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Canada and the Panama Canal



By H. A. Innis


Fifth Pacific Science Congress, 1933

 

 


The effects of a major improvement in water transportation are
of profound significance to modern industrial development. The task
of attempting to describe the changes following the opening of the
Panama Canal demands an analysis of a far-reaching character. This
paper cannot pretend to do more than outline the main results and
suggest their complicated inter-relations.


The Panama Canal was opened on August 13, 1914, but it was not
until difficulties with regard to slides in the cut, and the effects of war
and its demands for ships, were overcome that traffic began to flow
through this new channel.[1] Depression in shipping rates after cessation
of the War, and the consequent release of tonnage, was followed by a
marked increase in cargoes. The most striking increase was shown in
United States intercoastal traffic between the Atlantic and the Pacific.
Ships released from control of the Shipping Board sought the protection
of intercoastal acts, “the best of our privately owned merchant fleet
deserted foreign trade routes and entered the protected trade between
the Atlantic and Pacific coast . . . In spite of keen competition among
intercoastal shipping lines this business is more profitable than most
foreign routes.”[2] In 1931 vessels of United States registration carried
11,805,132 tons or 47.1 per cent. of the total cargo locked through the
canal. It has been of first importance to the United States, and in
turn to the world as influenced by the expansion of the United States
in the past decade, and of less importance to the development of trade
between other countries.[3]


The effects of the expansion of intercoastal trade were registered
in the traffic of transcontinental railways, particularly lines west of the
Mississippi to the Pacific, but statistics compiled to show the effects
of canal competition are extremely difficult to interpret. Marked
differences in business conditions, and a general increase in traffic
following improvement of transportation with the opening of the canal,
are factors disturbing the general trends. If, however, during a period
showing a marked increase in total traffic, railroad traffic declines, it is
obvious that competition is severe. The effectiveness of water competition
is also evident during a period of decline in total traffic, in an
even sharper decline of rail traffic. An extended study by A. K. Henry
concludes that




the transcontinental carriers lose very little tonnage from beyond the Ohio-Indiana
state line. However, there has been a loss in recent years due to the shifting of
industry to the eastern seaboard and to the Pacific Coast. Many manufacturers
who were experiencing increasing difficulty in competing with eastern producers
established factories upon one or the other of the coasts in order to continue in the
Pacific market. Others have withdrawn and are confining themselves to those
markets in which they are not at a rate disadvantage. Although there is no
exact method of determining the loss to the railways a number of companies
have mentioned the opening of other factories and there is no doubt that the
canal has been responsible for a large transcontinental tonnage loss due to this
change in producing centres.[4]





The advantages of inland cities with reference to the Pacific market
have been converted to penalties.


The railroads, particularly those running west of Chicago, have
been handicapped in their attempts to offset loss of traffic and have
presented elaborate briefs to the Interstate Commerce Commission
asking for relief from rigid application of the long and short haul clause
to Pacific ports.


It is evident from tables 1 to 6 that westbound rail traffic,
excluding coal and coke, live-stock, and petroleum products, had an
increase from 100 per cent. (1913-4) to 136 per cent. (1926), but a
decline to 76 per cent. in 1931. Eastbound traffic, on the other hand,
showed an increase from 100 per cent. in 1913-4 to 200 per cent. in
1926 but a decline to 133 per cent. in 1931. Total eastbound traffic
increased more rapidly than westbound traffic and consequently the
railroads were possibly in a stronger position to maintain and increase
eastbound traffic while they lost westbound traffic. Coal and coke,
live-stock, petroleum products, and all other commodities increased as
to westbound rail traffic from 1913-4 to 1926 but declined sharply to
below the 1913-4 level in 1931 and increased as to eastbound rail traffic
in 1931 over 1913-4. The results were evident in a serious empty-car
mileage problem. “It is this empty-car mileage which particularly
concerns the transcontinental railroads.”[5] The Panama Canal was
regarded as a major factor in the receivership of the Chicago, Milwaukee,
and St. Paul. The Interstate Commerce Commission, in spite of the
arguments presented, has refused permission to establish rates to meet
canal competition on grounds that such rates would not be “reasonably
compensatory”.[6]


The following statistics (tables 1, 2, and 3) have been taken from The Transportation Problem in the United States—Statement on behalf
of the transcontinental railroads relating to water competition for transcontinental traffic and supplementary to report of the Association
of Railway Executives to the National Transportation Committee (New York, Dec. 8, 1932).














	Table 1.—Statement showing movement of transcontinental tonnage via Southern Pacific Lines and via Panama Canal.

	

	Westbound

	
 
Commodity	1913-4
Fiscal year	1921
 Calendar year	1926
 Calendar year	1931
 Calendar year

		Rail	Sea	Rail	Sea	Rail	Sea	Rail	Sea

	Canned goods	12,729	8,075	11,961	18,445	25,529	40,880	12,621	59,898

	Cordage	741	2,428	1,069	1,691	1,238	4,195	289	4,807

	Drugs and medicines	4,937	2,106	3,070	9,952	4,030	16,709	4,385	23,545

	Dry goods (textiles)	17,958	11,145	11,273	8,839	2,447	26,922	162	11,792

	Iron and steel articles	236,607	100,164	255,163	242,048	137,594	958,943	85,897	521,044

	Oil, linseed	4,504	23	402	930	954	4,242	683	2,709

	Paints	3,160	5,337	11,578	7,963	7,508	15,548	1,999	3,948

	Paper articles	20,787	17,969	4,665	19,819	8,975	55,025	9,049	43,273

	Rail and fastenings	48,637	....	11,074	9,658	12,101	7,326	412	21,650

	Rosin	1,674	49	411	2,699	497	5,402	36	9,212

	Soap	10,231	6,898	4,983	5,555	2,810	21,965	1,344	26,838

	Soda ash and caustic soda	5,807	3,578	878	2,212	1,881	21,495	266	13,320

	Sulphur	62	3	1,837	33,961	2,903	91,191	3,123	73,094

	Tin plate	32,171	52	46,275	22,695	75,155	123,001	49,170	67,757

	Total	400,005	157,827	364,639	386,467	299,662	1,392,844	169,436	882,887

	All other commodities (except coal and coke, live-stock, and petroleum)	511,702	100,030	576,751	283,569	944,418	718,108	525,664	785,623

	Grand total—All traffic (except coal and coke, live-stock, and petroleum products)	911,707	257,857	941,390	670,036	1,244,080	2,110,952	695,100	1,668,510

	Per cent. of 1913-4 traffic	100	100	103	260	136	819	76	647




















	Table 2.—Statement showing movement of transcontinental tonnage via Southern Pacific Lines and via Panama Canal.

