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Appointing commissioners to inquire into and report upon the commc'rciel feasibility

and national advantages to be derived from the proposed construction of a deep
inland waterway from the Georgian bay, Ontario, to the port of Montreal i n

the province of Quebec.

Dr.ted 18th March, 1914 .

Recorded let April, 1914.

Lib . 212, Fol . 69,

of the Faith,-Emperor of India .

To all to whom these presents shall come, or whom the same may in anywise concern ,

COMMISSION

THOMAS MUIV,Ey,
Deputy Regislrar tJenerai of Canada .

CANADA .

GEORGE fnE Fn'Tn; by the Grace of God, of &v United Kingdom of Great Britain_

and Ireland, and of the British Dominions beyond the Seas, KING, Deferidcr

OREErno .--

iVutaEAs in and by an order of His Royal Ilighness our Governor General i n

Canadian traffic handled_ through United States ports, and causes for this diversim

r g .
cannot be handled by rail, causing an expansion in industries, an increabu to the poriu-
lation and a demand for a higher class of'freight sccking transportation by rail .

4 . The probable volume of traffic available on account of the natural a3vantages
of such waterway, which would be the shortest api deepest water route from the head
of the Great Lakes to the seaboard for the largest lake veesels and the probable length
of the open navigation season through this waterway .

b''rattio of the Great Lnkea ; how it reaches the seaboard . The percentage o f

8. The competition of the waterway with the railwn„vs ; effect on railways, by

e eatin new industriea on account of cheap transportation of loic grade freight tha t

commodities whielf the country pro l uces .

Council, bearing date the eighteenth day of March, in the year of Our Lord One
Thousand Nine Iiundred and Fourteén, provision has been made for a careful and
thorough -inquiry by oui commissioners therein and hereinafter named in respect of
the proposid construction of a deep inland waterway, providing for accommodation
for the large lake carriers from the Georgian bay, in the province of Ontario, to the
port of Montreal, in the province of Quebee, from the point of view of the commercial
feasibility and national advantages to be derived from such a waterway, and in that
connection to inquire into and consider the following questions, namely :-

1 . A study of the transportation problem in relation to the proposed waterway ;-

to whgt extent can it help in developing the resources of the country .

2. The advantages of a large waterway from the lakes to tbe seaboard, open to the

lerge<t type of lake carriers ; the feasibility of these carriere navigating such water-

way and the influence on the rate regulation o .` transport, especially upon cheaper .

6
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6. Lake transportation ; rates that obtain ; lake and rail rates as against all rai l
rates ; also a comparison with an nll water route rate ; also a comparison between the
proposed t]eorgian Bay Ship Canal route and all the competing routes in existence
and in course of construction and their capacity ; comparative cost of transportation
per ton mile, rail, lake and rail, and all water .

7 . A comparison of the volume of traffic that may be handled by water as against
the rail routes within the samo period . Possibla economie advantages of such a
waterway.

8. The position of the Northwest ; Fort William and Port Arthur being the
objective point of all lines running through the wheat belt . IIow the situation at the
head of the lakes wiald be ameliorated ; would an all water route from Fort William
to the seaboard, for largest lake veasels, be the natural complement of the present
water and rail routes 4

9 . The position of the existing and projected Gulf Lines via Galveston, what
their influence would be regarding diversion of traffie from the lakes and St . Lawrence
route. The effect upon tha movement of the traffic by the opening of the Hudson
Bay, and Paci6c and Panama routes .

10. The conditions that exist at the Atlantic seaboard, Canadian and United
States, aa to handling traffic, and as to ocean and insurance rate .:.

11 . nterprovincial trade. The facilitating of trade between_the-pr.ovinces . The
Northwest to supply Ontario, Quebeo, and the Maritime Provinces with wheat at a
cheaper transportation rate ; Ontario and Quebec to supply in return the product of
their manufactures, wl.ilst it will perhaps be possible for Nova Scotia to supply coal
to some Ontario points at a cheaper freight rate than it now costs to bring it front the
United States, effocting a Frcat ,nving to tho country .

12. The iron industry and other mineral'resources ; the deep waterway as a factor
in their development.

18. Pulp industry and the possibility of development .
14. The tendency to manufacture at the base of supply ;• the possibilitiea along

the route of the waterway whore raw material that cannot be transported by rail at a
low rate is available. The easy development of large water powers at dams, for manu-

in the province of Quebec, to be our commissioners to conduct such inquiry ;
to have, hold, exercise and enjoy the said office, place and trust ur`,o the said William
Sanford Evans, Frank Stephen Meighen and Edouard t;lohler, together with the
rights, powers, privileges and emoluments unto the said office, place and trust of right
and by law appertaining during pleasure,-And we do further nominate, constitute
and appoint the said William Sanford Evans to be the Chairman of the said Com-
tafesion. -

15 . Now territory opened in the Northwest and the requirements to move the
grain crop in the future to open market ; the cost cf transporting whra" from
important centres in the Northwest to head of lakes.

10. Storage at the head of the lakes and the seaboard ; extent of terminals required .
17 . Markets, general statistics, aynop9ia-of-hist,ory of deep canals ; their trade

development .

18 . Generally spexking, the commercial feasibility of thé proposed waterway .

Now Know Ye that by and with the advioe of our Privy Council for Canada,
we do by these presents nominate, constitute and appoint William Sanford Evans, of
the city of Winnipeg, in the province of Manitoba, 8nancial agent ; Frank Stephen

- Meighen, gentlem3n, and Edouard Qohier; merchanl, both of the City of 'Mcntreal,

facturing purposes .
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And we do hereby under the authority uf the revised Statute respecting inquiries
concerning public matters confer upon our said Comnfissioners the power of summon-
ing before them any witnesses and of requiring them to give evidence on oath or on
solemn affirmation if they are persona entitled to affirm in civil matters, and orally or
in writing, and to produoe such documents and things as our said Commissioners
shall deem requisite to the full investigation of the matters into which they are hereby

appointed to examine . And we do hereby further authorize the said Commissioners
to employ such technical and professional assistants as they may deem ne..essary in

connection with the inquiry. And we do hereby require and direct our said Com-
missioners to report to His Royal Highness the Governor General in Council the result
of their invéatigation together with the evidence, if any, taken before them and any
opinion they may see fit to express thereon .

In testimony whereof, we have caused these our letters to be made patent and

the great seal of Canada to be hereunto affixed. Witness : Our Most Dear and Entirely
Beloved Uncle and Most Faithful Counsellor, Field Marshal His Royal Highness
Prince Arthur William Patrick Albert, Duke of Connaught and of Strathearn ; Earl

of Sussex (in the Peerage of the United Kingdom) ; Prince of the United Kingdom

of Great Britain and Ireland ; Dukeof Saxony, Prince of Saxe-Cobourg and Gotha ;

Knight of Our Most Noble Order of the Oarter ; Knight'of our Most Ancient and

Most Noble Order of the Thistle ; Knight of Our Most 1lluatrious Order of St . Patrick ;

One ofoqrMost Honourable Privy Council ; Great Master of Our Most Honourable

Order of the Bath ; Bnight Cirond Comniandér"of Our Most Exalted Order of the

Star of India ; Knight Grand Cross of Our Most Distinguished Order of St . Michael

and St. George ; Knight Grand Commander of Our Most Eminent Order of the Indian

Empire ; Knight Grand Cross of Our Royal Victorian Order ; Our Pereonal Aide•de-

Camp ; Governor Oenéral and Commander-in-Chief of our Dominion of Canada .

At our Government House, in Our City of Qttawa, this eighteer .th day of March,

in the year of Our Lord One thouearid nine hun&ed and fourte:n and in the fourth

year of Our reign .
By Command ,

THOMAS afULVEY,

Underrecratary of State .



Ilonourable Rnusar Roceas,

Minister of l'ukdic 11'orks,

Ottawa, Canada .

'41R,-Pending the completion of the statistical survey of the principal facts and
eouditions entering into the transportation problems referred to the Oeorgian Bay
Canal Commission, which it w as arranged should be undertaken a§ preparatory to
the work of the Comtnicsinn, I beg to submit the following Interim Report tovcring
su eh matters as have already been submitted to examination .

Yours respectfuCy,

W. SANFORD EVANS .
OTTAWA, 1910.
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INTCRiM REPORT,' GEORGIAN BAY CANAL COMMISSION.

By W. SvNtoeu I•:cAxa, Chairman, (leorgian Bay Canal Commission, 191 6.

INTBODUOTOEY STATEMEAT .

Under the authority o4 I'arliament, a survey and investigation of the practic-
ability and probable cost of the long-mooted proposition .to construct a deep waterway
from Georgian bay to the harbour of Montreal, by way of the French and Ottawa
rivers, was initiated in 1904 under a board of engineery: In 1909 this board submitted
a report (Georgian Bay Ship Canal Report upon Surrey, with Plans and Estimates of
Cost, 1908), the plans providing for a waterway 22 feet deep, with a length of 440 miles,
in which there would'tro 28 miles of canal excavation, 66 miles of channel dredging, and

346 miles of river and lake ; with t27 locks of a minimum length of 650 feet, with 65
feet clear width and 22 feet clear dept.h, the lift rangintr from 5 feet to 50 feet ; and

with a minimum water supply in the summit basin, c•apable of being increased, which

wo uld permit of 20 lockageFi per day throughout a season of About 210 days. The oost,

origina'.ly placed at $100,000,000, was, in view of inc .rasea in the cost of materials,

suLsequently estimated at $125,000,000 .
In 1914 a Royal Commission was Issued, in the terms already set forth, for a

report upon ti,c "commercial feasibility" of such a canal, and in general upon many

elemer.ts of the tranaportatiôn problem in Canada . The engineers had reported that
the canal was praetirnble, but the report of the (#eorgiaa Bay Canal Commission was
to be upon the question whether or not it would pay Canada to spend $125,000,000

tipon this public work.
A reasonable judgment upon the ctonomic, feasibility of any proposition must be

based upon a carefu : study of facts and upon en equally careful estimate of tendencies

and possibilitiès of development. As many of the conditions which <onstituto the

econotnic factors of a problem such as this have not previously been statistically studied
in Canada, and are not adquately set forth in any existing compilations, it was co;r

sidered desirable to collect and arrange ccrtain important classes of facts as preliminary
to the consideration of any conclusions by the commission, and even as preliminary

to the holding of public hearings . An arrangement was accordingly made by which
the chairman of the commission undertook this preparatory statistical survey, and
this interim report, sets forth some of the facts so far examined . It is not a report on

conclusions, but rather a general introductory statement of part of the case to be
argued . .and tskes the form of a summary btatement, illustrated by diagrams, and an

appendix containing tables of $gurv--.-- It is submitted at this staue for constructive
criticism and for suggestions as to other essential matters to be taken into considera•
tion so that the case way be made oompleta As soon as the most important fnnda-
mental fats are available and withüi the knowledgé of those interested, argument
can profitably be heard, and in due time, and after full public hearings, the Georgian
Bay Canal Commission will present its repott .

rviope of this report. -Great public works, such at railways and canals, may be

undertaken for political, military, or economic reasons . The terms of Confederation

impdsed on the Dominion Government a political obligation for certain works of

this kind . Military purposes have led to very large expendituree on transportatio n

9
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facilities in mr :ny countries, and perhaps neither military nor the higher political
r(;asons should be overlooked in conection with any public work . The prose.- ^ue3-
tion, however, is whether there is an economic reason for a Georgian Bay canal.

A canal is coustructtd to carry traifio and from the national standpoint might have
economic j ustification :-

(1) I t exitting traffic facilities are congested, or in danger of congestion within
a period of time for which provision should now be cousidereA, and if the proposed
canal offers adoquate and satisfactory additional facilities .

(2) Even if nctunl congestion is not threatentd, then if a sufficiently great volume
of traffr?, is lik ( Jy to be aKected by the building of the canal so that the decreased cost
,,r the incrcased convenience will bear a remuner .itive relation to the capital invo;ted .
t'nder this heading there would be two inquiries :-

(a) As to the volume of traffic that would probably use the canal itself ;
(b) As to the volume of traffic likely to L_ affected by the competitive in8uence of

the canal, through the etio :3 of the new route on the rates and conveniencea of other
routes.

(3) If its construction would probably promote the development of traffic to a
greater extent or at a more rapid rate than an alternative improvema,t in facilitic .:,
aeod to a dcgroo commensurate with the cost.

(4) If in connection with its construction collate!al assets or bea:efita might be
created, of whiçh water-powers may be taken as one examnlP . which, properly appraised,
might so supplement the traffic advantages as to nrake ;be tntu' national roturn appear
prOtable

This interim report does not deal with possi, r ,, -,i ,ateral values created by the
building of the proposed Georgian Bay canal, whiah must later be inquired into, but
solely with the problem of traffic .

Again, this report does not deal with the important question of local traffic, but
only with the problehi of through traffic . A canal might enable the population along
its banks to receive and ship goods on better terms than at present and might lead to
a marked increase of population in that district and to the establishment of new
industries ; and it might also further the development of such natural resources as
that district may contain. To the extent to which it is'a not addition to the sum of
national well•béing, and is not accompanied by a corresponding loss elsewhere or is not '
only a transfer from one point to another, an economic advantage to a section of the
population or to a limited district may to counted a national advantage . But it must
not cost too much and the burden of the cost must be properly placed . The natural
resources of the territory tributary to the proposed canal should be carefully investi-
gated, apd an estimate made -of a ll probable local gains. In this report, however, only
facts and conditions bearing on the general traffic problem of Canada are under
examination .

The proposed Georgian Bay canal would form a new channel in the St . Lawrence
and Great Lrikes water routo from the Atlantic ocean to the h9art of the North Ameri-
can continent. `Over certain of the existing channels of this greatest of inland water-
weya there now passes an enormous volume of trnffio . Some of this is Canadian traffic
and some United States traffic. Some-of the vessels are of Canadian or British
registry, and some of United States registry. These vessels freely use all canals and
improvcmenta in the waterways, without distinction beceuae of the nationality of the

vessel or the national ownership of the canals or deepened ehannele, and, within the
restrictions of the coasting laws, some traffic of Canadian origin is carried In United
States ver.ac'.s, and some traffiq of United States' origin is carried in Canadit+n vessels .
This grcat waterway i3 paralleled to the north and to the south thrbughout its r,hole
course by many railway lines, which also carry an enormous trafflo of mixed national
origin and destination.
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Among the materials i .rceesary as a
bas'= for a reasonablc judEnnent on the econ-

omic feasibility of the canal in its relation to general tra8îc, there should be fncta

covering the following pointa :
(1) Tbo magnitude of the total traffic of both countries that now so moves and

that may in the future so move as to fall within the sphere of influence-of such a canal
.

Traffic of Canadian origin or destination, that is, traffic that enters into Cunadian
trade, should be differentiated from United States traffic in order that it may be con-
Pidered separately, for the national advantage to Canada of benefits conferred on Cana-
dian traffio would be much more direct and would be calculated on broader grounds-
than would the advantage to Canada_that might be incidental to benefits conferred

on United States traffio.
(2) The routes now followed by traffic and the causes .of the present distribution .

If necessary in or or fn discover these causes, the goods must be traced from their
point of origin right through to their ultimate destination, even if this involves a

study of transportation conditions on the ocean and of the methods end demands of

foreign markets.
(8) The classes of goods now constituting the traffio, and the possibilities of

increase in each of these classes and of the addition to the traffic of new classes of
• _ --- _ __

gooda,
(4) The present nature and probable tendencies of railway competition against

the water routes.
The traffio that would probably feel fi rat and most directly the influence of a new

canal is the traffic that now passes by water between the East and the \Vest in North

America. This report represents the results of an investigation of this waterborne

traffic along the above general lineg
. No detailed study of the -rail-borne traffic and o f

railway competition has yet been made .
In the summary statement no attempt is made fit exhaustive treatment, but rather

the facts of a single year or with respect to a single article are seleeted to Mus-

i ve general conditions found to exist, and diagrams are freely used. Indeed,

much of the report is but an explanation of the diagrams. In the appendix are given

tables of statistics, some compiled direct from original material and some taken from

various authoritative publications, which will in mat cases provide material for a

much more extended study
. The year 1913 has been chosen for special attention, first

because the traffio movement was greater in that year than in any other, and second,

because 1913 was the latest complete year before the disturbances created by

the war, and witnessed the fullest manifestation of the tendencies of what may be

called normal times . Normal conditions must be understood before the nbnormnl can

be rightly judged. d f H A Debates of the

Report of tbe Depadment of Customs, Trade and NaVlgatioa, year ending Marr.h 3 1, 1911 .

There is included in the appendix aleo a preets rn ex o ansar

House of Commons and the Senate on the Qeorgian-Bay Ship Canal, 1902-13 .
As many other problems, beside that of the Georgian Bay canal, depend upon the

sanie fumdamental facts, it is possible that the material herein presented may prove of
interest in more than the one piactical ditection.

In this report, the quantities, and not the values, of freight traffic are laken into

consideration, whenever these can be obtained, i+ndless attention is paid to freight

rates than to the generàl conditions that underlie freight rotes .

It is the weight, or the bulk, of freight traffic that chiefly creates a transportation

problem, and not its value . Cargoes and carloads are measured by tons and not by

dollars. To illustrate : In the fiscal yeàr 1912-13, Canada imported tin-set diamonds

to the value of $3,848,360.1 If put into one package, these diamonds would probably

weigh abou . 14 pounds, and the whole package aouldbe thrown into the corner of the
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emall safe in one express car. Jn the sanie fiscal year, Canada imlwrtcvl large quantitie s
of soft coal, aggregating over five timcs the value of the diamonds. Taking for com-
parison the quantity of soft coal which at the entered price would give avrelue equal
to the diamonds, we have a freight tonnage of 1,923,176 tons . AcLording to the report
of the Department of Railways and Canals,l tbe, a were in that year on all the railways
in Canada a total of 14,740 ccsl cars, with an average capacity of 3A; tons . 1f all these
cars were assembled to carry the above amount of coal, each car would have a little
over 3A loads . Put in another way, if these cars were made up into trains of fortyears
each, and twelve such trains were despatched per day, it would take 104 days to move
the load . IIere we have a big transportation problem, whereas the tome value in dia-
lnonds offers no transportation problem at all, but only an insurpnce or police problem .
It may be muc+h more profitable for a country'to produce or trade in goods that must
he weighed by ounces or poimds, but it is only tons, no matter what their value, that

can fill vessels or cars ahd that require new canals, deeper chanriels, more railway '
lines and heavier rails and bridges.

Freight rates do not always explain traffic mviements, and are sometimes symptoms
rather than causes . A relative cheapness of rates will not always divert traffic-fro

m other routes; for traffic often seems to move upstream against higher rates . There
are many conditions which determine the routing of traffic, and it ifl' impossible to
reach sound practical coneln3ions by studying freight tariffs alone. What has been
sought in the present investigation is the causes -of-tra8ie movenSenta,-whether these
causes have manifested tycroselves in freight rates or not . There may be artificial
interferences with the operation of thFse fundamental causes, such as may arise fro

m the exercise of governmental regulation on the one side, or from conferences, affili-
ritions, pools, or combinations on the other, but it has not been possible in the time to
trace the iufluence on the r6ur-es of traffic that may have been rxerted by these me-ins .

1 Ranway St1tS6ncs, year ending June 20, 191s, V. 139.
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FREIGHT TBAIrFIC TO AND FROM TAXE SUPERIOR . '

1 he principal volume of watcrbonw traffic between the East and the West in \ :,rth

:lwericu passes back and forth through the Sault Ste . 51aric canais . and it .-an lF.crc
be conveniently measured and analysed owing to the adinirable statistical reports
prepared under the direction of Lt.-Col . Mason M. Pairick; Corps of Engineers, V .S

. Army, covering the traffic of ioth countries through all the canals, ând of the Cana-
dian l)epartmeut .of Ilailwaya and CAna10 dealing specially with the traffic through
the Canadian canal .

In diagram 1 is represented-in graphie form the total freight traffie of Canada and
of the United States combined,

,
p3ssing through the canals at Sault Ste . Marie, Ontario

and Michigan, during the season of navigation of the year 1918 .' .
- Fig. 1 shows the total freight traffic divided into e istbound aud westhound traffic .

Of a total freight traffic of 79,718,844 short tons, there passed eastbound 69,205,853
ions, and nestbouud'20,612,491 tons. Among the pointato be noted nro :- -

(1) The magnitude of this traffic . In tons of cargo and in net registered tonnage

the net registered tonnage of vessels pa6sing through the Sault Ste . Marie canals in th e

of Vea=els; the traffic tbroûgii-thë"Sault Ste. Marie canals during-somewhat less than
eight montha of open navigation greatly exceeded the twelre montha' total of anyother
canal or of any single 'port in the world. Its figures, co far as narrow waterways are
concerned, are apparently surpassed only by thoso of the Detroit river,' wbich, in addi-
tion io carrying over 87 per'cent of the traffic which aho passes through the Sault
Ste. Marie carnala. carries traffic to and from lake Michigan, lake Huron, and Oeorgië n

~ay and local traffic for Detroit river ports . A direct comparison in freight tons with
the traffic through the Suez canal is not practicable, but tha net registered tonnage of
réssels passing through the Suez canal in the year 1913 wis 30,03 .3,g84 tons, while

navigation season of the sanie year vas 5i,989,716 tons.
(2) Ti,e distribution of trafïic as' between eastbound and westbound; the ratio

being 2 .88 to 1 .
(3) The -growth of the tratyic, In the appendix' are given detailed figures for

1911 to 1916. In 1890 the total freight traffic was 9,041,213 tons ; in 1W, 25,t:L3,073

tone, and in 1913, 79,718,344 tons .
Fig. 2 shows tbë origin of the traffio .' No matter what the original national source. . _ . . ~_ . _ , . _ .

or the ownrrship of thè gôcdà niaq be, ihë tr~%i ortginattiig at t;anëdi8u pdtt6'tA; in "
nccordance with the commonly accepted definitiaii, called Canadian traffic, and is
repmsented in eolid black ; while the traffic originating at United States ports is ca'led
linited States tratBcS and is represented by the hatched portions of the figures.-
Out--of a total eastboûnd traf!ic of 69,205,85E sâort .t4ns there originated at Caniadian ports
6,103,847 tons, or 10 .30 peï cent. ' Out of a total westbound traffic of 80,612,491 tons
there originated at Canadien ports 771,410 tona, or 3.27 per cent. Of the total eaet-
i,otlnd and westbound traffic combined, 8,876,267 tona, or 8 .02 per cent, was of Cana-
dian origin . '

r Appendl : Tables 1-17, pp. 67-101. Btatietica, 1611-16:
! Annaat Btatlstlcal Reporte of taie (3ommerce, passing through canala At Bautt Ste . Marie.

Ontario and Michigan, r .llb aBupp'ementary Report of commerce passing through the Detroit
River. . , . . . . _ . . .

e(hnel Btatlatlca. . . .
4 Appcadtz;Table 1 . R87. BtatMtkb, 1911-15

. ' Aroendtx. Table L, P. 61. Statletks, 1 9 11-16.
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Fig. 3 shows the destination of the traffi0,1 that it the freight shipped to Canadian
torts as compared with the freight shipped to United States ports . Of the total east-
bound freight, 6.11 per cent, or 3,019,030 tons, was destiuod to Canadian ports in the
east ; while of the total westbound freight, no lear than 29 .02 per ceu„ or 6,954,888 tons.
was destined to Canadian ports in the west .

It will be noted that there are marked diderei:~.ea in t:ie .relative proportions of
traffic in figures 2 and 3. It is evident, for eahmple, that a much smaller amount of
freight arrived at Canadian ports in the east than was shipped fr .,tn Canadian ports
in the %.cst, the difference being 2,454,211 tons . This means that a large amount of
Canadian freight, eastbound, was shipped to United States ports, and that there was
not a corresponding amount of United States freight rhipped to Canadian ports. The
heavy shipments of Cunndimr grain and flour to United States ports are not offset by
any correspondingly largo rnovemèut of tlnited States traffic, at least from the Lake
Superior district, to Canadian ports. On tLe other hand, nearly 7j times as ranch
freight arrived at Canadian ports in the west ae was shipped from Canadian ports in
the east, the difference in this case being accounted for chiefly by tl < largo shipments
of United States coal to Canadian ports in the webt.

Distribution of traffic by lake districts .-J,enving the St. Marys river the traffic
castbound divides, one portion diverging to ptirts onlake Michigan, one to porta on
iake Ii ::ron and Ocorgian bay, a very large portion to lake Erie ports, while the bai-
'ancc goes to ports on lake Ontario end the St . Lawreneo river. Weetbound, streams
of traffic converge from all these districts . It has nôt so farbeen found r e'ableto__ .
~~rk ôût thô ir~é LéÏOnging to énch indiv ûal port, but the material Is available for
eatimating the traffic of ports grouped acrording to lake districts.

It is clearly important to understand bow existing traffic by water is routed .
Traffic between inke Michigan and lake Superior will probably, for example, prove to
have little bearing on the problem of a Qeorgian Bay canal ; and again, the traffic now
received at and shipped from lake Erie ports must be examined with a view to determin~
ing to what extent this routing is due to the fact that the commodities constituting
the westbound tratiln originate in districts directly tributary to lake Erie, and to whst
extent the eastbound traffic now received at those ports is in9uenoed by fundamental
causes, such as consumption demand or the existence of through erport facilities.
With regard to the traffic with lake Ilurôn and Qeorgian bay and with lake Ontario,
it will be important also to inquiro what proportion belongs to local districts that
could not be served by an alternative route through a Gtéorgian Bay oanal . At this
stage, however, only the general facts of distribut :on will be presentod .

Total tra$'ie by the lake diatricla.'-In diagram 2 is shown the total eastbound traffic
through the Sault Ste. Marie canals during the season of navigatiori of 1913, divided
, rcording to the lake districts to which thô:freight was shipped, and the total west-
bound traffic divided according to the lake districté from which the freight was shipped :
Comparing the quantity shipped to lake Erie in the eastbound figure with the quantity
shipped from lake Erie in the westbound figure, the relation of outward to return aqr-
goes with respect to that lake district is Indicated ; and so with each of the other lake
districts . The prèponderance of the traffic with lake Erie ports is strikingly
apparent.

Of a total eastbound freight traffic of 69,206,853 tune, .there was shipped to ports
t•r lake Erie, 49,427,101 tons, or 83 .48 per cent ; while of a total westbound traffic of
20,612,491 tons, there was shipped from ports on lake Erie, 19,207,106 tons, or 94 .07 per
cent. Of the combined total of eastbound and webtboupd traffic of 78,718„344 tons, the
trat5c, between lake Erie and lake Superior amounted to 68,444,208 tons, or 80 .2 per cent.

Traf&o with lake Michigan porta comes second in total amount, although it is .only
about one=twelfth nA ;rreat as t he traffic between lake Superior and lake Erie, the figures
. rAppendtx . Tabla 8 . p. 88 . Stat'eucs. 19 1 1-1a .

xAppendlz Table. 4 . PP . 88•90 . titat`.atlm, 1011•16.
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being 0,704,090 tons, or 8.40 per cent. Eastbound there was shipped tâ lako Michigan,
6,310,535 tons, or 10.77 per cent of the total, and from lake Michigan ports westbound
thero was shipped 337,546 tons, or 1 .59 per c~!nt of the total weatbound freight.

