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The June Mechanical Conventions at Atlantic City.
; two great annual railway mechanical conventions of the American Rail-^ ------ vuuuiiB va une runciit-an a vein-

t(fy Master Mechanics’ Association and 
l ® Master Car Builders’ Association, 
j® a Principally at Atlantic City, N.J., 
19! many years, were suspended after 
Ij *■* m consequence of the United States 
t, v'Pg entered the war, but meetings of 
ni®, executive committees were held in 

mcago in 1917 and 1918, at which re- 
rts of various committees were pre

sented.

IJ S* the Director General of the
th ttnilroads decided to provide, during 
ble period of federal control, a responsi- 
tairCllanne^ through which he might ob- 

Commendations for the advance- 
jj ijt of railway practice. The American 

Association revised its organi- 
Rail ’ changed its name to the American 
Sc *r°ad Association, and enlarged its 

Pe by covering the former activities

of a number of other railway associa
tions, etc., including among others, the 
American Railway Master Mechanics’ 
Association, and the Master Car Build
ers’ Association. The American Rail
road Association was divided into five 
sections, viz.: operating, engineering, 
mechanical, traffic and transportation, re
spectively. The mechanical section took 
over the former activities of the Ameri
can Railway Master Mechanics’ Associa
tion, and the Master Car Builders’ Asso
ciation, the committee consisting of three 
representatives of the U.S. Railroad Ad
ministration, two representatives of each 
of the operating regions into which the 
U.S. was divided and two representatives 
of Canadian railways. Under the me
chanical section’s management a conven
tion was held at Atlantic City in June, 
1919.
The re-organized American Railroad

Association has been continued as out
lined above and the mechanical section 
held its annual convention at Atlantic 
City this year, June 9-16, the chairman 
of the general committee being W. J. 
Tollerton, General Mechanical Superin
tendent, Chicago, Rock Island & Pacific 
Rd., the vice chairman being J. Coleman, 
Assistant to General Superintendent 
Motive Power and Car Departments, G. 
T.R., Montreal. W. H. Winterrowd, Chief 
Mechanical Engineer, C.P.R., Montreal, 
was also a member of the committee. 
Locomotive matters were dealt with on 
June 9-11, the election of officers was 
held on June 14, and car matters were 
dealt with on June 14 to 16. The most 
important features of the convention 
were, as usual, reports of the standing 
and special committees, and individual 
papers presented. The principal ones are 
given on this and following pages, either 
in full or in abstract.

Scheduling and Routing Systems for Locomotive Repair Shops.
Thher! comm>ttee, of which Henry Gard- 

Scl’ jhpervisor of Apprentices and Shop 
Was du.*e.Systems, Baltimore & Ohio Rd., 
Sch„jC-bairman, reported as follows:— 
is ««ling and routing in railway shops 
Wer 1 hew. The first schedules recorded 
ern »sed in the Chicago & Northwest- 
plv ®bops in 1904. These consisted sim- 
hiad 1 Working sheets, and assigned dates 
sunp® ?u,t and followed up by the shop 
15^y.Isi°n. Since that time more than 
Sched iWa^s have adopted some form of 
tivegU,, system for repairing locomo- 
ip 1. ’ . 1 of which are more or less alike 
tive SIC principles. Briefly, the locomo- 
terni;ls brought to the shop on a prede
ed an!} date or order, tank disconnect
ing CL engine forwarded to the stripping 
gapp. .tripping is handled by a special 
are h ? ®harge of a leader, and all parts 
shop e ^ered to each department of the
?’6ned Predetermined dates are then as-
t<fagU for completing all parts in time 
and ,semble the engine in best practical 
°btai sequence. These dates are
are Pn®d .from master schedules which 
for votnPiled for each class of repair and 
conmwyinK numbers of days required to 
teriai e the engine. All delays of ma-
and“f or operations are checked daily, 
their °jemen are notified of the delays in 
Sfiven •Partaient. No definite time is 
foirp >n which operations shall be per- 
'v°1'k ( 1 and it is only necessary that the 
or dot a** be finished on a certain day 
ootnoi The result of scheduling the 
Oiati ®ii caPacity of the shop will auto
mated y develop for each operation a 
m°Se]v number of hours which will very 
her ofy approximate the minimum num- 
be ri^jT°urs in which that operation can 

. Th r*°rmed.
sary6 .following items cover the neces- 
bp.to.rileps f° be taken for installing an 
routine and adequate scheduling and 
s°bie g system as now in operation on 
Sehed,., ''ways : I—Supervisor of shop 
bee j *es and assistant. 2—Schedule of- 

supervisor. 3—Schedule and
ng boards. 4—Shop or job black

boards. 5—Printed forms, master sheets, 
etc. 6—Calendar slide rules. This list 
may be modified for smaller shops, but 
as the general methods and principles 
are the same, the above installation will 
be described. It is the committee’s opin
ion that it is not advisable to introduce 
this shop system where less than 10 lo
comotives a month are given classified 
repairs. It is also found inadvisable to 
employ these methods in locomotive 
houses and shops making heavy running 
repairs exclusively. Details covering the 
above listed subject are given in order 
below:

1. Supervisor of shop schedules should 
be a man with practical experience, cap
able of handling men, and with sufficient 
technical education to make clear reports 
and records; preferably a man who has 
served an apprenticeship and is familiar 
with all trades. He should report to the 
superintendent or assistant superintend
ent of shops. At large shops an assist
ant may be required.

