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INTRODUCTION
A significant editorial in the "Sunday Province," a news-

paper of Vancouver, British Columbia, respecting the St.

Lawrence improvement, is reprinted as follows :

"Discussing the scheme to deepen the St.

Lawrence and so bring ocean-going ships to the
very heart of the continent the Manitoba Free Press
lines up the forces which it believes are likely to op-
pose it. There are forty million people in the basin
of the Great Lakes, it points out, and the weight
of these is behind the scheme. Ontario is for the
development and the Prairie Provinces will be too,

if it can be shown that the result will be lower
transportation costs. Montreal and Quebec have
been opposed from the outset to any plan which will

carry the head of navigation past Montreal, and the

Senate and Assembly of New York State, as far

back as 1920, denounced the project on the ground
that it would "cause great confusion to the State

of New York, its ports and business interests."

Finally, the Free Press added, "the Pacific Coast
may be against it since it will push the dividing line

between Eastern and Western shipments further

west."

"There is no doubt, as the Free Press says, that

the development of the St. Lawrence and the con-

struction of an ocean shipway to the head of Lake
Superior wrould force the dividing line between the

Atlantic and Pacific seaboards further west. But,

the Pacific Coast is not worrying about this detail

so far as we have heard, and we shall be very sur-

prised if any action is taken to oppose the St. Law-
rence scheme. When the freight rates question is

settled, British Columbia and her ports will have
quite enough to do to cope with the business that

will want to come this way, without pining for

cargoes that might come if conditions were different

in the East.

"In the first place, we shall have the Oriental

trade, and that, when China settles down to business

again, promises to be something of enormous value.

No developments on the Atlantic Coast or in the

heart of the continent can take that away from us.

"Then we shall have all or most of Alberta's

business. The most ardent advocates of the St.

Lawrence route have never suggested that the

deepening of the river would reduce the transporta-

tion cost of wheat bv more than five cents a bushel,



and that reduction will not move the line between
the two seaboards very far west of the Alberta
boundary. And Alberta has by no means ap-
proached the maximum of her productivity. She is

only beginning to grow wheat. The height of land
which governs the Mow of grain east or west is a

very indefinite line. We have never succeeded in

pegging it down, and its shifting a little will not
cause any great heartburning here.

"In the third place, we have the Peace River
country, an empire in itself, naturally tributary to

this coast. The Peace River district, it is estimated,
produced 6,000,000 bushels of wheat this year, and
that is twice what all Alberta produced as recently

as 1905. "It is the cool conclusion of eminent agri-

cultural authorities," says the Hamilton Herald,
"That such is the extent and fertility of the Peace
River Valley that when it is provided with the rail-

way facilities that are needed to carry its products to

market, it will be capable of producing as much
grain as is now produced by the whole of Canada."
Canada in 1925, according to the report of the

Minister of Agriculture, produced 459,149,200
bushels of wheat ; 57,820,100 bushels of barley.

"When British Columbia ports, are handling
this volume of grain, produced in the territory

naturally tributary to them, and have the facilities

for handling more, it will be time enough for us to

complain of such schemes as the development of the

St. Lawrence route. Meanwhile, we may rest

assured that if the St. Lawrence development in-

creases the prosperity of Eastern Canada and the

prairies, the benefit will be reflected here."

His concluding words should be repeated by every Cana-
dian and in every part of Canada, namely : "If the St. Lawrence
development increases the prosperity of Eastern Canada and
the prairies, the benefit will be reflected here." This
is a natural view to a man of the West who always takes a

broad view of public questions.

Realizing, however, that British Columbia is peculiarly to be
benefitted by the removal of the obstruction preventing British

Columbia products moving freely to the forty millions of people

in the basin of the Great Lakes, outlined as above, the following

pamphlet is prepared with the sole object of showing the great

material benefit to the Province of British Columbia resulting

from the immediate improvement of the inefficient St. Lawrence
Canals now blocking transportation to the interior of the North
American Continent and to show how deeply and vitally in-



terested British Columbia is in having' this project consummated
as soon as possible

At the end of this pamphlet, the geographical features, the

previous canal constructions, the treaty rights of the two
countries respecting same, the cost to Canada of the work,
and the answers to objections by those who are opposed will be
given.

But it is better to leave. these to the end and at once deal

with the economic benefits that will flow to the British Columbian
from the early construction of this project. It is one of the

greatest projects of the North American Continent today. It

benefits each and every province of Canada and injures none;
it benefits United States in the same ratio that it benefits Canada

;

it benefits "the dominions beyond the seas of the Empire" who
can then have cheap transportation to the vast interior of the

continent with its millions of population ; and it also benefits the

whole world at large, but the following is written to show how
in particular the Province of British Columbia is peculiarly

benefitted.

I.—AREA AND RESOURCES OF BRITISH COLUMBIA

The area of British Columbia is 355,855 square miles, of

which 2,439 square miles are water surface. It is comparable to

the added areas of Prince Edward Island, Nova Scotia, New
Brunswick, Maine, New Hampshire, Vermont, Massachusetts,
Connecticut, New York, New Jersey, Pennsylvania, Maryland,
Virginia, North Carolina and South Carolina, 357,696 square
miles. The Pacific Coast line of the Province measures 12,000
miles and is noted for its numerous bays, passages and islands.

British Columbia contains over one-half of all the standing-

timber in the Dominion. All the way up to Alaska, the coastal

slopes are densely forested. The estimated wooded area is

125,000,000 acres, of which 50,000,000 acres are commercial saw-
timber, with a merchantable stand of 400 billion feet. Thus,
there are about 600,000,000 tons of merchantable timber in this

territory eventually requiring transportation to local and distant
markets. On the western slopes the trees attain gigantic size

and consist mainly of Douglas fir, red and yellow cedar, white
spruce, western pine and western hemlock.