	

	Eastbound

	
 
Commodity	1913-4
Fiscal year	1921
 Calendar year	1926
 Calendar year	1931
 Calendar year

		Rail	Sea	Rail	Sea	Rail	Sea	Rail	Sea

	Beans, dried	45,812	8,682	64,428	30,390	46,110	58,208	40,432	60,855

	Canned goods	57,452	25,053	137,965	148,981	148,634	362,239	81,080	391,190

	Dried fruit	114,236	23,961	193,572	26,499	101,300	128,573	76,288	154,005

	Salmon, canned	11,041	12,900	2,579	9,230	1,606	16,008	516	10,334

	Hides, green	4,820	194	7,342	2,130	4,517	19,089	1,653	23,726

	Junk	540	5,231	588	3,079	9,510	24,749	6,513	25,866

	Wool	7,539	6,051	6,911	22,299	5,434	25,923	4,681	23,301

	Seed M.O.S.	2,610	342	1,594	231	1,611	3,739	1,211	7,593

	Sugar	102,464	....	131,060	313	184,206	7,808	95,368	192,520

	Total	346,514	82,414	546,039	243,152	502,928	646,336	307,742	889,390

	All other commodities (except perishable agricultural, live-stock, forest products, and petroleum products)	322,728	90,239	263,222	86,257	836,890	316,342	584,840	406,464

	Grand total—All traffic (except perishable agricultural, live-stock, forest products, and petroleum products)	669,242	172,653	809,261	329,409	1,339,818	962,678	892,582	1,295,854

	Per cent. of 1913-4 traffic	100	100	121	191	200	558	133	751





















	Table 3.—Statement showing total tonnage handled by Southern Pacific Company—Pacific Lines—Also via Canal Lines to points in the United States east of the eastern boundary of the States of New Mexico, Kansas, Nebraska, South Dakota, and Minnesota, during periods shown, segregated territorially as follows:

	

	Group 1A—Southern Pacific Sunset—Gulf Lines—New York and New England States.

	Group 1—New England States, New York, New Jersey, Maryland, Pennsylvania, Delaware, Virginia, West Virginia.

	Group 2—Ohio, Indiana, and Michigan.

	Group 3—South-east, viz.: States south of the Ohio River and east of the Mississippi River.

	Group 4—Illinois, Wisconsin, Iowa, Missouri.

	Group 5—Arkansas, Texas, Louisiana, and Oklahoma.

	

	Eastbound

									Total tonnage

	
 Commodity	
 Year	
 Group 1A	
 Group 1	
 Group 2	
 Group 3	
 Group 4	
 Group 5	
 Rail	
 Sea

	Perishable agricultural products	1913-4	2	188,177	26,352	2,420	201,091	68,656	486,698	2

		1921	13	398,609	117,127	29,221	335,333	117,025	997,328	14,868

		1926	....	721,207	156,284	56,399	588,912	162,865	1,685,667	339

		1931	5,375	895,563	183,694	77,035	622,301	155,434	1,939,402	16,104

										

	Live-stock	1913-4	3	185	10	105	11,984	6,348	18,635	....

		1921	....	12	12	22	10,689	6,119	16,854	....

		1926	....	88	1,130	....	26,690	18,588	46,496	....

		1931	....	4,405	274	81	21,543	4,488	30,791	....

										

	Products of forests	1913-4	276	24,532	13,023	410	118,762	8,485	165,488	3,478

		1921	5,851	62,869	44,406	2,436	155,175	22,071	292,808	59,507

		1926	23,718	172,936	170,481	16,097	551,748	173,469	1,108,449	513,367

		1931	22,555	84,474	73,548	9,281	250,275	54,242	494,375	257,323

										

	Petroleum and products	1913-4	....	2,678	85	482	8,198	302	11,745	....

		1921	....	770	5,150	28	415	113	6,476	64,352

		1926	....	859	2,373	30	716	581	4,639	7,612,470

		1931	....	1,266	943	76	279	2,678	5,242	2,276,885

										

	Copper, lead, zinc, bullion, bar and ingot	1913-4	66,422	32,922	....	....	2	....	99,346	4,168

		1921	42,459	5,146	....	....	....	2,081	49,686	19,665

		1926	320,764	....	....	....	....	....	320,764	79,523

		1931	145,686	22,538	1,075	40	20,368	467	190,174	54,371

										

	All other commodities	1913-4	40,568	136,047	32,475	17,740	244,301	98,765	569,896	168,485

		1921	25,708	183,047	65,352	41,113	314,909	129,446	759,575	309,744

		1926	34,568	120,592	120,780	62,904	387,471	292,739	1,019,054	883,155

		1931	9,768	111,221	118,698	42,788	270,872	149,061	702,408	1,241,483

	Grand total—all traffic	1913-4	107,271	384,541	71,945	21,157	584,338	182,556	1,351,808	176,133

		1921	74,031	650,453	232,047	72,820	816,521	276,855	2,122,727	468,136

		1926	379,050	1,015,682	451,048	135,430	1,555,617	648,242	4,185,069	9,088,854

		1931	183,384	1,119,467	378,232	129,301	1,185,638	366,370	3,362,392	3,846,166





















	Table 4.—Statement showing total tonnage handled by Southern Pacific Company—Pacific Lines—Also via Canal Lines from points in the United States east of the eastern boundary of the States of New Mexico, Kansas, Nebraska, South Dakota, and Minnesota, during periods shown, segregated territorially as follows:

		 

	Group 1A—Southern Pacific Sunset—Gulf Lines—New York and New England States.

	Group 1—New England States, New York, New Jersey, Maryland, Pennsylvania, Delaware, Virginia, West Virginia.

	Group 2—Ohio, Indiana, and Michigan.

	Group 3—South-east, viz.: States south of the Ohio River and east of the Mississippi River.

	Group 4—Illinois, Wisconsin, Iowa, Missouri.

	Group 5—Arkansas, Texas, Louisiana, and Oklahoma.

	

	Westbound

									Total tonnage

	
 Commodity	
 Year	
 Group 1A	
 Group 1	
 Group 2	
 Group 3	
 Group 4	
 Group 5	
 Rail	
 Sea

	Coal and coke	1913-4	....	16,670	279	14,427	2,313	849	34,538	90,803

		1921	....	10,669	1,474	10,078	2,603	258	25,082	5,102

		1926	....	1,610	238	1,456	2,613	1,206	7,123	27,035

		1931	....	448	....	....	204	408	1,060	14,601

										

	Live-stock	1913-4	....	84	14	42	594	11,345	12,079	....

