. Lawrence, and the
English Underwriters are pretty slow, as you know, and they stick to those traditions,
and they are boycotting us. The Government should take this thing up with a firm
hand and say to those underwriters, “Now, you make those rates the same as New
York, and we will guarantee you against losses on the average,” and I don’t believe
it would cost the country a cent.

By Hon. Mr. Turriff:

.Q. The cheaper rate to Montreal from Winnipeg shuts off the Grand Trunk
Pacific altogether, and the grain is being carried by the Canadian Northern over a
longer route and a much poorer track.

Mr. Toompson: But I suppose it comes largely through canals to Montreal,
doesn’t it? :
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Hon. Mr. Tessier: Perhaps we had better continue the readmg of the Memonal
and have questions afterwards.

Mr. ScorT then continued reading the Memorial to the end of page 16, adding,
“17 cents a bushel has been confirmed by many authorities”” The result of the
submission of this Memorial by the Quebec Beard of Trade was that Mr. Carvell,
the Chairman of the Railway Commission—who, I may take the liberty of saying, is
to my mind a very able man, and showed a marvellous handling of the subject when
he was with us—Mr. Carvell said, “Gentlemen, that is all right; if we did what you
ask for we would flood the eastern ports of Canada with western grain.”. We said,
“Well, that is just what we want; we have had no flooding since 1916.” Dr. Ruther-
ford, who also showed a great knowledge of the question, said, “To handle this thing
properly, and to accommodate the flood that Mr. Garvell says you are going to have,
you need great storage facilities at seaports.” We replied, “Well, Dr. Rutherford,
that is what we have been asking for for eight years; we have asked the Government
to put up storage at our seaports for 30,000,000 bushels, but instead of that there has
been storage made in the west for 200,000,000 bushels, and 200 won’t go into 20, and
the consequence is it goes to New York.”

The CHAIRMAN: I have an engagement which I must fill, and will ask Senator
Webster to take the chair.

By Hon. Mr. Turriff:

Q. Mr. Scott, I was one of those who went down and saw the harbour improve-
ments on Sunday, and it struck me that with the heavy storage we have in the west
and the storage you have at present in Quebec Harbour, it would be possible to ship
a tremendous quantity with the present storage of 2,000,000 bushels at the elevator
there, and with the present harbour capacity?—A. Yes, a considerable quantity. The
experience in Canadian ports is that an elevator capacity such as that of the C.P.R.
in Montreal will handle from three to five times its normal capacity during the season
of mnavigation. Now, the elevator at Quebeec is 2,000,000 bushels capacity; if it
handled five times its capacity it would handle 10,000,000 bushels in the season. The
Harbour Commission think they would do more, but that is the experience of other
ports.

Q. I notice that the Harbour Commission has asked for much larger storage, but
in the present financial position of Clanada it would be advisable to use the storage we
have; that is, if we had a rate of freight that would enable us to use the storage we
have in Montreal, Quebee, St. John and Halifax, it would be ‘wise to use only that
until we had tested it for two or three years to see how it would work out.—A. I think
you are quite right there.

By Hon. Mr. Willoughby :

Q. I think Mr. Scott, in reading the Memorial, said there was a 10 per cent
discrimination in Quebec over Montreal in insurance rates?

The Acting CuHAlIRMAN (Hon. Mr. Webster) :' No, not Quebec over Montreal, but
the St. Lawrence over American ports.

Mr. Scorr: No, I think you are mistaken, Senator Webster. The marine insur-
ance rate is 10 per cent less than Montreal from Quebec.

Hon. Mr. WiLLoucHBY: That is what I understood. Mr. Harling, if my memory
serves me right, gave the whole of the St. Lawrence rates at exactly the same.

v

The Acting CeamrMAN: That is what I was going on.

Mr. Scorr: He is mistaken there. I have it from Mr. Dale, who is the insurance
representative at Montreal. The New York rates are very much cheaper, because the
St. Lawrence rates go up progressively as you come on in the season.
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By Hon. Mr. Willoughby: i

) Q. The great shipment that you are looking for is grain, with wood-pulp, ete.,
helping ~—A. Yes.

; Q. Would it be possible commercmlly for a boat to go to Montreal, where it

‘might get a more general cargo than at Quebec, that being a bigger shipping point,

and fill our grain cargo at Quebec, without any serious extra cost?

The Acting CHamMAN: No; the grain must go in first, in the bottom.

Mr. Scorr: This is not a question of diserimination against Montreal, because
the Transcontinental ifself gives a short mileage to Montreal coming by Hervey
Junction, that is behind Three Rivers. The mileage from Winnipeg to Montreal
is only 1,387 miles by the Transcontinental. There is only a difference of 37 miles—
a bagatelle—so that Montreal is just as much interested in this question as Quebeec is.

By Hon. Mr. Bennett:

Q. Since the erection of your large elevator in Quebec have you had any of
those large barges carrying about 90 thousand bushels which go from the head of the
lakes, go down there and discharge into your elevator%—A. Very little.

Q. When the grain was in the vessel at Montreal, within a short run to Quebee,
could not those barges discharge into your elevator and thus ecater for the trade?
What is the drawback to increasing that trade?—A. There would be no object in
bringing the grain past Montreal by boat, because you get ocean tonnage in Montreal
B even to better advantage than you do in Quebec, so that we can have no hopes of
[tl getting grain by water. .

E Q. At present you have two of the largest C.P.R. vessels stopping at Quebec, and
& not going to Montreal%—A. Yes, three of them.

Q. Couldn’t the grain be taken straight through?—A. Yes, of course it coula,
i but the C.P.R. does not own the Transcontinental line.

The Acting CuarMAN : There is no scarcity of ocean tonnage; the difficulty is
to get the grain to Quebec? . -

Mr. Scorr: The difficulty is to get a rate to compete with New Xoxk it is not a
b question of rivalry between Canadian seaports.

By Hon. Mr. Turriff :

i Q. Does the C.P.R. bring down any wheat to Quebe( to carry as ballast, as it were,
in those two large vessels that only go to Quebec?—A. There are three of those vessels
o now; they bought one last week—a German boat of 24,000 tons, which will be the
i largest ship trading to Canadian ports. They are naming her the Hmpress of Scot-
land so that we will have the Empress of France, the Empress of Scotland and the
Empress of Britain running practically a weekly line from Quebec.

i Q. Do they bring any wheat to Quebec?

' The Acring CrAalRMAN: Those boats do not carry grain.