Of the combined total eaatbound and westbound, the tralNa between lake Huron
and taeorgian bay and lako Superior amounted to 2,885,890 tons, or 3 .62 per cent . To
lake lltlron and Georgian bay ports there was shipped eastbound, 2,446,945 tons, or 4.14
ter cent ; and wcsttmmid front lake huron and t#eorpian bay ports, 439,045 tons, or
2 .14 ter cent .

Of the combinal total ea'tbouud and westbound, the traffic between lake Ontario
and St . Lawrence river and lake Superior amounted to 1,404,1 68 tone, or 1 .70 per cent .
To lake Ontario and St. Lawrence river ports there Was shipped 050,272 tons, or 1 .0 1

Dteoaall No. 2 .

DISTRIBUTION BY LAKE DISTRICTS OF TOTAL TRAFFIC
THROUGH CANADIAN AND AM E RICAN CANALS AT
SAULT STE. MARIE, NAVIGATION SEASON 1913

per cent, and from lake Ontario and St. Lawrence river porta there was shipped west-
bound 447,896 tons, or 2.18 per cent .

CanarFian trafic by fnke distric(a .l-Of a total traffic of Canadian origim amount-
ing to 6,87 5,25 7 tons, 48•93 per cent, or 3,322,531 tons was traffic to and from lake Erie
ports . Traffic with lake Huron and Georgian bay ports came second, with 2,361,376
tons, or 34.34 per cent. Traffie with lake Ontario and river St. Lawrence ports
amounted to 1,107,317 tons, or 16 .10 per cent. , From Canadian ports on lake Superior
to ports on lake Michigan there was shipped S4,031 "tons or 1 .82 per cent of the total .

In this traffic with lake Erie nearly all the freight was i:atbound, very li4.tle freight
westbound having originated at the Canadien porta on that lake. Lake Ontario and
river St. Lawrence ports eupplied a little over ohe•helf of the weetbound traffic, namely,
394,148 tons, or 51 .09 per cent of the total ~Cânadian wcA-tbound (raffle. Lake Huron
and Georgian bay ports suppli:yl 353,395 tons, or 45.81 per cent .

LAppendLz,'Tabte 6. p. 91 . Statistlcs. 19 1 1-16.
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The particulars are as follows :-

Tm.tL Canedian traffic by lake districts-Navigation seasnn, 1913.

Direction .

From laku Superior
esetbouna to . . . . . . . .

To lake Superior weet
boand from . . . . . . . .

Combined total. . . . . .

Lake Ontario
and River

St. lwwrrnce.

Tota
l Tons. I C'en't .

Lake Huroo
7ake Erie. and

Georgian 13ay.

Total Per Total Per
Tons I Cent . Tons. Cent .

[.ake Michigan.

Total
Toos.

Per
Oent .

713,1 11 3,498 93f 84'41 %007,961 39 80.11

894,148 61' 23,887 3 09 863, 45•81 . . . . . . . . . .

1,107,917 16•1 8,89%!34 •48'8S y 861,87 81'81 84,081

1'881

1'94

Totel
Tons.

6,103,847

771,41 0

a877187

Of the total trafic originating at Canadian porte which was shipped to Canadian

ports', leko Huron and Georgian bay had 62 .10 per cent, lake Ontario and the St .

Lawrence river, 29'03 per cent, and lake Erie, 18'S7 per cent
. When the westbound

ehipments are examined separately, lake Ontario and the St
. Lawrencé river stand first

with 5l4$ péï" cént, ând'thetr follow lake-Huron and-Oeorgianbay-witlt 44-08,pe

r cent, and lake Erie with 2•97 per cent. Thé particulars are as followa :-

G .t 'N .totAX traffie to Canadian porta by lake district&--'Navigation scason 1913 .

--

Direction.

From lake Superio~
eaetbound to. . , . . . . .

trrior wwt-
To "'WUbourom . . . . . . . . .

Combioed total . . . .

TrkeOntario
and River

Si, Lawrence.

,rotât Per
Tons., I Cent .
--I-

Lake Erie,

Total
TOM .

Per
Cent .

718,169 4S' 694,694 22'61

9S ri,867 9' 978Rlà . 62

1,101, 49'O9 716,459 1 8•87

jAkb Huron
a i d

Oeor;ia.c Bay.

Tot ai Per
Tons . I Cent .

1,864, I ti4'02I

888,7 _44J0lq

1,9T7,798 69'10

Lake Michigan.

Total
Tons.

Per
Cent .

TOI ai
To"+.

3,061 .80

734,233

% 798,09i

Of the traf8ooriginating at Canadian porte which was shipped to United States
ports? no less than $4•0 per ctnt was traffic with lake Erie, nearly all being east-

bound grain e
.bipments'rom Fort William and Port Arthur to United States ports on

that lake. The eastbound shipments to United States ports on lako Huron are also

thiefly grain to Port Huron.

1 ADpendl:, Table 4 . p• 9 2 , Statlatlns, 1911-15.

tAppendIx~ Tabls 7. P- 93, 8taltstics, 1911•16 .

19b--2
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The particulars are as follotvs :-

C_+ N .+ D fA N tra@ie to United States ports by lake di s tricts-Navigation season 1913 .

Lake Ontario Lake Ituron
and River Lake F.rie. and Lake Michigan.

St . Lawrrnce. (leor;ian Bay . Total
Direction . Tona ,

Total Per Total Per Total 1'er Total pe r
Ton. Cent. Toue . Cent. Tons . Cent. Tons . Cent.

From lake Superior
elut•bntndto . . . . . . . . . . . . . . . 2,60t,876 85'60 3J3,tLQ2 1l'69 84,631 2'76 3,QII,~ B

To lake Supérior weet -
Mund trnm . . . . . . . . . 6,482 14'74 2,000 53S 29,695 79'81 . . . . . . . . . . . . .

Cbmbine l total . . . . . . 5,482 -' 17
--

2,rA9,87 -81 -'W &A 67i 1246 84,331 2 73 - -

United Malt,* TraJrc by Lake //isiritts .t--PractieAlls 00 per cent of all traf8e
origin~ting at United States ports moves between laite Eric and laite Superior. Some
large shipments of it„n ore go to lake Michigan, and there are grain shipments to Me
Hichigan, to lake Huron and Georgian bay and to lake Ontario and the St. Lawrence
river. Principally because of its coal - shipments, laite Eric supplies 97•63 per cent of
all United States traffic carried westward .

The particulars are as followe:

ToTAr, United States traffic by lake districts-Navigation seaeon 1913 .

Lake tiata.70 Lake 11û ron
y^ ~ and Riler Lake trie. and

llireation . S . Iawrence. ticixgian Bay.

Total I Per Total Per Total Per
Ton• . ICeut. Tons . I Cent . 1 Ton-. Cent.

--- - ------ --~---. -- .., .
F rom lako_~u{>ëritir
Eflrllqnnd t0 . . . 2~3,1 -_16 46,125,131 86'86 437.%5

To lake Superiorweet• -._ Ibound from . . . . . . . . 63,748~ ' 27 19.279, i 97'63i . :_. .,88 6L0)

Iake Jlichigan .

Tutal per
Tons. I Ceirt,

37,17 7

~,o79.1r~

Total
Tons .

6,292,604 11'85 63,102, 0 6

327,616~ l'66~ 19,741_08 1

0, fi20,0491 9' 08Î 72,813,06 7

8l

'43

C<m~bincd total . . . . . . . 1 296,831i 4 1~ 6:,101,612) g97S 624,515 ' 72

The chief feature :, of United States triflio shipped to Canadian porte= are the
large Ehipments fro m lake Erie, principally coal, the shipmenta of grain to lake Huron
and Georgian bay and to lake Ontario and the St . Lawrence river. Part of this grain
is Canadian grain shipped via Duluth and Superior, but as the shipment is from a port
in the United States it is from the transportation standpoint United States traffie .

/N TERIdf REPORT or TNE '

t Appendlx, Table S . p . ?f, StaCetict, 1911•15.
' ADpendix, Table 4, p . 9S, StatlFt:ce, 1911•15 .



dEOROIAY lIAF CANAL CO .f3fI6810N

SESSIONAL PAPER No . 14b

The particulars are as folloasi- _--

l'NtTEO STATES traffic to Canadian ports by lake districta--Navigation ceason 1 9 13.

Direction.

LakeOntsrio
and River

St. Lawrence.

Total Per
Tons. Cent.

From
ea.tlwund to u6erior1 196ti 4W

To take Superior wc+t•
t+ound fmm . . . . . . . : . 43,37/

Ccw~bintd total . . . . 2~,869

96•Rt

.~

4'1 6

United States traffic shipped to United States ports' mny be examined in the ful-

lowing table:-
UNITED STATES traffic to United States ports by lake distriets-Yacigation eeason

1913 .

Iake Ontario Lake Homn
and River Lake Eric I and

Directinn. St. I.nwrenee. Gergi an Bay .
L-_~._ __--.--- ---- -

Total Ppr I Total Pir Total ~ l '
Ce n

er
Ton :. Cent. Ton+. Cent .1 Tons t .

From Lake Superior
eaatboand to. . . . . . . .

-To Iske Superior West
trmnd fron. . . . . . . . .

C{.ml» ned total . . . .

4G,GGg~ 'oS~ 4F 03^ d86~ B7'6 1

10,3741 '0 ,

66,9l 2i '03

Lake i:rie.

Total 1 Pe r
Tons. Cent .

93,5 Bi 17'1n

5 097,06d 97 61

R,192,634 89'87

11,1i6.t62i b76

Lake Ilur~n
and Lake Dlichig►n .

Ge .vrgian IIsy .

Total Per Toul Per
T.. .. Cent. Tons. Cent.

1 9

Total
Toer.

265,734 41'W . . . . .• . . . 657X7

3

6

01

07 76,0015 14 67M166

-2;69,28 4•66 76,OOll 191 67i7J3i

17?,231I

Lake \lichi • .n.

Totrl I Per
Tona. Cent .

Total
Tom .

_-.I-

I 1' V, j b1,644,'l2 9.ss : 6,292,50 1

F2,BLtii_b7~ 2L1,61 !

fA, Cr~,033) t~'78, 265,($7I 88 6614.ot8

1'731 11,6A,eM26

U'76~ 6i,003,16i

tADPendir, Table 10, P. 96, Statiatlce, t91t-15 .

Il~b-2iy
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NUMBER, CAFACITY AND NATIONALITY OF VES3rL8 .

How many vcaels were engaged in 1013 in the carrying of the enormous freight
tonnage whirh pas,wl through the Sault Ste . Marie canalst Of what types and sizes
were these vessels, and how does the classification of 1913 compare with the classifica-
tions of earlier ycars4 Ilow many were Canadian vessels and how many United States
vessels, and how did they compare as to capacity and what proportions of the traffic
were carried by each2 These and many other points must provo of praqtical interest
and perhaps of great importance.

The development in type of vessels employed in the lake Superior trade will indi•
cate the results of experience in economy and efficiency of transportation . The division
of the total traffic, or of the traffic on certain routes, between Canadian and United
States ves ..cls will thro w light on the nature and limits of national çômpetition in the
carrying trado under the present coasting lawa and the existing conditions of trade.
l1'hat is the present "load factor" of vessels in this trade, that is, how well filled are
they on the average, how does the load in one direction compare with the load in the
other, and on one route with another, and how is the load distributed in each direction
throughout the seasonl How does the "load factor" of Canadian vessels compare
with that of United States vesselsP Such matters must be understood before the rela-
tive development possible to the Canadian carrying trade can be estimated and before
the p robable advantages or limitations of a new water route can be judged .

Ilcrcluprncnt o f C'anad'wn carriers .-Rfiilé by comparison with that of the United
States the Canadian me r,:~a ntile fleet on the inland watera is small, it is yet of con-
aiderable cire and its capacity has been steadily growing .' In diagram 3 (fig . 1) is

presented the comparative increase in gross tonnage of vessels of Canadian and British

register engaged in the carriage of passengers and freight on the Great Lakes and con-
necting waters, the river St. Lawrence bc!weèn 17ingston and Montreal, the Rideau
canal, and the Ottawa river between Ottawa and Montreal ; that i s, on the inland waters
west of Montreal to the head of lake Superior.

In actual nutnbcr of vessels there has been no great change in relent years, but the
type and size have improved . In the fi scal year 1899-1900 there were 242 vessels so

engaged ; in 1905-06 the number was 2 10 ; and in 1U13-14 the number was 265 .

The size of the vessels thus registered for service on the above itdand waters, as
measured by the aggregate gross tonnage, was, in 1899-1900, 90,t+24 gross tons ; in
1905-0, 157,625 gross tons ; and in 1913-14, 310,170 gross tons :' In 1913- 14 there were
five fewer vessels engaged than in 1905-6, but the aggregat9 sizeof the vessels had
practically doubled . Larger vessels had been substituted for smaller ve4sels. The
ch,an^c+ that have ocaarrcd in the aggregate tize of vesse lL3 in the different classes,
acrording to gross tonnage, are set forth in fig . 2 of diagram 3. -

The great increase in capacity has been in the class of vessels of over 2,000 ton el
gross register ( say, over 1,250 tons net register) and since 1908-9 the capacity of this

c lass of vessels tins been greater than that of any other cla.:a. A marked i naarease has
also taken place in the aggregate capacity of vessels between 1,000 and 2,0M tons groe»

register. There has been an actual falling-off in the class of vessels between 600 and
1,000 tons gross register, while the capacity of vessels urder 500 tons ~xoss register has
rem aine.l fairly constant, but iu this smallest class the number of vessels has greatly
decrtased . showing that many of the very smallest vessel.a have been discarded and

- someahat larger vessels substituted .

I ADDendlz. Table 18, p. 103 . Statistice. 1899d9tt. 1
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Of the above Can ..dian mercantile fleet, consisting in 1918-14 of 285 veasels of

310,176 tons grosb register, or 214,5 ;0 tons net register, there passed tLrough thé Sault

Ste. Marie cannlb in the natigatiou scason of 1913; 141 vessels of 170,558 tous ne t

register ; that is, 5 1, ,34 per ccut of the number and 79• 4 3 per cent of the cr,yaeity, show-
ing that the larger vo3sel3 in the Canadian fleet were cugaged in the Lake Superior
trade to a greater extent than in the ahorter trades .

In 708 vesse's of Unitel States register, having a capacity of 1,807,412 net
registered tons, passed through the Sault Ste. Marie canals. Compared with the Cana-
dian, they were 4 .91 tiutee as num.•rous ; their value was 8 .31 times as great ; and they
had 10 - 59 times the capacity. On the average the United States vessels were thus veiy
much larger than the Canadian, and had a rclativcly greater carrying capacity. in pro-
lartion to capital invested . The United States vessels carried 15•17 times as much
freight as Canndi•,nve.sele, and were thus more hcavi!y loaded or made a greater nurn-
ber of trips . It should be notcd, howet•er, that Canadian vessels carried 47,825 pa :ECn-
gers, while the United States vessels carried only 29,809 passengers . Relatively ther e
were more pas>cngcr lnnte, in the Canadian fleet . The particulars are as_followat-

CANADIAN VEaeet.e. -

Claer .

Rtea,ner :r . . . . . . . . . . . . . . . . . . . . . . .
Sailing .. . . . . . . . . . . . . . . . . . . . . . . . .
l' n r,,li ..t ..rwt. . . . . . . . . . . . . . . . . . . . . .

Total, . . . . . . . . . . . . . . .

Steame,ri . . . . . . . . . . . . . . . . . . . . . .
Sailing . . . . . . . . . . . . . . . . . . . . . . . . . . .
l'nregi>tered . . . . . . . . . . . . . . . . . . . .

T,dale . . . . . . . . . . . . . . . . .

Grand Tutalr . . . . . . . . . . . . .

No .

1t1
3

114

Valuatiwt .

Tonnage.

}ti~{tietetecL I Frei1• S
fj slwre T„ne.

a15,tEA,7O, i 167 SSt
140,000 ~ 8,177

lt5.29J,700 170,ti58

U N ITEn STATE9 VE98ELa.

adt
III

ir122,411<6W 1,tit1•ORI
. . . 4.707,000 1G3,329

----~-=-
î08

852

9127,135,f 00

8~142,421,21+1

1,807,41 2

1,977,9î0

l'ak.aenptr.

4,816,355 47, 825
~,ut9 . . . . . . . . . . . . .

. 109,231 . . . . . . . . .

4,92'J,b:Y3 47,82S

î 0,337, 46;
4,256,509

174 .46U

74,7%%1b

79,718,341

. . . . . . . . . . . . . .

2t~,36~

77,14H

Total Traffic by \'atiot w lil,~ of Pesxels?-Of the total eas'bound freight traf!ic
through the Sault Ste . Mario canals in 1913, 3,389,880 tons, or 5•72 per gent, was carried
in Canadian vessels, and ô5,815,993 tons, or 94•28 per cent, was carried in United
States vessels ; while of the total westbound freight traffio, 1,539,789 tons, or 7-50 per
cent, was carried in Canadian vessels, and 18,972,762 tons, or 92•60 per cent, was car-
ried in United States vessels. Of the combined eastbound and westl,ound total, 6•18
per cent was carried by Canadian vessels and 93•89 per cent by United Statee vessels .

Of the traffio originating at Qanadian porta and amounting to 6,103,847 tons east-
bound and 771,410 tons westbound, Canadian veesels carried of the former 8,105,010

tons, or 61•88 per cent, and of the latter, 761,535 tons, or 98-71 per cent ; or of the

r Appendi : . Table 11, pp. 97- 0 8, BtalieUOe . 1 9 11-1015
. • AppendfE,Table 4, pp. SS-90, 8tat0ettb, 1l11-1f14.
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total eastbound end westbound oolnbined, amouuting to~ , 67 tous, Canadian vea
eels cirriod 3,927,144 tons, or 57•11 per cent .

With regard to traffic destined to Canadiau ports, of the total of 3,619,636 ton" east-
bomld, Canadian vessels carried 3,256,109 tons, or 90•71 per cent

; while of the total

westbound, amounting to 5,954,388 tons, Canadien vessels carried 1,616,437 tons, or

25•40 per cent. Out of the G
.ta1 eostbouud and westbound combined, Canadian vea-

sels carried 4,798,646 tons, or 50•12 per "nt.
Because of the coasting laws, Canadian vessels of course earried all the Canadian

traffic destined to Canadian ports, but of the castbound traffic originr,ting at Canadian
ports which was shipped to United States porta, amounting to 3,041,588 tons, Canadiau

ves_els carried only 103,761 tons, or 3•41 per cent
. Of the westbound traffic of Canadian

origin destined to United States ports, amounting to 37,177 tons, Canadian vessel,

carried 27,809 tons, or 78-43 per cent. eastbound to Canadian
Of the traffic originatiitg at United States ports and shipped

ports, amounting to 557,977 tons, Canadian•vessels carried 224,250 tons
; or 40 .2 per

cent
. Of the large westbound trame of United States origin destined to Canadian

ports, amounting to 6,220,155 tons, Cnnadian ves6cls carried 775,204 tons, or 14•90 per

cent.

Distribution by Nationality of Vessels According to Lake Diatricta .l-Traffie

between Lake Superior and Lake Ontario and River St
. Lawrence ports is largely oon-

trolled by Canadian carriers
. Out of a total eastbound of 956,272 tons, Canadian

vessels carried 749,864 tons, or 78•36 per cent
; and out of a westbound total of 447,896

tons, Canadian vessels carried 424,705 tons, or 94•03 per cent
; or out of a combined

total of 1 ;404,168 tons, Canadian vessels carried 1,171,069 tons, or 83-61 per cent .

The traffic with Lake Huron and Oeorgian Bay ports is also largely controlled by

Cqnadian vesvele
. Of the castbound total of 2,446,945 tons, Canadian vessels carried

1,820,849 tons, or 74•42 per cent
; of the wqatbound total of 439,946 tons, Canadian

vessels carried 846,854 tons, or 78•61 per cent
; or of a combined total of 2,885,890 tons,

Canadian vessels carried 2,166,203 tons, or 76•07 per cent .

' Of the enormous traffiowith lake Erie-porte, Çanadian vessels carried a very

small portion
; of the total eastbound business, 1-62 per cent, and of thë total westbound

business, 3•81 per cent, and of the combined total only 9•24 per cent
. Nevertheless,

Cauadian vessels carried more tons of freight to and from lake Erie ports than to and

from ports on lake Ontario and the St. Lawren tver.
With lake Michigan ports the traffic of nadian vessels was relatively insignifi-

cant .

I APpendix . Table 4, pP, a8-90, Statiatlcn, 1911-1915.
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ToT .tl, trac and percrntaga+ carried by Canadiat, and United States vessels accord-
ing to lake districts-ICavigation season 1913.

Lake Onta ri o Lake Haron
Natfooal and Ricer Lake Erie. and Like Mic higan.

Direction. ity of . Lawrence.St - Oaxgian Bay .
Vesseltti Total Per Total Per Total Per Total Per

Tonr. Cent. 'Cons. Cent. Tona. Cent. Tons . Cent.

From lake Su{rcrior
~

Canedian . 749,384 78'36 804,3.',3 1•62 1,620,349 7-4•42 15,79 4
ea}tbouml to. . . . . . U. S. . . . . 206,906 21 64 48,622,748 92c•38 62%5% 25•56 6,39 741 99'76

Total eaatbound . . . . . . . . . . . . 956,2i2 . . . . . . 49,42i.101 . . . 2,415,945 . . . . . . 6,376,

To lake Huperior J Canadian . 424,105 91'06 735,200 3'81 345,851 78'6 1 33,080 10' ;7weatbound from . . . I IT. S . . . . . . 23,191 5'92 19,561,905 96•19 •- 94,OJ1 21•39 293,563 89'f3

Total wcadwund . . . . . . . . . . . . . 447,696 . . . . . . 19,297.1 . 439,945 . . . . . 927,6f5

Combined east andt Canadian . 1,174,OG9 td•61 1,ti39,551 2•24 2,I6fi 75•07 49,774 •- R
Wettuund totalO , .l l .t . :i. . . . . .

--
230,099
--

16-39
-

67,164,653
-•--

91'76 719,687 24•93 6,664,306 99•I.5

(:rand total . . . . . . . . . . . . . . . . . 1,406G1 . . . . . ~ '.8,724,206

-

. . . : . . 2,fit5, . . . . 6,704,030

t ADpendix, Table 4, pp. 6 S-90, Statietice, 1911-1916 .
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LOAD Nec7POR .

C'ost of transportation per unit of cargo, and therefore the economia basis of
freight rates, must depend largely ôn the load factor obtaining for the carriers

. If

a vessel has a full load each way on every trip it will operate at the maximum of
ef6ciency and at the lowest cost per unij of cargo . The load factor may fall short of

this ideal in two general ways
; there may be enough freight in one direction to furnish

full loads, but not enough in the opposite direction to furnish more than partial loads,
or the freight may be offered so irrcgularly in either direction or in both directions

that the loads vary throughout the season
. To meet the requirementa of any parti-

cular t'trade" there must be vessels enough to carry the maximum amount of freight

offering for shipment at any particular time
. If, then, the freight does not continue to be

regularly offered throughout the season, but if, for example, the amount in one period

of the ; car it, very much less thin the amount in some other period, then the shipping
either will be uneconomically employed in the slack months, or vessels must be diverted

to other trades ; and in either case average costs per unit of cargo will tend to be

increased
. In the same way, if outward and ieturn freight9 are unequal, the .number .

of ~'es<els must be proportionate to the greater of these quantities, and the voyage i n

lïé fûllÿ effiçitrnt; which likewise wilt-increxso-average ---
the opposite direction vrill not
costs per unit of cargo

. Transportation costs per unit of cargo are therefore, other
things being equal, loweet in that trade offering the most favourable load factor .

Among the other general eonditions determining costs are distance, or the comparative
length of the voyage, and time, which is not necessarily in exact proportion to the

number of miles to be travelled
: We have thus three general factors affecting the

economic basis of freight rates and therefore the relative advantages of competitive

routes :-

(1) Distance, or the length of one route as compared with another
. Certain

costs are almost directly proportionate to distance travelled
. In long-voyage traies the

vessel can make fewer round trips in a season than in short-voyage trades, and must

distribute its season's costs over a smaller number of cargoes
. Put in another way,

it takes a larger number of vessels to movo the some amount of freight in a season
over long routes than over short routes, and therefore the freight on the long route
must meet the costs of the larger number of vessels .

(2) Time, or the period necessary for a round trip . If navigat;on on one route

is rendered slower than on another because of obstructions, such as canals, or narrow
or shallow waterways, requiring slower speeds, the costs on that route as compared

wi•.h the more ope,, route will be relatively higher. On the other hand, the length of

time a vessel must spend in port in a season in loading and unloading must be take
n

long-
into aecount. In short-voyège trades a vessel is in port more frequently and unloading

.
voyage trades, and a greater proportion of its time to spe t in loadin

g This will tend to modify the factor of distance in favour of the long,'voyage trade . O
n

one route half as long as anotherroute a vessel will not be able to make quite twice
as many voyages in a season because it will have to spend almost twice as much time in

loading and unloading.

(3) I.oad factor, as discussed above.
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Genrrat toad factor in the Lake Superior Trade.'-F.a6tb-und, in 1913, there

passed through the Suit Ste . Marie canals, 29,067,251 net regieteced tons of shipping,
carrying 60,205,853 short tons of freight. There were ~hue 2 .03 short tons of cargo
for every not registerod ton of vessel capacity . A not registered ton equals 100 cubio
feet of space, and the aver3ge long ton of freight is assumed to occupy 40 cubic feet .
According to these accepted standards of measurement it may be assumed that a véssel

-.ut carry npproximctcly 2 ; long tons of average freight per registered ton .t There
are many nissenger and package freight :esséls in the Lake Supeiior trade in which
the freight capacity would fall muoh below the theoretical standard, and on many
occasions ve-,sels of all classes must have sailed with comparatidel,v light loads . In
viee of these conditions, and even allowing for the difference between the short ton
and the long ton, an average record for a total season of 2 .03 short tons of cargo
for every net registered ton that passed through the canals is remarkeble . Such results
could occur probably only in a trade in which a largo proportiônof the freight can .
sistcd of heavy bulk commodities such as iron ore, of which, upon occasion, more
than 2 ; long tons could be loaded into each registered ton of space. In view of the
above Bgu" it may fairly -be said, therefore, that the freight boats in the Lake
Superior trade went east with full loads, and to this extent approached the ideal of
economic loading in that direction .

On the return trips westbound, however, only 20,612,491 short tons of freight
were carried, or only a little over one-third of the freight carried on eastbound trips.
The exact ratio was 2 . 88 eA4ound to I westbound. In 1912 the ratio was 8 .23 to 1,
and in 1911, 2 .13 to 1 . This disparity between eastbound and westbound traffio is a
.depvrturo from ideal conditions ; but there are few trades in the world in which
freight is even lpproximately equal in both directions, and a ratio of 2 or 8 to 1
cannot be regarded as exceptionally unfavourable .

The second important condition of satisfactory traffic is the regularity with which
freight is offered throughout the season . A vessel might sail full on every trip it
made, but might not be able to make %gular trip5 because freight was not available
at all times ; or a greater quantity of freight might be offered in one month, neoessi•
tating the employment of a large number of vessels, while .in some other monh, or
months, comparatively little freight might be offered, causing the laying-up of certain
vesscls or their diversion to other trades . The vessels remaining in the trade might
continue to carry good loads, but the general load factor of that trade would becom e
unfavourable.