		1921	....	19	70	36	2,559	16,836	19,520	....

		1926	....	12	43	23	2,191	14,583	16,852	....

		1931	....	31	51	83	630	13,183	13,978	....

										

	Petroleum products	1913-4	65	7,093	479	21	1,231	494	9,383	6,121

		1921	66	10,877	568	....	932	140,404	152,847	67,246

		1926	245	14,929	828	71	1,600	32,834	50,507	29,845

		1931	15	6,178	175	175	....	577	10,913	17,878

										

	All other commodities	1913-4	60,572	301,147	100,791	57,897	292,309	98,991	911,707	257,857

		1921	10,253	223,966	342,404	56,361	199,078	109,328	941,390	670,036

		1926	11,653	200,785	423,982	65,219	378,886	163,555	1,244,080	2,110,952

		1931	4,633	80,945	212,385	43,799	245,083	139,796	726,641	1,633,909

	Grand total—All traffic	1913-4	60,637	324,994	101,563	72,387	296,447	111,679	967,707	354,781

		1921	10,319	245,531	344,516	66,475	205,172	266,826	1,138,839	742,384

		1926	11,898	217,336	425,091	66,769	385,290	212,178	1,318,562	2,167,832

		1931	4,648	87,602	212,611	43,882	246,494	164,300	759,537	1,743,586

















	Table 5.—Movement of tonnage via Southern Pacific Lines and via Panama Canal route, westbound and eastbound, between points east of the eastern boundary of the States of New Mexico, Kansas, Nebraska, South Dakota, and the southern and eastern boundary of the State of Minnesota, on the one hand, and points west of El Paso, Texas, Ogden, Utah, and south of (and including) Portland, Ore., on the other hand.

	

	Westbound

	(excluding coal and coke, live-stock, petroleum products) “C”

			Southern Pacific Co.	Canal

	Year	Total tonnage	Tons	Per cent.	Tons	Per cent.

	Fiscal 1914	1,169,064	911,207	78	257,857	22

	Calendar 1921	1,611,426	941,390	58	670,036	42

	Calendar 1926	3,355,032	1,244,080	37	2,110,952	63

	Calendar 1931	2,363,610	695,100	29	1,668,510	71

	

	

	Eastbound

	(excluding perishable agricultural products, products of forest, petroleum products, also live-stock)

			Southern Pacific Co.	Canal

	Year	Total tonnage	Tons	Per cent.	Tons	Per cent.

	Fiscal   1914	841,867	669,214	79	172,653	21

	Calendar 1921	1,238,670	809,261	65	329,409	35

	Calendar 1926	2,302,496	1,339,818	58	962,678	42

	Calendar 1931	2,188,436	892,582	41	1,295,854	59

	

	












	Table 6.—Movement of tonnage, eastbound and westbound, between points in the States of Minnesota, North and South Dakota, Kansas, Nebraska, Colorado, New Mexico, and Canada, on the one hand, and points west of El Paso, Texas, Ogden, Utah, and south of (and including) Portland, Ore., on the other hand.

	

		Eastbound	Westbound

	
 Year	Tons	Per cent.	Tons	Per cent.

	Fiscal   1914	65,389	100	80,100	100

	Calendar 1921	159,143	244	167,030	209

	Calendar 1926	226,348	346	359,575	449

	Calendar 1931	166,841	255	321,149	401

	Eastbound tonnage shown above excludes perishable agricultural products, coal and coke, live-stock, products of forests, and petroleum products.

	

	Westbound tonnage shown above excludes coal and coke, live-stock, and petroleum products.




These far-reaching effects are transmitted directly to Canada.
In spite of greater flexibility of the rate structure under the Canadian
Board of Railway Commissioners, which permits violation of the long
and short haul clause on transcontinental traffic, Canadian rates are
largely determined by American rates.[7] Blanket rates prevail on
intercoastal traffic between important ports and force down rates
effectively in Canada. While competitive, transcontinental traffic
of Canadian roads has suffered directly with transcontinental traffic of
American roads, the effects of the Panama Canal on Canadian roads
have been evident in widely different directions. The Canadian transcontinental
systems have been profoundly affected by the staple product,
wheat, and the effects of the Panama Canal have been most conspicuous
in relation to that commodity. The position of Vancouver as a port for
the export of wheat was improved with an order in 1925 requiring the
Canadian Pacific Railway and the Canadian National Railway to reduce
rates within Canada on grain and flour for export to Pacific ports,
to the same level as such products would carry if moving eastward for
export. In 1926 the Canadian Pacific Railway was allowed to assume
a mileage of 766 miles (the distance from Edmonton to Vancouver) for
a mileage of 642 from Calgary to Vancouver. Rates were equalized
between Calgary and Edmonton to Vancouver and in turn by the
Canadian National to Prince Rupert.[8] Rates on grain from Calgary
and Edmonton to Vancouver were 20 cents per 100 pounds or 12 cents
per bushel in contrast with 26 cents per 100 pounds or 15 cents per bushel
to Fort William. The advantage in rail rates was offset in part by the
fact that in spite of a shortening of the route from Vancouver to Europe
by 5,600 miles through construction of the Panama Canal, the distance
from Vancouver to Europe was still 10,000 miles in contrast with 3,250
miles from Atlantic ports to Europe. The canal route is in consequence
extremely sensitive to ocean shipping rates and shipments are discouraged
in direct proportion to shipping rates. The effectiveness of Vancouver
as a port of export for wheat from the interior varies with shipping rates.
Low rates permit shipment from points farther east from Vancouver.[9]


The first experimental cargo of grain was sent to Europe from
Vancouver in the fall of 1917, but regular shipments were only inaugurated
in 1921; since that date exports of wheat to Europe have
increased year by year as shown in the Vancouver column of table 7.








	Table 7.—Shipments of Canadian wheat.

	
 
 Year	From Vancouver to Europe	From Fort William and Port Arthur (lake and rail)

		Bushels	Bushels

	1921-2	4,552,128	....

	1922-3	14,948,769	....

	1923-4	38,780,082	....