Mr. Scorr: They don’t seem to carry grain, and they don’t carry a large cargo.
they are passenger boats, and although they are very large tonnage they only
carry about 3,000 tons of cargo. '

_ The Acrizng CHAlRMAN: They carry passengers, express, and high-class mer-
Jz chandise. FRLSY :

By Hon, Mr. Bennett:
Q. They do carry wheat?—A. When they are short of anything else.

i Q. In your storehouses the other day there was a considerable quantity of pulp;
i did that come from the Transcontinental or by boat?—A. It may have come from
7 Clark City by boat, or from La Tuque by Transcontinental over the railway.

Q. What is going to be the market for that? places like Tonawanda, where
there are large paper mills?—A. Nearly all the pulp and paper goes to the United
States by rail. There is very little of it goes by water.
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Q. Would that not be profitable freight for a vessel loading right there from
the car, if it came down from the Transcontinental and took it up to Tonawanda
or any place there?—A. You would think so.

Q. Then she would have the benefit of that return cargo, if she had taken graia
down and loaded it in an ocean-going vessel %—A. The volume of trade from the city
of Quebec and district of Quebec to the United States has increased in the most
wonderful manner. E

Q. By water?—A. No, by rail—almost altogether by rail. Ten years ago the
exports from the city and district of Quebec to the United States were a little over
$4,000,000, and they have increased year after vear until last year they were over
$40,000,000. %

By Hon. Mr. Tessier: ;

Q. The exports of Quebec?—A. The exports of Quebec to the United States.
That is development of the northern country—the pulp and paper business at Grand
Mere and Shawinigan and La Tuque and Chicoutimi and Kenogami and Roberval,
and so on. It is a perfect hive of industry there. When I started to build the
railway there there was nothing but bush, and we built 500 miles of railway, and the
result was that the industries on those two lines of railway to-day represent a capital
of about $80,000,000, and there are about 20,000 men employed. Well, it has trans-
formed the whole of that northern district into an extremely prosperous country—so
prosperous that it is reflected in agriculture. For instance, about three months ago
a farm of 300 acres near Chicoutimi was sold for $60,000. Another farm at St.
Jerome, close by, in the Lake St. John district, was sold for $46,000. Now that is a
pretty astonishing state of affairs. Those people are very progressive; they are
pioneers that have gone into the wilderness, had the courage to go in there; now
they have their own electric light, telephone system, pulp mills and paper mills, and
they are a self-sustaining people—one of the most progressive populations in Canada.

Hon. Mr. Tesster: There is not a farm there that you could not have got for $2,000
years ago.

By Hon. Mr. Bennelt:

Q. Could you bring the freight down there by water completely and ship it into
ocean vessels? Do you think there is a future for that’—A. I think that could be
increased very much by encouragement, but I think our main dependence is on the
railway.

Q. You have a longer season than they have in Montreal—A. You know that
a great many people say that in getting your grain down to Quebee, it is not a cen-
tral point. People don’t quite realize the geography. I have just compiled a few
figures I would like to give you. As a matter of winter competition with Portland,
the distance from Winnipeg to Montreal is 1,411 miles; from Montreal to Portland,
300 miles; making a total of 1,711 miles. The distance from Winnipeg to Quebec is

1,350 miles by the Transcontinental; and from Quebec to St. John, 500 miles, making
a total of 1,850 miles. That is apparently a difference in favour of Portland of
about 140 miles—not a very great thing. But if you want to compete in distances,
and if distance is considered a matter of great importance, you could run a line
from a point on the Transcontinental opposite Quiebee, a place called Frampton
(St. Malachie) up the valley of the Etchemin, and down the valley of the Penobscot
to St. Stephen and St. Andrews in New Brunswick; and that distance will be only
200 miles from Quebec to St. Stephen which is the shipping point adjacent to the
Penobscot River.

Hon. Mr. Bexxerr: Where you find the greatest harbour in the world?

Hon. Mr. Toop: Yes, the greatest harbour in the world. Of course the great
objection to that is that it would run through the United States.
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Mr. Scorr: It would run through the State of Maine, so does the C.P.R. in run-
ning to St. John. So that on this question of mileage, as you will see we are not

- isolated, nor too far north as is pretended; we are on the shortest line between the

prairies and the Atlantic. We have, from Winnipeg to Quebee, by the Trans-
continental Railway, 1,350 miles, and Quebec to St. Stephen, 200 miles, making an
air line of 1,550 miles, as compared with 1,711 miles to Portland via Montreal. The
Americans have not got it on us at all, if we are only true to ourselves.

By Hon. Mr. Twrriff: -
Q. But would not that mean the building of 200 more miles of railway?—A. It
would mean the building of about 150 miles, from Frampton on the Transcontinental
Railway, with an easy country, and a summit 700 feet lower than the Grand Trunk.

By Hon. Mr. Bennett:

Q. The trend of trade in pulp is not through Europe at all now—there is no
trade in pulp over there?—A. Oh yes, there is, the Chicoutimi Pulp Co. send nearly all
their pulp to Europe.

Q. If you had pulp down on the Transcontinental and you had grain by barges
you could get a composite load into Quebec, couldn’t you?—A. I think the navigation
business could be stimulated a great deal. Nobody can tell that better than the
Chairman here, (Senator Webster) ; he knows all about that.

By Hon. Mr. Webster: :

Q. Could you give the Committee some of the methods you used while you were
Manager of the railway, to get that business through Quebec, and also what is
necessary in the way of merchandising to have it shipped over our Canadian roads?
—A. The methods that we used. were methods that were used by smarter men than
I—Mcr. Harling, whom you have have had before you, I think, is a very active steam-
ship man, and I think he can walk round any other steamship man that I have met;
and he went off to Chicago and engaged all that freight. Mr. C. J. Smith, of the
Canada Atlantic, was also very active, and he was continually in Chicago loading
boats with United States wheat and sending it to Parry Sound. That is the way that
trade was brought about; it was brought into a trade of live meats, preserved meats,
refrigerator stuff, all kinds of general goods came down, and it was a very active
trade while it lasted.

Q. Was there a through rate granted to those 'Chicago shippers and others to a
British port in order to get that traffic over by Canadian channels?—A. I think so
on those general goods, yes; not so much on the grain.

Q. How was the grain?—A. The grain was handled at so much a bushel from
Chicago to Parry Sound, and then we shared with the Canada Atlantic to Quebec,
we shared 5 cents.

Q. You found that when there was a satisfactory rate given the business was
there for Canadian ports?%—A. The business was there.

Q. And you got it over Canadian ports?—A. Yes.

Q. With the facilities at Quebec and Montreal, you consider the facilities and
harbour improvements are such that there is no trouble in handling any quantity of
grain that is available?—A. The gentlemen of the Senate who were there last Sunday
must have seen that. The facilities are excellent.

Hon. Mr. BexNerT: They are perfect; they are wonderful.