Jlonthi,y Distribution of Vaatbound and 19eatbound Traffic .'-In diagram 4 tht
quantities of freight carried in each month of the navigation season are shown for thé
yeals 1915, 1G12, and 1911 . The solid -black columns replraent the qpantities of eaet.
bouud freight, and-the hatched columas the quantities of westbound freight . The full
months of open navigation on the Great Lakes are bfey to November, inclusive . Ordi•
narily navigation is open for a week or two at the end of April, and, at increased insur•
ance, the season is extended at least until the 10th of December. April and Decémber
are thus short months. Comparing the heights of the solid black columns It is seen
that the eastbound freight is offered with great regularity, November showing the
smallest quantity, due to the falling-off in iron .ore shipments after the first heavy
frosts . Still more remark4ble under the conditions, however, is the evenness ci the
westbound shipments. With only about one-third of a load for the mercantile fleet in
that direction, the westbound freight is distributed throughout every month of, the
navigation season. The fleet could carry all the woatbound freight in lees than tbre„~e

I ADpendi= . Table 16, p. 101 . Slatlalica, 1911-1916.
I Buoyancy differrwith types of construction and this theoretical standard could not orte n

be reached under actual loading cond(tionn.
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months, but, instead, it receives about one-third of a load for each trip. The monthly
distribution of traffic in this trade therefore approximates the ideal, ràeuming that the
ratio of eastbound to westbound must be 2 or 3 to 1 .

The rJetaiied figures showing the tons of freight carried each month in relation to
the total net registered tonnage pa*ing through the canals are as follows :-

FertCat tons per registered ton by rionths-season of 1913 .

RASTt3OU N D.
----- ----------- -----_---•-_----- ---------_: --._,_.'-- -

,

Month.

April . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Ata). . . . . . . : : : . . . . . . I . . . . . . . . . . . . . . . . . .

----aane . . . :--. : : . . . . _ .. . : . . :,, :- . .- . . . . :~ : : . . : . :
July . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
An ,r ut . . . . . . . . . . . . . . . . . . . . . . . . . . . :. . . . . . . .sel .teml,er . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .Oc« .txr . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Nm-erntrr . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
I1«ermber .. . . . . : . . . . . :. : . . . . . I . . . . . . . . . . . . .

Net
Regittend
Tonosge.

acs,69t
4,118,4g7
4.901,17g
4,379,149
4,036,tqfi
4.071$lfi
4,2A721
Y,g68,919

M01 4

W E9T110U NI).

~- . . . . .
. . . . . . . . . .

June . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .- . . . .
luty . . . . , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . :
Auguat . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Septemrx~r . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
OMobrr' . . . . . . . . . :., . . . . . . . . . . . . . . . . . . . . . . .
N ovemlK-r . . . . . . . . . . . . . . . . . . . . . . . . . . . : . . . . . . . .
llea•n,lwr . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

94t~~ 42
4 .06f1,b77
4 .339.264
4,317,gü3
3.998,387

,061,030
.. .

4
10
2,641

7,84b

Freig' t C %rried.

807,t3`d
3,04t ol7
3,fS7,iS'2--

3,5~6,169
Y,ti61,G64
~24~,as4
1,871,042

830,23ti

Freight
Tons per Ton
$egietered.

1•93
2'02
2•03
210.
2a
20l
2a1
1'9t
1 9 t

. 8 5

The highly favourable general load factor in the lake Superior trade, due to the
sntisfactory loading and to evenness of distribution throughout the season, must deter-
mine the economic basis of freight rates it, this trad0, and must to a large extent domi-
uate the whole problem of transportation on the Upper Lakes . If the routing of any
large proportion of the traffio in either direction were changed in such a way as to
alter the average load factor, then the economic basis of freight rates could not remain
what it was in 1913. The route with the more favourable load factor could at a certain
point 5uccessfully compete against the route with the leee lavourable load factor, even
against some decreased cost of navigation on the latter route. Again, if the load fac-
tor presented by traffic of Cane tian ôrigin h8ppened to be leea favourable than the load
factor presented by traffic of United States origin, then Canadian tralfio would tend to
be subject to somewhat higher oosta if handled exclusively by itself. If Canadian
vessels attempt to operate on a lera favourable load factor than United States vessels',
then they must be content to earn less profits, or at_t6es perhaps even no profits at all .

Load Factor of Canadian Trn$ic.-Takdng by itaelf the traffic originating at Can-
adian ports in 1913, we have 6,103,847 tons eastbound and 771,410 tons westbound, or
a ratio of 7•91 to 1 . This may be eomparetl with the ;eneral ratio for all traffic of both
Canadian and United States origin combined of 2•88 to 1 . If the C_anadlan traffic had
been handled separajely, the veseela which carried the ea .~tbonnd load would on the
return trips have had only 12•64 per cent of their cargo -epace filled, instead of the
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actuel 84•76 per cent which, on the average, fell to all vessels engaged in the oombined

lake Superior trade that season .
With traffic of United States origin, the ratio of eastbound to .weatbound in 1913

was 2 .69 to 1 . If this traffic had been handled entirely by itself, the veesels which

carried the eaâtbound loads would on the return trip have had 37

.
17 per cent of their

space filled . Traffic of United States origin therefore presented from the transporta-
tion standpoint a much more favourable ratio than traffic of Canadian origin

.

In 1911 the ratio with respect to traffic of Canadian origin was 4
.09 eastbound

to 1 westbound ; in 1912, 4•70 to 1 ; and in 1913, as we have seen, 7 .91 to 1. During

these three yeârs the ratio grew less favourable, due to the fact that the eastbound
shipments of Canadian grain increased to a-much greater extent than the westbound

shipments of Canadian goods
. With respect to United States traffic, the ratio in 191 1

was 2-05
erefore,tthe

;
ratio

9
for, Uned Stateadt aiRolwas more favourable than that for Cana-

itth
dian traffi c.

The second condition for a satisfa 6tory load factor is evenneas' of dtatrtbutiop

throughout the season. It is not practicable with the material now available to

present separate diagrams of the monthly distribution of Canadian tralbc and of

United States traffic alongthe same linos as diagram_4, whieh repres-mts the monthly

distribution of the total combined traffic, but it is possible to giie in tons the inonthl
;v

shipments of grain from Fort William and Port Arthur, which in 1913 were a s

follows:- Tons.
305 .260
7031704
318,718
415.110
191,160
20.95 1

1,35= .071
i11721659---

815,94 2

Total . . . . .. '
. . . . . . . . 5,513.{51 .

As grain forms the greateEt part of the Cauadiap éattbound
traffie, the abov e

distribution may be accepted as approximately representing the distribution of east-
bound Caradian traffic as a whole . Diagram 6 presents; in the solid black line, this

monthly distribution worked out according to percentages, that Is, the quantity
ehipped in each month is reduced to a percentage of the total amount of Canadian

grain shipped in a sea'on
; and comparieon is made with the distribution

in percentages, similarly worked out, of the total combined eastbound traffic, as

shown in the- dotted lino
. Taking the months of May to October, for example, it

will be seen that only about 3
.41 per cent of the total seasou'e Canadian grain

load was carried in August, while 24•54 per cent was carried in Oetober, and that

wide variations existed also in'the other months
. But with the total oontbined traffic

the monthly I percentages remained within remerkablv narrow limits, varying `only

between 18 .98 per cent and 16 .38 per cent . If we deduct Canadian grain from the

total eastbound traf6o the range of the balance would be only between 13•64 per cent

and 10>19 per cent in the same months .
It is evident, therefore, that the load factor presented by Canadian traffic it

much less favourable than that presented byUnited States traffic. -

In this examination of traffic movement in the lake Superior trade, only general

totals are taken into consideration
. Any general conclusions indioated bythestatisties

here presented muat .be re-examined in t:e light of further analysis of detnTl gt ~

the matter of load factor, for example, the nature-of the freight shipped =

taken into account
. Bulk commodities and packagô freight present solnewhat different
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problems. United States traffic offers large quantities of bulk freight in both c:irec-
tions, while the bulk freight of Canadian origin is practically all in one directioll,
and consists of eastbound grain . This faet probably increases the unfavourable posi-
tion of the load factor in Canadian traffic .

Load Factor of 0arvidian Vcaaels'-Under the cond :tiou: ptevailin¢ in the lake
fiuperior trade, actual and potential compotition must exist between the mercantile
fleets of Canada and the United States. Opei-ating side by side in the same waters,
there would be a tendency towards the same atandarda of service and of profite even
if, by legislation, the spheres in which the respective flcets could operate were kcpt

entirely separate . As it is, however, the coaating laws of the two countries leav e

DuaaAv No . 6.

GRAIN SHIPMENTS FROM FT. WILLIAM AND POqT; ARTHUR

COMPARED BY MONTHLY PERCENTAGES W9T 4
EASTBOUND MOYEMENT_ OF TQTAL LAKE-_StIPER14R TRAFfIC _
251 tsx

GRAIN

zo x

16 x

1ox

sx

TOTA TRAFFI .,.UMM a

consumption or can pass in transit through that country on favourable terms. There

....

Aqt MAY .RJNE .MA-Y AUG 9EPr OCT
01

NOV DEC

open to competition all that portion of the traffic cf the two eountriea which passes,
or can be made to pas=, from a port in ono country directly to a port in the other
country, either because the goods so shipped are destined to the latter country for

was thus open to competition in 1913, theoretically at leaèt, all the trafflo that was not
carried direetl3 from one Canadian port to another Canadian port and Iron: one
United States port to another United States port . Subtracting this ooaet.ing traffic
from the totals, thpre remained 8,699,785 tons eastbound and 6,SÜ7,388 tons weet-
bound open to competition . Canadian vessels were free, so far an legislati re restrie-
tions are concerned, to carry all of this traffip, and so were United States vessels.
As a matter of fact this traf8o was divided, the Canadian fleet seouring $28,001 tons,

t Appendlx .Tnbie 1-1" to IS, pp . SS-98 to fOP, Statialice . 1911-16 .
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or 9,11 per cent of the eastbound, and 805, 608 tons, or 16-82 per cent of the west-

bound, or 19 .7P per cent of the oombined total . In proportion to the relative earry-

ing capaoities ofthe two 9eete, the Câradian fleet secured somewhat the larger share .

By adding competitive traffic in the above amounts to the traffic that excluaivel ÿ

belonged to it as being billed from one Canadian port to another Canadian port, the
Canadian fleet changed an unfsrourable load factor into one that was much more `•

farourable.
More important, perhmps, than the mere statistical examination of the facts of the

competitive division of traffic in the Great Lakes is the question of the extent to which

exampl
, traffic
. fol ow from s Fo r a

îill émiand Port rA
rma

y thureformEniropo can
, diversio n

Canadian ocean port, it can go to certain United States lake ports and pass back from
them to Canadian roittes and ccean ports, or it can move through Canadiân lake ports
to United States ocean ports, or can directly take United States-routes to United

States ocean ports
. The same Is true of United States export grain from Duluth and

Superior. Goods destined for lake Superior from the Eastern States have under cer-
tain conditions the choice between a Canadian lake port and a United States lake pc!rt .

These nre but examples of the alternatives that enlarge the possibilities of compotition .

How-far-do competitive conditions in lAe shipping determine the routing of such

traffic t
Goods are touted by the shipper, and either at Ms own discretion or on instructions

of the ronsignee. In the routing, for example, of so muçh Canadian export grain to

United States lake and ocean ports, is the decision of the shipper determined by such
conditions as lower freight rates by United States vessels or to United States lake ports,
or by a shortage of suitable Canadian veasels, necessitating the engaging of United

States vessels which must sail to a United States lake port
; or are the causes found,

not in the lake shipping conditions at all, but in facilities beyond the lakes, such as th
e

supply of oeoan tonnage at the di$erent porta of eaport i
In the generel factë now üüdéi canaideration, certain points maybonotesl hnv n6__

a bearing on theae questions. The Canadian fleet, as it existed in 1918, carried all the

Canadian grain and other goodé actually routed from one Canadian port to another

i7anadiari p and in idditionwas able-to carryeastbound 103,751 tons from C anadian

to United States porte and 8 24,250 tons from United States ports to Canadian ports,

and westbound picked up more than half i te total load at United States ports. Again

the Canadian Heet eastbound carried on the average only 19•87 freight tons per regis-
t9red ton of oapaoity, while the United States fleet oarried 80•88 freight tons per regis-

tered ton. Even ma.4ing allowance for the proportion of passenger and package freight

boats, it would appear that the Canadian fleet could have carried a larger amount of

freight than It ûid cary, at léast if the freight had been regrrlarly offered. That on

the average for the aeaeoi , the Cenudian fleet could have carried more Canadian traffic

to Canadian porte, i f it had been so billed, does not, of course, mean that at times of

exceptionally heavy offerings of fieight the Canadian fleet may not have been fo -ind

inadequate.
That the Canadien fleet shares in the competitive traflio shows that it is able to

meet competitive freight ratos,,and indeed It is obvious from all the facts that freight

rates in the lake t;ûperior trade must tend to .be the same for like services with all

vessels. If Canadian vessels could not, on the whole, give as fAvourable rata3 as United

States veesels, they could not, with the various alternative routinge possible, I-Ad even

the proportion of the traffic they carried in 1918 . Two questions arise here : How are

Canadian vessels able to meet the rates of United States vessels, and wh,v i s the Can-

adian fleet the sise i t Is, that Is, why is it not bigger or smallert The load factor the
Canadian fleet can establish must largely determine these matters .

If the Canadian fléet had carried all the traffic originating at Canadian ports, the

ratio of its eastbound to its we3tbound load would .have been 7•91 to 1 . If it had been
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confined to thu Canadian traffic rouu-a to Canadian ports, the ratio would have been
4•17 to 1. Both these ratios would have been unfavourable as compared with the gen•
oral ratio in the laJco Superior trade of 2•88 to 1 . The Canadian fleet actually-eecured
a ratio of 2•20 to 1. This result was due to its carrying eastbound only 8,165,610 ton§,
or 51•86 per cent, of the traffic orig :uating at Canadian ports, and in addition, 224,250
tons originating at United States ports, and carrying westbound practically all the
traffic originating at Canadian porta in the east, or 701,6S5 tons, which was 98•71 per
cent of the total westbound Canadian traffic, and then adding 778,204 tons loaded at
United States ports. The Canadian fleet carried eastbound a little more than one•half ,

Erie p:)rta, but the longer route presents a more favourable load factor. -
freight rates on the shorter Georgian bay route are generally the same as to lake
cannot at present engage in the lake Ontario andSt . Iawrence river trade. Grain

Ontario boats westbound could, of course, pick up soft coal at United States ports
on lake Er,e, but the carriage of soft coal is largely left to the bulk freighters, whic h

tons picked up at United States ports, and probably ehiefiy hard ooal . The lake
with lake Ontario and St. Lawrence ports,-the westbound freight including 36,195
at least for the bulk freighters. The second best load factor was found in the trade

vessels carried eastbound 15,794 tons, and westbound 33,980 tons, or a reversed ratio

of 1 to 9•16 . Lake Erie therefore offered the beet laid factor for Canadian vessels,

westbound, a ratio of 1 .70 to 1 . In the sma ll trade with lake Michigan the Canadia n
Lawrence ports, Canadian resFele carried .749,364 tons eastbound and 424,705 tons
ably favourable ratio 1•09 to 1 . In the trade with lake Onta ri o- and River St.
carried 804,&53 tons eastboûnd and 736,200 tons weetbound, which gives the -emark-
of 5 26 to 1 . In their trade with lake Erie porte, however, the Canadian vessel s
carried 1 .820,3t9 ton ., eastbounj and 345.854 tons wcstbouud . an unfavourahle rati o

. In their trade with lake "-kron and Georgian bay ports, the Canadian vessels
cent of its load to lake Erie.
and the St. Lawrence River W rts, while the United Statés fleet carried 87•11 per
short route to lake Huron and Georgian bay, and only 22•10 per cent to lake Ontari o

But it is doubtful if the route of the Canadian fleet ié quite as long as that of the
United States lieet, for the Canadian fleet carried 68•69 per cent of its load on the

__-theaplearance of .thofigureaof-loading,_since the vessels on longer routes cannot
make i•o nuny trips-in the scason, and therefore cannot cirrv -o nimiy tensomfrreigLt .

because more of its vessels made the long water trip to Montreal, this would modif y
If the Canadian fleet had on the avetgge_Blonger route-than the United States fleet,

--States_fleet-ofpackago_freigbt,svhiçhtt}_perhape-more-proftalta,md-tnore-pasaengera . -

by it was 297•54 to 1, but the Canadian traffic was relatively so small that it could be
carried on occasional trips when other equally satisfactory cargoes did not happen
to be offering.

In comparing the ratio for the Canadian fleet of 2 .20 to 1 with the ratio of the
United States fleet of 2 .94 to 1, loading must be taken into account . Eastbound, as
we have aoen, the-Canadian fleet carried relatively lighter loads, and even westbbund
it carried 9.03 freight tons per registered ton to 10•49 freight tons carried by the
United States fleet. On the other hand, it carried a bigger proportion than the United

_Stüies flëëtfôr tlieFf-at iô bëtwern the ëââtboUnd and westboundCa nadian-traffic car ri ed --

Statee fleet than was the United States traffib to the Canadian fleet . Eastbound the
United fStates fleet carried 2,938,237 tons, or 48•14 per cent of all the traflie origin-
ating at Canadian ports, but this amounted to only 5•20 per cent of the total eest-
bound load of the United States fleet . Westbound the United States fleet carried
only 9,875 tons of Canadian traffic, or 0•05 per cent of its total westbound load . Its
participation in Canadian traffi6 did not improve the general load factor of the United

large percentage of all Canadian traffic, was relatively less important to the United

the Canadian eastbound traffic, and carried westbound a littlo more than double the
amount of the Canadian westbomid traffic.

The amount of Canadian traffic carried by United States vessels, although e
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On account of its containing a larger proportion of amati and mediumbized

vessels the Canadian fleet might appear to be at a competitive disadvantage so far as

economy of handling is concerned . Vessels up to about 2,00 tons net register are .

however, able to compete in the open lake trade, becavle they are better adapted to
the package freight business, and they besides have the trade through the Welland

and St . Lawrence canals entirely 0 themselves .

Veaaela Carryiny Canadian Grain .-Two special statements were prepared . from

the official records at Fort William and Port Arthur covering the seasons of 1911-
12-13, the one containing the name, nationality, and registered tonnage of each vessel
carrying grain from those ports with the details of its cargo, the date of clearance
and the port to which it sailed, and the other containing the name, nationality,
capacity, and amount of cargo of each vessel delivering coal to those porte, with the

date on which each cargo was entered .for unloading. Compilations of details in

these two statements are interesting in connection with a study of the real nature of
the traffio in the lake Superior trade and of the competition between Canadian and

i'uited Statea ves-els .'

The following table shows the tons of grain carried from Fort William and
Port Arthur in the season of 1918 by Canadian vessels and by United States vessels,

in each case classified according to net-registered-tonnage : .- .

Vesser,s Carrying Grain from Fort William-Port Arthur-Season of Navigation,

1913 (Classified).

Regietered Tonnage
(lietween).

Ghnadian YtNdr
I and 1000 . . . . . . . . . . . . . . . . . . . .

1o00 2uoo . . . . . .

2000 „ 3000 : . .

. . . . . . . . . . . . . . . .. . . . . . . . .ÔrÔ
M 4000

. . . . . . . . . . . .
GOoo and over . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

Total . . . . . . . . . . . . . . . . . . . . . . . . . . .

United Staka Yoxtr:-- - . .1 and 1000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

1000 „ 8 AU . . . . . . . . . . . . . . . . . . . . . . . . . : . . . . . .

9000 „ 3000 . . . . . . . . . . : . . . . . . . . . . . . . . . . . . . . . . .

3000 4000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

4000 6000 . . . . . . . . . . . . . . . . : . . . . . . . . . . . . . . . . .

6000 „ 6000. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

6000 and over . . . . . . . . .~ .. . . . . . . . . . . . . . . . . . . . . . .

Total . . . . . . . . . . . . . . . . . . . . .

99

Amount Carried
(Short Tons) .

1145

1, 888
67

8720
4C3,791

4,707,71D

3 3

l'ercentaga
of

Total Carried .

187

. . . . . . . . . . . . . . .
8'91

10'41
88v6
2S•21
Y0•00
098

It will be noted that there were practically twice as many United States vessels
engaged as Canadian vessels, and that the United States vessels were on the average
very much larger in capacity, yet the United States vessels did-not carry as much
grain as the Canadian vessels, the "anation being found in the fact that a major-
ity of the United States vebsels made only one trip with Canadian grain in the season ,

t$peclally compiled from atatlltlcs at the port of Fort Willlam-POrt Arthur, courtesy

Board of 6raln Commlulonrra.

~19b-3



Month .

while many of the Canadian vessels were steadily employed in cairying grain through-

ont t~ c scit•on . ona t,anariian vessel having taken as many as twenty-eight loads .

The number of loads per month taken by Canadian and United States vessels

is as follows :-

Lo.+ns of Orain per ?tfonth from Fort William and Port Arthur .

6 GEORGE V, A . 191 6

Canadian United States

The large proportion of Canadian vessels under $,000 tons net register, 67 out

April
. . . . . . . . . . . . . . . . . . . . 1

,

Ma 4
2

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12
~ 19MAY . . . . . . . . . . . . . . . . . . .

. ~ 1V1. . . . . . . . . .. . . . . . . . .. 11./une . . . . . . . . . . . . . . . . . . . . . . .

lulr . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. { 7

Augnnt . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
. . . .~ . . .

. . ._i
NK4 2

3 Septenibtr. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
. - 9 1+,. . . . . . . . . . . . . . . . .

Octotar . . : . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
. . . . . . H5 ItV

Nocember . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. „U ~

tk<eml.r . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .., i - .
---1 '--- -

TutaL---- . . . . . . . . . . Sta i ~3
. . . . .-- -

.
-- -- -- --

- These 9gure~4 illustrate the irrcgularity of grain shipntents
. Canadian ,

.on the average, carried 8•57 loads for each vessel engaged, whilo the United States

ce.se3a carried but 1•88 loads per cessel
. The Canadian grain fleet was apparently

engaged to something approaching full capacity only in the months of May, October,

and November . In October, and particularly in November, ship_ments direct all-
lt•até° to Jlontreal tend to fall off and th2 boats double np on the shorter routes and

can thus make more trips .

of 99, or more than two-thirds, is notable
. These vessels oârriéd62•55-per cent of the-

grain carried by Canadian vessels, or 32•12 per cent of the total grain carried by all

vessels. Vessels of this size can use t .:o Welland and St . Lawrence canals, but these

vessels actually'carried from Fort William and Port Arthur-more than four-times

the grain that travelled direct to ➢fontreal by water, and they therefore suoceasfully

engaged in the open lako competitive traffic, and, as pointed out, are probably able

to do this becauso of the return package freight business .

By comparing the list of vessels carrying grain from Fort William and Port-

Arthur with the list of vessels carrying coal to those ports, it is possible to determine
the direct relationship between the coal and grain tratTie in so far as those ports are

concerned . It might be supposed that if Fort William and Port Arthur received
4,217,218 tons of coal and shipped out 5,273,595 tons of grain, the vessels that unloaded
coal would timply move from the coal dock to the grain elevator and 611 up with

grain for the return trip . The load factor offered by these two bulk commodities in

that year at thcze ports was cstraordinarilj favourable
. As it matter of fact, how-

ever, t-here was only a slight relationship between theso two traffics in so far as United

States vessels were concerned
. United States vessels carried 3,609,496 tons of coal to

Port Arthur and Fort William, and United States vessels carried 2,ô85,880 tons of
grain from those ports, but only occasionally did the vessel that brought coal load

graitt, or the vessel that went east with grain return with coal
. Only 397,418 tons of

the total coal load of United Statés vessels to those ports, or 11
.10 per cent, can thus

be traced into a direct relationship with the grain-carrying traffic of United States

vessels from Port Arthur and Fort William
. Most of the United States cc=sels, after

unloading coal, sailed light to load iron ore or some other freight at other ports .

Other vessels, mostly light . came in to load grain . In November and December, after
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the ore trade falls c•fi, there is a much more direct relationsbip between the two traffica .

Of the 637,640 tons of coal carried to Fort William and Port Arthur by Canadian
vessels, no less that . 389,873 tons, o : 84•11 per cent, was car ri ed by vessels that imme-

diately loaded grair, or had returned with coal after carrying down a cargo of grain .

This means that tb .) portion of the Canadan grain fleet, consisting of bulk freighters,

or at least such bulk freighters as were on the route to lake Erie lwrts, pretty regu-

larly loaded coal tack. The facts,'particularly_ with regard to the United States
vessels, tend to show that the movements of lake vessels are determined by general

conditions rather tlan by the traffic conditions peculiar to individual ports. Iron ore ,

and coal probably dominate the whole position, the remaining traffic being more or

less incidental, except with-tho fmalles--veaselr. The participation of United States

bulk freighters in Conadian traffic, and their actual or potential eompctition in this

traffic, must largel3 be determined by conditicns in the iron ore and coal traffic.

As nearly all the i ron ore traffic falls to United Stat m vessels under .he coasting
laws, Canadian bulk freighters must so adjust their loads of grain and ecal as to be
able to meet the rompetition o : 'Tnited States vessels on the basis of the standards
set in the iron ore and coal trades . In November about one-third of the United

States fleet is laid up or diverted to other trades, and so during that month and i.i

December plent y of United States tonnage has been a-ailable for the Canadian grain
.

trafficwhensates have be-en mide eutficiently attractive .

19b-3i
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TOTAL TBAFFIC BY PRINCIPAL COMMODITIES.

In diagram 6, figures 1 and 4, thero .is presented graphically an analysis of the,

total eastbound and the total n•e=tbound traffic through the Sault Ste. Marie canals,

DuoaAti No. 6 .

DISTRIBUTION BY PRINCIPAL COMMODITIES OF TOTAL TRAFFIC

THROUGH CANADIAN AND AMERICAN CANALS AT

SAULT STE. MARIE, NAVIGATION SEASON 191 3

FM. . 2

I .IRON ORE .

2 . GRAIN 6 FLOUR
3 . EUUEIR .
4 . CtW1 . YCNGrit .

6 . YISCEUAHEOUS.

1 . COAL .
2 . 6f111. "00E .
7 . WNWAtTUREO IRON .

I
. 3AlT.

! . IJlttttEANEOUi.

according to the commodities carried . The fi gures for the season of navigation of

1913 are as follows :- '

1 Apy^ndix . Table 17, p. 102. Stattsttoa . 1911•11 .
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Eeetbound- Tons
. Percent .

. . . . . . . . . . . . . . . . . . . 4810741977 81'20
Iro-, ore . .
Gralna, including 6our .. . . . . . . . . . . . . . . .• 9.632,798 16'88

Lumber . . . . . . . . . . . . . . . . . . . . . . 978.697 1'65
. . . . . .

. . . . . . . . . 403,068 '69
General merchsndlse . . . . . . . . . . .