	1924-5	21,454,438	162,834,222

	1925-6	31,641,282	258,542,197

	1926-7	23,603,746	242,802,217

	1927-8	67,704,856	259,247,895

	1928-9	61,142,919	297,757,613

	1929-30	42,828,527	146,319,348

	1930-1	56,078,101	176,302,503




The increase in exports from Vancouver has developed in spite of
various handicaps. Limited storage capacity restricts the development
of a market and grain moves from the interior on the basis of permits
to avoid a blockade at the port. Moreover, the absence of a large local
market for grain in British Columbia has restricted exports of certain
grades.[10] In eastern Canada a wider range of markets is available
including the flour mills of eastern Canada and the United States, and
more liners are available in a large number of Atlantic ports. Wheat
can move to Fort William without affecting the range of markets. Extension
of the storage capacity of internal points to facilitate shipments
by Atlantic or Pacific ports may offset in part the handicap of Vancouver.
Again the depression has been responsible for emphasis on
hand-to-mouth buying from the European purchaser.[11] He buys only a
short time ahead and the length of time for the shipment becomes an
important factor. A large proportion of wheat has been shipped from
Vancouver unsold and at the risk of the shipper, whereas wheat is sold
from Atlantic ports before shipment and the risk is consequently reduced.
The demand of European importers for small lots weakens the
position of large cargoes as opposed to mixed freights. These factors
operate as deterrents to Vancouver. The lack of an exchange market in
Vancouver has been offset in part by the expansion of the pools[12], especially
with their own elevators.


It has been suggested in the analysis by Mr. Evans that fluctuations
in exports from Vancouver have been directly the result of fluctuations
of the total crop rather than of Alberta crops.[13] Navigation which is
open all the year, as contrasted with the seasonal navigation of the St.
Lawrence Waterways, has been responsible for the export of over 50
per cent. of the grain in the four months November to February. Exports
on a large scale begin in October, reach a peak in December or January,
decline after March or April, and reach a low point in August and
September. He suggests that the expansion of Vancouver has been
partly the result of the lag between the storage capacity of the eastern
ports and the expansion of wheat production in western Canada.


The effect of the Panama Canal on the railways is difficult to
estimate. In so far as it contributed to a reduction of rates, it accentuated
the effects of the high price of wheat and the expansion of wheat production,
which accompanied mechanization and the introduction of
gasoline, and the introduction of new varieties of wheat. In Alberta
expansion in acreage and production was more directly linked to the
effects of the canal, and the shift of wheat movement to Vancouver
has possibly increased costs through the re-arrangement of transport
facilities, particularly in the handling of empty cars. In a period of
expansion its effects would be less evident for the railroads, but in a
period of depression the movement of wheat by Vancouver would assume
a more serious aspect. Assuming a more direct relation to the expansion
of production in Alberta and that the effect on the railways
from the standpoint of wheat movement has been of minor importance,
we have still to consider the effects of expansion on the more remunerative
traffic of manufactured products. A decline in the movement of traffic
in manufactured products from the industrial east to British Columbia
and the west is of particular consequence.


The effect of the movement of bulk cargoes from the west coast to
the east is shown in the unequal load factor of vessels. In 1925 Vancouver
exported 6.9 tons to Europe for each ton imported; in 1926,
7.5 to 1; and in 1927, 8.1 to 1. “The load factor presented by Vancouver-Europe
traffic is very unfavourable, the return traffic on the average,
being insufficient for ballast.” The load factor from Europe to the
west coast of North America is less unfavourable but important ranging
from 3.2 to 1 in 1925, to 4.7 to 1 in 1926, and 5.2 to 1 in 1927. As a
result, competition for west coast traffic is very keen and rates very low.[14]
A large part of the wheat traffic is handled in bulk on tramp steamers,
which accentuates the unfavourable balance, but in addition steamships
on regular schedule[15] are sufficiently numerous to provide ample space.
The Report on the Influence of the Panama Canal on Trade with Western
Canada, June, 1930 (C. 3319) concludes that “in most cases Manitoba
points are best reached via Eastern Canadian ports; Saskatchewan is
border-line territory, but Alberta and British Columbia destinations
can most cheaply be reached by all classes of commodities by means of
the Panama Canal route”. The length of time, 33 to 49 days from the
United Kingdom to Vancouver via Panama, is a serious handicap.
The following comparisons in rates are illuminating:













	Table 8.—Comparison of commodity shipping rates: United Kingdom to Vancouver, B.C.

	
 Commodity	Via Panama Canal		Via Montreal and lake route and rail route

		£	s.	d.		£	s.	d.

	Boots and shoes	2	15	6		29	6	4

	Crockery	2	5	6		14	6	3

	Hardware	2	5	6		14	12	9

	Cast iron pipe (up to 12 inches diameter)	1	13	0		11	15	8

	Machinery (not over two tons in weight per package)	2	10	6		18	6	5

	Wire rope (in reels not over two tons in weight)	2	0	6		14	11	10

	Cotton goods	3	5	6		20	7	10

	Woollen goods	3	5	6		30	14	0

	Engine and lubricating oil	2	5	6†		17	15	9

	Oilmen’s stores (groceries, canned goods, etc.)	2	5	6		22	12	5

	Confectionery	2	5	6		19	1	1

	Tea	2	5	6		23	10	5

	Coffee beans	3	0	6‡		14	18	8

	† On weight basis: in drums.

	‡ On weight basis.





























	Table 9.—Comparison of freight rates from the United Kingdom to specified points by eastern (lake or rail) route via Montreal; and by western route, via Panama Canal and Vancouver, per ton of 2,240 pounds.

			Destination	

	Commodity	Route	Calgary	Edmonton	Saskatoon	Regina	Winnipeg	Remarks

			£	s.	d.	£	s.	d.	£	s.	d.	£	s.	d.	£	s.	d.	

	Boots and shoes	Eastern	28	16	3	28	16	3	25	8	2	24	3	3	19	19	6	

		Western	12	17	2	14	4	8	17	4	6	17	4	6	19	18	0	

																		

	Crockery	Eastern	16	0	4	16	0	4	13	16	2	12	19	7	10	1	7	

		Western	10	14	0	11	16	0	14	5	9	14	5	9	16	11	9	

																		

	Hardware	Eastern	18	18	4	18	18	4	16	2	3	15	1	0	11	11	1	

		Western	10	14	0	11	16	0	14	5	9	14	5	9	16	11	9	

																		

	Cast iron pipe up to 12 inches diameter	Eastern	10	14	6	10	4	6	9	1	4	8	9	4	6	6	1	

		Western	6	14	3	7	8	1	8	18	6	8	18	6	10	6	1	

																		

	Machinery (up to one and a half tons)	Eastern	18	4	6	18	4	6	15	8	5	14	7	3	10	17	3	By the eastern route a rate lower by 7s. 4d. per long ton applies for machinery not exceeding one ton.