Mr. Scorr: They are wonderful as far as they go. It is a marvellous thing to
see one of those big steamers, and see the way the immigrants are handled. The train
of cars is put along one side of the ship; there is a big covered shed, and the steamer
lies on the other side, they just pass through there into those cars, and the trains are
sent off in a wonderfully short space of time. The C.P.R. are so clever about the
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handling of it; they send down Customs officers, and Inspectofs, and all their staff,

duwn to Rimouski, and from there to Quebec is 180 miles, and by the time the ship
reaches Quebec, everything is fixed, where every man is to go, and those people are
dumped off and sent west with the greatest expedition.

By Hon. Mr. Webster:

Q. From your experience, ocean vessels, either tramp or cargo boats, would be
available provided there was cargo brought to our Canadian ports for export?—A.
Why, sure; it all depends on the inland rate. If you can make the inland rate such
as to make it pay the owner of the grain to send his grain that way you are going to
get it.

Q. Then, to put it in concise form, you orly see two reasons why Canadian
ports do not get this trafic—one is the question of Marine Insurance, and the other
the question of inland freight rates?%—A. That is it.

Hon. Mr. Turrirr: When we were in Montreal last Thursday I heard Mr. Ross,
the Chairman of the Montreal Harbour Commissioners, state that' they were doing
a very large export business in carrying grain, I think from Minneapolis and Chicago,
but from Chicago anyway.

Hon. Mr. BexnNerT: It is more particularly Chicago; there has been quite a
rash.

Hon. Mr. Turrirr: I think I heard him say they handled last year 17,000,000
bushels of that grain. How can they handle American grain cheaper through
Canadian ports? . : ;

Mcr. Scort: It is very easy to answer that—because we have built up a wall against
our own trade.

Hon. Mr. Bexnerr: The American railways are bitterly complaining that there
has been a conjunction between vessel owners, irrespective of whether they are
Canadian or American, and Canadian railways, to give them a cut rate, and that is
the reason they are bringing so much of that grain through.

Hon. Mr. Turrirr: If either the 'C.P.R. or our Government railways are giving
a cut rate for American wheat to come through' our ports, and putting a double rate
on our western grain coming through our Canadian ports, then the Government has
to be taken hold of.

Hon. Mr. BexNert: It is just on the principal that a fruit man sacrifices his
peaches on Saturday night at less than cost lest they spoil on Sunday. The railways
and vessels owners are getting some trade that they could not otherwise have. You
have heard of that, Senator Webster?

The Acting CuHAIRMAN: No, I have not. i

By Hon. Mr. Todd:

Q. TIs not the situation a little more favourable for freight to come to American
ports rather than Canadian ports? Don’t they have a longer rail haul to the Amer-
ican coast?’—A. Well, of course the lake route is open from Chicago; you can send
it all winter from Chicago to Montreal.

Son. Mr. Bex~ert: I think this grain was not so much for export to Europe as
for distribution through the eastern States. 3

Mr. Scorr: But the Montreal grain trade is not the grain trade of the prairie
ptovinces at all.

By Hon. Mr. Webster:

Q. Speaking specially in reference to Quebec, what have you to suggest in order
that this grain export business can be handled through our Canadian ports, especially
Quebec?—A. T would make two suggestions—cut the all-rail rate from Winnipeg to

o
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Quebec down to 20 cents a bushel, and let the Government go into an active contro-

versy with the marine underwriters to get our marine rates put on a favourable
basis. Then you will get the tramps, and you will get all the ships you want.

Q. Mr. Hayes intimated that Winnipeg was not the point that was the real factor
in the grain rate for export business; he said we had either to take Fort William or
Moosejaw?—A. Yes, that is quite right, but we have taken Winnipeg because, in con-
siderating that from the railroad point of view, the railroad wants to get the benefit of
the higher rate from Winnipeg to Fort William—or to Armstrong, which is an equi-
distant point—as being part of the whole general rate. Otherwise, if you make a
low rate from Fort William or from Armstrong to your Canadian ports, you make it
at a rate that will not be profitable; whereas, if you add the higher proportion of rate
that you get on the shorter distance, the combined rate is a fair one for the total
distance. I think that is a fair way to look at it.

By Hon. Mr. Turriff : '
Q. There is one thing about Winnipeg as a point, that practically every bushel

of wheat west of Winnipeg that is shipped by the Atlantic has to come through

Winnipeg.

Q.- I understand you have an elevator, and cleaning apparatus, and everything
else, and you can put into force there the same system that you have at Fort William,
of cleaning and grading of the grain, and everything else. It is only just for want of
doing that that Winnipeg is not a distributing point.

Q. Is it possible to change the distributing point from Fort William back to

" Winnipeg “—A. I would not change it; but why wouldn’t you have two points?

Hon. Mr. Turrirr: I don’t think it very material whether the rate is made from
Winnipeg or Fort William. :

Hon. Mr. WessTer: No, it should not be. Those railway experts we had here
last week intimated that the rate from Moosejaw on ‘Canadian grain to New York via
American roads was 47-4, while the same haulage to Canadian ports was 42-97

Mr. Scorr: Yes, but that is all-rail, and that is a misleading calculation. What
you have to compete with is not the all-rail haul; it is the lake-and-water; and the
lake-and-water is taking it all away from you to-day because you put up this barrier
—you won’t carry it any cheaper. The Government railways are not in the same
position as the C.P.R. and the Grand Trunk. The interests of the C.P.R. and the
Grand Trunk are to feed those big elevators that they own in the Georgian Bay
district, and to feed the boats which they run on the lakes; while the interest of the
Government is to feed Canadian seaports, and if they allow the bigger railways to
pull the wool over their eyes, and join them in a combine of rates which will force that
trade into New York, they are hurting their own people.

Q. Mr. Hayes stated that there was a rate in favour of Montreal over New York
of 1-3/10 cents.—A. And it produces no results. The trade does not go to Montreal;
it goes to New York.

Hon. Mr. TaAxNer: I did not happen to hear Mr. Hayes; did he make any state-
ment with respect to thie possible minimum rate on the Transcontinental, from the
point of view of the railway?

The Acting CuamrMAN:-No; I think he said that the rates were based on good
judgement, f

By Hon. Mr. Tanner:

Q. You said that 20 cents would bring the grain over the Transcontinental —A.
That is what we suggest.

Q. I would like to know what the railway view is in that regard; I presume they
refused to come down?—A. The railways naturally don’t like it, they want to take
all they can out of the grain.
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Q. Could they come down to 20 cents?—A. Certainly they could come down.
Q. Would that be a profitable rate?—A. T am sure it could be done. I will stake
my reputation, whatever it is worth, that at 20 cents it can be done.