Copper . . . . . . . . . . . . . . . . . . . . . . . . . 85.27 8
86 .9 4 1

'
0t14. . . . . . . •Building stone• sand . D16•tron, t i c .

-- - ~
Total . . . . . . . . . . . . . . . . . . . . . . 59.206.65 3

lvestbound-
18

:'
82,938 90'f/

Coal . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
67.192 61 66

General merchandise . . . . . . . . . . . . . . . . •• 1•85
~Sanufactured Iron . . . . . . . . . . . . . . . . . . . . 380.16 2

Salt . . . . . . . . . . . . . . . . . . . . . . . . . 106.997 •16

Mlscellaneous . . . . . . . . . . 32,61E
. . . . . . . . .

20,612 .491

37

Iron ore constitutes 81
.20 per cent of thë total combined eastbound traffic of botl'

countrieF, w'iile coal constitutes 90•84 per cent of the combined westbound traffic
.

The combined eastbound shipments of gt
. in and flour rank third in total quantity,

but the iron ore traffic is nearly five times as great m, the grain and flour traffic, and

the coal traffic is almost twice as great
. Other classes of commodities, however valu-

able they may be in themselves, are almost insignificant when quantities are compared
.

It may almost be said that traffio-in the lake $uyerior
. trade-çonsists of iron ore in on e

direction ard coal in the other direction, with ocr.asional loads of grain and flour and

a little miscellaneous cargo. Both the iron ore and the coal are United States products,

and most of the iron ore is carried to lr.ke Erie ports as being nearest to points of

consumption, while the coal is shipped from the eame ports as being most convenient

to points of production. These facts account for the enormous vessel tonnage in the

lake Superior trade, for the fact that thè~l'itpping i,' so largely of United States

iegister, and for the fact that 83•48 per cent of all the traffic passing through the Sault

Ste. '.\inrie canals is in the trade with lake Erie.
I. osed Oeorgian Bay canal-it will be important to

__1'-romthe standpolntof t e_prp -- -- ----- •
determine, in the firet place whr+t

. proportion of the extsttng traffic in thclake$uperiot -

tradé might be diverted to the new route or might be beneficialls .nftccted by the new

route-to-the national advantage of_-Canada, .and in the se cond place, what increase in

traffic is likely to occur in the future in each of the principal classes ôf-comm-od ities,

or to what estent the new route might facilitate such increa-e by rendering new

markets available or decreasing the cost to présent markets .

If nearly all the iron ore shipped in 1913 ( fig . 1 . No . 1) waF destmed to indus-

trial plants within the distributing areas controlled by Chicagn. Ger y, and the lake

Erie ports, then that portion of the traf6e could not have been diverted to a Oeorgian

Bay canal . M ost of the lumber (fig, 1, No . 8) was United States coasting traffic,

and in any case would not likely have moved down the Ottawa valley in competition
with the lumber of that district . The copper, ore ( fig. 1, No. 6), like the iron ore, was

destined to industrial planta out of the competitive range of the proposed canal ; and

the miscellaneous trafic ( fig. 1, No. 6) was largely building atone and sand, and,

therefore, st ri ctly local in character . If, - after careful investigation, it should be

decided that the traffig that existed in 1918 in the above classes of goods could not

heve been diverted, then there would be left for further consideration the classes

consisting of grain and flour and general merchandise (fig. 1, Nos. 2 and 4) . The

quantities represented by the.se two classes would compare with the total traffic as

6g. 2 with fig. 1 . The shaded nortions of fig. 2 (grain and flot r, 3,643,134 tons ; gen-

eral merchandise, 359,2S3 tons) represent the United States coasting traffic in these

two classes, with this exception that grain grown in Canada but ehipped from Duluth-

Superior is in this case not included as United States traffic. The spring wheat grown -
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in the United State : and shippel from Duluth-Superior is, unless with crops of more

than average sise, nearly all milled in the United States, littlo being exported to

Europe in the form of wheat . The surplus of winter wheât shipped from Chicago is
thus rather more open to the competition of Canadian routes than is the wheat abipped

from Duluth-Superior. If, now, it be desired to compare the balance of the traffic

not subject to these doubts or limitations with the total traffic, fig . 3(grain and flour

0,030,658 tons ; general merch.mdise, 44,785 tons), in which the'shaded portions of

fig. 2 are left out, may be compared with fig. 1 .

Treâting westbound traffic in the same way, it is Elear that the coal shipped in

1913 (fig. 4, No. 1), being Pennsylvania coal, would not have used a Georgian Bay

canal . The sait (fig. 4, No . 4), in co for at least us it wab Canadian traffic, was prob-

ably shipped from the Windsor district ; and the miscellaneous (fig . 4, No . 5) was in

any case unimportant. The balance of the traffic consisted of general merchandise

and manufactured iron as in fig. 5, of which the shaded portions (general merohan-

li c . S131 ;+32 tous ; manufacturcd iron, 263 .313 tons) were Unit,i States coasting

traf$c . With the shaded portions left out, the comparative quantities (general mer-

chandise, 632,S6 0 tons ; manufactured iron, 116,609 tons) would appéar as in fig. 0 .

This treatment is, of course, merely suggestive, and the relative quantities in
the shaded and unshaded portions of figs. 2 and 6 are, with the details now available,

only very rough approximations . By the careful application of some such method it
should, however, be possible to arrive at reasonably accurate quantities of each class

of commodities thât should appear in figa: 3 and 0 ; that is, it should be possible, in --
respect to the traffic of any particular year, to segregate the quantities and classes of,
freight for which a Georgian Bay canal, if in existence, might have been able to

compete. After excluding traffic necc5sar ;ly controlled by United States routes, there
shopld, in the second place, be excluded such traffic as would necessarily be controlle d

by the present Canadian lake-and-rail routes, and the water route by lake Erie and

lake Ontario, because such traffic originated at or was destined to points which could
not be couvenieutly reached by tLe Georgian Bay Canal route . What would be left

after this second exclusion would be the traffic that could be competed for by the
tiivsrgian_liny ('nrial mi~tc 1s 4zain+t tltc existinq-Canadianroutrs . and-in-the_c•2se-_---

of export or -import traffic, as against the competition also of certain United States

routes and of the route through the west coast around by the Panama canal, and o f

tliaE bv wâ~ ôf IIüdsôii tiay.-,t--cansënsus-atopinion-might-eren-be resehed-as-to-tho-----
proportion of this conipetitice balance which might fall to the Georgian Bay canal ,

and as to the exteut to which such canal might affect the freight rates and facilities

on the other routes.
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TIiAFFIC TO AND FROM LAKE MICHIGAN .

;
.ake Michigan carries a large traffic that does not in its course pass through the

Sault Ste
. Marie canals, and has not therefore entered into the statisties just exam-

ined
. A few general facts may Lere be presented to indicate broadly the characte

r

be takeu of as repgu
st

htraffic and th
e e greater part of the traffic ofl lake Michigan

. traffic th e

form
s ecutativc: '
In the season of 1013 the total traffic of the port of Chicago, in and out, amounted

to 12,605,201 freight tons
. For cmnperison with lake Superior ports it may be stateri

that in that year the port of Duluth-Superior had a freight tdnnage of 40,875,410 tons
.

and Fort William-Port Arthur a little over 12,000,000 tons
. The principal comnlodi-

tic* received at and shipped from Chicago wereï shortTOns .
Receteed-- -- . . „ 5 .595,58 1

',ferchandise, uncia=elaed . .

2,01S .610
1,5?6.00 0

Shipped- . „ 1.906,40~
. . . . . . . . . . . . . . . .

llrafn, flour and mlll stuRa . . . . . .. ,

. - , - _ . . . . 11•014•89 9

The balance of 1,570,303 tons consisted of receipts of grain, lumber, salt, sugar,

manufactured iron, etc
., and shipments of merchandise, mannfactured iron ; and otlter

classiEed articles
. The ratio of total freight tons received to total freight tons

shipped was about 4 to 1
. The iron ore was from lake Superior and from Escanaba

or other lake Vichigan ports
. In the trade between lake _+iicnigan and castern lako .

districts the bulk commodities were grain eastbound and coal westbound, with some

general cargo in both directions
. In this trade more tons moved westbound to

Chicago than castbomid from Chic3go, but if an accurate analysis could be made the

difference in the total might be found comparatively small
. Traffic, howevcr, was less

evenlv-distributed-throughout the season than in the hakc Superior trade, the arrivals

and departures of vesaels curving upRnrd W ë t-w
3k in- July-arltl-August and then- -

following the same curye downward . '
- "- -Clücligc has traffic with Conan an ports in~ra n eaetbound and package -freigh t

in both directions- In 1913, Chicago shipped grain and ~ôur tô Cnnâdiân portt{ ns -

follows :-' LAItE Shipments to Canadian Ports, 1913 .

------_
.--- ----~~-_

llbt :..

;hooo 3-1 0.)f) 1 .5s;,000. . . .
nrWC}turlaur . . . . . . . . . . . . . . . . . . . . 54.o0. 1 1 .620100
Dfidlsnd . . . . . . . . . . . . . . . . . . . . . . . . . . . _ ~ . . . . . . . . . .

à7Fi, 00U 2,M1,(*)0
.43.2,ooeTiffin . . . . . . . . . . . . . . . . . . . . . . . .

Collinexoai . . . . . . . . . . . . . . . . . .'i . . . . . . . .656 ' W~1
Port ColWurne . . . . .. . . . . .. . .:~ . . . . . . . . . . . . . . . . . . . . . . . . . . . . .1&1,000 . : . . . .

i`

. . . . . . . . . . . . . . . .
:

.
:

: 4~~
Kin}Rtor . . . . . . . . . . . . . . .

. . . , . . . . . . . . . . . . . ,
. . .

i eacott . . . . . . . . . . . . . . . . . . 1,uvJ,000 .5,0 1 .

Montreal . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. ~ nOn . . . . . . . .. . . .. . . . . . . .-_~-__ ~
Other Cnr.adian ports . . . . . . . . . . . . . . . . . . . . . . . . . . . .

--- -
Tvtal . . . . . . . . . . . . . . .I 74.000 $621 : al ~ 9,319,e00 I 2M.00)

1 • -

t Annual Report of Qilcago Board of Trade

. 4Appendix, Table 21, p. 106.Slatistics, 1911-14 .
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The greater part of these shipments merely passed through Canada'in-transit t o

the Eastern States ; a part was exported from Canadian ocean porta ; and a small
balance, particülarly of corn, was retained in Canada for eonsllmption. It is an .

interesting fact that Canadian lake-and-rail lines compete directly with United States
lake-and-rail lines for traffic between the Eastern States and the North Central and

Western States . Canadian ports on Georgian bay thus under certain conditions
compete with Buffalor even although some of the traffic may be carried by rail across
the border at Niagara Falls . Other portions of this in transit traffic cross the
border at such points at Prescott and poirits on the railway lines south of Montreal .

Of the above totals of grain the following amounts are reported as in transit ship •

ments which passed back again into the United States :-'

In Transit Shlpment•, 191 3-

„ . . . . " S,5i3,53 6

Of the shipments from Chicago to Canadian lake ports which were destined for
e) ,rort through Canadian ocean ports the principal item was wheat, 2,376,724 bushels,
an amount corresponding withthe shipments to Port Colborneand to Montreal . In

certain years the ahipmente of grain from Chicago for export through Canadian
ocean ports are very much larger than they were in 1913 . Reduced . to tons the total

grain and 9our shipped from Chicago to Canadian ports amounted in 1913 to 409,218

tons.
Package freight moves in both directions through Canadian lake ports in trënsit

between Chicago and the eastern states and between Chicago and Europe, but the

total is not large in tons .
From the statistics of the arrivals and deparcures of vessels engag,d in foreign

trade, it is evident that Chicago ships much more to Canadian ports than it receives

from Canadian ports ; and further that these shipments are heavier in certain months

than in others.

V ssssts in Foreign Trade-Cbicago District*

Jfoôth .

° Arri~•ata. -

No. I Tonnage.

Al4il . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
MAY . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Jnoe. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 24)

Judy . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. 22

Auguet . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 23

September . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 15

lktol,er . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 21

November .. . . . . . . . . . . . . . . . . . . . . . . . : . . . . . . . . . . . . . . . . . 24

Leaemà F . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8

Total . . . . . . . . . . . . . . . . . . . . . . . . 148

15 .167
F9 .50 0

Clearanes.

No, I Tonnage.

4,397 . 13
22,072 1s
31,064 23
2i,693 34
3a.3<CS 44
23,542 44
31,R49 38
3Q157 44
20,0U8 4

235,710 257

23,619
24,s1A
38,842
49,131
S666

M3-3&N,
77,089
161,496
18,731

N 3,62 4

Chicago, Michigan City, ~4aukegan, Gary and Indians• Chicago District comprise s

Harbaur

. The clearances for Canadian ports were about 13 times the arrivals from Cana-
dien porta, and the aggregate registered tonnage clearing was almost 2 1 times

t Appendlz, Table YY, p. 10 7 , Statistics . 1909•14 .
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GRAIN SHIPMENTS FROM CHICAGO BY RAIL AND BY LAKE .

FI6 .I YEARLY TOTALS OF ALL (;RAINS 1900 T01913 :

FIG.2 WEEKLY SHIPMENTS OF WHEAT ALONE 1912 AND 1913 .
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6 the tonnagearriving. The vessels arriving averaged about 1,500 tons net register,

and if we assume that these satine vessels cleared again for Canadr, then the additional
vesselsloaded for -Canadianports avercged-about -8,000 tons net register: -Bulk
freighters were added to carry the grain, while the regular package freight business
was done by the smaller boats . The bulk-freighters did not load back from Canadian
ports to Chicago .

While the Canadian lal,é-ânrail .lines are copipetitors with the United States
lake-and-rail lines for Chicago btisiness, the all-rail lines ire the etrongeat oompeti-
tors of all. As compared with the qua>2tities of grain shipped by rail from Chicago,
the shipments by lake have shown'a marked relative decline in the past ten years . It

would appear that the railways now do the regular grain traffic business and the lake
carres the peak of the load.

In diugram 7, two figures are presented in illustration of this development . Fig .

1 shows the total movement from Chicago of all grains for fourteen years, divided
into rail shipments and lake shipments, the former with it marked tendenôy to
inerease, and the latter with a tendency to decline, until in 1918 about 3 1 times

as much was sLipped in all directions by rail us was shipped by lake . In figuro 2 the

shipments of wheat . by the eastbound rail lines, alone, are compared for the years
1912 and 1913 *ith the shipments of wheat by lake. Most of the wheat shipped east-

bound by rail was destined to points that could be reached also .by•the lake-and-rail

liues, and the traffic in this figure is therefore largely coinpetiitive traffic . It will be

noted that the eastbound rail lines do a fairly steady business every week in the year,
while the lake shipments are crowded into a few weeks from the end of July to the
middle of September. The lake in those years was extensively used for only about
one-third of the navigation season. It may not be without significance that the ptak
of the )ake wheat load from Chicago corresponds with the slack period in grain ship,
monts from Fort William and Port Arthur . lit 1913 the eastbound rail lines from
Chicago carried 27,933,000 bushels of wheat, while the lake carried only 16,173,690

bushels ; in 1912, shipments by lake were a little larger than shipments by rail, the

quantities being : rail, 16,650,800 bushels ; and lake, 17,623,384 bushels .
In every clasa of goods received and shipped by Chicago, even coal, and with the

one apparent exception of salt, the rail lines have succeeded in seourin,~ the larger
shnre of the traffic. By lake Chicago received 1,212,687 barrels of salt i,i 1913, and

by rail, 950,05S barrels .
What proportion ëf the traffic now passing between Chicago and Cal adian ports

might be divertcd to a new route such as the proposed Oeorgian Bay canal i«'hat are
the passibi'ities of increasing the trade between lake Michigan and Canadian portal
On what basis should the value to Canada of the diversion of the merely in transit
traffic be measuredY Canada at present supplies no return bulk traf&o for lake Michi-
gan . coal uestbound now dominating the lake Michigan trade . flow could the proposed
new route establish a competitive load factot t

Freight traffic in the lake Superior and the lake Michigan t-ades' constitutes
nearly all the present waterborne traffic which, might be affectai by the building of a
Oeorgian Bay canal . There is, in addition, a certain amount of traffic to and from
ports on Oeorgian bay and lake Huron and the town of Sault Ste . Marie which might
be competed for by be propoved now canal, but in the total this traffic is not large .

The immediate .purpose of this section of the present report is met by the setting
to-ir t I r eatares -of- hisexisting-traffic-by-water: ------------

Other interesting and important aspects of the problem remain for future exam-
ination. From the traffic returns of the Welland and St . Lawrence canals a great
deal of information can be gathered as to the nature and distribution of the traffic
now using the eastern section of the existing water route . There is local traffic on
this part of the route as well as through trafHc.. To what extent has the local traffic
developed? Railways across southern Ontario compete directly with this `water route

I
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as they wou i wi a eorgiatt 13ay-canal-aklm t T~

to secùro traffo under such competitive conditionst at
abilit

p chatigés ofmay
the railwa7

e réâeonâ6lq~ ézpéotéd frômtTie comPletion ôf t6é new Wellaiïd cauai t

Wb,c il the theoretical trefH(l capacity of the present St Lawrence canalsY
.llow

sho:4de,)sts by the Welland and St
. Lawrence canals compare with oosts from Buffal o

to New York by the no« Erie canal nnd costs by the St
. Lnkrence canals with costs,

by canal, from Oswego t+oNew York ?
Before attempting a study of these matters of detail, relating particularly to the

mechanical ability of the railways and of other canals to compete with the proposed

Georgian Bay canal, the
. general treatment of the subject will be continued,-first,

by raising the question of the probable development of trafic in the future
; and second,

by following the present export trafiic nfter it leaves the Great Lakes waterway to see
under what general conditions it becomes part of the great trafGc,of the ocean .
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FUTURE DEVELOPMENT OF TRAFFIC r

It is not possible to rest the case for the Gèorgian Bay canal after arguing alone
on the traffic conditions of the present . In the year 1913 was found the greatest
volume of traffic between the East and the West in North America which has yet been

recorded. If it should seem that Canada, had the Georgian Bay been then completed,
might have derived from the traffic of that year an additional benefit commensurate
tcith the cost of the canal, then an effective argument for immediate- construction
cou!d be offered . Yecerthelese, it would still be wise to consider the general causes
and tendencies that affect the development of traffic. If, on the other hand, Canada's
probable ahare of the traffic of 1913 mi$ht not seem to warrant a further large national
investment, it would be necessary to inquire whether there might not bo reasonable
expectation that tr,iffio would so' increase year by year that the investment would
soon become profitable, and would accordingly be a sound business proposition .

With respect to each class of goods transported in 1913, there should, therefore,
-.~ .ben,n inquiry with a viewto determiningthe possibilitiesp first of the maintenance

of the prctent volume of traffic, and second, of the increase of this volume and parti-
-•tilarly of such incrcase as might come wlthin the competitive influence of a Georgian

Bay canal . Taking, for example, iron ore and copper ore eastbound, the probabilities
of the contlnued shipment of the present immense tonnage should be considered,
because if this traffic were greatly reduced, aither by'failure of the supplies of raw
material or by the opening up of -more favourable sources of supply- for eastern
industrial plants, or were diverted by the establishment of a centre for the iron indus•
try at some point further west, then the whole economic structure of lake traffic would
be altered . If, again, new markets for this iron and copper ore could be opened up,
because of the construction of a new deep w+tterway to the sea or, at least, in such
districts as would render a Georgian Bay canal a competitive route, then this ore
traffic would become a factor in deciding the economic feasibility of the propof .ed
canal, and it would remain only to set a value in national advantage on the passage
of such traffic through Canadian cbannele .

The problem of coal traffic is perhaps even more important. If any large section
west of lake Superior is likely to continue dependent upon supplies of eastern coal,
and if the Pennsylvania coal fields can control that market, then lake Erie must
retain a strong attraction for shipping. If, on the other hand, it should appear
possible to develop a new source of coal supply for the west, such as the Nova Scotia
fields, for example, then Canadian routes might supply bulk traffic weetbound and
greatly improve their competitive position . The traffio in general merchandise and
manufactured articles may be expected to increase in some relgtion to the increase in
population . It should also be inquired whether certain classes of goods not now
shipped by the lakes, such as meats, provisions, and packing-house products, of which
Chicago alone ships eastbound by rail over one million tons per year and some of it to
Montreal for export, might not under practicable conditions be made to contribute

tonnage to the new water route .

Wheuf and Fiour.-Beçapse the movement of grain and flour is to-day Canada's
-- - - - --

greatest traffic problem, and because these productè form so large & --part- of the total
freight now apparently open to the competitive influence of a Georgian Bay canal, it
may be well first to study the possibilities of this traffic in some detail. For the sake of
simplicity of treatment, the present study will be confined to wheat, or wheat and flour

alone . Any principk3 discovered or methods evolved can then be applied to other
grains.

I .
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tion and shipment of wheatt What proportion of the total wheat traffic will beten, or twenty years hencet WheE general conditions will set the limite to the produc-

destined to districts or countrier, that could be reached on favourable terms by a'route
through a(ièorien Bay çanâl t

To give an* estim'ste of the quantity'of wheat there might be for shipment from

western Cauula in any futur,j'year is to make a guess
. t`i ill it bè_500,000,400 bushelst

Will it W1,000,000,400 brisf
.ela4 Or will it not be any greatef in ten or twenty years

than it was in 1918L It will depend upon conditions
. Some of these conditions may

already be reoognitable. If a large wheat traffic should be üeèmed necessary in order
to make a new canal eco'iomicelly feasible, it is clearly deairâble to select such deter•
mining conditions as oan be agreed upon andapply them as teats to the guesses that

may be made.
One general determining condition will be the number of acres of land in western

Canada capable of gaowing wheat
; but as there Is more of such land than can, by any

stretch of probability, be turned to account within a generation or two, this condition

will not impose any practical limitations
. Good wheat land need not grow wheat ; it

may be used for other crops, or it may continue to grow prairie grasses.

A second general condition will be the extent of the world's demand for wheat,
and the price It is prepared to pay for it, Assuming an abundance of good land and
labour enough to cultivate it, the limitation upon the quantity of wheat actually talsed

will probably be found in market conditions
. What markets could be reached by way

of a Georgian Bay canal4 - t'Vhat will be the demand of these m9rkets, and what will

be the tendencies affecting price i

From the standpoint of a Georgian Bay canal, the Orient may be excluded fro m

the markets to be cered: becansewhat wheat and flou! wobtcrn Canada may ship

to the Orient will undoubtedly go out by the west coast. If the L'nited States éliouId

oease to produce enough wheat for Its, own needs, onlv a portion of s~.nh western Cana-

dian wheat as might be purchased by the New England etates would take the lon
g

eastern route to Montreal before crossing the botder
. On this continent a(leorgien

Bay canal could compete for shipinents to the markets of eastern Ontario, Quebec, the
Maritime Provinces, and the New England states, but these markets, while valuable,
would not call for the creation of new transportation facilities . The important

market, obviouely, is Europe
. In the past, out of every 7 bushels of wheat and

flour sbipped by all exporting countries, Europe has absorbed a little over 8 bushels .

It is the only great market• for breadetuffe, and in shipments to this markgt from
acstern Canada a(ieorgian Bay canal might prove a compititive factor .

If the European market for wheat and flour is tbus likely to prrove one of the con-
ditions mainly determining such future shipments of wheat as are of concern to the
problem of a Georgian Bey canal, tben the probable capacity and the probable methods
and prices of this'market should be applied as tests to the estimates of such ahipmer•t! .

Before attempting " forseast future conditions in the European market, It will be
desirable to underatànd the present conditions . For this purpose the enawers to four

questions, at leaat, should be clearly worked out :-

- 11 1) Iiew_tqltch Imported wheat and flour does Europe now buy t

-(4) How does Europe now buy this wheat and flour, that is, how are its pur-
chases distributed throughout the year t
_----(S)_Wliéré dbes Eu~r pe aow-bny-this-wheat aed-fiour! --------

(4) What price tendencies are now observable in connection with the

European market t

Shipments to Suropé.-Diagram 8 graphically presents the answers to questions

l and 2, and illustrates certain other interesting points as well
. The anaveer to question
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of the weekly shipments of wheat and flour (included at its equivalent in ua e s ~
wheat) have been taken for the years 1905 to 1918, inclusive . The actuil shipments
in the firstweek in each of the above nine years have been added together and divided
by nine to arrive fit the average first week's shipments during that period, and so with
each of the other weeks• of the year . The drawings thtia contain fifty-two eAumna,
and represent the average movément of wheat and flour in each week of the year for

vine ycars. '
The quantities of whent and flour shipped by exporting countries are the quanti-

ties which are received by importing countries . These diagrams may, therefore, be
looked at from the point of view either of exports or of imports. The definite dates
given are the dates of shipment from the countries possessing surpluses, but the quan-
tities represent the needs and the purchases of importing countrie3 more truly than
they do the surpluses of exporting countries .

In diagram 8, fig. 1, taken as a whole, can be seen the average quantities of wheat
and flour shipped from all exporting countries in the world to all importing .countries

in the world, while from the base to the superimposed white lino can be found the
quantities shipped weekly to Europe from all exporting countries . , The importing
world purchased on the average in the above period 502,184,0011 Lushcls of wheat and
flour per year, of which the importing countries of Europe took 484,104,000 bushels,

or 86-11 per cent. -
The

c
.e latter figures, therefore, represent the capacity, before the war, of the Euro-

penn market for imported wheat and flour. It is interesting to note that during the
first year of the war, or from August 1, 1914, to July 31, 1915, there was shipped to
European colintriea, 477 .344,000 btuhels of wheat and flour, or a little less than the
aserage .ofthe previous decade. theillcreaeed_pumhnies of some çountriçs being offset
1 .v tbe partial embargo on imports by Germany and Au-tria .

The wheat grown in the worM between 1905 and 1913 averaged about 3,400,000,000
bushels per year, so that only about 16 per cent entered into international commerce .
Europe, as a whole, grew four times as much as it imported, and even the countries

of Europe showing net imports grew twice as much as they imported . The following

table gives the production of wheat and the net imports of wheât and flour of the
principal importing countries of Europe for a representative year, 1912 :---

Country .

Auatria•Hungary . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

Belginm . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

llenmark . . . . . . . . . . . . . . . . . . . . . . . . . . .~. : . . . . . . . . . . . . . . . . . .

Frantrr . . . . . . . . . . . . . . . . . . . . . . : . . . . . . . . . . . . . . . . . . . . . . . . .

Gennany . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

tlollànd . . . . . . . . . . . : . . . . . . . . . . . . . . . . . : . . . . . . . . . . . . . . .

Ttaly . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

\urway . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
.,ortugal . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

. . . . . . . . . . .Spain . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . .
Swe+ en . . . . . . . . :. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

' Switterland . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . :

Tutale . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

t ADpendtx, Table 2 3, p. 109, Statlatlcs.

Year .

1912
1912
1912
1912
1912
1912
1912
1912
1012
1912
1912
1912-
1912

Wheat Cro p

Buahels
°61,210,000

16%%M.000

533 FÔ 000
16n,240,006
4.000,000

1
66'
9000

6.BOO.00e
tl&000,000

71808000
3,17a,t100

_- ._ ...67,400,t10Q.

Wheat and Flnur
net ïmlwrt a

during
..ubaequent 12

montha.