		Western	10	19	0	12	1	0	14	10	9	14	10	9	16	16	9	

																		

	Wire rope (in reels not over one and a half tons)	Eastern	13	6	0	13	6	0	11	1	10	10	5	4	7	7	4	

		Western	8	14	0	9	13	4	11	12	11	11	12	11	13	11	7	

																		

	Cotton Dry goods	Eastern	22	2	10	22	2	10	19	6	8	18	5	5	14	15	6	

		Western	11	14	0	12	16	0	15	5	9	15	5	9	17	11	9	

																		

	Woollen Dry goods	Eastern	28	12	8	28	12	8	25	4	6	23	19	7	19	15	10	

		Western	13	7	2	14	14	8	17	14	6	17	14	6	20	8	0	

																		

	Engine and lubricating oil	Eastern	15	8	10	15	8	10	14	8	4	13	10	3	10	7	1	No “through” rates by eastern route. Charges represent ocean plus lake and rail rates.

		Western	8	19	0	9	18	4	11	17	11	11	17	11	13	16	7	

																		

	Oilmen’s stores (groceries, etc.)	Eastern	21	1	8	21	1	8	18	0	6	15	9	9	13	1	2	No “through” rates by eastern route. Charges represent ocean plus lake and rail rates.

		Western	10	14	0	11	16	0	14	5	9	14	5	9	16	11	9	By the eastern route a lower rate applies to goods packed in pails or tubs, in barrels or boxes.

																		

	Confectionery	Eastern	18	19	3	18	19	3	16	3	1	15	1	11	11	12	0	

		Western	10	14	0	11	16	0	14	5	9	14	5	9	16	11	9	

																		

	Tea	Eastern	23	0	3	23	0	3	19	12	3	18	7	3	14	3	6	

		Western	12	7	2	13	14	8	16	14	6	16	14	6	19	8	0	

																		

	Coffee beans	Eastern	13	18	3	13	18	3	11	2	2	10	10	4	8	7	1	No “through” rate by eastern route. Charges represent ocean plus lake and rail rates.

		Western	8	1	9	8	15	7	10	6	0	10	6	0	11	13	7	









	The commodities specified can be shipped more advantageously by the western route to points east of Calgary and Edmonton as follows:

		 

	Boots and shoes	Saskatoon, Regina, Winnipeg

	Hardware	Saskatoon, Regina

	Cast iron pipe	Saskatoon

	Machinery (up to one and a half tons)	Saskatoon

	Dry goods, cotton or woollen	Saskatoon, Regina

	Engine and lubricating oil	Saskatoon, Regina

	Oilmen’s stores	Saskatoon, Regina

	Confectionery	Saskatoon, Regina

	Tea	Saskatoon, Regina

	Coffee beans	Saskatoon, Regina





















	Table 10.—Selected comparative shipping rates on certain commodities.

	
 
Commodity	
 Montreal to Vancouver	New York, Baltimore and Portland, Me., to Vancouver	
London to vancouver

		£	s.	d.	£	s.	d.	£	s.	d.

	Boots and shoes	10	13	0	10	13	0	2	15	6

	Crockery	7	4	7	7	4	7	2	5	6

	Hardware	6	5	2	5	6	4	2	5	6

	Cast iron pipe (up to 12 inches diameter)	3	19	2	4	6	2	1	13	0

	Machinery (not over two tons in weight per package)	7	12	10	7	12	10	2	10	6

	Wire rope (in reels not over two tons in weight)	4	17	7	4	13	0	2	0	6

	Cotton and woollen goods	7	12	10	6	14	4	3	5	6

	Engine and lubricating oils	5	6	9	5	6	9	2	5	6†

	Oilmen’s stores (groceries, canned goods, etc.)	4	17	7	4	4	3	2	5	6

	Confectionery	7	12	10	7	4	7	2	6	6

	Tea	9	9	8	9	9	8	2	5	6

	Coffee beans	6	9	9	7	4	7	3	0	6‡

	† On weight basis: in drums.

	‡ On weight basis.











	Table 11.—Showing the increase in imports into Vancouver from European countries.	 

	From	1923	1928	1929

		Tons	Tons	Tons

	Belgium	5,305	38,883	46,081

	France	301	9,777	16,780

	Germany	1,432	13,275	10,053

	United Kingdom	73,028	77,857	90,034




The effect of the Panama Canal on transcontinental rail traffic
from the Atlantic seaboard has undoubtedly been important. Not
only has European traffic shifted but also traffic from eastern Canada.
In spite of the fact that the distance by water from Vancouver to
Montreal is 7,260 miles and by rail 2,905 miles, traffic has shifted from
rail to water. Exports from British Columbia to eastern Canada have
been primarily bulk raw materials and staple products in which the
relatively virgin natural resources compete effectively with relatively
exhausted resources in eastern Canada. For example, in 1931 Vancouver
exported to eastern Canada 55 tons of pulp, 2,950 bundles of shingles,
97,043 cases of salmon, 14,968,024 board feet of lumber, 177,440 poles,—a
total of 28,231 tons as contrasted with imports from eastern Canada
of 38,388 tons. In spite of the difficulty of the sea route to Vancouver
with the closed season on the St. Lawrence, eastern Canada increased
exports to the Pacific seaboard and internal points from 6,315 tons in
1923, to 36,039 tons in 1928 and 67,201 tons in 1929. Competition of
British Columbia lumber in eastern Canada and elsewhere weakened
the position of eastern lumber[16] manufacturers and accentuated the
expansion of the paper industry, particularly in the Maritime Provinces.
The difficulties of the paper industry have been partly the result of
such expansion. The effects of this shift on the railroads, first by
reducing transcontinental westbound and eastbound traffic, have been
more important than the statistics indicate. Since 85 to 90 per cent.
of eastbound traffic from British Columbia moves on commodity rates,
i.e. lumber, shingles, canned, fresh, and pickled fish, canned fruits,
vegetables, rice, and sugar, revenue is kept down by potential competition.
The small proportion of traffic moving by class rates is even more
seriously affected. Transcontinental Canadian traffic has been affected
as well as traffic in eastern Canada. It would be difficult to estimate
the extent to which industry has tended to shift to the seaboard, following
the example of industry in the United States. Such tendency would
favour Montreal and the Province of Quebec generally. The location
of Canadian industry, and particularly the completion of the Welland
Canal, will tend to make the pull toward the Atlantic less effective.
On the other hand, competition by water will tend to reduce rail rates
to western Canada and help to hold industry in Ontario.