The mineral deposits are extensive and valuable. Gold
amounting to $175,775,000 and silver to $50,711,00 have already
been produced. The annual production of copper is about
46,000,000 pounds, zinc 43,700,000 pounds, and lead 32,000,000
pounds. Coal deposits are very widely distributed and the
available reserves are estimated at 62 billion tons, chiefly

bituminous. Iron ores are found in large deposits and the
other minerals of increasing industrial importance to the world
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.'ire: chromite, clays, flourspar, graphite, gypsum, pyrites, mag-
nesite, manganese, natural gas, platinum, salt, talc and tungsten.
From the above, it would not be an exaggeration to state that
in the Province of British Columbia there is more tonnage re-

quiring transportation at some time in the future than all the
railroads in the United States have carried since the invention of

the steam engine. For the most part this tonnage is the kind that
cannot move long distances because of the excessive costs. It Is

tonnage of a character particularly adapted for transportation in

deep-draft ships.

II.—IMPORTANCE OF ECONOMICAL TRANSPORTA-
TION TO PACIFIC NORTHWEST

Already there has developed a substantial movement of

lumber and copper from this territory to Pacific and eastern
markets, but the potentialities of trade have scarcely been
scratched and the population is still sparse. Two transcon-
tinental railways have been built across the divide, reaching the

sea at two main gateways, but it is still impracticable to reach

by rail more than a limited section of the western slopes. British

Columbia and in fact the entire Pacific Northwest, however, is

blessed with a protected coastal water route, affording numerous
harbors where facilities may be constructed and ships may lie

and load or unload in safety.

In man's search for wealth it is natural that he should
first endeavor to take the largest and most easily attained

prizes. The mineral wealth of the world has always been
attractive to the pioneer and the explorer, and he has left to

later settlers the more arduous and less alluring task of tilling

the soil as a means of obtaining wealth. The tremendous re-

source of raw products of a nature indispensable to industry

gives British Columbia an opportunity for development which
is limited only by the competitive position which this territory oc-

cupies in reference to other sources of supply. This position will

be determined mainly by the cost of transporting these articles

to important markets. Generally speaking, rail transportation

is too expensive to serve as a means of transporting raw com-
modities for long distances. British Columbia has limited

markets in Canada and the United States adjacent to the Pacific

Coast, but the big consuming markets of North America are

located adjacent to the Great Lakes and the Atlantic seaboard.

Because of the greater population of the United States as com-
pared with Canada and the greater magnitude of that country's

industrial output, it is obvious that the greatest opportunities

for marketing an extensive tonnage of raw materials will be in

that country, at least for many years to come. Until the con-

struction of the Panama Canal, the barrier of transportation cost

separating the Pacific Northwest from the important eastern

markets was insurmountable.



III.—EFFECT OF PANAMA CANAL ON
DEVELOPMENT OF COMMERCE

Prior to the opening of the Panama Canal there was no
important movement of lumber between Pacific Canada and the
eastern seaboard. The opening of the Panama Canal, however,
made it possible to reach these markets by a haul very much
cheaper than the transcontinental rail rates, and brought about
a new development of the entire Pacific coast region. This canal
has directly caused a tremendous development of population,
agriculture and industry along the entire Pacific coast. The
traffic is carried on mainly with the Atlantic seaboard, but the
vessel rates are so low as compared with rail rates that freight

may be forwarded from the Atlantic seaboard to interior points
with advantage. The markets adjacent to the Great Lakes,
however, have been only partially developed, owing to the
greater cost of reaching them. The Great Lakes region ex-

tending all the way from Fort William—Port Arthur, Duluth
and Chicago on the west to Quebec on the east is potentially

the greatest market of all, due to its large population and the
demands of its industries and its people for the products of the
Pacific coast. The need of the Pacific coast for certain of the
products of the lake region, including especially iron and steel

manufactures, insures a fair exchange and will serve to stabilize

both trade and shipping-. The commodities which may be ex-

pected to move from Pacific Canada include lumber, fish, ores,

fruits, hides and numerous articles of local production, as well
as articles from the Orient trans-shipped at Pacific ports.

Cargoes from the Great Lakes would include particularly iron

and steel, automobiles and supplies, machinery and miscellaneous
manufactures.

The question in which every resident of British Columbia
should be interested is "Will this proposed water route enable
our citizens to place their goods in these important lake markets
at a cost not only lower than existing cost by rail, but sufficiently

low to permit this province to become an important factor in the

trade situation?" The experience with the Panama Canal route
in reaching eastern markets in competition with rail lines, fur-

nishes valuable evidence which can be used as a basis of ascer-

taining with reasonable accuracy the effect which an extension
of this route to lake ports will have upon the economic situation.

The effect on the development of commerce is well shown by
the continually increasing traffic of the Panama Canal, and the

beneficial effect of this commerce is clearly depicted in the

ever increasing prosperity of the entire Pacific coast area of the

United States. Nor can we deny that these same beneficial ef-

fects have extended to British Columbia. The following figures

prepared from records of the United States Shipping Board show
by ports the commerce handled by water between British

Columbia ports and Atlantic coast ports of the United States for

the years ending June 30. 1922 and June 30, 1925.
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Shipments from Pacific Coast Ports of Canada to Atlantic Coast

Ports of the United States for year ended

June 30, 1922

(Quantities in Tons of 2240 lbs.)

Fraser Port
To River Alice Vancouver Victoria Total

Boston 900 3,867 4.767

New York 1,738 3,200 44,869 49,807

Philadelphia 85 85

Wilmington, N.C. 2 2

Charleston 8,721 8,721

Savannah 443 443

Total all

Commodities 1,738 4,100 57,985 2 63,825

Lumber only 1,738 3.100 36,978 41,816

On the following page will appear the figures showing the

enormous increase in this movement during 1925.
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It will be seen from the foregoing that the total Canadian
business moving by water via the Panama Canal from the

Pacific coast to the North Atlantic coast of the United States

in 1922 was only 63,815 tons; while in 1925 it had reached the

substantial proportions of 293,356 tons. During the last year
the movement of British Columbia lumber to eastern ports of

the United States has been tremendous. The lumber handled
by water from ports of Pacific Canada to United States Atlantic

coasts ports in 1922 was 41,816 tons, and in 1925, 283,649 tons,

showing an increase of 700 per cent, within four years.