Hon. Mr. Turrirr: We have spent hundreds of millions on our railroads, and
tens of millions on our terminals for handling wheat, and we are losing hundreds of
millions at present on them combined, and even if we lost a little by giving a special
rate we would be gaining something by getting the trade through Canada.

Hon. Mr. BexnerT: Assume that the Government made a trial of it. They have
this flotilla of ships, Government-owned, and a number of them are about 8,000 tons.
If we could get a number of those 90,000 bushel lake barges that would unload into
the elevators, and then load the grain into the Government vessels on which the .
Government practically carries the insurance, they might do a trade for one or two
months later than it could be done out of Montreal. k

Hon. Mr. TaompsoN: But I understand those Government vessels are not fitted
for grain. ;

Hon. Mr. Bexxert: Those lake carriers are frozen in at the end of the season,
and while those 90, 000 bushel lake carriers could not go out on the ocean in the grain
trade might not there be somé line of business the Government ships could engage in,
such as trading with the West Indies?

Mr. Scorr: I think the Canadian ships might be used to promote Canadian trade;
and I think the water trade could be increased, but I must say that I think you should
devote your energies more to utilizing the railways which you have built at such
enormous expense. The water is there, and always has been there.

By Hon. Mr. Bennett:

Q. The question is whether any business can be added for Quebec as well 7—A.
You have spent $150,000,000 to $160,000,000 on this Transcontinental railway, and you
are not using it.

Hon. Mr. Trssigr: It is neglected.

By Hon. Mr. Willoughby :

Q. I presume your business proposition iz one in which the whole country is
interested; you do not ask the reduction of rates between Winnipeg and Armstrong
as compared with Winnipeg and Parry Sound or Winnipeg and the head of the lakes,
but you take your rate from Armstrong on, with better hauling facilities and bigger
cargo, and you want a reduced rate from Armstrong to Quebee, and you are willing
to make the rate to Armstrong fair to the other Companies to haul the other way,
and put your rate from Cochrane to Quebec at such a figure that the two combined
would be profitable to the railway: I think that is your view:—A. Yes, if you make it
low enough; but I would take a very radical course if I had the say in the matter. T
would make the rates on that railroad so low that the trade would have to come that
way ; and it is possible to do that, and make the railroad pay at the same time.

By Hon. Mr. McCall:

Q. Tt has been said that a reduction of rates on the Canadian railways would be
followed by an equal reduction on the American lines?—A. What difference would
that make to us?—A. That would not hurt us a bit. !

Q. We would not have that percentage of advantage then; the American lines
would put on the lower rate, and the traffic would go where it is now going?—A. I
don’t think we should conjure up ghosts like that. We have the tools in our own
hands to handle our own business. We have the shortest railroad, and we have ships;
now, let us use them. ;
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By Hon. Mr. Wilioughby:

Q. Would you put the rates so low to reach Quebec that you would ruin other
industries of Canada, other routes?—A. Not a bit. You would not hurt anybody;
would not hurt any Canadian interest. The only effect would be to divert that export
traffic which goes to New York—which is our trade—and there is no harm in diverting
it, to my mind. It would not affect the Georgian Bay ports or the lake trade of
Canadian vessels in any way at all; but I would change that trade that is going to
. New York for export and I think we can do it. You have the tools in your own
hands. :

By Hon. Mr. Thompson :

Q. We have heard that a very large quantity of that Canadlan grain passed
through the United States; but how much of it goes into consumption and use in the
United States for their own purposes’—A. I have seen an estimate that 10,000,000 -
bushels of what went to the United States last year was used for mixing with
American wheat, and the balance all went for export.

By Hon. Mr. Watson:

Q. A lot of that wheat is ground in bond in the United States?—A. I am speak-
ing of the wheat that went from Fort William via Buffalo; the calculation I saw was
that out of something like 90,000,000 bushels, 10,000,000 bushels were used for local
consumption, and the balance was for export. 4

Q. And anything ground in milling in transit would be export, of course?—A.
I presume it would.

By Hon. Mr. Todd:

Q. Is not a large amount of the exporv grain sent to the United States sold to
American concerns largely in New York? Is not that what we are up against? Is
not a large part of the export grain that goes both to the United States and Canada
handled through New York houses?—A. I think so.

Q. And of course their natural tendency is to take the grain to New York and
American ports%—A. Unless it is cheaper the other: way. You catch the American
right off when you can give him a cheaper shipment by Montreal or Quebec, and he
will ship it by Montreal or Quebec. He has no sympathy.

Q. But Mr. Hayes says it is cheaper now?—A. No, it is not enough cheaper to
overcome the marine insurance. You won’t get the business by making it the same
rate. When you add the insurance it makes it higher, I understand.

The Acring CHAIRMAN: No, I don’t think the insurance is a serious factor. The
boats are in Montreal, and they will take the grain out.

By Hon. Mr. Bennett:

Q. Have you any personal knowledge as to the extent to which Americans buy
grain in Winnipeg, any individual firms?—A. No, I don’t know.

Hon. Mr. WitLougEBY: I venture to say that three-quarters of the people that
are dealing on the Winnipeg Exchange are Americans; T mean the dealers, I am not
speaking of the exporters, who would be a bigger percentage.

Hon. Mr. Warson: They were Americans; they are Canadians now.

Hon. Mr. WinLoucHBY: Nearly all the houses have Minneapolis connections.

Hon. Mr. Turrirr: There is a great deal of American and Canadian wheat
handled in New York by Canadians. The Grain Growers Grain Company one year
handled some 70,000,000 bushels, and they export millions of bushels to American
ports.
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By Hon. Mr. Tessier:
TR
Q. Perhaps you could give us the general management on that question?—A.

I have nothing further to say except what the Board of Trade recommended to Mr.
Carvell, which was, to make a radical eut in that rate. The only answer we had was
that Mr. Carvell said, “If we do this for you we will flood the eastern seaports with
western grain,” and we said, “Flood them, because that is just what we want;” and '
Dr. Rutherford said, “ Well, if we start that flood you have got to put up more storage.”

Q. There was no other solution’—A. There is no other solution. That is an
admission by the Chairman of the Railway Commission, who is a clever man and
understands that business—that that is the way to get that Canadian grain through
Canadian ports. -

Q. No steps have since been taken by the Railway Commission?—A. He told us
the Railway Commission has no jurisdiction over rates on the Transcontinental
Railway.