Bu0help.

tSO,161 J00

Ji;93z0~00
68,G08,000
1î.620,0011
t'2,512,000

3,000,000
4,000,000
2.936,t100
9,(q3,Op1

41,904,IX?0

1,123.616,000 1 5130 6,U00
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Fig6. 2 and 8 in diagram 8 show the division of European imports Into quantities
import by the 8eited Kietç~iexl-altdal+tatltitiee +fepa3ted by the oastr .
of Europe. The United Kingdom is the largest single importing market in the world,
and during the period under review it imported 217,424,000 . bushels of wheat and
flour per year, or 44•91 per cent of the total imports of Europe.

Coming now to the question of the distribution throughout the year of European
importations of wheat and flour, it is manifest from the diagram that there is a ten-
dency towards evenness of distribution . 'Ilreadetuffs are consumed day by day through-
out the year in approximately the same qdantit'ses, and the filndamental demand,
therefore, tends to be stcady. For some reasons the importing world has not con-
sidered it practicable or profitable to import in one or two brief periods a total year's
requirements of wheat and flour, perhaps partly because to unnecessarily store
imported grain in Europe would be to unnecessarily pay interest on a sum equal to
all cost3, charges and intenaediato profits involved in the transter, of the grain to
Europe, whereas grain can le stored at the point of production for the interest on
farm costs alonô ; partly .because the consequent congestion of trëf8o would throw an
ill-balanced load on the world's transportation systems, and make freight costs too

high ; and partly because,such a load would be as difficult to finance as to transport .
If the world's shipments had been absolutely even, the weekly quantity would have

been,10,811,000 bushels . The smallest week's average shipments, 8,040,000 bushels in
the week of July 10, was only 21•6 per cent below thij general average ; and the greatest
week's shipments, 18,136,000 bushels in the week of Octoler 2, was only 25 . 63 per cent
above the general average. As the contingenciea are innumerable, this is not, after
all, a very great divergence from the straight line . When longer periods than a week

ore considered, the relative differences become smaller . The following are the totalb

when the year Is divided Into quartert and halveg :-

____-_~_----------- -------- --- -----
Average World'a Shiprcents, i 903-13 Total 662184,000 bushels---

lst quarter year . . . . . . . 136,224,000 (bush.)
2nd " . . . 142,048,000 lit half yesr . . . . . . 277,271,000
3rd . . . . . . . 181,763,00

0 4th. . . . . . . 163,160,000 Ind " . . . . . . 284,912.00 0

Average Shipments to ex-Euro4an Countrles, 1905-13, Total 78,080,000 buehels-

ILt quarter year . , . . . , . 19,368,00 0

Ind " , ., . . . . 19,9 24,000

3rd 18,628 .000

4th " . . . . . . 20,940,000

lit halt year, . . . . .

Ind " . . . . . . 39,488,000

- (bush. )
38.502.00 0

Average Shipments to Europe, 1906-13, Total 484,104,000 bushels-
lit quarter )c a r . 116.166.000 , (bush.)
2nd " . . . . . ., 1 2 9,814,000 1st halt year . . . . . . 288,480,000

- 3rd . . . .113•23J,00 0
4th • " . . . . . . 112,100,000 Ind " . . . . 415,4l4,00 0

Average Shipments to Great Britain. 1906-13, Total 217,424,000 bushels-

1st quarter year . . . . ., 69,040,000 --' . (bush.)

2nd " . . . . . . . 64,392,000 1,t halt year . ., . . . 118,432,000

3rd " . . . . . ., . 49,672.00 0
4th •' . . .- . . . .-64,320,009 Ind " . 108,995,000

Average Shipments to Continent of Europe, 1905-18, Total 249,616,000 bushels

- let quarter year. . . . . -6T .228,000 (buah. )
Snd- •' . . . . . 68,668,00b 1lt halt year . . . : ., 1 26,896,000
3rd " 66,162 ,00 0
4th 78,668,000 2nd " ., 148,710,00 0

--These figures oonfirm-the aubatantial-evenneea of-üistribntioasisibla-tn-the_eye---_---
in the diagram .- Shipments to ex-European countries were remaarltably regular .
Shipments to the continental countries of Europe temporarily declined about the tim e
the new European crop was ready for the market, and the average was adjusted a
little later by exceptionally heavy purchasea from the new crop of the exporting coun-
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WEEKLY SHIPMENTS' OF WHEAT AND FLOUR
1 SH9WIN6 QUANTlTIES FRQM CHIEF EXPORTING COUNTRIE S

AVERAGED MR 9YEARS, 1905 TO 1813 .

ftnQhF 6enFâôô~ô
111111111!fi 11 du' üïï;tî i1111111
111111111111~111 ~111~ ~1 ~~Î!!1 ~
-, 1 l1911l111111 \71111 il ' '1 -

"~ ■ 11~"1~1~e `~ 11,~ ~

5
0

5

2

~rrrrim rmrnrr~ ~tiFfl~rf~tllTNiü(INTIT[fJ
- main 311111

• ■ ■
a
/ ui■

~ ,

~!1!!!!1!l1111~~l~1l~~~ ~Îl1ÎÎÎ ~~~itl---alliél ~til
Ms .

~11111111~11111111111111_I0
l
1,1

8

4

3

I

2

I

o
5 Z

4
3m{t~wnunmm~i ~mim i mm~

1i I- -1111 ,Ilol ig l lllllll111l1!!l111
f ~ '■~'~P/11/A~Ill~e~11' • ,

2

1

, . . . Il i M t
1• . - ~•pU■rll ■1111°1~/I"/1/Illlqlllli i

0~m~~mmnrmnr

19b-4

m



50 INTERIM REPORT OF THE

6 GEORGE V, A. 1916

tries of the northern hemisphere . This causes the irregularity in the diagram that i s

Julia (fig. 4) ships more heavily in the middle of the year, also just after it s

most noticeable. The United Kingdom purchases mos t heavily in the first quarter

of the year, and the continent ,n t e las qua eT-

Sources of Supply.---Diagram 9 sets forth the average weekly contributions of
wheat and flour from the chief exporting countries to the totals which have just been

considered.' In most caees the statistics used in this diagram represents shipments to
all countries, but the shipments from India and from the Argentine are shipments to
Europe alone. As the shipments to ex-European countries are so even week by week,
it may for all practical purposes be said that this diagram shows how each of the
prineipal grain exporting countries sends supplies to Europe, that is, how Europe
buys from each of these countries .

Begiitning at the bottom of the diagram with Australia (fig . 0), it will be noted

that shipments are heaviest in the first three months of the year, immediately follow-

i t „ the Australian harvest, but that it steady export of a moderate quantity is main-
tained throughout the year.

The Argentine (fig . 5), where the harvest is a little later than in Australia, shipa
a very large proportion of its whole surplus in February, March, and April, the ship-
ments dwindling off towarde the end of the year.

harcest, but holds over a fair proportion of its surplus for regular export during the
balance of the year.

The Balkan States (fig. 3) ship heavily, but on the whole regularly, during the
last four months of the year, but hold over a substantial quantity for shipment dur-
ing the next spring and summer. t

_ Russia (fig. 2) also ships heavily after its harvest, but holds over a large propor-

tion until the new ;•ear . During January, February, and March, certain Russian
ports are closed by'ioe, but nevertheless a substantial and regular export takes place .

When navigation is re-opened the volume of export increases, but regularity tends to

be preserved. Considering elimatic conditions, the export of the Russian surplus
would appear to have en-exceptionally well-regulated distribution throughout the year .

The United States and Canada (fig . 1) are treated together in commercial

stat~stic*. From the two countries eombinod the hcavy sl,ipments begin in August
and extend on into the following January. In May a sharp peak is found following

the opening of navigation on the Great Lakes and the marketing of "
, M

ay" wheat .

The sharpness of this May peak is ineontrast with the broader movement which

follows the opening of navigatiori in Russia . A considerable proportion of this May
peak consists of Canadian wheat, which also is largely represented in the shipments
during Octtber, November, and December . The exports from the United States,
during certain years before the Canadian exportable surplus became large, have been
examined, and it would appear that in some years at least there was a greater regu-
larity of shipment than was found on the average between 1905-and 1913 .

If diagram P be now examined in relation to diagranl 8 it will be t-e<m that the

importing world buys relatively heavily as soon as new crops are threshed, when wheat
is intrinsically chcapest or there is the greatest pressure to sell . Takinx the ship-

ments to the United Kingdtim for special examination, it will be noted that the first

bulge in these shipments corresponds with the new crop marketings of Australia and

the Argentine ; that the second bulge corresponds with the marketing of May wheat

in Canada and the United States and with the re-opening of navigation in Russia ;

that there is a small bulge corresponding with the marketing of the early winter wheat

in the United States and in the Balkan states ; and .tbat the final bulge corresponds

with thé spring wheat marketing of the United Stâtes, Canada, and Russia . It is at

these periods the United Kingdom buys a little more than its average consumption

s ADpendlx . Table 21, p• 109, 5tattstica.
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requirements, probably becaune it has been found profitable to do so, but it bnys in
any period only a little more than it requires for oonsumption, the only storage neces-

ueh ah_wnnld-ores_the etvrpLta for a_few woeks.-- sary-being- a
of distübntl ~iI"rbitgltcût t 110-If the law of the oonguming market Do evenness on

year, than it is clear that thie law must be recognized by producing countries and

must determine to a large extent the volume of production, the methods of marketing

and of transportation, and the system of finance of the country which aims to supply

any large proportion of the European demand . Any estimate of Canada's probable

shipments of wheat and fioûr to Efiropo in the future should be tested by the general

conditions in Europe and in dther producing countries which are suggested by the

facts illustrated in these two diagrams .
nl .traa>t No. 10 .

NONTiü.Y RECEïPTB-OF: WH);AT

TERMINAL gLgATORB, FT. W 1LI .LAM & PORT ARTHUR .

J►n .t809 N Aayt .I9f4 . induuw .

9 1111 ~1 ■ ~ 1 11 1 . . 7
11111111 111~~1~ 1 /~1 ~ ~! 10~ ,~ a I

. ■
€~C[i€liC€'F•€7t1P f i . !€ , C€~ptlf ll:{1 !f ~'Ctlii~ 't `If:f,1CICIlC_(1'

[r.Yr~ II~7~ ~ 71 Il I'7E7f• I r

Tendenciea A$ecting Price.--Prosumnbly wheat will not be grown, and, therefore,
will not be shipped, upleS3 the price ii ressonably satisfactory to'tho producers . The

existence of adequate transportation facilities at moderate cost may tend to improve
the net return to the producers, but will not necessarily, make this net .prioe suf8cient,

under all conditions, to justify the production of wheat rather than some other proa

duct. No estimate of the volume of future trafic in any article should be accepted
until present price tendencies are examined and the probable effects on price of the
new assumed volume and of the new conditions proposed to be created have been '

studied .
What has been the relationship between Canadian wheat quântities and prices,

ànd what tendencies, if any, have developed in connection with Canadian methods of
marketingi As it iè only in recent years that the Canadian surplus has been large
enough to be an appreciable factor in international trade, this inquiry may be con .

fined to the period from the beginning of 1909 to the end of the crop year 1913•14.

The primary markets of the world are those most directly in touch with, and there,
fore of most immediate importance to, the world's producers ; and it is by the selling

19h-41
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pressure in primary mark~ts exerted against the buying pressure from ultimate oon-
eumers that the course of prices is chieAy, determined, although this course may be

-modified_by_many-intermedit;tQ a~t~-- -_--_ -_- -
Canada's great primary market-pla¢e for wheat is the term-'tnâl ôléva ors nt-

-Fort William and Port Arthur . It is there Western Canadian wheat is offered to

exportera and to the Eastern Canadian trade. Prices quoted on the Winnipeg Grain

Exchange are prices "in store Fort William-Port Arthur." The official records' of

the receipts from the interior aY these terminal elevators, month by month, show the

manner in which Western Canada places its wheat on this market .

In diagram 10 the" monthly receipts are shown from January, 1909, to August,

1914? The uutstamling toiture of the~ ;ç receipts is tho extTutne peak developed in the

laet quarter of the year . A smallcr peak in the month of May has also become clearly
DtA0HA1t NO . 11 .

WHEAT IN STORE
at

TERMINAL ELEVATORS . FT . WILLIAM & PORT ARTHUR .

cliowing Maximum Amant In eachltaJh .
Jan .1808 to Au6.19 14 . tnctuelve .
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defined . It is obvious that Western Canadas method of marketing is to sharply thrust
forward, irnmediately after the harvest, the greater part of its surplus, reserving some-

thing for a second thrust abot.t the following May . This marketing in extremé peaks
is not the accident of one or two years, but evidently the settled practice, becoming
more definite year by year as the surplus has increased in volume .

Purchasers take wheat from theelevators every month in the year for shipment
eastward by lake or by rail, although rail shipments are small by comparison . As

shipments month by month do not strictly correspond with receipts, there is a varyin g

_amount elways in store in the elevators. Diagram 11 represents the maximum amount
of wheat in store in the Fort William and Port Arthur elevators in each month,

accor .iing to the official weekly reportsz The outstanding festurf of this diagram i?
the accumulation of wheat in the elevators during the period in which navigation is
closed, that is, between December and April, in which latter month the peak of the

year's storage load tends to be found .
The difficulties, or higher costs, of transportation in the winter time may influence

some on thus holding over wheat ; others may wait in the general hope of higher prices ;

while the very large private and country elevator interests buy wheat for the purpose

I Annual Reports of Winnipeg Grain TScchanse
. ! ADpendb, Table25, p . 110. Statlattca, 1909'15-

a Appendlx . Table 26, p . 112, 9tat iattca. 1909-16.
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of carrying it over the winter to eneure earnings on their investments in elevators
.

What the elevator companies bny they immediately sell again for .delivery in some

future month, because they desire only a safe investment showing a margin equal t
o

- -eairyrng=ehsrgés=fôri-r= elevët3t~; ttd=aik~ther~auecg s~f-wheat-who_hava_ivished__

ditions at a representative market of the United Kingdom are the conditions to which -

to borrow against their holdings have "hedged,' that is, ente --A into a te con

tract for delivery in some future month
. Most of these future contracts are for May

delivery. The result, therefore, is that, partly because of the e16so of navigation on
the lakes, but largely because of the trading, handling, and financing systems that
have developed, a decided market peak accumulates for the month of May, whioh peak

consists of the amount in store in the terminals in April plus the receipts from th
e

interior in May . The second and greater peak of the year consisis of the receipts

during September, October, November, and December. It is therefore at these two

periods of the year, Western Canada offers important volumes of wheat to the world's

consumers.
What, n . w, is the relation between these Canadian market peaks and wheat

prices9 If diagram B be again referred to, it will be perfectly clear that we are here

dealing with a method of marketing which is not at all in accordance with the genecel

1aw of consumption demand . The wheat pri ces used for this inquiry will be the prices

of contract grade wheat at Liverpool, and the prices of cash No . 1 Northern wheat on

the Winnipeg Grain Exchange. These latter prices, as explained, are the prices of

wheat in store in the terminal elevators at Fort William and Port Arthur, that is, the

cash prices, on the spot, of the very quantities under consideration . Liverpool prices

are selected because Liverpool is, more nearly than any other, a world market, and

because in any case the United Kingdom was the purchaser, during the period under

review, of over 91 per cent of all the Canadian wheat exported, and therefore the con-

the Canadian surplus actually etood in chief relationship. In the Liverpool market

for contract grade wheat the importer can se ll under the form of a" future delivery

contract," the wheat he has just contracted by cable to buy from the Canadian

exporter, and which wheat may at the moment still be in the terminal elevators at Port

William and Port Arthur, where its local market value i s the Winnipeg cash pri ce.

The two sets of prices selected are therefore more nearly corresponding prices than

any others that could be taken .
Befo re actually comparing quantities and prices, ono or two pointa should be noted

in connection with the demand in the United Kingdom for imported wheat. The

United Kingdom is the leading importing market for higher grade wheat, and this-

not only because of the`very large quantities of wheat required, but also because the

meri ts'of hard wheat are perhaps more generally recognized in the United Kingdom

than in other importing European countries . The millers of the United Kingdom,

however; do not make a flour of hard wheat alone. Hard wheats of various kinds are

mixed with soft .wheats of various kinds to make a blended flour. By this means the

miller reuders himself more i ndependent than he otherwise would bè of pny one per-

tioular kind of wheat . If a special quality iv~Fgrown in only one country is

relatively scarce, or,very strongly lleM, the miller may, from other wheats upon the

market, and by slightly altering his proportions, continué to produce a flour which

preserves all the main characteristics with which his customers have become familiar.

Imported flours can be blended as well as imported wheat. The advantages from the

standpoint of the purchaser, of the use of a blended product are obvious, and, whether

or not this system remains a permanent business policy, it to a fact that during the

years under review the United Kingdom met only a part of its requirements by pur-

chasing hard wheat and hard-wheat flours, and for the-balance purchased soft whea t

- f rom many parts of the world to supplement its own domestic soft-wbeat supplies.

The relationship of Canadian primary marketings to the purchases of the United

Kingdoui are shown in diaAram 12. The solid black portion of thie diagram is a repro-
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duction of diagram 10 and represents the amount of wheat received each month at
the terminal elevators at Fort William and Port Arthur. The batchd column in .the
month of April, which should be measured from the base of the fip7lre, represents the
mszitn~i~ moun~tn-=s~re-In- hat_ïllanlll~ b§inK=tha=peak of the
accumulations there for May delivery as shown in diagram 11 . The dotted line repre•
sents the total shipments to the United Kingdom month by month of wheat and flour
from all the world, that is, roughly, the total mohthly purchases of the United King-
dom from all countries.' Taking any one month, and measuring from the ba=e of the
figure to the dotted line, the total amount purchased for shipment to the United
Kingdom in that month is shown .

Dteoaiu No . 12 .

COI1iPARISON BBTWÈE N

TOTAL SlflPldffiMalVnBATumFLbURroûN1TEI1 RINGDUMrLmALL t70UNTR11S ,

QIJANTITIESmWHBAT MARKEPI:DjtFI',WILLIAM & PORT ARTHUR.
OOTT[D VK nrrrsM .a4) a4,anN ✓ YG7H RAF h tHR/ Aiyeh- }~

sOUDlLAMMd+'rs.i w~onFYnrMSIYKI7OnAUnn,~JN~~nV

IUTdLO COU/M3 iy'rrW ..rr,...vn ~sai.»l ✓ M.rA7n rMT ✓ /llii~. .M Mf dM h.~r/ ✓ wÇA 1rr
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Diagram 12 makes two almost startling revelations . )!'iretj that Western Canada
sometimes puts upon the ma,rkét in a month much more hard wheat than the United
Kingdom, the only important consumer of its sutpius, will purchase of all kicds of
wheat and flour frorl all the world ; and, 3eoond, that the United Kingdom-purehasea
regularly and heavily during many months in which Western Canada has practically
nothing to offer.

In October, 1913, Western Canada marketed 87,613,000 bushels,,while the United
Kiùgdom purchased of all kinds of wheat and flour only '19,076,000 bushels. In
November, 1913, the Canadian marketings were 80,946,000 bushels, and the purchases
of the United Kingdom, 16,918,000 bushels. In November, 1912, the figures- were

21 .56300 bushels against 20,081,000 busbela ; and in November, 19 .t1, 19,941,000

1/►ypendlz, 1Yble 27, p. 1t!, 8tatbtlos. 11 0 0 •1 4.
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bushels against 19,537,000 buahels, In these months there was delivered at Fort Wil-
liam and Port Arthur an absolutely greater amount than the United Kingdom would
purchase of hard and soft wheat combined, and of•flour, for delicery from all countries .

jf _W0_1&d to other the figures for the two raontha of Uctober and Nocember in each
~41_1~~ --~- uf thefa+rars atteier--revirw _comp3rtsn31i-

~*,nadtan liarkeNnrs Total Purchasce

Termin ,~a1 Elevators. UnIted KIng,lbm.

Bushels. Bushets .

1909-OCtober ., . .l 99,497,000
November . .

1910-OOtober . . . . 91,9t1,000 41,097,000
November . .

1911--October . ., .l , 90,1161,000 69,515,000

November . .
1912-Oetober .1 „ , , . 47,170,000 49,903 .00 0

;Qovember . .:-j_[_ . . . . .~ --- ----- -------
.

November . .

If it could be determiced exactly
how much of the purchases of the United King

*

dom consisted of herd whéat, it would undoubtedly be fouad that the Canadian bupplr

exceeded the demand of that market in the above two•menth periods in every one uf

these years, and that in 1913 it was eonsiderably more than twicô the quantity required .

The May peak also, which sh~uld be constructed
by placing the April storage column

on the top of the May rece ipts, was greater in three of the years than the total demand

for all kinds of wheat and flour in any one month, and very much g reater than the

demand for hard wheat alone
. And Canada is by no means the only source of supply

of hard wheat, even in thé autumn months. -
As over 01 per cent of the surplus product of Canadian mills during

. these year s

was shipped to the United iiingdom as flor and was included in the above quantities
of total imports of that country, it is evident that even the very large purchases of

wheat by the Canadian millers
. second only in importance to the purchases, of the

United Kingdom, would only partially diminish the pressure of the Canadian peaks,

as shown, upon the market of the United Kingdom .
23,oLring in mind this relationship of Canadian supply to the demand of the

United Iii1>êdcm, it will now be interesting to bring into juxtaposition thè quantities
marketed at Fort William and Port Arthur and the prices of wheat at Liverpool and

at Winnipeg. For this purpose, diagram 18 is presented; In fig. 1 are the Canadian

quantities which have already eppeared in diagram 12, although inthia cawturned
upside down as overhanging the merket, the dotted line again representing world ahip-

ments to the United Kingdom
. In the çentre of the diagram (fig. 2) are two price-

lines
.' The blsr•k line tepresenta the price of contract grade wheat on the Liverpool

Corn Éxchange, and shows the h~gheat and,loweat quotation on that exchange during

each month
. The red line represents the high and low quotations during each month

on cash No. I Northern wheat on the Winnipeg Grain Eachange
. At the bottom o f

the diagram (fig . 3) à"
the monthlq ahipmenta, by lake and by rail combined, from

the terminal elcrators st Fort William and Port Arthur, showing how the wheat -oves

oat intogeneral con5umption ?

Taking first
the two price-lines with their 9uctuations, it is evident that both Winni~

peg and Liverpool markets are subject to the same general oonditiona In its general

trend it is obvious that the Winnipeg market either follovvs .the Liverpool market or

moves with it under the as me influenoes . A spread in price between the two exchanges

is necessary if ousiness i s to be done between them, the spread
being at least sufficien t

to cover an costs of the transfer of wheat from the olevators at Fort 9Pilliam and Port

Arthur to dncla6ide Liverpool
. The spread is actually ylightlq greatet than appears i n

t pppendl=, Table r0.PP. 119•114, Stttlrilcs.~ 1909•14 .

s ADpendlz, Table 26, DD• 110•111, Statietlce: 1909-16 .
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this diagram because No. 1 Northern Manitoba wheat, quoted at Winnipeg, is above
the standard on which the Liverpod quotations are based, and commands a sma ll
premium, about 1 1 cents per busht., when delivered on Liverpool contracts . Where
the two price-lines overlap, or are very close together, after a llowing for the_premium
as above, it is evident that no export business was being done by Canada or could be
done. The spread between the prices becomes extreme toward the end of 1912 and
toward the end of 1918.

Tracing the Liverpool price line alone,'it wi ll be noticed that there are three sharp
upward movements, in 1909, 1912, and 1914, and one sharp decline i n 1910. In the
spring of 1909, Europe was in it nervous state following the annexation by Austria of
Bosnia and Hertr,egovina . This was the period also of the Patten u corner" in Chicago.
In 1912 occurred the Balkan war, which not only had its effect on European sentiment,
but the closing of the Dardanelles by Turkey interfered with exports from the Black
Sea and shut up a considerable number of o cean vessels. The sharp upturn in 1914
marked the beginning of the present great war. The extreme d rop in 1910 apparently
had no great significance. At midsummer, as we have seen,°Euro pe imports less wheat
than at any other period of the year ; the world's crop of 1909 had been the largest for
many years, and the prospects for the European crop of 1910 were for a still larger
local s u pply. Under theso . conditions, it is explained, some cargoes of grain from
9uetralia arrived it Liverpool on shipper's account, and the owners were finally forced
to sell at a big s"acrifioe, which temporarily became manifest in a ll market quotations .
Theae four extreme fluctuation s occurred, therefore, under exceptional conditions, and
more ordinary causes must be loôkéd to for the èxpleâëhoné üf ell otCer pricé rnria
tions shown.

The quantities in fig. I should now be closely examined in their relation to the
price-lines in fig. 2, attentioh being first confi ned to the Liverpool prices. starting
at the right hand of the diagram and letting the eye follow .down the direction of the
autumn peak of 1013, it will be seen that it fite, i nto a marked .de^ cession in the
Liverpool price, the line having apparently sagged mariy cents per Lshel. The same
thing is seen with the autumn peak of 1912, althaubh not to so great an extent. There
are clearly defined depressions also corresponding to the autumnpeaks in 1911, 1910,
and 1909: In each one of theee five sears thi heav9 Canadian markëtings at the end
of the year have coincided with a depression . i n price. If we leave out of consider-

ation the sharp " squeeze " in 1910, it will be seen that, with the exception of one
eear ( 191 1), the price that has m̀et the Canadian peak I. the lowest of the year. In
the first half of 1911, other càuètriee, Russia andAustralia, dumped unusuallp heavy
loads on t market that was weak because there had ,been two large world's çrope in
successive years . Canada dpmped her crop, aq ubual, a Iew months liter, but, although
it was the largest Canadian crop in volume up to that time, it was probably the poorest
in quality, only about 41 per cent being of contract grade. Its real weight could not,
therefore, be great in a market for contract grade wbeat. It found a :depression in
price, but not in this one case the lowest of the year.

If the eye nwv follows the smaller peaks in the month of May, which peaks con-
sist of the total in store in April plus the deliveries in May, the combined volume
bitting the market, i n a slanting direction as it were, in May and June, it will be
observed that these peaks also, in every ease except 1909, find a declining market .
In no'case has anq .large volume of the Canadian crop met a relatively high price .
Othér countries sblling when Canada does are, of ` course, subject rn,the same pri ce
basis, but a study of the peaks marketed by all other large exporting count ries within

fi! f tke c '.wve period shows that no other country has marketed so large a p ro portion of Its
crop when prices are low as has Canada .

1s this correspondence between the Canadian peaks and price .depressions a mere
coincidence, and chargeable to temporary bad luck, or to it in the nature of direct
cause and effectt Has Canada, on account of financial, or transportation, or other
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local conditions, merely happened to market a large part of Its crcp when the world's
basis of price must necessarily be lowt It would not, perhaps, be eurprising if prices
in the consuming markets of Europe were regularly lowest in September, October,
November, and December, because the greater part of the world'e wheat is raised in
the Northern Iiemibphere and is Intrinsically cheapest in those monthsf and, moreover,
E»rope'a position as a purcl`aser ebould .ut that time be strategically strqngest, since

she is then aecure 'of niany months' supplies, if need be, in her own newly harveated
domestic crop. But the records do not show any tendency to extreme weakness in
prices at that pertodof the year, at leaet in the'last three months, previous to 1009.