IV.—POPULATION OF INTERESTED TERRITORY

The total population of British Columbia was estimated in

1925 at 560,000. An estimate of the population adjacent to the

lake region so situated as to be able to ship to or receive from
the Pacific coast more cheaply by way of the Great Lakes and
St. Lawrence Ship Channel than via existing routes, shows the

total to be approximately 40,000,000 in the United States only.

This enormous population assures a permanent and almost
boundless demand for the products of the Canadian Northwest
as available tonnage for the proposed water route direct to these

markets.

On the other hand this betterment in trade opportunities

should also favorablv react on the population of British Colum-
bia, which only increased from 525,000 in 1921 to 560,000 in 1925

—an increase of but seven per cent, in four years.

V.—INDICATED SAVINGS TO LAKE PORTS

In arriving at an understanding of the savings which the

St. Lawrence Ship Channel will make possible on movements
from British Columbia to Lake ports, the existing rates may
be used as a basis. Traffic between the Pacific coast and the

Great Lakes region must now proceed either all rail by trans-

continental lines or by water to Atlantic ports or to Montreal
and thence by inland routes to destination. The cost of the

comparatively short rail haul from the Atlantic seaboard to in-

land destinations frequently exceeds the entire water haul of

7,000 miles via the Panama Canal. Careful estimates based upon
actual costs of operating existing intercoastal vessels to North
Atlantic ports show that if the Great Lakes were accessible to

ocean shipping, these same vessels could extend their trips to

Lake Erie ports at an increased cost of 18 per cent, and to

Lake Michigan ports at an increased cost of 25 per cent com-
pared to New York. These figures are for general cargo vessels

on which the stevedore expense and time in port are important.

The increase over the New York rate indicated still affords the

10



ship a large margin of profit. The actual cost of operating an
ocean vessel of the type suitable for this route is less than one-
half mill per ton-mile while actually steaming. The distance from
Vancouver to Toronto is only 1,704 miles farther than to New
York; while to Cleveland it is 1,894 miles and to Chicago 2,610
miles farther than to New York. Adding to these distances 250
miles, corresponding to time lost in navigating restricted

channels and passing through locks, the additional cost of

reaching these lake ports as compared with New York is as

follows

:

Additional cost per ton

Toronto $0.98

Cleveland 1.07

Chicago 1.43

Having in mind these actual costs, it will be seen that the

figures in the following tables taken from "Transportation Eco-
nomics of the Great Lakes-St. Lawrence Ship Channel," by
Alfred H. Ritter, Transportation Specialist of the United States

War Department, showing feasible rates via the St. Lawrence are

conservative. The lumber rate indicated to North Atlantic ports

is very much higher than prevailed during 1926 from British

Columbia ports to New York, and the feasible rates indicated

would afford the ships a fine profit.

11
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During the last season lumber has been carried from British

Columbia to New York as low as $9.00 a thousand feet equivalent
to about $6.00 per ton. The additional cost of reaching the
Chicago market, as shown above, would be $1.43, making the

minimum water rate which should be regarded as feasible ap-
proximately $7.50. This rate is very low and would probably
allow but small profit. The actual rates would no doubt range
between $7.50 and $12.50. A rate of $10.00 to Chicago, which is

the mean, would save $4.40 per ton, while the saving to ports on
Lake Rrie and Ontario would exceed $7.00 per ton.
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VI.—LUMBER MARKETS OF THE GREAT LAKES

The development of the Pacific coast lumber trade has been
practically concurrent with a severe decline in the cut of lumber
in the Lake States. According to the reports of the U.S. Bureau
of Census, the production of lumber in Michigan, Minnesota and
Wisconsin, in 1899 amounted to 8,715,619 M. feet, reducing to

1,784,009 M. feet in 1921. In the States of Illinois, Indiana and
Ohio, the statistics also show a very heavy decline. The same
source gives the production of Washington, Oregon and Cali-

fornia as 2,896,618 M. feet in 1899, increasing to 7,204,457 M.
feet in 1921.

Consumption in Lake Region : Figures given in the National
Lumber Handbook show that in 1923 the following quantities of

softwoods from the Pacific Coast and Western Pine regions,

went to States which could advantageously receive all or part
of their supply by way of the Great Lakes—St. Lawrence Ship
Channel.

o
EH

Douglas

Fir

Region,

Wash-

ington-Oregon

M.

Bd.

Ft.

Western

Pine

Region

and

Colorado

M.

Bd.

Ft.

Calif.

Pine

Region

M.

Bd.

Ft.

Calif.

Redwood

M.

Bd.

Ft.

02

Illinois

Indiana
Iowa
Michigan ....

Minnesota ..

Ohio

409,853

60,399

273,236

82,690

496,138
53,928

129,427

240,499

20,423

242,328

175,268

238,975

75,594

188,984

80.779

5,571

142.939

32,546

69,344

53,950

102,183

14,185

8,490

1,529

8,386

3,533

18,509

6,117

745,316

94,883

660,032

299,890

807,990

201,981
Wisconsin .. 426,711

Total 1,505,671
[

1,182,071 487,312 61,749 3,236,803

The figures do not include any part of the heavy move-
ment to New York and Pennsylvania, part of which is destined

to points on or near the Lakes. It seems not unreasonable to

assume a present movement of three billion feet per year to the

Lake territory. With reduced transportation costs, this would
be largely increased. If the saving by direct water shipment
should average $5.00 per M. ft. throughout the territory affected,

the total would amount to $15,000,000 annually.