By Hon. Mr. Bennett:

Q. The Government to-day owns the Grank Trunk, and it has two lines—to
Depot Harbour and to Midland—and they have to cater for trade on those two divi-
sions; now, if the rate on the Transcontinental is put down to 20 cents could they
still survive on those two lines on the run to Montreal?—A. Yes; I would make that
cut only for export. I would let the milling wheat and all the other wheat go its own
course as it has been going; but I would give that rate for export so low that we
would get it through Montreal and Quebec. I have not the slighest doubt we would
get it.

Q. The rate from Midland and Depot Harbour to Montreal was quoted here the
other day by Mr. Hayes at 7 to 7 and half cents; do you think they could ship
at that and still make money?—A. Depot Harbour is for Chiecago grain, isn’t it;
it is not for western grain?

Q. Could they handle wheat from Fort William and via Depot Harbour to Mont-
real as well as via Midland to Montreal>—A. Yes, I suppose they might.

Q. T think they said that the rate was about seven cents a bushel by rail from
there, and Mr. Lanigan stated that the C.P.R. rate by Port McNichol was about the
same, seven and half cents?—A. That would make, say, eleven cents from Winnipeg
to Fort William, and say 2 cents for marine insurance on the lakes, and elevator
charges, and seven cents from Depot Harbour to Montreal; that would make a rate
of about 20 cents.

Q. So you would not be cutting on what they have now if you had 20 cents?
—A. If we had a rate of 20 cents we could not be cutting that.

By Hon. Mr. Tessier:
Q. Did you say that the Railway Commission answered you that they had no
jurisdiction to decide, and that the Government told you to go to the Commission?

—A. That is about the size of it.
Q. Somebody ought to decide those questions?—A. There ought to be some

one to say.

Hon. Mr. Bexyerr: But the Government has all three lines. Take the Transcon-
tinental, and take the two divisions from the Georgian Bay, if they can arrange it
so that they will all make money on their suggestion, and the cut rate would only be

given to export trade, I would like to see it done that way.
Hon. Mr. Witrovcupy: What did the elevator in Quebec cost?
Mr. Scorr: I think Senator Webster could tell you that better than I.
The Acting CHARMAN: I have not the figures in mind.
Hon. Mr. WiLLovcuBy: Apart from extra storage, it would not cost a great deal
to put cleaning facilities in.
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Hon. Mr. McCarn: Does the Government own the elevator?
Mr. Scorr: No, it is owned by the Quebec Harbour Commlssmn, but the Govern-
‘ment paid for it.

By Hon. Mr. Bennett: 9

Q. Would not this be workable—that in the fall of the year they take a number
of the larger ships and put them into the grain trade from Fort William to Buffalo ?—
You could run a 10,000-ton ship from Fort William to Buffalo, but you could only
! run a 2,300-ton ship from Port Colbourne to Montreal, so you would have to trans-
ship—A. Yes, but if you look at the figures you w1ll find the lake tonnage is not a
great factor in the whole rate.

Hon. Mr. WiLroucaBy : I think, if I might suggest to Mr. Scott, it would be well
to find some possible estimate of the cleaning facilities at Quebee, without the extra
storage facilities. It will be necessary to have cleaning facilities before you can
E' satisfactorily handle the trade, because all the wheat that goes from the prairies is
[ cleaned in those terminal elevators it passes through.

Mr. Scorr: They have facilities in Quebee for cleaning the grain.

By Hon. Mr. McCall:

Q. Is there a market for the cleaning there?—A. I should think so; you are
connected with the whole railroad system of the country there.

Q. A local market too?—A. Yes, a very active local market.

Q. For seed grain and oats?—A. Yes, there is a great deal of seed grain used in
Quebec

Q. Then it is a dairy country as well; the oﬁal could be ground and sold to the
feeders%—A. It is a dairy country to this extent, that 60 per cent of the cheese and
butter made in the Province is made in the vicinity of Quebec and Lake St. John
and the very best of cheese and butter—renowned.

By Hon. Mr. Willoughby :

Q. Pardon me for following up that question, but I did not know you had any
eleaning facilities in Quebec?—A. I have never seen them myself, but I am told they
have cleaning facilities, _

Hon. Mr. Trompsox: Mr. Chairman, you know that the cleaning process is
connected with their elevators at Quebec? '

The Acting Cuammax: No. I don’t think so.

Hon. Mr. WinLovcuBy: With the ordinary grain coming through the elevators
there is a dockage running from one per cent to five per cent at times, and on oats
I have seen the dockage up to five or six per cent; now, that has got to be taken out
through the elevator before it is sent to the Old Country. Now, Mr. Scott, if the
water-rate that is included in the through rates from Fort William to New York and
from Fort William to Buffalo is only a matter of two or three cents a bushel, the
through rate is not seriously affecth by that portion of the water-rate?

Mr. Scorr: No.

Hon. Mr. WiLrLouveaBy: Would it get down, in your opinion, as to an all-rail
through rate from our Canadian northwest to our Canadian seaports, to such a rate
being granted as would get the Business to come through Canadian ports.

My. Scorr: Well, last year the lake portion of the rate was 6 cents. This year
I understand it is cheaper.

By Hon. Mr. Bennett :

Q. 6 cents to Buffalo?%—A. 6 cents to Buffalo or the Georgian Bay. Now even
if you cut that in half you would still bring down the New York rate only to 29 cents
: instead of 32 cents; so that if you had a rate from Winnipeg to Quebec of 20 cents
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you would have 9 cents advantage over New York to offer the owner of the grain to
ship his goods by our ports.

By Hon. Mr. Watson:

Q. Don’t you think if the Canadian route lowered the rate at the present time
to get the trade, that the Buffalo rate would be lowered to get it to New York?—-A
They can’t lower it.

Q. Of course we in the West would not object to that, because we would get the
benefit; but why can’t they lower it?%—A. If they lowered the lake route to any extent
it wouldn’t pay.

Q. But I mean lake-and- rail, to New York?—A. Lake-and-rail, it is not a large
proportion of it. The rate from Buffalo to New York is 12 cents. Well, they would
not likely cut that very much.

Q. They would if they wanted the trade, Wouldn t they %—A. Well, suppose they
did want to, they wouldn’t cut it more than half. Well, if they took 6 cents off of
that, and if they took 3 cents off lake route, that would be 9 cents; that would still
leave their through route to New York 23 cents, and if ours were 20 cents we would
have 3 cents advantage. Sir William Van Horne in a speech he made in Quebec a
few years ago, speaking of railroad rates, said, “Gentlemen, don’t forget that 60 per
cent of all the money that you pay on your railroad freight rates is spent in the
country that the road goes through—on conductors, brakesmen, engine drivers, supplies,
and everything for your railroads. Keep that freight as much as you can in your own
country.” That is just what we are losing sight of, and letting it go away from us.