An examinatioa of Liverpool prices from 1909 back to 1893 falls to discover a single
year in which the low point was reached in October, in November, or in Dccember .
The minimum price is found three times in September 16en the winter whQat sup-
plies of the Northern Iiemiephere are most abundant ; twice in January, twice in
March, twice in April, once in June, and once in July . On the other hand, the high

pointe during the eleven years previons to 1909 occur once in October, twice in Decem-

ber, once in January, twice • in May, twice in June, twice in August, and once in

September
. Western Canada, since 19q9, has marketed an important quantity of contract

grade wheat in Oetôber, November, and December, and this is the only part of the
world which marketed a large exportable surplus of that grade of wheat in those
montht, a quantity which was much greater than the current requirements of the United
Kingdom, and attimea perhaps than thè current requirements of all Europe for wheat

of that quality, unless at bargain pricea, .and Western Canada has, since 1909, found
a tendency to an extreme weaknesa in pricea where weakness apparently did not
previously tend to show itself . These .facts justify serious consideration of the hypo-

thesis of direct cause and effect. In the commeiciai world even a temporary over-

eupplv tends to, break prices .
Returning to diagram 18, the eye should now follow the Winnipeg price-line,

It will be noted that the Winnipeg prices are never relatively high except when the
quantitieeon the market are small . As soon sa volume appears at the terminals,
prices tend to go on an expert basis, that is, a spread from the Liverpool price

appears sufficient to permit of export to Europe. Just thiswould be expected tobe

the case. The only points calling for special explanation in the Winnipeg line are
the extreme spreads in the autumns of 1912 and 1918. 'These are the perioda of the

greatest exeess of Canadian marketings when compared with the current requirements
of the IIriited Kingdom . Any excess must inevitably begin to feet strongly the .

competition of inferier wheats, and,. if it is to be sold, must tend to approach the price

level of these R}ieate until"it becomea a bargaiu ; or, if it is not to be sold, it must

decline to a point at :whieh it can safely bear all carrying charges to some future

month. In'Weetkrp CBnada this fùture month is generally May, and the market
estimates thé carrying charges at 41 centa to iS3 oents. Further, a surplus always
tends to set the conditions for the total supply, and an excess at Fort William and

• Port Arthur must tend to bring down the price of the whole • quantity marketed at
ti  e rame time to the biais on which the eacesa can be negotiated.

If the figure at the base of the diagram (fig. 8) be now studied in connection
with the Winnipeg prtoe-line, it will be seen how large a proportion of each year's

crop mOves out of the elevatoraat the lowest piia+ of the year., T" for example,
the oropgrown .in 1918, which was shipped enst in the twelvs monthe beginning with
September, 1918, and endingwith August, 1914 . During the first four months of
this crop year, 71 - 55 per cent of the whole year'e surplus was shipped east at the
lowest prices of the year . As a considerable part of the subsequent -May shipment
peak was a hedged" during theëe months on the' Msig of eurrent ;rriees plua carry
tngchargea, this quantity should really be added to the autumn peak to repreeent
the full proportion of the crop which Western Canada let go on the depressionwhich
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coincided with, or was caused by, its excessive deliveries on the primary market in
the last quarter of the year.

Conditions Affecting Cost .-Whether or not the syst.em of marketing in one er
two extreme peaks causes lower prices for wheat, it is certain that it tends in some
respects to create higher costs . These higher costs m .y fall upon the producers of
wheat, or they may appeer to be widely distributed, but any avoidable eosts are unne-
cessary limitations:

Diagram 14 represents in freight cars the monthly quantities of wheat delivered
from the interior t•> the terminal elevators at Fort William and Port Arthur for the
krop year 1913-14. The very large equipment of rolling stock required to nove the
October shipments, and the small demand during most of the rest of the year, are

strikingly uvidcnt. In October, 1913, there was delivered at the terminals, 37,546,215
bushels of wheat, and therefore rolling stock sufficient for that purpose was in exist-
ence, and a corresponding number of locomotives, and there were all the double tracks
and sidings and sorting yards necessary to handle traffic of that magnitude. These

things, being in oxistence, represent a capital investment that calls for twelve months'
interest every year. The last string of cars, marked "average," if steadily employed,
could have carried all of the wheat in the same twelve months. So far as wheat is
concerned, there was really required, under theoretically perfect transportation con-
ditions, a capital investment in railway facilities equal only to the "average" train,
which is less than one-third the size of the actual Oetober train . If all grains were
taken instead of wheat alone, each of the traina would be longer, but the proportions

would not greatly differ. In Canada there is no big load of other traffio with an

opposite seasonal distribution, and the ." average" train could carry back from the
head of the lakes to Winnipeg and the west the maximum load of the present west-
bound traffic. There is no intention of suggesting perfectly equal monthly shipments
of grain as practicable, or even desirable, but there is no escaping the conclusion that
present metk.ods create an extra cost in fixed charges which must somehow be met .

The irregularity of the employment of labour in conneetion with grain traffic is
another aspoct of this samo matte-. Diagram 15 shows the maximum number of men
employed by the Canadian Pacific Railway Company each month of the above crop
year on grain traffic on the Alberta, Saskatchowan, and Manitoba divisions, the last
named embracing the lines to Fort William. The men counted were the engineers,

firemen, brakemen, and conductors engaged on grain trains, and the yardmen employed
because of grain traffic . Exactly the same conditions prevail on the other railways .

In the operating departments of the railways there is no compensating demand for
labour in the slaek grain months . Employment of labour in this manner, apart from

its serious 16ciological bearing, must tend to add to costs .

One further point may be emphasized, in diagram 16, and that is the nature of
the demand under the present system for lake vessels to carry the wheat from Fort
William and Port Arthur. This part of the subject has already been dealt with from
a somewhat different point of view in discussing traffic conditions in the Lake

Superior trade. Shippers of wheat in October, 1918, chartered almost three times the
numbcr of vessels that would have been required to move the whole year's load if it
had b:en evenly distributed over the same navigation months . In the iuserted figure
in this diagram the inevitable consequence of such methods appears in freight rates .
From September the rates moved upward to a high point in December, the two weeks
of open navigation in which month generally witness the most active demand of the
season, and fell again toward the low point as traffio declined . The greater part of

the shipments bore the higher rates .
Tendencies toward excessive costs must be provided against as carefully as ten-

der,çies toward inequitable depressions in price, if the production of, and therefor e

the traffic in, wheat is to measure up to estintates based on the fertility of the soi l
and the capacity of the world's consuming markets .
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THE ROIITINQ OI?_ZZ?'OBT WHEAT.

Frum Fort William and Port Arthur wheat for export to Europe is distributed
over many routes to the seaboard, and is shipped from some seven or eight different

.ocean ports. A part of the wheat follows Canadian routes to Cnnadian ocean ports,
and part is diverted at some stage of its journey eastward to United States routes and

to United States ocean ports. Jt is clearly necessary to examine the distribution of
export shipments under normal conditions in order, if possible, to discover the deter-

mini . ;,! causes . Unless the real causes, under present e~nditions, of the diversion of

so n,n :fi Canadian wheat to United States ports are recognized, it cannot be confi-
dently asserted that any particular change in conditions will materially alter the

situation .
What, in the first place, are the facts concerning the preeent diversion end distri-

bution of export wheat shipmentst Is. diagram 17 are presented the facts for the

calendar year 1913. In this diagram the movement of Canadian wheat from the head
of the Great Lakes to the seaboard is traced•in solid black lines, drawn to a scale of
width in accordance with the number of bushels passing over each part of the route .

In the tables of figures inserted in the diagram will be found the prineipal'quantities .

Some Western Canadian wheat is forwarded each year by rail to Duluth-Superior for

shipment from that point. Passing down the lakes this comparatively narrow stream
joins the broad stream from Fort William and Port Arthur, and the combined- total

flows eastward through the St . Marys river . A tiny rivulet then diverges to Chicago

and a little later a substantial stream moves toward Georgian bay and is divided up

among .many ports. The main stream, however, continues south through lake Huron,
losing a little to Ooderich, a little to Port Huron, and a trifling amount to Detroit.

In its passage 'through lake Erie a very small quantity branches off to Toledo and
another to Port Stanley, and quantities of some importance to Fairport and Erie .

The chief body of the remaining stream flows straight to Buffalo, the balance swerving
northward to be divided between the-Port Colborne elevators, from which it is later

t.ranshipped, and the all water route to Kingston, Prescott, and Montreal . In the

diagram all receipts At Canadian lake ports as well as those at Port Huron are carri2d
through at full width to Montreal, and the export wheat which could be traced as having
been shipped all rail in that year is also indicated a3 arriving at Montreal . It will be

observed that the receipts thus shown for Montreal are greater than the wheat exports
that passed on through that point. The difference would represent the amount of
Western Canadian wheat which was retained in Ontario anti in Quebec for milling
- mrposes, or remained in various public elevators. Of the United States ports of

export, Portland is represented as being supplied through MontrPAl, and Boston, Now
York, Philadelphia, and Baltimore through Buffalo, Erie, Fairport, and Tolcd-
Boston at times receives Canadian grain by way of Montreal. The width of the line

of receipts at Buffalo is a little greater than the line of shipmente passing on through
Buffalo, for the reason thatLLsome Canadian wheat remained in winter storage in vessels •
lying in Buffalo harbour, and did not pass on within the calendar year.

To arrive At the total proportion which went out through United States ocean ports,
the shipmenta to Portland must be added to the quantities which were diverted from
the head of the lakei to United States routes, and whioh are brought together into one

'stream east of Buffalo in order that their comparative magnitude may be seen . I

round f.gures two-thirds of the Canadian eirport wheat in the calendar ysai• 1913 was
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shipped through United States ocean ports, and one-tbird through the Canadian ocean

ports . Quantities and proportions differ in different years, but a considerable diversion
to United States routes appears to be the normal condition, although the normal pro-

portion .so diverted could be determined only after further examination of the faotè .

YearlS total figures, such as represented in the above diagram, do not often supply

sufEcient material for a study of causes . To secure the necessary material there were
taken, from the original records at Fort William, Port Arthur, and Duluth, particulars
of every shipment of Canadian -grain, and from the files of ships' manifeste at

Montreal, St. John, and Halifax the name of every vessel loading Canadian grain,
distinguished as liner or tramp, with the date of loading, the quantity of each kind of
grain carried and the port to which it cleared ; and through the courtesy of the Depart-
ment of Commerce, Bureau of Foreign and Domebtie Commerce, at Washington, a
competent statistician compiled, from the original recorde there ; monthly details of the

movement of Canadian producte, in bond, through the United States ocean ports.

This material covers the three calendar years 1911, 1912, and 1913 .

Causes of Diversion.-Diversion may have been due to one or more of many

causes : the physical inability of Canadian routes to handle more traffio ; the superior

speed or certainty of other routes ; relative freight rates ; financial, or other private

business considerations, or personal préferencea on the part of the shippers ; conditions

of ocean transportation. It•ivill, therefore, be important to examine in more detail

the movement of Canadian export wheat .
Diagram l'8, which contains three figures, represents the maimer in which Cana .

(lion export wheat leaves Canada month by month, by being shipped from Cana-
dian ocean ports and being diverted to United States route, . The quantities shown

a ; diverted to the United States do not always pass through United States ocean ports
in the same months in which they are diverted from Canada ; and this diagram, there-

fure, is not a direct compar@son, by months, of ocean shi~pments, but only of shipments

from Canada .
Fig . I shows the total shipments from Canada, the solid black portions of the

munthly columns being the shipments from Canadian ocean ports, which are called
'-direct exports," and the balance of the columns the quantities diverted to United

States routes, càlled "indirect exportd." In figs. 2 and 3 these direct and indirect

exports are shown separately t

If fig. 2 is examined, it will be noted that it posaesses some general regularity of

form. In the months 'of December, January, February, March, and . April the port

of Montreal is closed, and the exporta during these months are through the ports of

St. John and Halifax, and are aub9tantially equal in aniount . In the month of May

export from Montreal begins and continuas until the end of November . During

these months the exporta are much greater :n quantity ; and if a,n'imaginary line be

drawn from the tops of the May colurons to those of the Plovewbé# columns the idea
is suggested that the almost rectangular figures thus formed repreeén{ In some way the

capacity, or the usefulne:b, of the Montreal route, uader the conditiona`that prevailed

in each of the three years under review. Montreal does not ®apôrt the same amount

each month, the most marked departure from substantial evenness being-found in the
months of September and October in the years 1912 and 1918 . That }ese wh.eat was

shipped in these months was not due to there being no Canadian wheat for . ëxport, as

appears from fig. 1. A gtudy of Canada's total exports of all goods n ►onth by month

diecloses the tendency to crowd all exports upon the last third of the year . In Sep-

tember, October, and A'ovember the vessels arriving at Montreal are offered more

cheese, apples and higher class goods than in the earlier monthd of the season, and the
irregularity in the shipments of wheat may be due to the irregular offerings of

) AppendtY . Table 29, p. 115, Statleticà, 1809-1 3 .. . .
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other freight, which carried somewhat higher rates and would be ~ett large quantities
accordingly. The ingreas«1 shiP•nents in the month of No~ em~r, • the hi er freight
of other freight are atill offering, may, perhaps, be eXp ain b~r 6 h

► e it profitable for
rates obtainable for wbeat in that month, which tdsy have m,

;
'

vessels to go to the expense of increasing their freight aocommo` for package
be done in combination liners ; for eYample, by fitting sReerage quarters

freight, thus leaving more spaoe in the holds•for wheat
. It is not intended at this

stage to assume any definite ezplanations, but only to point out the approach to re$u'
larity of form in thé diieet ézjotts'of'Canadian wbeat

;'~ â~t~èt the entïrely dif-

ferent charadteC of the itiidireot ehipments (fig• $) ruA y
The only regularity about the trafGa diversion to United States routes is the fact

that these routesoaTrY the two peaks Western Canada thrusts fôrward
. The first sug-

gestion from thie diagram, as a whole, is that the Canadian ports do à certain more or
lam regular business, and the United States routes carry the peaks of the loada

. It

Is clear that the tTnited States routes arenot always competitors of the Canadia n mout
h routes with the saine oHeotiven 8it canot, forrexample,tbe inferred thtat the United

1,N6vemùer,1913, asehown in Ag.
States rQPtas can aifave eucoeâAfully compete with neérly tall th e

mon of Augudt,results th shown, or in the th
itwheat offered, and in many 'other months ezeured by far the large r New Y~ ti~m-

Montreal exported more Canadian wheat than any other single part, ._
inq -second„ Boston third, Philadelphia fouith, Baltimore ffth, Portland sixth, and

St. John eeveuth ,
The olosinB of ilnvigation on the 8t• Lawte ~l havé éo éreff t~ i~tallyearclY

limitation on "the Canadian routés, which may

quantities ahipped
. During thë"periôd of open navigation, however, there

. W no climatic

~wuse of diversion and shipmentatbrough Morttreal"may, there~orembè mor e f~nadia n~, P
larlyetudied . Th"at 3dèntreals proportion of the total exper t

wheat In 1911, 1912, and 1918 waa"not
In gor cannot be astiafabtariïy uceountéd for,

uither by the physica) sho?'tCOmiY ►P of the routes to Montreal from the interîor, or by

the inadequaq of the equipment on thim
. The $t : Lawrence and Welland canals have

never carried ingre thsn si m^derate fraatlôn of the traffic that4
.`ould be paeeeâ through

them ; and, és"vCë haie seen, manlCanadianve,àelei of t't
.`ânsl`sise" } spend most of the

season in the open lake trnde, 460 that no continued shoTtage o`
vessels suitable for the

nll-water route could have beén e?rpërientLd• ' VPit)1 regard to the lake-and-rail routè
a

to Montreal, the capacity of the water section, 00 -'
A, of course, be limited only by th

e year
s number of vessels available- ~ad'Cansd nelmille~as well aseaport r

eth
e qm enmenlta r

coasting trafiiü in wheat, supplying
they tveTe tot, on the average, fully loadedeastÏ,outtd, at

has been shown ; and they were

left froc to carry some cargoes to l~nited States pqrts, thnï" is, to Pdrticipate in" th e For

t diversion, In Uotober,`1~1,buthela of whea and naae ~Qloweing ndonth 1026,63 3
and Fort Arthur 14,42Q,

bushels of wheat : the greatest month's ésPOrt of e awhea
t s anLy u~,~bûahels~eo that

in the month of Vo, 1913, zrhen the qyput+j $

Canadian vea$01s on the lahes have Ipaded in each of two eonseeut'Ÿa . raonths over S ;

t: mea the qùant}ty, ôf Oanddian ~rheal"
.tliai, Canadiân "océaït Ports bave'evar abipped

in a imonth . Ev"en :if Là i b?hilt~ St~t~ x~e1a to eu h éopt~ati Port Huron, from
might have been ehippe d

Canadian rail lines could bave carried it to Montreal ; or to Buffslo, from which
which
Canadien, or Unit¢d States ~ v~sels

could bave cnrried it by water to MontreAlp and

again mbre Canadian wheat might V. been direated fron° the interior to Duluth-
No qnes-

>~yPerio! where it could have taken United States vessels to Canadian Ports-

19ü--G
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lion can be rai6ed abqilt the abilitq of the
6 E6630NAL,PAPEtt No. 19b rail linei; acroaseouthern Ontario to handle

in a season more ex-laice traftiâ thèn theÿ have ever yet recolaed• that
the

Nor is any easy explanation found in freight rates . It would appea

r Canadianwheat taat was di verted to United States ocean porte paid higher rates to

the seaboard than did the wheat ahixped to Montreal . An examination of regular and

epociel tariffs fbr aeveral .yearb has failed to disco-ter any period in which United

States routes to the aeaboard for Canadian wheat were allowed to hava an advantage

in freight rates over Canadian rontea. 82
Montreal in" 19i4, with no corresponding Increase in handling plant,

gx~er part

per cent more wheat than in 1918, or 88 Per cent more of All grains,

being United 'States products . Montreal's mechanical equipment could have handled

more wheat than it did in 1911, 1912, and 1913, if more wheat had been offered .

R'hatever may be the need of increased handling facilities at Montreal, of a n

enlarged fleet on the lakes and of better seivice on the railways,
it waeafor e~xnmPlrt

preseuté6ë~enci~ln'thesa respects do not complaiely e_ 1~1ain

that only one t6ïrci of Canadian export wheat in 1918 pa6sed through't7âaaàla~occan

Porta. wer of other posaiblo causes, it may
Before attempting to estimate the dicorting po

ahip whea
t the to conditions o Îfrhe p

o caunot right t~hrough~to Europebe of wel
l whea

t to inquire wishes to first Into
Europe.

in time to fulfil a contract offered him•and at,a total cost for the whole journey that

will leave him a satisfactory net Price , he will not 6hip at
all. He may have preter-

ences as to routes and porte, but lie must at Alla 6iveo time ehoose the through route

- and ihe comFincd tl~aughTate tl~at-r°i11 enablahim~ do business. If the explanation

.
of his routing of Canadian export wheat does not readily appear in loëai coriditlaijs

between Fort William and Port' Arthur and the seaboard the final stage of the through

route must be o :dmined.
AS in the case of trafHo on the lakee, there ahonld be eorae underetanding of th e

typea "oi veeeela, of their distribution, of load feïCtora, of freight ratee, an2
. përhapa of

. _. ..a" ..l.e,âaa_ .
. . . ; . . . ..

var"'. ,. .: .--- _ . . . . , . .
•

Liners an3 tramp+.-Ill 1919, the overseas commerce of tlie-würld was conducted

by more than 26,000 steamers,
ge
6f which 1,5 were 14 liners " and

rvfoES th t~6,
vessels upon a fxeo route-andand with' a

Vessels engaged in reguls -
de8nito achedule `of eaili lg dates, are known

as "linere .n The "hampe" are fre
e chgrtered

to Bail anywhere i
n ~pp ~ eaeha gngealof th~a w

oan
d rld . to The 6000 oo

,by
eeintcarriers ~i.n

bidders in the great Qpp di i{~nt companiee, flrma, and•individuale,
ig18 isere owned_b_y app robimate1y .4;

and tha, 1,566 liners bq 10t3 diHerent companteg -- ----
The funotione performçd by

these two general classes of oo~n carriers dift'er in
gatisfc~oorelyhatraf6~ many of

many Important respecte
. Tramps cannot'perform w a s

the services required in modem commerce, but with respec
t the two cla~ea are direatl$ competitive.

t Inveatigatton
of 9hIPDin6 ~mbinanonr, evldence Mtore the Comm{ttte

of the lii>â 'ant
~~-

M+rlne and FYeAetles, üouae of Repretentaticea, 64nd Cbngrtts, He, V610me I- P- 1372 *

19b-6 ;
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In dtagram 18 the relative 9uantitiea of Canadian-wlieât ceïrlo3`bÿ liners *an d

by tramps from Montreal in the yeare 1911, 1 9 19, and 1913 are {udioated . The

figures are as followe :- 7yaaRAu No. 19.

EXPORTS OF CANADIAN WHEAT FROM PORT OF MONTREAL .
uso

Fr*nt Lbs to uVV ootand c" n MOO
mv,plign yowns 19N.i - _ -

NstthMd ._. .__.Ibnthh OW +MA 94W by UNERS

7
~

~

$~

®iiT1T71
.4

.7 i 7i1~91
ââ=mm®®

~•. A'
1
e ®pmC53~ ~

Biwb .

OCT [Nov
. Mt x

OsNSnfr14

OomDqeS aireo[ iroin on.w

D'onth .

1911. 1918.

---I_ -
_

Linen.

I Baeh.

M . . . . .7 0 9 , 0 6 8. . . . . . . . . . . 709,068

July . . . . . . . . . . . . . . . . . . . .
. ueâ.ir.a

S
.,,.. . . . . . .

. 167,8 18l~te mri er. . . . . . . . . . . . . . 4,.. „"Ri
NoVembPr . . . . . . . . . . . . . . .' A~V"4~as

Totai . . . . . . . . . . . 1 16,294,141

Trsmpe. 1.iaen .: Tnmpe.

191& '

T7unp&

~ Banh.

6
1,42

B28,,688
73b

704.622

284
69,81 8

8,994,428
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were very high and yet no tramp cergoea are reported. All that cap, be said, therefore,

per $100, for e:amPle, to have been eq l

8t?8810NAL PAPER No . 19b

it ~iiT 1~ noted thai àramps-oarrie<Lnn~~~an
.wheat f rom. Montreal in the

year 1911 ; that they carried a little in May and Junè,~93'i
; nnd thaYltr191lt they

wa scarried an appeoiable9rsntre
p
in several

s carried 5 .66tper oent.0 roIn1918 the pereentai8e
whea t

exports for Wethtee y
~

t" of the
1 8 . 68, and in the month of Jnne in that year- they' cardod 88"t8 per ce~l

monthly total: It Is 'ovideIIt that tramps pirov<A i n those years only a small and

irregular faotor in the wheat trade.
In the same diagram there i6 indicatod tho rango, from lowest to highest, of ocean

freight rates on wheat, month by rnonth, from Montreal 911 i~r~ V ~~ ~~ the
taken as repreeentative of freight rates to Purope

. In May andJune, 1919,
---loweatnf-the F9rl d In that.year there weo no trampe 18 there Wae

the tango had moved hlgher; and there were oae~°r-lxo tremp~-~n1e

ti distinct and 6uatiained elevation of rates for the greater part of the season, and there

Wea any tramps. In October and NQVember, 1918, on the other hand, some rates

from this exatnination of shipments in relation to freight rates, is that in 1911, 1918,

And 1918 no tramp vgsaoi took from Montreal, a cargo of o not . ~~~ ont e ery
freight rates were comparatively higly bpt that tramps wo

r

occasion on wbioh the rates were higlt . 19
3letely inoident811Yo there 9râraalWta the Banjo scale~he f eia ~*~te8- 1~e a t

' cargo ineurance Out of ~tontreal, and
it rate of 26 centsis assumed to have baeii worW 41 per bushel lent to e~ obaf anone-clpsrter Out per

busbel --Wha tever may-bo
: the e&ect_ of relative insursnoa •rates on the diversion of

wheat traffio, it is perfectlY alear that cargo insuranFO Cannot be the imme<üato causo-
_

of thie $ivera}on
. There are big forces ofaôme kind swinging freight rates up an

d

down, in <4mpâri6en With WhiCll p*8to~ip~ a~~i ~~ ibe l~rt pjayed by tramp
The next question Lhat may

vessels in the grain
t~ of those North-Atlantio ports of the United States which

attract so much CSanadian wbeat
. - The fr,llowing are the $gun~ for thefou r feur -y York

,
19101$, of the, tramp or

.rBoes of 'grain of all kinds loadod at I3ostou; . ,

Philadelphïa, and Baltiu►oréc
~

. - . . ~ . . . pbl~adlt Balt1111oTP .i

Yëv
. Batno. New York. 1°là

--~~'_-- --~- 1 - 11
. . . .. 14 !74 68

f99
r1

.e z ~ 36
149

1912 . . . . . . . . .

1917 .
. . .

It is obvious that it was not the large n berh@fa tramp of lCan dian wheat t o

out of Boston and New York that can
explain of but apparently no

thoee -port~ In 190, Boston loaded two tramp cargoes oBTain,

more fro m that time to the end of 1918 . .In 1908, New York reaorded eleven tramp

ee
tramp

i'y
cargo

yesr,endPhi delphelaredverY
to recorde aiuco 1M, Baltimorelhee loadeü

single

yèar but one, 1904 ; but on the average moi+; tramps were Ioaded,at Baltimore than at
ich

Philad«Iphin: In the apgesidixs will ~ k~ „ nina of tbe w~ ,
thi s

t ampove~lswe ew hbut

-ind catea t a alnos ...d-up to

a AppenQlx. Table 30. P• 116, BtatS4
tice; ;19

09
-14.

r Appendix, Table E1, P. 116, atatlstice, 1911-14 .

•APp~~t:, Table $6, p• 1 2 1r Btatttdtca: St9tdif16.
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this has some interesting consequenoes. Tramp rates from the Daily Freight 'Register

a small factor in the North Atlantic grain trade. The liners evidently dominate the

wheat exporte.
esirablo at this point te take a eome

A'cea» JFreigT:t Rates on IVheat.-It will be d h
what wider survoy of the problem and inquire whether the changea in ooean '"'gt

ralea iuet noted in the ➢lontreal-Liverpooi route, and which would seem to have been

under the influence of powerful forces, are local in character, or peculiar to the Cana•

than port or even to the North Atlantic trade
. Material for this survey has been

obtained through the courtesy of Broomhall's Corn Trade News, at Liverpool, and

Comtelburo's Daily Freight Register, at London
. Mr. IIroomhail was asked particu-

7ëris
for- ratea-to'Livorpool,-whioh is!he leading_portof the United Kingdom fo

r

linera, the quotations to cover liner, or "berth," rates as well as tisinp râïe-s~ _and from- - 1
his records furnished current rates, not necessarily confined to Liverpool rates, quote

d

on the first business day
of each week, from January, 1999, until December, 1914,

from the following ports- from New York, in the United States
; from CSdessw, the

principal Black Sea port of Russia
; from Karachi, the leading grain port of India ;

from the River Plate, down River, in the Argentine
; and from Aüstralia. The Balti6

Exchange in London is the greatest charter market in the world for tramp veeaels, and
quotations from the Daily Freight Register are exclusively tramp rates and are in the
form of high and low rates per month to the United Kingdom from the same ports,

but including also tramp rates from CanadianAtlantic ports
. The tramp rates from

New York, Philadelphïa, and Baltimore are generally the aame, or rather tramps ar
e

o generally- chartered to load " Atr~e oin henNo'rth Atlantïct <wast-of tthe-United sSta e s
to select any one of several po
which have come by the customof the trade to be plnced niwnihe same basis, and

are therefore "Atlantic Range" rates rather than New York rates
.