Freight Expense: As bearing upon the expense of trans-

portation of lumber, the U.S. Department of Agriculture makes
the following statement in the Year Book for 1922

:
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"New York's rail freight bill on imported
lumber for 1920 was approximately $22,500,000 and
that of Pennsylvania at least $20,000,000 * * *

while that for the three Lakes States, for three de-

cades or more, the largest lumber exporting region
in the United States, probably exceeded $30,000,000.

In 1920, freight cost Ohio in the neighborhood of

$13,500,000 and Illinois more than $28,000,000."

Freight bills on lumber now moving to the territory served by
the Great Lakes amount to as much as $100,000,000 annually.

Effect on Retail Prices: But the estimated saving of

$15,000,000 annually in freight charges is not the only saving
which will be accomplished. The Department of Agriculture
shows clearly that as the transportation cost increases, the retail

price in the consuming regions increases by an amount very
much greater than the increase in freight charges. It says

:

"An average of retail prices in Portland, Seattle

and Bellingham, Washington, on Douglas Fir ver-

tical-grain flooring, during the month of August,
1922, was $60.00 per thousand feet. The freight

rate on this grade to Minneapolis was $12.50, but
the retail price was higher than that in the produc-
ing region by $28.00. A freight rate to Boston of

$18.00 made a difference in retail prices of $40.00.

Similarly a saving of $5.00 per thousand, due to direct ship-

ment into the Great Lakes, may be expected to result in a de-

crease in the retail price in that region of possibly as much as

$10.00. Lower retail prices mean increased consumption.

Demand for Lumber: The U.S. Department of Agriculture
states that "the principal food-growing region, comprising the

States of North Dakota, South Dakota, Minnesota, Iowa, Neb-
raska, Kansas and Missouri, imports 77 per cent, of the lumber
it consumes." It shows that the principal manufacturing region,

comprising the States of Wisconsin, Illinois, Michigan, Indiana,

Ohio, New York, Pennsylvania, New Jersey and the New
England States, imports 68 per cent, of the total lumber which
it consumes.

No more convincing argument could be given to show the op-
portunity for the development of an enormous lumber movement
between the Pacific Coast and the Great Lakes. The region of

greatest deficiency in lumber production is for the most part

so situated as to be unable to derive important savings from the
present inter-coastal service to Atlantic and Gulf ports. Indeed,
the greater cost of reaching this region, compared with the cost

of reaching the seaboard districts, constitutes a serious dis-

advantage.
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In favored seaboard districts the reduced transportation
costs by way of the Panama Canal have not only resulted in a
heavy use of Pacific Coast lumber, but they have opened up a
market for the lower grades which could not stand the high
freight by transcontinental rail lines.

We may anticipate, therefore, as a result of the St. Lawrence
improvement, a substantial saving in freight charges, an in-

creased consumption of Pacific Coast lumber in the Lake region,

and a broadening of the demand to include grades which cannot
now be sold in that market to advantage.

Opportunity for British Columbia Lumber. Conditions are

especially favorable for extensive participation by British Colum-
bia in this trade with the important United States lumber mar-
kets of the Great Lakes. It is well known that American vessels,

and indeed Canadian vessels as well, cannot be operated as cheap-
ly as those of Japan, Norway and Holland. Lumber from United
States Pacific ports to any port of the United States, either on the

seaboard or the Great Lakes, must move by American ships, as

the coastwise laws of the United States do not permit foreign

vessels to engage in this trade. The lowest rates on lumber to

eastern ports of the United States have been made byNorwegian
vessels carrying British Columbia lumber. This is foreign trade

and no restriction applies respecting the flag of vessels engaged
therein. There is no doubt, therefore, That British Columbia
lumber will be able to compete in United States markets, be-

cause of this basic advantage.

VIL—EFFECT ON PACIFIC PORTS

A port can be no greater than the territory it serves. Any
change in economic and transportation conditions which will

stimulate production is certain to have a favorable effect upon
the ports through which the commerce must move. The large
grain traffic through British Columbia ports moves chiefly to

the United Kingdom and the Orient. These ports are the
logical and proper gateways for this traffic, and the destinations
of grain are such as to make it certain that it will continue to

move through these ports in increasing amounts as the western
provinces are more fully settled. By aiding in the settlement of

the territory, the waterway will indirectly augment the grain
flow through British Columbia ports.

VIII.—EFFECT ON RAILROADS

It might be assumed that the great development of lumber
traffic through the Panama Canal has been at the expense of

the trans-continental railroads, but the following statistics of
the five United States transcontinental lines show that there has
been an increase of nearly 100 per cent in the tonnage of forest

products carried since 1915, when the Panama Canal was opened.
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Forest Products Carried on Transcontinental Railroads

1915 to 1923 Inclusive

(Quantities in Short Tons)
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1915 2,527,587 5,176,410 549,211 5,492,528
1

1,183,252
|
14,973,988

1916 3,255,880 6,672,025 871,745 6,404,785 1,431,345 1 18,635,780

1917 3,211,320 6,751,004 1,262,397 6,430,347 1,621,234 19,276,312
1918 3,242,341 7,524,262 1,367,175 6,364,433 1,491,814 19,990,025
1919 3,807,323 7,059,845 1,571,436 8,281,377 1,301,552 22,021,533
1920 3,804,135 7,253,665 1,793,478 9,010,252 1,604,936 23,466,466
1921 2,597,018 5,525,854 993,173 6,086,767 1,243,036 16,445,848
1922 3,051,634 7,635,806 1,439,249 8,435,995 1,557,187 22,119,871
1923 4,100,198 9,607,700 1,635,274 10,913,880 1,856,859 28,113,911

No doubt this increasing rail traffic was between points not
favorably situated for water movement, as from interior mills,

but it is evident that these lines-
* have benefitted from the in-

creased demand for Pacific Coast lumber.