Q. It is 85 per cent that is paid now?—A. Well, I suppose 120 per cent, according
to recent railroad operating. But in those days the Canadian Pacific Railway was
operating on about 60 per cent.

Q. The handicap our Canadian route has is the ‘return ecargo; from Buffalo to
Port Arthur and Fort William there is coal for a return cargo, and a lot of coal goes
back from Fort William to Winnipeg -all-rail%—A. Yes, of course there is a good deal
of coal goes that way.

By Hon. Mr. Webster:

Q. Mr. Scott, in your opinion it gets down to a matter of all-rail rate from Win-
nipeg to Quebec; that is where the difficulty lies at the present time?—A. It all comes
down to that.

THE SENATE

CommiTTee Rooym No. 368
May 18, 1921.
The Committee met at 10 a.m. :

Dr. RosertT MaciLL, Secretary, Winnipeg Grain Exchange, appeared as a witness
and testified as follows:— N

By the Chairman:

Dr. Magill, this Committee has been formed by a motion in the Senate, to find out
why so much of our grain from the west for export has been shipped through Ameri-
can channels, and to see if it was mot possible to arrive at some ways and means
whereby a great deal more, if not all, our grain could be shipped through Canadian
ports. As you are aware, we have now the best system of Transcontinental railways,
and we have ports well equipped, such as Montreal, Quebec, St. John and Halifax;
and the opinion is growing, at least in this part of the country, that if a proper effort
was made more of this wheat, and we think all of it, should be shipped through
Canadian ports. Would you be good enough to tell this Committee what in your
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nion, is the rgaﬁon 11; is gomgﬂirough American ports, ‘and what could be done to
i)m;zgmore through our Canadian routes. S )

~ Dr. Macin: Well, Mr. Chairman, if there is anything I can téll you I will be
very glad to. Canadian wheat from Fort William to Liverpool, say, goes 9i:cher
~ through Canadian ports or American, and in either case the journey can be divided
into three laps. Suppose it goes through American ports, the first lap is from Fort
~ William to Buffalo; the second is from Buffalo to New York or one of the American
~ ports; and the third is from the American sea-board to Liverpool. Just in the same
* way, if it goes through the Canadian channels, the first lap is either to Port Colbourne
or the Bay ports—  « . : ;
Hon. Mr. Bexxerr: Would you kindly name the American ports beside New
Yorlg'? ‘ ; ,
Dr. Magir: New York, Portland, Boston, Baltimore, Philadelphia, are the main
ones. : -~ j \
Hon. Mr. Turier: How does it go from Buffalo to the port—by rail or canal 2
Dr. Magiwn: By canal or rail. ;

]

Hon. Mr. Turrirr: How does it mostly go?

Dr. Maciin: I don’t know how far the canal has been working. I ?hink perhaps
the big end of it, in the years that I am going to talk about, went by rail.

Hon. Mr. Bexxerr: Suppose it went through Baltimore—

Hon, Mr. WessteEr: Better let Dr. Magill make his statement, and then we will
ask questions. ; A :

The CuamyMaN: I think it would be the pleasure of the Committee to hear Dr.
Magill, and then we can put all the questions after that.

Dr. MaciLn: Just in the same way, if it goes through Canadian channels it is
shipped from Fort William either to Port Colborne or the Bay ports, then to Mont-
real; and then the third lap is from Montreal to, say, Liverpool. Now you can com-

pare those two channels lap by lap. Take for instance, last week, the rate to the Bay
ports was higher than the rate to Buffalo.

Hon: Mr. Nicuorrs: You mean Georgian Bay?

T

Dr. MacinL: Yes; higher than the rate to Buffalo, all told by about 3-16ths of a
cent per bushel. On the first lap our Canadian channel has in the whole been at no
disadvantage. Just now there is, as I say, a trifling additional charge in sending it
from Fort William to the Bay ports, as compared with Buffalo. But if you take the
second lap, our Canadian channel has a distinct advantage of between two and three
cents a bushel at the moment, that is, between the Bay ports or Port Colborne and
Montreal on one hand and Buffalo and New York on the other. If you take the third
ld#p, at the present moment the ocean freight rates are pretty much the same from
Montreal and New York to Liverpool; with this result—that during the last few days
the Canadian channel has a decided advantage on the whole journey from Fort
William to Liverpool. With this further result—that our grain is going that way at
the moment, going through Canadian channels. Ocean freight rates on grain the last
few days have been pretty much identical from United States ports and Canadian
d ports to Liverpool. On the third lap there is no disadvantage on the first lap—to the
- Bay ports—our Canadian channel had a slight disadvantage. On the intervening
i lap, the second lap, between the Bay ports or Buffalo and the geaboard, our Canadian
’ channel at the moment has a decided advantage, and our grain is therefore going
through' Canadian channels at the moment. However, taking it as a whole, when you
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compare the two channels you must focus attention upon the ocean. Year in and year
out there is not a great deal of difference between the two routes on the first two laps;
if there is any, on the average it is in favour of the Canadian route. But taking it
year in and year out, up to the year 1913, up to the outbreak of war, the determining
factor was on the ocean—the third lap—and it is there you have to seek and there yon
have to find the answer to this question—Why, in the years gone by, a certain amount
of our Canadian grain went through American channels. The answer is not to be
found on the Great Lakes, in the main; and it is not to be found in the second lap;
it is to be found on the ocean. Most of our people, in discussing this matter, forget
the ocean altogether. They look at the splendid equipment of Montreal and Quebee,
j:hey look at the magnificent equipment on the Great Lakes, and they sa‘y,—“Hé;e,
why shouldn’t our grain go through Canadian channels?” They forget the third lap
altogether. And looking at that third lap, the determining factor is not the quantity
of produce we have to ship from Canada to Europe, but the quantity of freight that
we import back. That has been the determining factor in the years that are gone.

Now, taking that third lap—the ocean lap—the tramp has not been the carrier
of Canadian wheat. It is the liner that has carried the grain on the ocean—the regular
liner—whether it is American grain or Canadian grain. In the years prior to the
opening of the war the tramp was practically only a factor in those seasons when the
grain freight rates were high. When the freight rates were high, the tramp was
attracted first to American ports, and then to Montreal and the St. Lawrence. But
when the freight rates are what we might -call average or normal, the grain is not
carried by the tramp on the ocean; it is carried by the liner. The liner carries pass-
engers and other freight. Grain freight on the ocean is not a highly paying traffie.
There have been times in the past when wheat was carried as ballast, for nothing.
Then when the Shipping Conference got together in the North Atlantic it sought to
fix a minimum rate at about 3 cents a bushel for carrying wheat from' North Atlantie
ports to Liverpool. The grain rates, I may say, are varying rates; they are auctioned
up and down from day to day according to the grain available for shipping, and
according to the tonnage available for carrying. When the grain rates run along
on the average the regular liner tries to get the better paying traffic than grain, and
gets all it can, and it only gives the balance of its capacity to grain. It is in that
way North American grain has been carried on the ocean—not by the tramp but by
the liner; and not by the liner as the profit-taking part of its business. It has been
taken by the liner to fill up the unchartered part of the boat. And they carry grain
in fairly small packages. I think a load of wheat on the ocean is about 8,000 bushels.
They will carry one, two, four or five loads, just according to the space they have
available after they have secured all the better paying freight that they can for that
particular liner.