These two teta of quotations have been charted in diagram 20
.' Occan freight

rates are, of course, almost always quoted in shillings-and pence and the unit of
weight is sometimes the quarter (eight buahals), and sometimes the ton, and thérô are

several different kinds of tons, according to the usage of each trade
., For the purpose

of this diagram the quotations received as above have been reducod to thu common

basis of cents per bushel of 60 pound3.

To fig. I have been adde3 tLo freight rates from Montreal to Liverpool, which

were used in diagram 19
. Theso Montreal rates are represented in their range from

high to loti per month and therefore are in a different form from tho other rate lines,
which are based on a single quotation per week, but if the general trend of the Mont-

• real rates be followed, cori,pariâona can be made without difficulty
.

Points to be noted in this diagram are :-

1 . The remarkablo parallelism of the main rate lines
. By looking at the figures as

a whole this fact 63n be clearly seen, and the point should be carefully noted
. If the

Argentine rate lino be temporarily disregarded and attention fixed on tlm rate ~^~ of

Austral
:a, Iiarachi, Odessa, and New York, the tendency is elearlq apparent for these

lines to maintain approximately the same proportionate distance from each other

throughout the whole period
. Marked temporary fluctuations ocnur"in the .individual

lines, which may not instantly show themselves
nwaré

the mot
h ent ini ~enybonetl'na doea n t

w

j cases in which an important upward or ow

-stand in-relation_to 11 some what corres ponding movement in the other lines within a
tb -- - -

mon aperiod of two or thrc(i
2
. That the spaces separating M080 main rote lines eeom'tA bear some relation to

the differences in distance from the United Kingdom
. Odessa is 4)0 or 500 mile s

---- -
I Appendix, Tables 2 242, pp . 119 (0 121, Stal[atfce, 1909•11•
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more distant than New York, 'Karachi is almost twicc as far from the United HinBdoln

route from an
,

th
as is New York, and th

e ree and a third times A- 1-b0119 as the
route from New~Yo kt hoaghlsome routes f

bo
ro m

Australia by way of the Cape are about four and a third times the length of the route

from New York . the lowest ra
t 3. That 4ha New York and Montreal rates are~non the

d, éaeept 4t
,
one or two pa iod

o

the United Kingdom enjoyed by any of the ports ,

the range of fie rates from Montreal does not differ widely f rom the range of rates

from New York. No exact comP^rison eau be made between the Montreal lino n• "

the
in each month while the latter

flows betwn thrates taken once
theand

loweete rates
York

wek,--ggtudy_
in_detail of the relatiôn between Montreal and New York rates woa'd

require more materill tiiiü is suptslied-iu-this-diagram. -.-----

4. That
on two or three ocorsion9 Montreal rates apt ear rélat ►vely high or

the game
relatively low, but th*g~ Montreal

other r~ates. ~It
n

wa
the whole,

s in the firae<rhalfuofethe navigation

genoral forces as ope

Odessa iat aian3 is hightes aomteeArgentine hrata3 . l Itvwae in
being

this periodgMOntreaiwer

e badthe greatest number of tramps shown in diagram 19. M ontreal rates w ere not

rolatively high in0otobe
and the

b~i~9~

,

o th
e

althougseaso
nh 1918~when the ange

and there were no tramps. th NewYor

k wasmuch lower, Montréal rates were relative]yThiiah~~eble, the~r~efore, ito amplify the
ps,and Odessa and there were one or two that in the period examined tramps entered the

înferencë from ~iEgram 19 by stating
-ldontrea}-wheat-trade-onlY~hen rates v+ere relatively Iri6h •

ô. That the tramp rates in fig . 2 tend to bo er t~iatt tho-ra .es-an- ng•
must be made fo r

o figures, but as IT, is notThis is the case
he difference in hahwey thentavtos are quoted forS

tSome hese ~wlowance

t under equalundeatood that Liverpool regularly en3oYs, conditio`s, more favourable

ates .than Qthe-r
. leading porte of the United Hingdom, it i6 probable that the line

r -an than is und in the
rates inoluded' ln figure 1 givotto jnaothe*fig

. wotde~ itris Pr~ablo tFat tre_ pa enter
eaclusidely tramp rates in

-teat
r A ô g thedeté lsathat

triaypbe on underathi sheading isr that New YOM âdever

y Montreal do not soem to have the 3ow~ew York fiend Montreal rly~as in h~ é~p id
advantege often restin8 with Odessa . N

. The merely oc
relatively more for their

tramps than for their liners
the scattered 9 tatioin~ alThetN~w

of tramp business with Montreal is ahown by
York, or morecori6ctly the "Atlantio Range" tramp rne'lai~ud~h,l~evrmanent

brokon . It la eûBBested by fig• t, therefore, that the tramp _-_ - .
factor in all the othor, ttrades than it is in the North Atlantic trado

. '

The Argentine rates
.cover a wider range in the period than any other rates . re at

the beginning of January, 1909, they held almost exactly their proper positio
n

tion to distances, but for the following Yeara they ~o have been unduly hiBh.ilThe

1912 and during parts of 1913 and ,914 they appear y b
somewhat erratic character of the Argentin e general relationship betweonherl° h~grat
such inferences as seem indicated by vrom t Unite

d Éuo pee w~p~ crosén he
1 North Atlanticto the Unhted StateaKend Canada, while th

e

other great trunk lino sxoepa through the 3fediterranean, with brançhes to the innumer-

thek and on tho 111 01, Sea, and on through the Sun canal to the India

n --able-ports d
ho-°ther-tn

~n wLere it di`ides, one branch going to Inia and~hé
at " East and t

Australie . On account of tue magnitude of *t?heiu~~rtb~b~i~ ,articulaly onrthe
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Mediterranean and Far Eastern trunk line, it raightbe natural to ezpect Chat traffic
conditions, and therefore freight rates, would tend to be somewhat more stable tha

.,

in the case of the minor traffic route through the South Atlantic ocean
. Moreover,

Suez Canal tolls, which during this period averaged about E1 .26 per registered ton

(Suez measurement), would prevent extreme reductions in rates from India and
Australia, for this fixed ehargs, being on vessel capacity, -would become relatively

heavier as rates declined or vessels were less fully loaded
. When traffle inereased and

vessels became relatively scarce, as they did in 1912, and when these wor+
I conditions

coincided with some relative decrease in imports by the Argentine, it might be expected
that rates in the South Atlantic trade would sharply rise

. On the average for the

whole-period, however, the Argentino rates preserved about their relative place on the
--- _ --- -- -

scale.

Competition on the oecan:--If it be aosumed that the law of supply and demand

has almost frce, and even ancompromising, play upon the ocean, then it wduld be
expected that there would be wide and sometimes rapid changes in rates

; low rates

in dull times such as preceded 1912
; high rates when the pressuro of traffic Increases,

and tho supply of vesse's becomes relatively .or abdolutely reduced, both of which con-

ditions occurred in 1912 . If, now, it bë further assumed that there is effective com-

petition among the 23,500 tramps, and, in certain classes of goods and under certain

conditions, between the tramps and the I,ô6ü liners, and also more or less active com-
pctition among the liners themàelves, then it would be expected that any tendency in
rates would be quickly communicated to every ocean trade, and, whether rates were
high or low, that in every trade, as soon as the machinery of competition could operatej
rates would tend to be adjusted to a common basis of earning value to the veasels, that
is, so adjusted that vessels in one trade çould not earn much more than vessels in any

of the other trades
. This would mean an adjustment tiearing some relation to distance,

but modified by time, load-factor, and incidental costs.

Whatever may be the correct conclusions upon the general theory of ocean rates,
the facts regarding wheat rites for six yeard are as set forth in diagram 80

: . It has

never been found practicable to effectively organize the 4,100-owners of tramp vessels

foi the fixing of rates
. Competitive bidding is provided for In tramp markets at

leading centers throughout the lvorld and these centers are in-constant cablQ=çom

munication with each other
. Wheat is an éntirelv suitable cargo for tramps. It is

also highly desired by liners to dupplement other freight
. I{iners on the North Atlantic,

before the days of freight conferencea, occasionally carried parcels of, wheat for noth-

ing, and even purchased wheat when ballast was needed
. Under conference conditions

a minimum rate of 3 cents per bushel has beéit agreed upon, but even then a liner Is

free to carry u!i to 98
.00 bushela at a levcér rate on any trip when more ballast i

s required.
A combination liner, that is a vea`k+l fitted to carry both passengers and freight,

is probably, when on a good trade route, the most successful type ofocean carrier
.

Having some passengers, and some high-class freight, the combination liner, when it
wants wheat, can afford to carry it at a rate the tramp cannot meet

. A large propor-

tion of the comparatively few combination liners in the world are in the North Atlantic

trade, which is pre-eminently the liner trade. These liners take what wheat they want

before the tramps can get a chance at it
. To do thL they must, as a gene:al t+ule, keep

their rates on wheat within the minimum fixed by tue worldwide tramp competiticn
;

and within that limit they may be expected to demand on every shipment as high a rate
.

as possible
. Competition among the linersthemselves-mus"lso bea factor of som a

-----

in:portanrn

Sj(eets on Canadian Wheat lsrporta.-Returning, now, to the distribution of Cana-

dian wheat exports as between Canadian and United States ocean ports, it may be
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suggested that the facts clearly indicate that the liners in the Montreal trade first take
what Canadian wheat they -;Yants that the liners at Boston, New York, Philadelphia, and
Baltimore have the second a.tll on the business ; and that whan the liners are satisfied
the tramps enter the trade and theqenter it first at Baltimore and Philadelphia, and
when the rates become relatively high they go to Montreal .

Fig. 9 of diagrurr_ 19, with its regularity of form, represente'the aapa3ity for wheat

of the liners in the Mont.^ea1'trade during the aammer, and those in the St . John and

Halifax trades in the winte-. With liners, the capacity for wheat is, under ordinary
oonditinna, the amount of cargo space not engaged for higher class goods . In the

latter part of the season better-paying freight offers wore freely and leea space to left
for wheat, but'if the rates on wheat go up euElciently the liners may enlarge their
-accommodation for-freightr--That the ltnere-in-tb .-Montreal-trade- have the flrst .cali

on the business is indicated, not merely by the tiomparative regularity of their takinge,
but by the fact that they eometimes take nearly all the wheat offering. So long as the
Montreal liners will carry wheat across the Atlantic at rates not exoéeding those of the
liners from Nerr York or other Uni" States porta, the through Canadian route should
be cheaper than the through toutes by waq of the United States,-because the rates on
Canadian wbea : froin the interior to Montreal are generally, if not alwaye,"lower than
to the United States porte. Whether eobt8 per unit of cargo on the Montreal route

justify as favourable a rate as fiom New Ycrk may later be inquired into, as may als o
the practical effects on rates of the provision ineerted in the contracts betweencertain

liner companies and the ïkminion 0overnment in o7unectioa with the granting Of eub-•

sidiea, to the effect that rates from 3:ontreal muetnot eto" rates from New York. At

this point, however, it i9 euffieientto eay that the Montreal liners seem to have the

first choice of Canadian export wheat: : Their immediate competitors are the linere-at

United. States, ports,
When the Canadian liners have no more'epaae they care to devote to wheat a t

aurront ratea, the competition for the balance is between the liners along the United
States ooaet and the enormoue fleet of tramps sCattored throughout the world. If the
United States liners desire more cargo they txn secure what they want of the Canadian
surplus wheat by making rates slightly below the basis fixed by general tramp oompé-
tition . As "Europe buys only so much wheat for delieery each mon-4 there is not
alwaye serious contiiet between seaboard bhipmenta of Canadian and United States
wheat, because it moro' Canaditn wheat has been purchased for ehipraent in a certain

month it Is probable that leas United States wheat will be pressing for expert at that

time. A glance back at the wheat lines running to Boston, New York; Philadelphia
and Baltimore, In diagram 18, suggests that these lines are in proportion to the liner
capacitiea at theèe vartôug porte and do not iepreeent any wild acramble for business .

After the-liners along tee! t36rth Atiantiç hade e to carry ' all the Canadian
wheat they are prepared to take rvithii. the rates fix~ tramp oompti t'ion; what
remains over of the wheat must sa,ak trampve6sela and ofler rates to attraot tliem .

Charter rates frwm Atlantic range ports are regularly lower than from Montreal or
from ports on the gulf of Mexiso, snfite, Sons couM be "advanced why they might be

axpectod to be somewhat lower . Whenever tramp rates from Atlantic Range ports
are lower than from other ports accessible toCanadian wheat, then the tramps will
probably first enter the trade at Baltimore and Philadelphia, for the reabon that these •
two porta, with the sanction of the InterstateCommerce Commission, enjoy a differ-
ential on ex-lake grain of _three•Senthe of a oent per bushel over New York and Boston,
and, if a shipper can engage a tramp at Baltimore or Philadelphia for the saine rates

as from New York or Boston, he can rave three-tenths of a cent per bushel by shipping

rom e ftirmer e.-f3h ell-taii-shipments-from-or through Chicago. !Baltimore

enjoys a slightly hi,qher differential than Philadelphia; and it may be for-this reason
Baltimore stands first in tramp shipments of grain. Tramp vessels may occasionally
be in such positions that they are willing to report at Montreal on favourable terms
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as compared with any otbor North Atlantic port, but as a get .eral rule rates offered
for tramps from Montreal must be relatively high:

The above general inte;pretationof the facts adduced is offered only as a tentutire
working hypothesis. Very many more facts and conditions must be taken into con-
sideration . Liners sail from United States ports to many porta not reached by liners
from Canadian ports and some .shipmenta may not be open to competition by Canadian
liners . Again, wheat merchants in the United States buy Car.adian wheat on the
depressions in price accompanying extreme marketings and help to carry over the
excess . The peaks shown in diagram 18 as diverted to the United States, nppear in
reduced form in the shipments from United States ocean ports, the-balance being
spread over several months to meet the conditions of European demahd . In so far
as individuals, whether merchants of the United States or of Canada, may choose't4
finance and to hold this excess in the United-States, ther0 is brought into play ë divért=
ing force of a different kind from those just considered . The whole appearance of the
facts so far assembled suggests, however, that general transportation conditions on the
ocean are among the fundamental causes of wheat diversion and that these other
influences and motives may be only modifying factors .

But why are there not more liners in the Canadian tradet if the large surplus
of Canadian wheat and other products which now seeks other ports of export could be
carried to Montreal-at least as cheaply, and generally more cheaply, why have not
more vessels entered the regular trade between Canada and Europet The distance on
the Montreal route ie rather shorter than on other routes and the time cannot be
longer ; whât, then, of the load factor I

Load factor on-the North-Atlantic.-The importance of load factor in the trans-
portation problem has already been discue,scd (p. 25) . Liners are vessels committed :
to particular routes, and, in order that they may be able to command'their share of
competitive traffic, they must so arrange their load factor that they can afford to meet
the rates of liners on alternative router;, and also the ratio fixed by tramps on the basis
of world•wide supply and demand. -

To satisfy the conditions-in-anv-trade-thero must- be-sessels-eneugl3 -arailable-to-
c•arry the peak of the load, but it may not be possible to keep regularly onâny route
linera enough for this purpose . With traffic irregularly offered the aeason'a load factor
might be so unfavourable and costs per unit of cargo so high,that competitive rates
could not be met .

Canada's total exports to Europe of all elassr, of goods Increased, with Irregular
monthly fluctuations, to agreat peak in the autumn months, while the-imports firom
Europe are pretty regularly distributed throtighout thé whole year . Measured by
value, Canada, in the calendar year1913, exportnd to EuropC, in_Yanuary,_i`ebruary,
3farch, eud April, goods to the value of t)43,I48,101 ; in May, June, Jély, and August,

goods to the value of $89,838,920; and in âepteml,ar, Actober, November and
December, goods to the value of $124,894,678'

On the other hand, Canada imported from the United Kingdom, from which the
greater part of its European imports come, in the first four months of the some year
Qoods'to-the -value--of-g46,&16,98ï ;-in_the-_second-lour-riontha,-gooda tothe value, of
$51,840,4i7 ; and in the last four months, goods to the value of $48.U&5,837.1 _The

goods shipped to Europe are largely natural produots of great bulk in proporticn to
ralue, while the goods imported from -Europe ; being_ehiefQy ,6nisbed-prodttets,o^cupy .

comparatirely little cargo space. If the Ca .fi. .itan routes were to be supplied with liners
ritpable of handling Canada's total trade with Europe. thesé liners must be numerous
ouough to carry the maximum sbipments in any montb, and in that case would linvè

I Compned from records ot the Customs Department .
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extremely light cArgoe9 eastbound during most of the rest of the year and westbound

tmrhat s not enough cargo for ballast at any time
. No account is here taken of the

passenger bua
:ness and of mail or other subsidies, which must affect the ability of

liners to successfully handle somewhat irregular freight loads~~a! load factor did the
' Under the. conditions of Canadian trade with Europe,
vesvels on the Montreal route work out in the seasonof 19189 There was unloaded at
Afontreal in that season from all'Eoropean countriee 783,001 tons of freight, and there
was loaded at Montreal for Europe, in liners and in tramps, 4,847,145 tons of cargo,

giving a ratio of 2 .23 eastbound to I westbôund !
Facts are not accessible to show the exact load factor on each of the competing

United States routes
: Although the quantity of freight to be moved inward, anh the

quantity to be moud outward, must primarily determine the distribution of shipping,

statietics-Of-icnt In and tons out ate obtainable for_vèry
.few ocean ports in the world.

National revenues are collected on valuds and port dues on registeral tonnage
; an

d there are records of the numbers andsires of vessels and how much their cargoes woul d

probably sell for, but little to show how full the vessels were, in or out
. In the absence

tive
of published statistics for the United States one or two atatemenifrProfuJ~Rnassell

sourceâ may be cited . In his work on "The Ocean Carrier" (p .,41) ,

Smith, of the University of Penn6ylvania, a recognized authority on transportation,

says :-
'• North America sends across the North Atlantic more than twice as many

tons of freig:it as Europe sends back .

In his evidence at Washington in January, 1918, befor6 the Committee on the

Merchant Marine and Fisheries ( Investigation of Shippïng Coïnbinations, Heari ngs,

vol. 1, p.'910), Mr. FranTtlin, Vice=presidentof the International Mercantile Marine

Company quoted ,tlurea with respect to the . Atlantio Transport Line, running

between'~
.ondon and United States ports, ehowing cargo apaoe'not filled in the year

1919. These figures show that on the average the vessel8 of the Atlantio Transport

Line brought to the United SCAw on each trip
6,100 tons of Cargo, and took back td

I~q1~o n i0764~ tons, or , a ratio of 2•11 to 1 . The following direct question and
- -- ~- --- -

anawer are r ~ e~
_

Mr. - Hardy: So that yoy export somewhere between two and three time
s

what you-import,1_e ihat the fact i
Mr. Franklin .--That ia right .

These statements are in general sccordançe with the load factor wristing in the
Montreal tradel and theoretically it might bé expécte3tbët éubeWiialty tho same

load factor vro:ild be found ütâll-prinoipal North Atlantic ports . 3ailinF eastbound,

` a vos@el cannot _carry
more than a full load, or say a load of 100, and a large part of

the bulk freiKht from North Amenca .can niov6 M 4asily through onè-isort as'anothéx
ntitis of tnited Stàtes grain can

and at only 'alight difrenoee in cost . Large qua
aithout any difficulty' be brought to Montreal and Canadian grain to the Atlantic
Range porta of the United States

. Under these conditions, why woald a line company

keep a vessel on the Montreal route, or the New York route, or any one route, if it
could secure on that route an inward load of only a little less than 60, when an
inward load of perbaps 75, or even 6o, eould be obtained tipon another routet The

,,,,I with the regular Inward load of 76 cottld make aufficient concessions in rates

---to attractto .any Noxth Atlantic ports all thA cargA -fmm the leea Profita6le-Hndh e carry eastbOUnd.

standin8à could long prevent an adiue men i _ er trsfHc, eubaidies, por t
every season, and the whole subject is complicated by passeng

free competition vessels would at on~a no lveYt

more profitable route until an equilibrium was established
; and no agreements or under-

t t'n some manner. Conditions chang e

1 Comptted from records of thé Custom s DepArtment .
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differentials, genoral railway intereste, and innumerable other matters . It is not im-
probable, however, that among the liners load factor tends to be equalized all along the
North Atlantic coast.

1!'hat inward cargo was eeçured by the vessels on the Canadian routest In the
fiscal fier ending Marr.h 31, 1914, Canada imported from Eûrôpe goods to the value
of $181,788, 646. Of this total, goods to the value of $189,697,841 arrived at Canadian
ocean pôrte, .at]d goods to'the value of $12,236,804 arrived in transit through the
United States.` That is to sas, 93•27 per cent of Canada's purchasee in, Europe
came directly to Canadian ocean porte. In the some year, Montreal received from all .
countries goods to the value of $8,M;989 in transit to the United States on through
bills of lading, and Canada exported .to the United States "goods not the produoe of
Canada," that is, goods imported from other oountriee but not on through bills of

been sufficient to seriously disturb the eimple'economio balanca of the load factor along

lading, to the value of $13,576,474.2 It Is hardly practicable to determine bow
much of this freight, of a total value of $19,9b7,483, hr.ndied on route to United Stated'
points, came from Europe, but making roasonable allowanoe it is evident that the
freight carried inward from Europe by vessels sailing to Canadian ports must have
been practically equal to all freight from Europe that was destined to Canada, and on
the Montreal route this gave an inward load of a little less than 5 0 in ôi,mparieon with
the outward load of 100.

If Canadian ports receive practically all the freight belonging to Canada, and if
" 3fon~résl robèiy~ ita full-ahsre, `what-wouid -happea if _veasala _eaough were : int~o

•duoed into the Montreal trade to carry .all the Canadian wheat exportai If in 1813
this has meant a doubling of the total number of veseels between that Art and Turopë,
would each- veaael hàve .had an inward load of only 95 against Its outward load of
100, or is there Any way in which more intraneit freight for other countries could
have been securedb It this latter had not been founA pructicable, then presumably
the vease!a in the Boston, New York, Philadelphia, and Baltimore trades would have
retain9d an iiiward load of approacimately '60. Could such a condition have been
maintained, and how would Ou cost have been diatributed l

Canada hasnevei yet been -able to secure at Canadian ports enoughvessela to
carry all the Canadian exporta ; that ie,no meaeurea so far takon to that end hav e

the North Atlantic coast. In so far as the proposed Georgian Bay canal w .,.yld be
e"ted to very greatly increase the proportion of Carihdian exportà tb tiugh Cane-
dian ocean ports, it will clearly be necessary to arrive at some eatimat,e of the per
manent_conmteracting for~* Of the general load factor, or at least of tt,a cost involve d
in maintaining an ocean service on a less favourablo teonomic basis than thatpre-
vailing on competing routes .

Canadas position in relation to the problem of ocean transportationis different
from that of any other country at the present time, forno other country has acces s
to Eomany ports in a foreign country that can be reached almost as conveniently an d
as cheaply as its own porte, and no other country, except the United States, is served
by an ocean trade 'in which there are so many liners, which, therefore, dominate its
eaporttraf8o.

--~-Z1ada-an~--Comnures-Revorlr1911•15,-Part 3, p.46._ .._-_ .___ .
$Report of the Department of Customs, Trade and Navigation, 1911 . ~
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00EAM IBEIOHT RATES IN 1816.

It has not been found possible to complete for this report a comparative eaamin-

ation of the movements of traffic and the courses of prioos and of freight rates undei

the abnormal conditions of 1914 and'1916 . A few facts ootteerning ocean freight rates

----on ssheatin_t681aA9 four months of 1916 may, however, be brie9y consideredby wa y

of supplement to the general survey of ôcean rnt~ fôr the aiz years-immediately-pre=--
ceding the war .

In diagram 21 are shown the movements of wheat rates in the
principal ocean

trades between September 19 andDe;ember 31, 1916' In fig . I rates on thn first day

of each weck have beeq furnished, as in the case of diagram 20, by Broomhall'e Corn

Tr-ide News, and for fig. S the high and low tramp rates per week by Comtelburo's

Daily Freight Regiater . As Montreal rates seem to have kept within the limits of the

New York rates during all this period, only the latter are qitoted .

It will be noted that the whole range of rates is extremely' high. For the greater

part of the period liner rates in the New York trade were 40 cents, and at one time
touched 49 cents per bushel

. Such rates were never before reached under modern

conditions . In 1910 the average wheat rate frbtn .Nevé York was 5 .18'cente per bushel,

and for the five yeare 1909 to 1918 the average was 4•88 cents per buebel .

RAtea in the Nbrti► gtiantio trade liad witneased-a spectacular riea whicL .cul-

minated in the week ofe September 28 in a final 1011 of 10 centa per buah6l. In its

course the Now York rpte` line had crossed tho Karachi line, although the Karachi

route iu twice
as long, and about October 10 the Now York tafEï was hiBher thânthe

Argentine rate, while tb') Australia rate was comparatively,very little higher. At this
period North Atlan!i•i rates were not only unprecedentodly high in themselves, but
were relatively highsr,' when compared with other rates, thanat any'previous time .

Thè diagram shovs by ïvhet stases the rates, thus thioit, tntq confusion by the up-
heaval in the North -Atlantic trade, began to readjust tbemselves : It will be observed

that this readjustment was by way of a rise In the other ratès and not by a drop in
the Now York iate, and that the- readjustment was'nbt quite accomplished up to the
end of December, chiefy because the Australia rate had not oôntinued Its rise. Were

these dereloente in eccordance with.the laws and tendeneies suggested as generaliz-

ation®
frotn `the facts of normal timet or to what extent had new forces been

inttôducel t
During the progrese of the war to many vcasels had been requreitloned for m~lCtër y

purposes, aud so many interned and deatroyeâ, that ttie world'a mercantile fleet of ocean
carriers ha1-auffered e material reduction. bveraetts tradeï :uad albo ât first bee n

seriously affectody but the was won oreated A large trade
of its ovin and with an

imprôvement in-general commerce the dendaud for tu+maqe had become ver~ inaieten t

ï here followed an nncwrnptomising application of the la* o~ eupl+Iy.~r!a dëm~nd

in the autumn of 1916, the United'Statea nnà0enada were the bi►lY important

sources of wheat 'stïpply for Europe. ' Sopthern Rusaia and Roumania were gtill bloçked

-at-thè-Dardanell es,_aadNo rilie Tn Russia could 6ead out only Vory snna11 qitantitiea
in- that -

throügh Arbhatgelï the (lovernmëntôf Iridiâ rvaé-iit-control°of t5e eapplieb

country and was eoriserving the snrplneL Australie^ owi.~ ~~~~ to
~etoèrpt c aa~nd th e

1914 and pendnW-ine narreew.uis - - --° s•

Argent,fne had a1ready diepoeéd of the grëaâ >~ af~~~ in the Worth Atlantic tradé .
cargo epace for ahèat thub became eatraor
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So much space had never before been nceded in that trade, for North America was
called upon to furnish nearly all the import requirements of Europe . The first effects

on rates were therefore found in the North Atlantic trade. At the new high level of

rates the North Atlantic trade attracted vessels enough to continue to ship each week

ample supplies according to the estimated a'Verage weekly needs of importing countries,
but as ratta did mot weaken there was apparently no large surplus of vessels available .