The Canadian Pacific Railroad's transcontinental line to

Vancouver, and the Canadian National Railway's lines to Van-
couver and Prince Rupert admirably meet the requirements for

rail communications between these important terminal ports and
the east. Canadians may well feel proud of the high class of

service afforded by these lines, in connection with the equally
superior vessel service maintained by or in conjunction with
them. A glance at a map of British Columbia will make ap-
parent, however, the vast territory which is not reached by rail

lines direct, and it will make equally apparent the fact that the
Pacific Coast territory to which railroads have not been able to

penetrate, is well situated with respect to water transportation.

The economic development of the resources of the Pacific

Coast demands the cheapest possible transportation to the great
markets of the east and the Great Lakes. Traffic which cannot
move by rail, because of the high costs, may still move by water.
The railroads cannot meet the needs in this respect and they can-
not make rates sufficiently low to give British Columbia products
a commanding position in the eastern trade. They can, however,
supply the requirements of higher class traffic, which naturally

accompanies an extensive development of basic freight. The
rail carriers are certain to benefit from the commercial activity

resulting from the extension of cheap water transportation to

new markets which thev are unable to reach on a favorable basis.
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IX.—CONCLUSIONS

The facts recorded herein will indicate the magnitude of the
natural resources of British Columbia, awaiting favorable eco-
nomic conditions for their full commercial development. It has
been pointed out that these resources are of a nature which have
their markets chiefly in the regions of dense population and
active industry. In North America these regions are mainly ad-
jacent to the North Atlantic seaboard and the Great Lakes, and
are too far from British Columbia to be reached by rail lines at

a cost sufficiently low to permit successful competition in these
markets. The distribution of British Columbia's standing tim-
ber through a vast area adjacent to the Pacific Coast, makes it

difficult and expensive to extend rail routes from the trunk lines

to serve the area adequately. The most economical means of

supplying transportation to this territory will be by further

development of its Pacific coast harbors and ports, which will

open the way to the markets of the world, communication with
the interior being supplied by short rail lines as required.

The upward trend of traffic since the opening of the Panama
Canal clearly points the way. The future of British Columbia
rests upon the extensive development and utilization of water
transportation. Only by this means can she reach the markets
which demand her products in large quantities. The region ad-

jacent to the Great Lakes is potentially the most important
market in North America for these products, but it cannot be
reached on a favorable basis until the Great' Lakes—St. Lawrence
Ship Channel shall have been constructed. This project stands
today as the most important waterway improvement ever con-

templated, and its economic influence on the trade of British

Columbia will be so pronounced and so beneficial as to make
it of interest to every citizen of this great province.

X.—ADDENDA
Objections Answered.

As in the case of all meritorious projects, there has been
created against the St. Lawrence improvement an atmosphere of

ill founded objection. With the avowed purpose of delaying or

defeating the consummation of this important utility, opponents
with a purpose clearly selfish and sectional, have proffered, a

series of objections without foundation.

These are best summarized in the following seven reasons

given by the opponents

:

The first objection is

:

"The idea of making a channel for ocean-going-

ships to the Great Lakes is a myth."

This is an old cry, "impossible." "Salt water ships can never
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navigate the upper lakes." The answer is they are doing it now
and every summer. Salt water ships are each year trading dur-
ing the summer months on the Great Lakes, and at the close of

the summer season carrying away grain cargoes from Fort
William—Port Arthur to European ports. With what result?

Canadian vessel operators are asking our Government to stop
them so doing—so it is not a "myth." It is a "reality," and an ob-
jectionable reality to those seeking to prevent a reduction in

the present cost of water transportation.

The second one is :

"It would mean joint control by Canada and the

United States of what is after all a Canadian water-
way."

The St. Lawrence is already covered by the Treaty of 1871,

which in exchange for similar rights on the Stikine, Yukon and
Porcupine Rivers conveyed to the United States forever the
right to navigate the St. Lawrence, from the International

Boundary Line to the Sea, subject, of course, to any laws not
inconsistent with such privilege of free navigation. (Article

XXVI., Washington Treaty, 1871.)

In 1909 the boundary wraters treaty provided that forever

the navigation of all boundary waters shall continue free and
open for commerce to the ships of both nations, and further-

more that treaty of 1909, again included the right of navigation
to Lake Michigan and to all canals connecting boundary waters,

now existing or which may hereafter be constructed on either

side of the line.

Therefore, such an objection utterly ignores existing treaty

law. Improvement of a ship channel does not change the rights

possessed by either nation. This is evidenced by what the United
States did in Detroit, St. Clair and Sault Ste. Marie rivers when
they spent, in Canadian territory, some $15,000,000. Canada
lights and polices those improvements and there is therefore

no joint control and no question of jurisdiction or sovereignty
involved.

The third reason is :

"Why should anything be done to improve the

St. Lawrence River, when the city of Chicago is

allowed to abstract water from the Great Lakes
watershed."

As to this Chicago wrong, we have our common law rights

as riparian owners and also our Treaty rights. They have been
ignored, not by the United States, but by Chicago. The people
of the United States are awakening to this wrong.

In Congress this year, the United States allowed the Illinois

River Improvement Bill, intended to anticipate the Supreme
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Court, to pass only after the insertion of a proviso negativing
any right to take water from Lake Michigan. Her Supreme
Court has decided in the suit of the United States of America
against Chicago—that Chicago was wrong in her abstraction.

The border States are now suing and their cases will shortly be
decided and provision made for the future. Canada can reason-
ably therefore assume, that the United States will straighten
out this troublesome matter. In this connection, the following
extracts may be of interest to the reader.