Now, I don’t think I need tell you gentlemen that this continent ships more st
to Great Britian and Europe than it imports from Great Britian and Europe. Suppose
we organized a company to run liners on the ocean, we should soon find, what some
of you gentlemen know, perhaps all of you, that there is not much money to be made
by a liner unless she gets freight both ways. We could not long profitably operate
a line of steamships if we brought them back from Europe empty, even though we could
send them back to Europe pretty well loaded. In this respect the United States are
in the same position; they ship more freight to Europe than they import back from
Europe. We do the same. That limits the number of liners that can be economically
operated between our Canadian ports and Europe. The limit is an indefinite one;
it arises somewhere when the operating companies find that they cannot get sufficient
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quantity of traffic to bring back to our Canadian ports to enable them profitably to
_operate a larger line. Very well; what is the result? The whole Canadian channel
—that is to say, the Great Lakes end of it, the intervening lap, and the liners coming
~ regularly to Canadian ports—taking it over a number of years, carry the bulk of our
Canadian grain. There is a part of it they cannot carry, because the number of liners
is not fixed by our total export traffic to Europe; but is fixed by the total import traffic
from Europe. The result is that when the liners that ply regularly between our ports
and Great Britian or Europe have carried all that they can very well carry, there is
—especially when we have a good crop—a surplus of grain still to be carried from this
country across the ocean. It is that surplus that goes through the American channel.
Now, that is the fundamental thing in my judgment, and T think the people go
wrong if they simply study the Canadian end of it; and they go wrong, up to ‘the
present, in the talk about the tramp; and they go wrong if they forget or ignore the
fact that the operation of a regular liner is dependent, economically, upon traffic
‘both ways. We don’t import enough traffic to justify steamship companies putting
on regular liners between our ports and British or European ports in sufficient
number to carry all our grain. ’

Hon. Mr. CascraiN: Carry the grain back—return cargo?

Dr. MaciiL: To carry all our grain back to Europe. Now, there are some other
features about this question that I would like to deal with. I would like to forget
the ocean for a moment, and ask you to look at the Winnipeg end of shipping grain.
If a man like Mr. Richardson goes into the exporting of wheat he finds that he cannot
export directly from a market so far in the interior as Winnipeg. Winnipeg is not
an_exporting market. The exporter of wheat must buy ocean tonnage; that is the
- first thing if he is going to be a successful exporter; and, if you will allow me to
use the word, he must speculate in tonnage space. If he does mot do that he may get
wheat down to the seaboard, but he may have to buy his ocean tonnage from a
competitor, some other grain exporter. He must take a chance or speculate ahead
on ocean tonnage. Then he has got to buy sterling money—or, to use the jargon
of the trade, he has to speculate in the rate of exchange. Prior to 1913 he could
buy sterling for 70 days ahead. Since the outbreak of war speculation in the rate
of exchange has been difficult and it has been still' more difficult to buy international
money since the armistice. One of our shippers lost a very big sum of money. He
had good freight. He had a good grain purchase, but the ratie of exchange went
against him and he lost a great many thousands of dollars.

'

Hon. Mr. CascraN: He might have won in the same way?

Dr. MagrLn: Yes, it might have gone the other way, but it did not in his case.
The exporter must buy ocean tonnage; he must buy freight; then he cables with Liver-
pool or London and he makes a deal—he sells them wheat. Only then will he start
in to buy the wheat—I am speaking generally. He has four primary deals in
exporting a cargo of grain—he has got to deal in tonnage; he has got to deal in rate
of exchange; he has got to get a good acceptance in London or Liverpool; then he
starts in to buy the wheat. Now the first three of those four steps are done at the
seaboard. Winnipeg is not an exporting market. In the exporting of North American
grain the buying of the tonnage, and the buying of the money, and the cabling
to the wheat buyer in England or Europe—all that is best done by the seaboard
houses at Montreal or New York, or somewhere on the Atlantic seaboard.

Hon. Mr. NicsOLLS: Or Quebec?

Dr. MAGILI:: I am speaking about the past, not about the future. The point I
want to get at is this: We have very few direct exporters of wheat in Winnipeg. The
Winnipeg houses sell the wheat to the seaboard exporting houses. Let me give you
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an example of how that works out. We have, for example, a firm, Carruthers & Co.
Montreal, with their head office in Montreal, and an office in New York, and an office
in Winnipeg. The Winnipeg branch does not eable wheat bids to England; it is
the Montreal or New York branch that takes the tonnage, buys the sterling and makes =
the sale; then they buy their wheat from their own Winnipeg branch if that branch

can sell them that wheat cheaper than some other fellow can. The Carruthers Co.
will buy wheat in Winnipeg to fill a contract with Liverpool from anybody in Winni-

_peg who can give them a better bargain than their own branch office; and they allow

their branch office in Winnipeg to sell, say, to Richardson, suppose Rlchardson has
sold wheat to Liverpool.

Mr. RicaarpsoN: They never sell us, though.

Dr. MaciuL: But suppose say the British Empll‘e Co. se’lls in Liverpool, Car-
ruthers & Co. in Montreal will allow their branch office in Winnipeg to sell to that
rival if the rival will pay their branch nfﬁce a better price for the wheat than they
ean pay.