The effects of the Panama Canal on traffic are of great importance
to routes which include long stretches of ocean transport, and the shortening
of long water routes has been of first importance as shown in traffic
from Vancouver to Europe. Similarly for traffic from the Orient and
the Pacific to eastern Canada, water routes have been shortened 3,000
miles between Montreal and Yokohama and 3,500 miles between Montreal
and Sydney. The introduction of gasoline, the development of
motor ships, and the opening of the Panama Canal have contributed to
the marked expansion of the Pacific area. Lengthening of the range of
vessels and reduction of bunkerage space with the use of oil have been
responsible for marked development[17] during the past decade in countries
bordering the world’s largest ocean. This expansion has been evident
in the growth of round-the-world services which place the Mediterranean
and the Caribbean areas on through routes, and in the introduction of
lines between distant points on the Pacific and the Atlantic. Opening
of the Orient has accompanied and accentuated the growth of trade
by the Panama to the eastern coast of North America, both of the
United States and Canada. Lines have been developed between New
Zealand and Great Britain to handle products in competition in that
market with other countries. Undoubtedly the Panama Canal was
an important factor in the growth in imports of New Zealand butter to
eastern Canada. If the Liberal government went out of office in 1930
on skids greased with New Zealand butter, the Panama Canal[18] may be
shown to have had far-reaching economic and political results. Similarly
eastern Canada has gained through supplies of oil and gasoline obtained
from the western coast of South America and the United States.


The effects of the Panama Canal on the east and west coast trade
of Canada in relation to external trade are evident in part in the total
Canadian traffic passing through the canal.










	Table 12.—Traffic to and from the east and west coasts of Canada via the Panama Canal, years ended June 30, 1921-31.

	(long tons)

		Originating on	Destined for

	Year	West coast	East coast	West coast	East coast

	1921	125,638	39,561	120,414	16,558

	1922	180,981	25,174	148,305	6,521

	1923	604,546	92,939	101,588	125,283

	1924	1,223,102	110,677	141,086	197,204

	1925	1,082,282	121,803	158,709	379,284

	1926	1,650,855	160,196	168,295	614,580

	1927	1,548,783	207,003	248,009	803,418

	1928	2,845,675	168,287	268,960	394,173

	1929	2,578,982	202,522	226,810	510,475

	1930	1,947,277	261,532	179,242	189,349

	1931	3,525,133	110,924	967,100	517,410

	1932	3,479,778	65,959	574,317	551,805




Traffic passing through the canal to the Pacific increased rapidly from
1924 to 1927 but declined rapidly after that date, chiefly as a result of
fluctuations in mineral oils. Traffic from the east coast to the Pacific
is of relatively minor importance. As has been shown, traffic to the
west coast increased rapidly in 1931 and was dependent to a very large
extent on Europe and the United Kingdom. Wheat, lumber, apples,
and fish were important items in traffic from the west coast. On the
whole, it has been suggested that, excluding grain tonnage, the total
tonnage to 1927 in and out of the east coast exceeds that of the west coast;
that the east coast lost to the west coast part of the latter’s imports from
Europe; and that the west coast lost to the east coast part of Canada’s
imports from Pacific countries; and that the canal possibly diverted
from British Columbia ports[19] a little larger proportion of Canada’s
growing traffic with the Pacific countries than it added in the way of
direct imports from Europe. The east coast lost something to the west
coast in exports, e.g. grain, and the west coast lost to the east coast a
portion of Canada’s exports to Australia and the Orient.


The extremely complicated and far-reaching effects of a major
improvement in water transportation are difficult to isolate. From the
standpoint of general principles, the advantages of water transportation
are most obvious in the movement of bulky commodities. Consequently,
such improvements as the Panama Canal tend to widen the
range from which raw materials may be brought and to lower costs
of production in established industrial areas, particularly those areas
which have grown up in relation to water transportation and coal.
In part the results are shown in a rapid expansion of areas producing
bulk raw material. Expansion in the production and movement of
raw materials tends to foster industrial growth by giving a strong stimulus
to a return cargo, although, on the other hand, such a return cargo will
be made up of cheaper manufactured goods and industrial growth will
be checked. Moreover, the tendency to develop special types of boats
and to weaken the “tramp” has checked the importance of return
cargoes. Undoubtedly the expansion involves a pull to the south and
the development of the tropical regions—for example, South America
and the West Indies[20], and it enormously strengthens the importance
of all-the-year-round navigation to industrial growth. Industrial
centres, such as Great Britain, the eastern states and eastern Canada,
and Japan, have gained enormously. With cheaper supplies of cotton,
Japan has strengthened her position in the Far East and been able to
purchase[21] larger supplies of Canadian wheat. Specialization has been
accentuated and industrialism stimulated.[22]


Realignments have been of far-reaching importance—capital expansion
in areas which have materially improved in relation to raw
materials and markets, and depreciation through obsolescence of plants
which have lost markets in the face of more effective competition.
Resistance has been set up in tariffs designed to protect the Canadian
dairy interest against New Zealand butter and to check losses to eastern
Canada and the railroads,[23] and in a changed fiscal policy and imperial
conferences. The problems of Great Britain have been accentuated
by the competition of Japan in the Orient, of the United States in
South America, and by the increasing importance of round-the-world
services and of oil in contrast to coal. The development of trade between
Australia and New Zealand and eastern Canada, and in turn trade
agreements between these areas, have been made possible by the Panama
Canal. Decline of the lumber industry in eastern Canada and expansion
of the pulp and paper industry have brought their own problems.
The railroad problem of Canada has been accentuated by the problems
of water competition and of competition from American lines. The
industrialism of North America has been strengthened materially.
In the main, the position of raw materials has been weakened as a
result of competition from new areas. Production has increased with
expansion to new areas and the decline in prices of raw materials has
been accentuated. In turn the position of countries producing raw
material has been weakened, and as a result the ability to pay fixed
charges on capital investments acquired before completion of the canal,
as well as during the period of expansion. The opening of the Panama
Canal must be regarded as a factor of major importance in the disturbances
of the post-War period.
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Summary of Commercial Traffic through the Panama Canal, years ended June
30, 1915-31.