Extracts from the opening address of the Hon. Newton D.
Baker, former Secretary of War, Counsel in the suit of the

States of Wisconsin, Minnesota, Ohio and Pennsylvania, vs. the

State of Illinois and the Sanitary District of Chicago, to the

Hon. Mr. Hughes, taking testimony for the Supreme Court of the

United States

:

"The kind of a case we have here is not so

much a suit either in law or in equity as it is an
international controversy. * * * It is interstate,

of course, in character and under our system it is an
amicable substitute for a court for what, in other
countries, would be, perhaps arbitrium, by arms, but
certainly, would require diplomatic processes for

redress, if they could be used. * * * We have,
on one side, States which, by the acts of their legis-

latures, have directed these proceedings to be taken,

the aggregate population of which is forty millions

of people. * * *
a * * * Now, so far as the complainants are

concerned they are going to introduce evidence here
on several different questions. First will be the

injury of that great waterway as a navigable outlet

for the natural products which are either mined or

grown in that neighborhood. That is a very rich

mining country for copper and iron. * * * Then
here is the great wheat area of the Northwest, both
of this country and of Canada, the bread basket and
meat hamper of the United States. * * * The
last thing about which I ought to say a word is the

situation with respect to the Dominion of Canada.
The Dominion of Canada is a foreign nation so far

as we are concerned, but it is a full partner with
us in the riparian rights of this Great Lakes system.

It is a friendly, neighboring country, and contri-

butes more to the water which forms this water-

way than the United States. * * * Canada is

now in a state of very violent diplomatic protest

against the diversion of any water out of Lake
Michigan, claiming that it has a right to the natural

flow of the stream and to its share of whatever
water development there may be along the St. Law-

20



rence system. As your honor knows and as every-
body knows, there is under consideration at the
present time a project for the canalization and
power development of the St. Lawrence system,
which will have the effect of making it a canal to

the sea. If that can be brought about, the six inches
which the water has been lowered by the Chicago
abstraction will seriously affect this whole body of

water and there will have to be a reconstruction of

the piers, docks, harbors of refuge and everything
else, in order to make it possible to take vessels

through that system.

"It is no answer to say that works of compensa-
tion shall be constructed which will maintain the
level of the lakes, because we contend that the
maintenance of the Lake levels is not the only thing-

involved, but the maintenance of the continuity
of the flow of water, because it is the flow that con-
trols its availability for power purposes and not its

level, and even though you maintain the level of the
lake, you would still injure the Dominion of Canada
and injure the power possibilities of States adjacent
thereto by the withdrawal of 10,000 feet of

flow. * * *"

Meanwhile do not let Canada make the false move of deny-
ing the United States her right to use and improve with us the
mouth of the St. Lawrence. If so, we only add fuel to Chicago's
fire—who likewise wants to assert that she will do as she pleases

with the source. Both are covered by treaty rights, and both
must be fulfilled.

The fourth reason is :

"It is not purely a navigation proposition. What
the proponents particularly have in mind is the

development of the power."

Again this is wrong. Can any one say that the eighteen
States of the United States banded, together and asking relief

from their marooned condition and a consequent high freight

rate on their farm products, are expecting any hydro power
usage from the St. Lawrence when they ask for it to be im-
proved? For example, such States as the two Dakotas, Min-
nesota, Iowa and Montana. As well might one say that Mani-
toba, Saskatchewan, Alberta and British Columbia when ask-

ing for this project, want the same as a power proposition.

The Province of Ontario certainly wants its own power
now running to waste and to hand same out through the Hydro-
Electric Power Commission of Ontario to municipalities and to
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the fanners of ( Ontario at cost. Why should her people be
denied the right so to do?

The fifth objection is:

"That it is an imbecile policy to build up an-
other transportation system at the expense of our
two great railways."

Again all wrong and too late. The system is already built
and used. The Soo Locks and River improvement. The
Welland Canal and the existing St. Lawrence Canals.

All that is asked is to so improve them as to make themr
efficient. That is what we did with the Canadian National as-

to rails, notwithstanding the then heavy investment in canals by-

Canada. Why not the water route? As to the water route, we
have done so in the past. As instance—the three Wellands—now
the fourth, and three St. Lawrence Canals—why not like the
fourth Welland—and now?

Moreover, one route is not the rival of the other. In winter
water cannot compete with rails in the carriage of grain. In
summer rails cannot compete with water which is one tenth the
cost per ton mile of rail cost. Why are these three railways of
Canada constructed to the head of Lake Superior and one of
them double tracked to that point, from the west? Why so
many storage elevators at the head of the Lakes and interior

points holding the grain all winter, till the. cheap water route
opens?

One should carefully weigh the words of Sir Henry Thorn-
ton, spoken at Cornwall in sight of the obstruction to navigation
—in sight of the inefficient canal and of the power belonging to*

Ontario, running to waste year after year.

He said there in October, 1924:

"We do not regard the development of any
such great national waterway as a competitor,

rather we look upon it as something which will

build up traffic, assist in the industrial development
of the Dominion, and in the last analysis we will

find that we shall have gained very much more than
some people may imagine we will have lost.

"* * * To my mind it is inconceivable that a

barrier shall exist or be permitted to exist between
the area of this great inland sea and the ocean. I

believe that it is inevitable that the Great Lakes and
the ocean must be connected by a waterway of suf-

ficient draft to accomodate large ocean-going
vessels."

This line of reasoning by an expert is called "imbecile/' just

as the ocean ships were called "a myth."
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The sixth reason is

:

"The information of experts is that the St. Law-
rence scheme would hurt very much the port of

Montreal."

Again this is wrong, but even if it were right—Oh ! so

selfish—sacrifice the rest of Canada for the benefit of Montreal

!

What is Montreal without Canada? If the improvement of the

St. Lawrence increases the general prosperity of the Middle West
and also opens the interior of the continent to the Maritime
Provinces and also to British Columbia, and thus benefits Canada
generally, how can Montreal be hurt? It is strange to read of

New York and Buffalo objecting to the St. Lawrence improve-
ment because it will benefit Montreal and then hear Montreal
say "No, we will be hurt."