Hon. Mr. Bexyerr: Who are the British Empire'? }

Dr. MaciLn: The British Empire in Winnipeg is J. R. Crowe and the British
Empire in Montreal is A. P. Stuart. The thing I would like to impress upon you
is that Winnipeg is not an exporting market directly. They do not buy the tonnage;
they do not buy the money; they do not cable, ag a rule, with England—I am speaking
generally. That is done by the great seaboard houses, and the seaboard houses buy
the wheat from ns. The United Grain Growers have an export branch. That branch
operates from New York. They have their country elevators, their terminal elevators,
but their western branch does not export directly; it sells to their export branch. 5

Now, following from that, you meet this fact—we don’t bill the grain through.
By “we” I mean the Winnipeg firms who handle wheat. We sell the wheat to the
man who is exporting it; and the man who is exporting it is the man who has arranged
the tomnage, and therefore bills the grain through. I am eager to mention this,
because 1 have been’ told that Americans run the Winnipeg Grain Exchange and the
western grain trade, and that they ship the wheat through American ports. Well,
we have some American firms in the grain trade in the west. When grain began to

¢ be grown in large volume in the west, British capital did not go into it; it has never
come into the grain business to any great extent. There was not a great deal of
Canadian capital available; it was not sufficient. American companies were asked to
come in; they put their capital into elevators and plants, and they are there. As a
matter of fact, all of their staffs are as good Canadians as we are, and very many of
them are Canadian-born. The money may be American money, but it is not only
untrue but grossly unfair to say that the American companies operating in grain in 8
western Canada are responsible for shipping Canadian grain through American ports !
—unfair and untrue because they do not ship grain at all. Their elevator companies
put grain to Fort William; they sell it to the exporter or shipper; there is not one of
those great American companies operating in the west that puts grain across the

" (reat Lakes, except one that does it to the Quaker Oats Milling Company for a small
commission. They are not shippers or exporters of grain, those western American
companies. There are American companies in New York and Chicago that are
exporters of wheat. ' They buy it at Fort William, they buy it in the Winnipeg
market; it is shipped from Fort William; it is shipped to meet the tonnage that they
have provided for it. That tonnage is the tonnage made available for their con-
tracts on the lowest freight rates. As a rule it is at Canadian ports. It is only at
American ports for the surplus that the liners coming to our ports cannot carry.

T want to tell you, there is no sentiment in the shipping of grain. In spite of any
artificial barrier that can be set up, grain will go from Western Canada to Europe
by the cheapest route, and nobody can interfere with that for very long.
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o Hon. Mr. Nxonou.s I am sorry to interrupt, but there is one point I would like to
get clear in my mind. You mentioned that the United Grain Growers have an office .
in New York, and they export direct; and previously you mentioned that the balance
of cheapness was in favour of the Canadmn route at the present time. Well, do the
United Grain Growers take advantage of the cheapness of the Canadian route now?

Dr. MAGILL Always.

Hon. Mr. Nicuorrs: I know they have no export houses in eastern Canada, but
they have in New York?

Dr. MAGILL: They have their correspondmg agent in Montreal to take their
tonnage. .

Hon. Mr. Nicuorts: They patronize both routes?

Dr. MagiLL: Absolutely. There is not a man in the game but will ship wherever
he can for the smallest fraction of a cent per bushel.

Hon. Mr. NicHoLLs : My reason for asking was that you stated the Grain Growers
~ had export houses in New York, without intimating that they took advantage of the
Canadian route.

Dr. Magmr: Oh, every one of them,
Hon. Mr. NicuorLs: Who will be their agent in Montreal?

Dr. MaciLr: It will be a corresponding agent there, at least, to attend the tonnage
and loading.

Hon. Mr. Nicaorrs: Do they ship to any large extent through Canadian ports?

Dr. MagiLr: Oh, yes, absolutely. You kmow they are all in the game for a profit.
The profit in éxporting wheat is probably the narrowest percentage of profit in inter-
national commerce. As a matter of fact, year in and year out this might be said to
be true—it is mot so much on the wheat that they make a little profit, it is on the
successful 'speculation in tonnage and the rate of exchange. It is a cut-throat game.
We export wheat, in normal years, in competition with so many other countries—
Argentina, India, Australia, Russia, the United States. Our exporters fight an
eternal battle with the rival houses. It is no easy matter to compete with the great
companies in the United States—the Ames-Brooks, the Armour Grain Company and
all the rest of them. It is a cut-throat game, and the fiercest competitors in the world
are the British themselves, buying grain, as they do, from every country in the world.
The British are thoroughly expert in Indian grain, Russian, Australian,—as expert in
all and each of those as we are in matters pertaining to Canadian grain. It is a cut-
throat game, and I suppose every exporter would be glad of an opportunity of exporting
a cargo of wheat for a profit of one sixteenth of a cent a bushel.

By Hon. Mr. Bennett:

& Q. Are there any British companies beside the British Empire that deal?—A.
Yes. Now let me finish. I don’t know that I would like these figures to go on the
*i record, but I will give you figures showing who shipped our grain in years prior to
: the war. I think it would only be fair that. these figures about our companies should
not go into the records.

The CHalrMAN: Is it the pleasure of the Committee to hear these figures?
Hon. Mr. Bexnerr: I think they had befter go into the record.

Dr. MaciLr: Well,# have not authority from each firm to quote their business.
If you would allow me to read them first without writing them down, then you can
talk about them.
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‘ Yes.

The CualrMAN: Is that your pleasure, gentlemen? (Agreed.)
7 Dr. MaciuL: I will take the years from 1912 to 1916. (Quoting figures showing
the quantities of grain shipped by Winnipeg firms.) .
Hon. Mr. Bexyerr: What does the total business amount to?
Dr. MaciL: 787,715,253 bushels.

By Hon. Mr. Turriff : :
Q. The first half-dozen big companies run from 68 to 74 million bushels?—A.

Q. Does that come on in the ordinary regular way of freight?—A. Yes.
Q. It looke as though there was a division, they come so close; it was all in the
regular way of freight?—A. All in the regular way of freight, absolutely.

Dr. Mac.LL: The bulk of our grain is sold in Winnipeg and shipped from Fort
William by Canadian companies, and shown by these figures, not by American com-
panies. Don’t get away from that—it is sold by Canadian companies, the vast bulk
of it. There is American capital in the gathering of grain through country elevators,
but these companies are not the shippers or exporters of the grain. The exporting
of grain to Great Britain and Europe is not done from Winnipeg; it is done by the
seaboard houses, or the seaboard branches of the companies, that, as I have explained,
take the tonnage, buy the money, and sell the grain; and those Winnipeg firms are
not primarily responsible for the routing. It is the seaboard houses or branch that
routes the grain through, not the Winnipeg house. If the statement is ever made
to you—“Oh, it is Yankee capital out in that grain business”—don’t believe it.
Tt is unfair, and it is not true. We mneeded that American capital in the western
country; we need it still; but it simply is not a fact.

Hon. Mr. WesstEr: I do not think there has been any criticism in this Com-
mittee or in the Senate as regards American capital.

Dr. MacinL:+I am glad of it.
Hon. Mr. WeBsTER: I do not think that view is prevalent in Ottawa or the east.
Dr. Macin: I am glad to hear it. I saw it in a western paper.

By Hon. Mr. Bennett:

Q. Have you figures to show what was export and what was local consumption?
—A. No, I have not. This is our tota