		Atlantic to Pacific	Pacific to Atlantic	Total traffic

	Year	Vessels	Cargo Tonnage	Vessels	Cargo Tonnage	Vessels	Cargo Tonnage

		No.	Long tons	No.	Long tons	No.	Long tons

	1915	522	2,070,993	553	2,817,461	1,075	4,888,454

	1916	396	1,369,019	362	1,725,095	758	3,094,114

	1917	874	2,929,260	929	4,129,303	1,803	7,058,563

	1918	915	2,639,300	1,154	4,892,731	2,069	7,532,031

	1919	857	2,740,254	1,167	4,176,367	2,024	6,916,621

	1920	1,180	4,092,516	1,298	5,281,983	2,478	9,374,499

	1921	1,471	5,892,078	1,421	5,707,136	2,892	11,599,214

	1922	1,509	5,495,934	1,227	5,388,976	2,736	10,884,910

	1923	2,125	7,086,259	1,842	12,481,616	3,967	19,567,875

	1924	2,740	7,860,100	2,490	19,134,610	5,230	26,994,710

	1925	2,413	7,398,397	2,260	16,560,439	4,673	23,958,836

	1926	2,760	8,037,097	2,437	18,000,351	5,197	26,037,448

	1927	2,888	8,583,327	2,587	19,164,888	5,475	27,748,215

	1928	3,384	8,310,134	3,072	21,320,575	6,456	29,630,709

	1929	3,348	9,882,520	3,065	20,780,486	6,413	30,663,006

	1930	3,135	9,475,725	3,050	20,554,507	6,185	30,030,232

	1931	2,804	6,680,429	2,725	18,402,371	5,529	25,082,800

	1932	2,344	5,635,358	2,162	14,172,640	4,506	19,807,998

















	
[2]

	

Recent Economic Changes in the United States, p. 315, New York, 1927.
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It has been argued that the Panama Canal has become primarily an American,
rather than world, channel, but this does not reduce its general significance. See
Dietrich, B. Die Amerikanisierung des Panamakanals, Mitteil. d. geog. Ges. in Wien,
vol. 73, pp. 201-4, 1930.









	Intercoastal United States Traffic

	Year	Atlantic to Pacific	Pacific to Atlantic	Total

	1915	951,044	895,614	1,846,658

	1916	227,103	217,285	444,388

	1917	24,487	90,982	1,115,469

	1918	2,500	492,468	494,968

	1919	111,050	974,342	1,085,392

	1920	366,829	943,916	1,310,745

	1921	698,429	673,959	1,372,388

	1922	1,288,075	1,274,452	2,562,527

	1923	2,608,307	5,460,245	8,068,553

	1924	2,719,240	10,808,138†	13,527,378

	1925	2,213,603	7,282,656	9,496,259

	1926	2,435,748	7,633,856	10,069,604

	1927	2,638,786	7,921,719	10,560,505

	1928	2,401,872	7,665,520	10,067,392

	1929	3,467,000	7,545,000	11,012,000

	1930	2,804,000	6,982,000	9,786,000

	1931	2,288,000	5,866,000	8,154,000

	† Marked increase chiefly result of oil cargoes.




See Henry, A. K. The Panama Canal and Intercoastal Traffic, chap. 1, Philadelphia,
1929.
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Henry, A. K. Op. cit., chaps. 6-8:


For a discussion of this problem see Snow, F. Railways and the Panama Canal,
North Amer. Rev., pp. 29-40, March, 1927. Arguments in favour of the St. Lawrence
Waterway have emphasized the importance of restoring effective competition with the
Panama route to the interior. It has been pointed out that the all rail rate on agricultural
implements from Moline, Ill., to the Pacific coast is $1.86 per hundred and the
water rate by the Panama is 75 cents per hundred but the latter rate was disadvantageous
in comparison with Atlantic seaboard ports. As a result of these general
conditions, it was urged that industrial establishments in Minnesota declined from
6,226 in 1919 to 3,886 in 1927 and that the States of Illinois, Iowa, Missouri, Montana,
Nebraska, North Dakota, South Dakota, Wisconsin, and Minnesota in the same period
saw a decline from 55,968 to 37,174. Localization of industry in the district west of
Cleveland has been retarded in the face of advantages of the east. See also: Recent
Economic Changes in the United States, pp. 315-7.
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Car Movement Past Certain Transcontinental Railway Division Points












			Eastbound	Westbound	

	Railroad	Period	Empty	Loaded	Empty	Loaded	Divisional point

	C.M. & St.P.	July, 1921 to Oct., 1923	7,063	112,529	78,054	42,432	Avery, Idaho

	Gt. N.	Jan., 1922 to Oct., 1923	5,088	122,094	80,704	50,152	Troy, Montana

	N.P.	Jan., 1923 to Oct., 1923	2,662	85,372	52,974	40,864	Mandan, N.D.

	C.B. & Q.	Jan., 1923 to Oct., 1923	37,786	86,874	77,321	68,793	St. Paul Billings, Mont.




Henry, A. K. Op. cit., chap. 4.
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Mr. Henry supports this general conclusion suggesting that relief may be expected
in part as a result of keen competition between shipping companies and the prospective
elimination of weaker lines. He also points out that a large part of the eastbound
traffic is in fruits and products not suited to water carriage.
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See Jackman, W. T., Economics of Transportation, pp. 576-82, Chicago, 1926.
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MacGibbon, D. A. The Canadian Grain Trade, chap. 10, Toronto, 1932. Prince
Rupert has, of course, higher ocean rates than Vancouver.
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The Alberta-Saskatchewan boundary serves as a rough dividing line although
Vancouver may reach to Moose Jaw. Assuming the rate from Fort William to New
York at 15 cents a bushel whenever the ocean rate from Vancouver does not exceed
the New York rate by more than 15 cents, the Vancouver-Europe route offers an
alternative to the eastbound rail and ocean route. The Vancouver route is a powerful
factor in keeping down lake rates for grain from certain parts of the west. See Evans,
W. S., Canadian traffic through the Panama, Queen’s Quarterly, vol. 36, pp. 326-7,
1929.
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See MacGibbon, D. A., op. cit., p. 271.
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Gregg, E. S. The decline of tramp shipping, Quart. J. Econ., vol. 40, pp. 341-2.
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	Alberta Pool Shipments†

	Year	Western	Eastern

	1923	16,658,386	17,560,594

	1924	11,861,506	11,165,986

	1925	23,465,155	21,701,444

	1926	25,872,047	18,415,334

	1927	48,083,507	23,032,682

	† Province of Alberta, Statistics of progress, Edmonton, 1929.
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	Alberta Wheat Production†