Much of Canadian Federal money was spent to bring navi-

gation from Quebec City to Montreal and yet' some of her
people selfishly object to Federal money being spent above
Montreal to bring down to her the large lake carriers that now
have to stop at Lake Erie ports. With the Welland and the

St. Lawrence canals completed, Montreal would sit on two
oceans—the salted and the unsalted seas. What a cross-road
of commerce from all the seas of the world. What a manu-
facturing point for assembling raw material and cheap trans-

portation to and from the markets of the world, and with hydro-
electric power that when needed, may be developed at her door
and used in Canada. What a spectacle of blinded vision when
it is said the improvement would "hurt the port of Montreal."

The seventh reason is

:

"Canada with the heavy financing burden she is

carrying already, cannot enter into such an ad-

venture which would mean a heavy outlay."

Again this is wrong. Canada is today building the Welland
Ship Canal at a cost of $115,000,000. What good is it without
the completed St. Lawrence? The navigation cost if constructed
with power in the International Section will only be $123,000,000.
The International Joint Commission, a judicial tribunal of com-
petent jurisdiction, speaking for the two nations, has recom-
mended that the cost of the Welland Ship Canal be credited as

part of the whole scheme of the improvement of the St. Law-
rence. Why not? Citizens of the United States get the benefit

of the improvement below Montreal for all time, costing millions

and wholly maintained by Canada. There would be no change
in control or ownership.

By treaty, they have, if wc build them, the free use of all

canals "built or to be built." Why should we not, when they
are willing, allow them to contribute one-half the cost of these
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improvements. Power will pay its own way and need not be
considered in the figures.

The report of the United States St. Lawrence Advisory
Commission indicates that the cost of the entire improved St.

Lawrence channel, if built contemporaneously with the water-
power development, and that only in the International Section,

will be about $123,000,000. One-half of this $123,000,000 or

$61,500,000 would be Canada's share in the cost. If Canada gets
credit for half the cost of the New Welland Canal, or $57,000,000
and this be deducted from the half of the $123,000,000, it would
leave only the difference for Canada to provide, namely,
$4,500,000.' As this balance whether doubled, trebled, or quad-
rupled is so trivial compared with the benefits—how can one
argue that the adventure is a costly one to Canada?

( )h ! But it is said estimates are always exceeded. Look at

the Transcontinental? But what a difference? The Transcon-
tinental was launched without proper surveys or estimates and
rushed at. The St. Lawrence has been studied for eight years.

1st. By the International Joint Commission with the best

engineering talent of both countries.

2nd. Joint Engineering Board of Engineers from each
country. Three from each specially named.

3rd. The Hydro-Electric Power Commission of Ontario,

by its corps of engineers.

All of these agree on figures of cost. All report favorably.

As this project will develop each and every part of Canada
from the Pacific to the Atlantic, including even Montreal, should

we not urge upon our members of Parliament and upon our

Government at Ottawa not to allow the benefits to be further

delayed?

DESCRIPTION OF GREAT LAKES—ST. LAWRENCE
SYSTEM

The Great Lakes and their connecting channels form a

natural transportation highway having a water surface area of

over 95,000 square miles, and a shore line of over 8,300 miles.

They afford access to a region notable for the magnitude of its

natural and industrial resources. In point of volume and im-

portance of traffic, this lake group has no equal in the world

as an inland route for water-borne commerce. Through the

waters of these vast inland seas, moved 241,716,658 tons of

commerce in 1925.

Ownership

The Great Lakes, comprising Lakes Superior, Michigan,

Huron, St. Clair, Erie and Ontario and the St. Lawrence River
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are held in joint ownership by Canada and the United States,

even though Lake Michigan is entirely within United States
territory and Georgian Ray, an arm of Lake Huron, is entirely

within Canadian territory. The use of waters is fixed by treaty.

In this joint ownership, control and use of waters for naviga-
tion is paramount—power development is a secondary considera-

tion.

Distances to Tidewater

From Fort William—Port Arthur to Montreal, at the head of

ocean navigation on the St. Lawrence River, the sailing distance

is 1215 miles and from Duluth-Superior to Montreal it is 1337

miles. From Chicago at the foot of Lake Michigan the distance to

Montreal is 1244 miles. In all cases about LOCK) miles of the dis-

tance are through the open lakes.

Lake Superior

Lake Superior, the largest of these lakes, has -a length, from
Duluth—Superior to Point Iroquois, of 383 miles and a breadth
of approximately 160 miles. Its maximum recorded depth is

1,012 feet. The outlet of this lake is the St. Mary's River.

St. Mary's River

The St. Mary's River which connects Lake Superior with
Lake Michigan and Huron is 63^11168 long and 21 feet deep.

A canal about one mile long, overcoming St. Mary's Falls, a

drop of 21 feet, involves the passage through one lock. There
are five parallel locks, four on the American side and one on the

Canadian side. The channel crosses and recrosses the Interna-
tional Boundary line several times. During the season of 1925

the cargo movement through St. Mary's Falls Canal amounted
to 81,875,108 tons.

Lake Michigan

Lake Michigan is approximately 321 miles long, 118 miles

wide and a maximum measured depth of 870 feet.

Lake Huron

Lake Huron is about 220 miles long and 101 miles wide,
with a maximum measured depth of 750 feet. Lakes Michigan
and Huron are connected by the Straits of Mackinac, and their

outlet is the St. Clair River.

St. Clair River

The St. Clair River connecting Lake Huron with Lake St.

Clair is 40 miles long. With the exception of the delta section

which begins about 33 miles below the head of the river, the

width averages about 2,000 feet. It discharges into Lake St.

Clair through seven mouths, one known as the South Channel
being used for deep-draft vessels. The channels' have a depth
of 20, 21 and 22 feet at low water through various sections.
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Lake St. Clair

Lake vSt. Clair is approximately 26 miles long and 24 miles
wide; its maximum depth is less than 24 feet, except at its

outlet at the head of Detroit River. A ship canal known as St.