India shipped no wheat at all during this period but made small ehipments of

barle,l. The Argentine shipped some wheat and a good deal of corn, and Auatrali-

had other business in the Far East. ~

wes waitina for the new crop. There was no pressure in these trades. at least for

prompt âhipmctit-lr~dir.'a harveat-vras-aome months-distant,-but -it-soon_hecame _

necessary for Australia and the Argentine to engage tonnage for the movement , f the

new wheat-crop,-which would be ready for market in December and danuary .• In

Auatralia, in view of the alarming conditions In the freight rnarket and in order to
eliminate the element of local competition, the Government assumed the exclusive
management of export shipments and it was reported that certain firms of ship brokers
had been commissioned to engage up to 1,800,000 tons of freight room for wheat . In

-the Argentine the business was left in private hands.
In the regular line trade with the Argentine and with Austraiia were many vessels,

and other vessels would from time to time sail for the South Atlantic or for the Far
East with special outward cargoes, but the capacity of these veaéels .would not be

adequate to move the quantities for which shipment was desired, and to obtai n

additional vessels meant offering rates equally profitable with those prevailing in the

North Atlantic trade. The Unitod States and Canada had enormous eurplusee, and

could continue to employ shipping. By tho time its new crop'was ready the Argentine
had bid fully the equivalerit of the New York ratea'but the Australian Government had

fixed an arbitrary limit of 95 shillings per ton (about 61 cents per bushel), beyond

which it would not authorize a contract. Under these conditions, Australia could not

expect to divert free tonnage from the other trades. but might aecure such vessels as

In 1910, when the average New York-Liverpool "bcrth" rate on wheat was 8 .18

cents, the average River Plate-Liverpool rate was 6•'i8"eents, or a ratio of 1 to 1•$2 .

If the New York rate of 40 cents per bushel be multiplied by 1•8~i, the rcault Is 1 2•80

cents. 7,bmpared with the average New York rate for the whole Cve years, 1909-18, of

4 .83 cents per bushel, the average Argentine rate was 8 . 60 cenA% ttivina an average

ratio of 1 to 1 .78. The distance is about 1 to 2, but modified by tl .•ne and load factor.

The ratio betwec:n the average New York and Australia rates for the same, five years

was 1 to 3 •49. the distance on the Australia route being ô} to 4} times its great as on

the Now York route, the shorter Australia routes being subject to f~uez Canal tolls and

delays . The Karachi routo, is about twioe as long as the New York route. but Its

averago,rate for the five years was about 2 .41 times the New York rate, perhaps influ-

enced Dy the passage through the Suez canal . The Odessa route is only about 16 per

cent longer than the New York-route, and its average rate was about 1•23 times the

New York rate. These calculations are based on the Liverpool quotations, and can be

accepted only as it rough and ready measure of comparative rates. The tramp rates

cannot be satisfactorily averaged because in Eume tradea quotationa are so scattered,
but it wôuld appear that on the whole the Now York basis was relatively .higher than

with liner rates, while,-oompared--with-the othertradee,_Odessa and Karachi had
relatively lowe, tramp rates than liner rates . Contrary to conditions be2or6 th0 war,

be 1915 ere
tramp rates in the New York trade in September, October, and Novem r, , w

rather lower than linet rates, but the ranks of the liners had been thinned by .requisi-

tioning and interment, and in the enlargea trado they had become a much smaller

factor than formerly and, moreover, the great quantities of higher-claad freight offer-

ing made it less necessary to underbid the tramps lot wheat .
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butas rates go up-thespread-widens-indiract ratio-and it is the spread whicb mékes
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Estimating from the e
:p3rienee of the above fivô years, it would be necossary for

Australia to offer a rate of approximately $1.85 per bushel in order to attract vessels

that oould find employment in the New York trade- at 40 cents per bushel, or in the

Argentine trade at about 70 cents per bushel
. Such a rate would, however, be absolutely

prohibitive under contpotitive conditionn
; and yet it would be relatively not as high a

rate as Australia paid in 1010, whenthe average rate was only 14•13 cents per bushel
.

The conditions in 1915 thus br out clearly one practical bearing of compc:,titive
oceaA freight rates on international trade, wbich might not strike the attention in

normal times
. Rates tend to rise with the pressure of demand, and competition the

n tends to adjust rates in every trade to the same basis of earning value to the veaAel ,

the trading margin for one country as against énother. When the New Yôrk ratë is "----

4 cents per bushel, the Argentine rate 7 cents per buebel and , the Australian rate

13`cente per bushel, North American wheat at the seaboard has a spread of 3 cents per
bushel over Argentine wheat in the same position, and 9 cents per bushe

; over Australian

wheat ; but when the basis for Now . York has moved to 40 cents per bushel the

Evreada have become respectively 80 cents per bushel and 90 cents per bushel . Vesrels

earn no more in the long-voygge trades than in the short route across the North
Atlantic, and there is no diseriminaton, but North America has beeneatablished in an

almost impregnable trading position
. If, under these conditions, Europe must have

wheat from these three countries, North America can sell ita• surplur at a handsome
profit before the Argentine can get cost and before Australia can export at all

. The

laws of supply and demand and of competition operate in commerce as well as in

transportation . High ocean freight rates confer a temporary commercial
.adventage

,on countries served by short-vôyaRe trades, butnlltimately the injurioud effects of exces- . _

sive rates must, of o4urQe, tend to reaot -en on the countries at first benefited .

-Western Canadian wheat fields are further from the ocean than the Argentin
e

wheat fields, and elthoug~ interior transportation costs per mile in Canada are more

favourable, the,Argentine is in a good compeSitide position when the spread in ocean
rates is only from 8 to 6 cents per bushol, but when the epread is 80 cents per bushel,
Western Canada can obtain a good price far its wheat, can absorb the costs of all-rail
transportation In the winter months and then can undersell Argentine wheat in Europe

even• in
. the very months in vrhichArgentine wheat is Intrinsically cheapest

. Ametralian

wheat fields are mnch more bonvenient to the ocean than thote of Western Canada,

and :wheu ocean rates are only from 10 to 18 cents per bushel higher than the Noir

Yorir rates, Australian hard wheat can compete with Canadian hard wheat in th
e

thismarkets of the United Kingdom, but when very much greater spreads appear,,

becomes impractieable. Even the arbitrary firaximunt rate of 61 cents per bushel fixe d

by thëAustrali6n(loaernment in OotobeY,-1916, left
.aspread of about 20 cents per

busbel, which is much greater than the difference
.in interior costti;, nnd it will be

instructive to learn how inueh wheat could be exported from Aùstralia at a rate not

half as profitable to the vessels as the ratés prePail'nK in otlier trade#. and whether

compensation was obtainéd from rates on other goods Inward or outwdtd . Australi a

m~ght, if course; be relieved from'the dilemma thus created by was obnditions through

the extension of eofltrol by the governments Of Furopenvet nxan traf5ô and shipPing

during the eontipuânce of the war.

It- is evident that not only do the general conditions of but transportation

largeiv determine-the distri6ntion of -mternational commerce, but that in the one per-

- ticular of a change in the ba9is of freight rates, ând eqèn wbën there ls na discrimin
a

tion for or kgainst any route, a factor exists of such rarying power that it may see m

to prôducF difièrent kinds of eftectsacoording to the degree to which ratea are raised

or lowered.
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BANS RETURNS IN CANADA.

Trade and traffic must be financed, and therefore bank resources and mothods,
rates of interest, and rates and facilities in connection with international exchange,
are fundamental conditions of production, commerce and transportation

. Financial

conditions may assist or check development and influence the direction it takes, and
may be among the causes of the distribution and diversion of trafhe

. ` For -theae

reasons, financial facts should be examined together with all other underlying fe,
:ts;

and with equal care
. At this stage only a few of the main features of the resources

and business of the chartered banks of Canada will be presented .

To what exten
: do the Canadian chartered banks assist in the financing of o' :dinary

business in Canadat What proportion of their resources do they devotë to this

purposei How is the load they carry in this respect distributed throughout the yeart

As safe and conve
:iient depositories, banks gives service to the public, but their great

service to business is in the advances they make to facilitiate the turn-ove
r

the account
s ness. Most of the advances for commercial business purposes appea r

as "Current loans and discounts in Canada." This clan of loam. only will be con-

sidered, in its relation to other Important banking facts
; although it should be borne

in mind that the banks also maka other loans in Canada, such as loans to Qovern-

menta, and "Call and short" loans on the security of stock, debentures and bonds,
which are not all in connection with Stock Exchange business, but are often the form in
which advances are made for commercial business . Call loans and loans to (lovern-

ments are: not relatively very large and the totale do no~ widely fluctuate. -
In accordapoe with the Bank Act, the chartered banks submit to the Minister of

Finance statements covering the condition of their principal'accounts At the end-of

each month
. These monthly returns contain all the main items of a balance sheet

which are of direct concern to the public
. The assets statement gives the measure (A

the total resources of the tanks and sets forth what they have done with these resouraea,

whether they have loaned them to clients, invested them in securities or buildings, or

hold them in their vaults in the form of coin or Dominion notes.` The liabilities etite-

ment shows where the banks have obtained these reaouroes, whether from ahareholders,
from depositors, from their power to issue banlra notes, or from miscellaneous aor

.rces .

In diagram 88, fig
. 1, the important items of these monthXy, returns bearing o'a the

financing of general business in Canada are presented for the six years 1909 to 1914
.

This diagram gives amounts in dollars, while diagram 43 gives the relations +
.n per-

centage of these amounts to the total reamercea of the banke in each month
'

Line, No. - 1 in fig. 1, tiia2ram 32, represents the total assets of the bankit at the

end of each month, that is, she total resources of the banks. The ability-of the banke

to Cive service must bear a direct relation to their total resources, varying as theao
resources oary, From the besinning of 109 to the middle in ia 1

s , slightly wa ►~ng ~
;oea

of the Canadian chartered banks steadily inerease ,
indicating small relative expansions in resources about the months of May and lune

andçomewhat moie marked expansions in Ociobor and November, the latter partly
. accounted for by the exercise of the power to issue ezc~s curroncy

.:, at that .time
croase

Whether or not the increase in theresouroea of the banke kep
t a.coommo

d pace v
:ation with will-not here

in general trade and therefore with the need ~or l~ankin$ harid at a'~Y pârticular
be inquired into ; but it is clear that the resoureea actually
time will set the limits within which service c14 be .l~

4ilc0. 1809-16.
1 APpendi :, 'PnDle !a-!s, PP . 128-188. Stat
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Line No
. E indicates total liabilitiee other than liabilities to shareholders

. Line

No. 2, therefore, dividea the total resources of the banks into two Parts
. From the

base of the figure to this line is the part of the total resources derived from depositors
and other creditors, and created by the exercise of the power to issue bank notes

: This

is by far the greater part of the banks' resources. Betweèn line No . 2 and line No . 1

I, the part supplied by the shareholder6 in the form of paid-up capital, re-aerve accounts

and profit and loss balances
. Tt is the irregularities in line No. S-that cause the

irregularitiec in line No. 1 ; that is, it is the variations particularly in the deposits and
bank note circulation that occasion the fluctuations in the line of total resources, the
arnounts belonging to shareholders remaining fairly constant but showing a steady

increase.
Certain particulars are given separately in the remaining liuea

. Starting at the

base of the figure, the red line, line No
. 8, gives the greatest amount of bank notes in

circulation at any time during each month
. The power to issue bank notes is limited

to the amount of paid-up capital, plué any amounts deposited in the Central Oold
Iteserves, but provision is made in the Bank Act for the issue of additional bank notes
during the usual season of moving the ¢rop to an amount not exceeding 1

6 per cent

Of the combined unintpaired paid-up capital and [est fundb of the banl
:s, and certain

further extensions of this power were granted as temporary war measures
. Bank

notes are issued only as there is a demand for a circulating medium of this kind, and
it will be noted that, except in the autumn months, the demand has net led to the con-

tinuous full exercise of the powers of the banks in this respect
.

Line No
. 7, representing paid-ùp eapital, is practiSPllv a straight line with a slight

steady rise
. The peid-up capital forms only a amail part of the totkUriesôïirce9 of'the

banks
:- The "rest-orreserve"funds-of_tb-0 banks have grown,more rapidly than the

paid-up capital until they are almoetequal to the latter in amount
.-The Testfunds

added to the paid-up capital give the total fixed contribution of the sharéholders to the
reaources of the banks, and`these combined rest funde,and paid-up capital nceounts

ore indicated in line No. 6 . It is the-amounts represented by line No. 6, plus profit

n•id lusq halances, that rinake up the Rpread between line No . I and line No . 2.

Canadian chartered banks do not confine their business to Canada, but participate
in the international operations of Canadian trado and Canadian finance, and through
their own branches or through agencies they receive deposits and ma4e loans in other

countries . Loans and deposite elsewhere than in Canada are includee
. in the totals of

the assets and liabilitieè, and will later be referred to, but in this diagram only deposits

in Canada and current loans in Canada are given.-------

- Deposits by the public are of two kinds, those payable after notice or op a fixe
d

day, eommonly called •"savinBa department" deposits, and those payable on demand,

whic
.i ordinarily earn no interest but form the funds against wbioh bank cheques are

issued
. Banks must be prepared to meet instantly all demanda upon them, and cannot,

tnerefore, loan out-or invest for fixed tonna all the funds held by them, but must kenn
in cash and immediately realizable Eeeurities such amounts as may be necessary to

meet any probable demandA
. As a basis for making current loans, savings depasits

can be counted upon in a different way from demand deposits
. For this reason savings

deposits in Canada are show n éeparatel9 in the brokèn yellow line, line No
. 6. It will

be noted that deposits of this kind increased throughout the period without any very

marked variations. If demand deposits are added tosavings deposits, the result 1
4

shown in line No
. 8, which gives the total deposits by the publio in Canada .

- Coming now to line No
. 4, we have theamounts advanced each month in the form

of c+urrontloanà-- d d'► scounts in Canada . Theao amounts, as already pointed out, do

not inelude call loans
in loans to Canadian Qovernmente ; and, of course,

do not include loans madeelsewhera than in Ganada
. It will be noted :

19b--8
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1 . That line No
. 4 moves steadily upward from Februnry, 1909, to September,

1913
. The total of current loans increased year by year

and almost month by month.

Indecd, in the obove tiftytivo months there were only seven occasions on which the

than the spring loane had been, and the loans each autumn were greater than the loan
s

as n•crc at the dieposal of individuals
. Most business p95ments are made by cheques

current loans in any month were not greater1 i those of the preceding month
. Se

even an expansion of business is rather remarkahlr, It is cleaz that there is_notb_ing-_ _
_

erratic in this part of.tho barike' busineas
. So far as totals are concelned, there was no

withdrawing of resources from loans in one year or in one part of tho year, and no

sudden expansions at any time
. Total loans were not reduced in the summer months

to accumulate resources for the autumn, fôr summer loans were in each year greater

in the summer, while the loans the following spring were_greater than in the previour

autumn
. Loans expanded ns total resources increased, but obviously at a slightly

rare rapid rate .

2
. That current loans in Conada, which are made for fixed terms, were greater

than the deposit6 in Canada placed in the banks for fixed terms, or subject to notice,

and that the current loans increased faster than the savings deposits
.

3
. That after September, 1913, loans were actually reduced in amount,•Vhen the

reaction in business had set in, and that the trend of the line became downward
.

Busines6 in Canada rapidly expanded from 1909 to midsummer, 1913, but varie
d

in activity and volume at different periods of the year
. Bank loans had no important

seasonal variations
. The service rendered by anything depends, however, upon how

.often it,iS,i1sSd_l?? a Si~cn time
. If business in Canada were turned over only once

a pe

r cear,woul
dand byethe resources

lvc
dé roted t ba loans ~but~f business were

turned over twice it
year and loans nveraged six months, then the effectiveness of the

loans would be double, and use every three months would qûsdrnple the service
. While

no facts have been obtained to show the average time of turn-overs in general business
in Canada, nor the average term of current loans, there can be found in the records
of bank clca'rings evidence as to seasonal activity in the use of such banking resources

drawn on demand deposit aecounta, which accounts are partly At least the product of

bank loans
. If a cheque passea from a 'client of one bank to another client of the same

bank thg-exchnnge is cdjusted within that bank without any public record
; but if the

exchange takes place between clients of different banks then the adjustment is made
through the clearing house and the totals so adjusted at the s'nrious clearing house

centres are regularly published
. Clearing house returns are, therefore, the records of

the amounts that change banks from time to time
.

In fig
. 2 of diagram 22 the monthly totals of bank clearings in Canada are

shown,' the solid black line giving the total clearings' in each month for all Canoda,

the dotted black line indicating the proportion of the clearings i
n eastern Canada and

the broken line the proportion, in western Canada, including Fort William aftér-the

organization of the clearing house t: are in 1811 . The lines of total deposits,'demand

deposits and current loans in Canada are added to this figure so that comparisons of

amounts iitvolved,can be made
. It will to noted that bank cleArings show a wide range

of fluctuations, but that each year has the same charactéristies, an increase in May
qnd July and a much greater increase in Ortobar and November

. There are some

differences between eastern and western Clesringe
.--In the last quarter of the year .

from 1909 to M3, bank clearings were more than double the emount of the demand

deposits
. If it eotildbe asanrned that only cheques on demand deposit accounte, and

bank notes withdrawnfrcr
.l such accounts, were cleared, then in the last-thrc.emonthq

of the year all the amounts in all demand deposit accounts In Oa"nada ohanged banks

~------
I Appendix .Table S9, p. 1E4, t3tatlbtica, 1909-15.
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PRINCIPAL BANKING ACCOUNT S
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the year and it becomes necessary to carry ôver for several months what was no~ .
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every two Reéks. On severai ocoasiona hnamount e4ua1 _or alntost _o.lua3, to the total

of currë .it IAaris waa eicobang0d between bonka m a montli :' This iè gre8t üctivity ; and

it takcti no accvuntof,thg very large aggregate of adjuatments made within individual

banks-wbichalo net appear in tho ejeaéings. There is evidéntly busineas pressure twico

a year which Is met by the frequencjof the tuîn-orer of-the banking resources at the

disposal of individuals,-but"tbetotal -of_the_resourcov-the .bante atCord So individuals

doea not greatly vary, Perhaps so rapid a turn-over in the antumnis undesiinblè and
:mpliee undus strain; or perhaps only at that time is the Snënoial machinery workin

g to full etficienep.
Further interesting light is"tbrovhi on current loans in Canada when Percentages

are examined . In diagram 22 the current loan line, line No . 4,"is one of the most reg-
-1.e-but ia diagram 48, where the various acxounta are repreaented in percente8e6 of th e

total resoureea, it becomes the most irregnlaf of all the linee . Bank deposits-àna ather
funds 9uctuateci, but the loans were vèry, steadily maintained and therefore the per- "

centager'olation showed marted ehangea. Then A is manifest that between 1909 and

September,1$18, the banks put out in current loans an increasing percentage of their

resources each qear. Current loans in Canada' expanded relatively faster than any
other items in the aooounta. "The oontraotiori, àfter 8eptember, 1918, is very strik-
ing in the per"qtege iine, But perhaps the tnoat interèsting of ali the points .

in connection with this liné is that it plainly àiiows that the peak load is encounterèd .

by the banke, not in the eiutumn, but !n the spring months . Tn "evëry year this`is

true. With the aid of a little greater bank note circulation, then required, with slightly
greater iieposits and with greater activity in the tain-over, the banks can handle the
rush of tlre eutumn btisines9 and the moving of the crops,with a smaller relatiye dea d

--lad"th~-falia~pan thearwbee-tln~aeitatty-of-aetUemettt d~iUB aitertl~e turn of

liqùidated in thé autumn. If, aooording to 9oUnd b¢nking praCtice, there is only a
certain pércentage of resources whiehèar} safely be deroted to current loans, thën it is
clear 1hat; as business Is at preeent'organited in Canada, a strain tends to fall upo n

the bauhs between Jsnuaiy aGd biaq. This very important fact.
If it should be decided, for example, that itwould bé in the interests of the country

that a larger proportion of the wheat should be held over so that excessive autumn
marketin8a oüuld be avuidgd, the question would ariëû"whether with the present bank-

iag resaoürc8s it .would ba practiëabTe to cartj e muçL hoévior iôad from Jaü; to

May, and this ivouid lead to auch other'9ucstion6 as to ûow banicing reè°urces coul d

be inë"reasedr or l~w the bueiress éyetem eould bo altered to better distributetheload
and tü prodnco moie ireguent turn overe and partittilarly in the apring months

. How

far doee P~ure from tka neoeasity of seisuring liquidation at lcast once within the

year eooount'for t68 ~nmping,In the sutuma of many P~uo~
. ineluding whç.at t

Do Qanadian banka do~ôté a .prepex prol?ortion of thoir reeourceë to current loans

in Canaàt Could still further assistance be_rendered in this cv :+y, consistendy with
eetiale of eafety and of cashsound banwng and the prosemtion of tho abeo~Utè p~ ►

and Jlqutol feaerves a$alnsc ar-ery v--o
(kuld, bnnkit g resoui;ces be ii:ereased 4ut Of ,16601 financial supPliest Bank s

mobilirè the~n encial rasourocs of a cwnntry
. -u- Canadian chartered bankesàtis-

iaetorilÿ` perfoimed tbis tpn4tiun, that ié, are the banking tesoiirèés aè large ae th e

Conditions in Çanada makepracticablap Individual banks can,bP iudged only accord•

ing to theii ef'o ite to increaee their own resouresa, and aocording id the use they make

"of sùob";tq s0urcès as they have. If moro reaqnrees are needéd, .a Froblena-!!ould eaist

whic6, ùt#Bbt srot invalve seeial reepons on A. part of any i 4dividval bank,

tï~d. respo ~~aarily fall solely on the banks colléet'vely: If present
no

r benki
we

g resôprCe~ ar
e neibilitq not

adequate to +~e'n of Canadian businesa; wovld it be
. . . "- i _ .. . . ... ...,.., r ., mmt the timPB of Ure8s11re, or t

o ser "to. 4eelt tem

19b~-~8i ,
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increase the permanent resources which would then become a}crmanent annual charge
upon the eountrft Or to what extent abou)d both means be adoptedt

Or a3ovïd a oomplete, or a partial, solution of any difficultv that may exist be
eought in changes in business methods and in the speeding up of the financial maohin-
eryt If the business FyFu,® of the coutry is such that long te.rms of credit are
granted and if, because of so much one-crop farming, many series of outatanding
credits can be liquidated only once a year, then the mine total of financial reaouroet
will accomplish much le.as than' undér a izstem of more frequent saettleauenta . Again,
if settlements are erevly distributed throughout the year inMead of being crowded on
midsummer and the autumn, the auoo amount of reaoareee w ill• .do more work.
lôese questions are merely mentioned here as among the more obvious points e..p
gctted for consideration by the facts submitted.

With regard to the other lines in diagram 23, a few observations may be made
Line No. 1, total assets, or total reeouroea, it, of course, a straight line at 100 per cent
From the beginning of 1910 to the end of the first quarter of 1915, the total -liabilities
line adhered cloAely.to the level of S t per cent. Whether or not the contributions of
ahareholdera a re as large as they should be, it is evident that daring this period they
increased proportionately at fast as the deposits and other resources of the banks .
In 1909, du ri ng the recovery f rom the depression of 1907-9, deposits increased fastet
than capital and rest aooount-e, and again in 1915 the growing accumulations of
public money in the bank% gave to the line showing liabilities to the publie an upward
turn.

Total deposits in Canada, line No. 3, varied only a little in percentage duri ng th
e wholeperiod, but formed a bigt;er percentage of the banks' resources in 1911 .-n d

1912 than in other years. I.incs Nos. 5 and 6 show separately savings depoÇit ; and
ietmnd deposits It will be noticed that these two lines tend to approach each other
from 1909 to the end of 1913. Satinga deposits did not hold the rame rate of increaet
as other bank funds, while demand deposits improced their percentage. Relaticell
more funds were kept in the of-en active attvuntr during 1911, 1912, and 1913. With
the contraction of bueinesa in the second half of 1913, savings deposits began to show
a relative inereaeo until the revival of business in the second half of 190. It wil l
be observed that the fluctuations in these lines occur at different timea of the cear, .
increases in demand deposits occurring at those periods xhich, .ae indicated by the
bank clearings, are the periods of greatest aeticity in making settlements. Savings
deposits stand relatively higbeet at the beginning of each year . Has this any conocc-~
tion with the fact that the banks are able, or are willing, at that time to place a some-
what larger proportion of their funds in current loang t

Line No. 7 gives the maximum bank note circulation in percentage of the total
reeonreea. Apparently from 6j per cent to 8 per cent of the reeoar -ois of the banks is
required to be in the form of a circulating medium .

Diagram 84 is added to show in its relative proportions the ordinary banking
bmeinees done abroad by Canadian chartered banks . Cvll loans and current loans are
placed and deposits are accepted by Canadian banks "elaewhere thin in Cdnada ."
In diagram S!l .theee accounts are represented in their perceatage relation to the total
resources of the banka . Obviously the business done abroad is oomparatireV small .
Canadian banks derived about 6 per cent of their total reeouroee from depopits, and
placed about 3 per cent of their resources in current loans, elsewhere than iri'0anada,-
But-tbe-banks-alsaa-phtced-eail-loanr-abrosd-ratyingirôsn almoat i9~er ecat to lots .-
than 5 per cent of their total rePouroes; The "net amount of resources employed
abroad, subtracting the deposits from the call and current loans, therefore varied
from almost 9 per cent to tees than 2 per cent. Different banks engage in this btai-
neae ia .tridel,y differing àeatees, but only totals can here he considered. Call loans
abroad show the highest percentagea in 1909 and 1910, when busine~* in Canada had
not fully recovered frow r. general depression. The, percentage increased again in
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the early part of 1014 during another general depression
. Larger percentages were

h n either the spring or the autumn .
carried abroad in the middle of the year t a n
Funds were evidently withdrawn from abroad in preparation for the moving of the

of finance is inseparable from the p,-j_ of development and of distribution.

orop, but it is interesting to note that the éattome withdrawals i~d af mOSle yearsloan s
the month of Jenuary, in Preparation, apparently, for the pea

k

in Canada
. After the outbreak of the war in 1914 these loans were sharply reduwd

:

Banké explain call loans abroad as
a desirable Investment for funds that must be

ket,t as immediately realizable reserves
. lic

y A study of the principles and` i'robpo, lemsoreferredrnto hen(7eorg n dBay kCana
Îbeing within the acopo of the spec' P

Commiasion, and this outline sketch of certain banking conditions has been intro-
duced principally to suggest that, in oonnection with these special problems, discus-
sion should recogniao that there are elementary facts in Hnance, and that the proble

m

I