	Year	Acreage	Bushels

	1922	5,765,595	65,740,693

	1923	5,172,643	144,834,000

	1924	5,573,813	61,311,943

	1925	5,719,749	102,955,482

	1926	6,115,000	113,120,000

	1927	6,251,000	171,277,400

	1928	6,707,526	155,620,000

	1929	7,551,215	92,534,000

	1930	7,164,000	147,000,000

	1931	7,999,895	136,000,000

	† Province of Alberta, Statistics of progress, Edmonton, 1929.
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It is difficult to show the effects of conferences on Pacific traffic, but it is doubtful
whether they affect materially the general position of low rates.
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See Reports of the Port of Vancouver for lists of steamship lines. In 1928, 18
line companies made 294 sailings from Europe to Vancouver exclusive of tramp vessels.
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It is claimed that British Columbia lumber competes via the Panama Canal as
far inland as Manitoba. One of the first cargoes to Churchill consisted of British
Columbia fir brought by the Panama Canal to build docks. See Report of the Board
of Railway Commissioners, pp. 163-5, 1927.
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Hardy, A. C. Seaways and Sea Trade, chap. 3, London, 1927.
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Steward, D. New Zealand trade, Pacific Affairs, pp. 980-1004, Nov., 1931.
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In the same periods, ports of the east coast obtained a fractional increase in the
percentage of total imports.
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Vancouver exported 37,942 tons to, and imported 34,348 tons from the West
Indies in 1931 including exports: 143,480 barrels of flour, 294,939 bushels of oats,
659 tons of paper, 61 tons of pulp, 14,449 bundles of shingles, 7,221 cases of fish,
11,304,327 board feet of lumber. Expansion in the West Indies was also linked to
improved communications with Canada. See Economic Conditions in the British
West Indies, London, 1931.
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Australian exchange has seriously weakened the position of Canadian wheat in
the Orient.
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Competition of the Panama Canal with the Suez in the Pacific has been in the
main east of a line between Hong Kong and Manila. The Panama Canal can compete
in north-eastern Asia, eastern Australia, and New Zealand.








	
 Route	Saving via Suez over Panama	Saving via Panama over Suez

		(in marine miles)	(in marine miles)

	London to Freemantle	5,210	....

	New York to Freemantle	593	....

	London to Melbourne	1,803	....

	New York to Melbourne	....	2,294

	London to Sidney	28	....

	New York to Sidney	....	2,460

	London to Wellington	....	1,077

	New York to Wellington	....	4,597

	London to Calcutta	9,310	....

	New York to Calcutta	4,790	....

	London to Singapore	7,339	....

	New York to Singapore	2,819	....

	London to Manila	4,700	....

	New York to Manila	180	....

	London to Hong Kong	4,729	....

	New York to Hong Kong	219	....

	London to Shanghai	4,989	....

	New York to Shanghai	....	1,081

	London to Yokohama	1,748	....

	New York to Yokohama	....	2,772

	London to Coronel	....	837

	New York to Coronel	....	3,118

	London to Valparaiso	....	1,417

	New York to Valparaiso	....	3,732

	London to San Francisco	....	5,538

	New York to San Francisco	....	7,853




 
 

 

 


 









	Route	1920	1928

		Tons	Per cent.	Tons	Per cent.

		 	 	 	 

	North America: west coast to east coast	1,064,000	10.2	10,267,000	35.4

	Europe to west coast of North America	909,000	8.7	6,204,000	21.4

	Europe to west coast of South America	1,280,000	12.3	2,940,000	10.2

	East coast of North America to west coast of South America	2,044,000	19.6	2,815,000	9.7

	East coast of North America to Far East	1,331,000	12.8	1,810,000	6.2

	Europe to Australasia	868,000	8.3	1,504,000	5.2

	East coast of North America to Australasia	581,000	5.5	933,000	3.2

		---------	----	----------	----

	    Total	8,077,000	77.4	26,473,000	91.3

	    Other routes	2,301,000	22.6	2,470,000	8.7

		---------	----	----------	-----

	    Total transit via Panama	10,378,000	100.0	28,943,000	100.0




“From 1920 to 1928, the traffic between the east coast of North America and the Far
East via Panama increased from 1,331,000 tons to 1,810,000, while the same traffic
via Suez increased from 605,000 tons to 1,002,000 tons in that period. For the Europe-Australasian
traffic in the period 1920 to 1928, the increase at Panama was from 868,000
tons to 1,504,000 tons and at Suez from 1,359,000 tons to 3,401,000 tons. In this
route, the Suez Canal obviously has the advantage.


“So far as the transit of merchandise is concerned, the following table for 1928
will give some idea of the relative importance of the two canals:








		Panama	Suez

		Tons	Tons

	Mineral oils	4,728,000	3,342,000

	Minerals and metals	2,301,000	1,988,000

	Wheat	2,820,000	983,000




“On the other hand there are some products which figure almost exclusively in the
traffic of only one of the canals, as for example, at Panama: timber (3,549,000 tons),
jute (875,000 tons) and caoutchouc (595,000 tons).


“There is a difference in the relative importance of the traffic of the various nations
in the two canals as the following table for 1928 shows:










	Suez	Net tonnage		Panama	Net tonnage

	Great Britain	18,124,074		United States	13,752,957

	Netherlands	3,329,628		Great Britain	8,976,960

	Germany	3,300,018		Norway	1,181,189

	France	1,926,969		Germany	995,629

	Italy	1,649,792		Japan	909,232

	Japan	940,070		Netherlands	644,390

	United States	729,353		France	580,769

				Italy	580,721




“It is too early to arrive at an accurate determination of the effects of Panama on
Suez so far as European trade is concerned, though there are indications that the results
will not be altogether favorable to European countries. Before the War, the United
States purchased 48% of its imports in Europe and only 16% in Asia. In 1924,
however, it purchased 29% of its imports in Europe and 31% in Asia. China, Japan
and Australia have purchased more and more in North America since the opening of
the Panama Canal and less and less in Europe. Before the War 23% of the total
exports of Japan went to Europe but in 1924 this percentage dropped to 6%. It must
be borne in mind, however, that the opening of the Panama Canal was only one of the
factors, perhaps one of the lesser factors, in this commercial trend.” (Hallberg, C. W.,
The Suez Canal, pp. 395-8, New York, 1931). See also a brief discussion of factors
other than distance affecting the possibilities of the Panama routes (McLeod, Sir
Charles, and Kirkaldy, A. W., The Trade, Commerce and Shipping of the Empire, pp.
90-1, New York, 1924).















	
[23]

	

If the tariff is strongly protectionist it tends to favour railroad traffic westbound
chiefly manufactured products, to restrict imports via Vancouver, and possibly to lessen
the advantage of the Panama Canal to that port. On the other hand, under conditions
of government ownership decline of relatively remunerative railroad traffic tends to
increase deficits and to accentuate the burden of the budget. See Angus, H. A survey
of economic problems awaiting investigation in British Columbia, Contributions to
Canadian Economics, vol. 2, p. 48.
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