Clair Flats Canal, consisting of two dredged cuts each 300 feet
wide and 20 feet deep extends from deep water in the St. Clair
River into Lake St. Clair, a distance of 17,460 feet. There is a
channel 800 feet wide and 20 feet deep through the shoal at the
entrance to the Detroit River.

Detroit River

The Detroit River connects Lakes St. Clair and Erie and
is 28 miles long. The width varies from one half mile to about
three miles. There are two channels—the Amherstburg Channel
and the Livingstone Channel. The former is for westbound
traffic and the latter for eastbound traffic. The Amherstburg
Channel has a least width of 600 feet with a depth of 22 feet

north of its junction with Livingstone Channel, and 21 feet

south of said junction. The Livingstone Channel has a least

width of 800 feet and depth of 22 feet from deep water in Lake
Erie to Bar Point and a least width of 300 feet thence to its

junction with Amherstburg Channel. As in the St. Mary's River,
the channel through the Detroit River zig-zags across the In-

ternational Boundary Line. The cargo movement amounted to

90,400,529 tons during the season of 1925.

Lake Erie

Lake Erie is about 240 miles in length, with a maximum
width of 57 miles and a maximum recorded depth of 210 feet.

Niagara River is the outlet of this Lake. The eastern end of

Lake Erie marks the end of 21 foot navigation on the Lakes.
The deep draft vessels transfer their cargoes at either Buffalo on
the American side or at Port Colborne on the Canadian side.

Welland Canal

To overcome the barrier to traffic formed by Niagara Falls,

the Dominion of Canada has constructed the Welland Canal, ex-

tending from Port Colborne on Lake Erie to Port Dalhousie on
Lake Ontario. The canal is 26 3A miles long and has a total

descent of 326H feet, overcome by 25 lift locks with an available

length of 255 feet, a width of 45 feet and a depth of about 14

feet on the sills. The first Welland Canal was completed in 1829.

Since that time there have been two reconstructions.

The Welland Ship Canal which is now under construction

will replace the present Welland Canal and will be the fourth cut

through the Niagara Peninsula. It will be 25 miles long and
will extend from Port Colborne to Port Weller. The difference

in elevation between the two lakes will be overcome by seven
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lift locks, each having a lift of 46 TA feet. The locks will be 829
feet long and 80 feet wide, with a depth of 30 feet at the sills.

The canal will have a depth of 25 feet in earth sections and 27
feet in rock sections and can be dredged to 30 feet in the future

without reconstructing the locks.

It is estimated that the cost when completed will be
$115,600,000. The time of transit will be reduced from the

present fifteen or eighteen hours to eight hours. It will be com-
pleted in 1930 and will extend deep draft navigation to the

vicinity of Ogdensburg and Prescott on the St. Lawrence River.

Lake Ontario

Lake Ontario is 193 miles long. From Port Dalhousie, the

eastern entrance to the Welland Canal to the head of the St.

Lawrence River (Tibbetts Point), the sailing distance is 160

miles. The width is 53 miles and the maximum recorded depth
738 feet. The outflow from Lake Ontario forms .the mighty St.

Lawrence River.

St. Lawrence River

The St. Lawrence River is the natural outlet to the sea for

the water of the Great Lakes system. From its source at the

eastern end of Lake Ontario it flows in an easterly direction, a

distance of 1,185 miles to Belle Isle Strait. Conditions in "this

river are particularly favorable "for maintenance of navigable

channels. The Great Lakes act as settling basins for sediment
brought down from above. The bottom of the river is usually

hard, assuring a permanent bed. Dredged cuts, when once made,
are substantially permanent.

Lake Ontario to Montreal

The distance from the eastern end of Lake Ontario to

Montreal is 182 miles, of which a total of 46 miles, are in six

lateral canals, having a depth of 14 feet and 21 lift locks. These
are known as the Galops, Rapide Plat, Farran's Point, Cornwall,
Soulanges and Lachine Canals, and overcome a series of rapids

in the St. Lawrence River. It is in this section of the river that

the St. Lawrence Ship Channel is to be constructed, thereby
eliminating the above canals which have about reached their

capacity.

The Joint Board of Engineers consisting of three engineers
appointed by the President of the United States and three en-

gineers appointed by our Federal Government has submitted
its report on the St. Lawrence improvement, the plans having
been prepared in accordance with the recognized principle that

the interests of navigation are paramount.

The plans propose a waterway which will have a depth of

25 or 27 feet, only 21 to 25 miles of standard canal and not more
than 9 locks. The lock structures will be sunk to a 30 foot

depth, so that the channel may be deepened at any future date
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by the simple process of dredging, without necessitating lock
reconstruction. Hydro-electric energy may be developed as a

by-product of navigation.

Navigation Below Montreal

Originally Quebec was at the head of ocean navigation.
Since, however, a channel 30 feet deep, 450 feet wide in straight
sections and from 600 to 750 feet wide in the bends has been ex-

tended to Montreal, at a cost of many millions to the country
at large.

Today Montreal, 1003 miles from the Atlantic Ocean, is at

the head of deep sea navigation, and the present 30 foot channel
is being dredged to a depth of 35 feet. Cargoes from all ports
of the world including British Columbia ports are unloaded here
and forwarded to their interior destinations. This breaking of

bulk with all the costs and charges incidental thereto, in some
instances not only exceeds the cost of the entire water haul
but often prevents the interior marketing of some products.

If the corresponding improvement is made above Montreal
as recommended by the International Joint Commission and
the Board of Engineers, then the steamers laden with British

Columbia products, can sail directly into ports on the Great
Lakes and unload their cargoes at the minimum of transportation
cost. When this improvement is made, in the St. Lawrence, it

will correspond with the similar one at the Welland. Already
three canal constructions have taken place on the St. Lawrence,
why not a fourth, and harmonize with the Welland Ship Canal?
Montreal is the only part of Canada that is objecting. Why?
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