2. The schedule office should be locat
ed conveniently with respect to the ma
chine and erecting shops, preferably in 
the general foreman’s office, or leading 
from it. A room 10 x 12 ft. will be suf
ficient, but should be larger if possible, 
It is important to have this office so lo
cated that the supervision can frequently 
consult with the schedule supervisor and 
have ready access to and examine the 
records on the schedule boards.

3. Schedule boards are made to suit 
local conditions in shops and should be 
about 36 x 58 in. in size, or smaller. Two 
boards are necessary, one for current 
month and one for following months, 
continuing in succession from month to 
month. The planning board is used for 
assigning engines to the shop, with ref
erence to adjusting the class of work to 
be done to the existing organization, and 
particularly to avoid overloading any de
partment. This board simplifies the work 
of the schedule supervisor.

4. Small blackboards are used for con

veying dates work is due finished, di
rectly to the man on the job. These 
blackboard may be employed to the ex
tent of 15 or 20, as may be found desir
able. Foremen of gangs, or departments, 
are expected to keep up these black
boards, crossing out engines and dates 
when work is completed and delivered.

5. About 20 forms are used for oper
ating this system to best advantage. 
These forms cover constant or master 
schedules, delay sheets, check sheets and 
shop sheets used for conveying dates di
rectly to the department interested. All 
forms, excepting master schedules, should 
be printed.

6. The calendar slide rule is indispens
able for transferring the constant inter
vals of time on the master schedules into 
actual dates on the shop sheets. By the 
use of this simple device a large number 
of dates can be assigned quickly and one 
setting of the rule is sufficient for one 
schedule on an engine. Items 3, 4, 5 and 
6 are covered by figs. 1 to 9 appended to 
this report.

The above discussion contemplates on
ly the handling of the locomotive and its 
parts after arriving at the shop and is 
not directly concerned with the assign
ment of engines to the shop and their 
selection for repairs. But this feature 
is important and has a decided bearing 
upon the success of the system. Over
loading departments with too much boiler 
work, or too many broken cylinders or 
frames, will result in delays, and prevent 
schedules based upon evenly apportioned 
work from operating effectively. The 
shop superintendent should have abso
lute control over engines to be repaired, 
as he is in best position to adjust the in
coming work to his organization and with 
relation to the work being performed in 
the shop.

It is not perhaps pertinent to this dis
cussion to treat at length the subject of 
proper inspection of incoming engines, 
although this matter has considerable 
bearing upon successful operation. One
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'■silway has the matter of complete and 
careful inspection and examination of 
incoming engines developed to a consid
erable extent. A chief inspector is as
signed, with one or more assistants, to 
go over the engine with a surface exami
nation, before stripping and during dis
mantling. These men select all of the 
parts to be removed and make out regu
lar inspection forms (see fig. 10), giving 
sizes of all fits, clearances and tolerances 
for renewals and repairs of all parts re
quiring same which may develop during 
the stripping operation. They use mi
crometer calipers, giving all dimensions 
in decimal parts of an inch reading to 
thousandths, thereby ensuring correct and 
accurate fitting and alignment. These 
practices result in less movement of parts 
from one machine to another for fitting, 
also considerably less movement of men 
or foremen from one shop to another and 
discussion between them as to methods 
of making the repairs in question. Less 
spoiled work, standardization of parts 
and a prolonged life of engines will also 
develop.

The practical operation of this schedul
ing and routing system may be described 
as follows: An engine awaiting shop is 
thoroughly examined by boiler and ma-

Fig. 1. Detail corner of Schedule Board.

chinery inspectors, who make report as 
to condition. One copy of this report 
goes to supervisor of shop schedules, en
abling him to define the classification of 
repairs needed, and assign the proper 
schedule and number of working days re
quired for completing repairs. The en
gine is next forwarded to the stripping 
pit and an itemized list of repairs needed 
is then forwarded by pit inspectors to 
supervisor of shop schedules, who is then 
in a position to assign exact dates and 
issue sheets to all departments concern
ed. These dates are posted by super
visor on the schedule boards. At least 
once a day the supervisor and his assist
ant visit each foreman, with the check 
sheets, and examine the work on the en
gines under repair in the shop on that 
date. Returning to the schedule office a 
daily sheet is made out and issued to the 
supervision, calling their attention to the 
material and operations delayed, the num
ber of days delayed in the schedule and 
the cause. These delays are then posted 
in red ink on the schedule boards, where 
foremen and workmen can see quickly 
how their department stands, and deter
mine the status of their delays for the 
month. An excessive number of red 
marks in any one vertical column on the 
schedule board indicates forcibly that 
this job or department, represented by 
that particular vertical column, is prob
ably the cause for delaying the engine. 
The supervisor of schedules has other 
duties, such as weekly output sheets, re-
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chedules, statements for higher officials, 

other reports and charts as request- 
^ Comparative records are valuable 
or stimulating interest in this work and

these scheduling and routing methods are 
considerable. Schedule boards indicate 
infallibly where delays periodically, or 
persistently, occur and such departments

PITTSBURGH & LAKE ERIE RAILROAD
erecting shop

Foreman

class of work.

RnUrine in Shop Unwheeled
Sripped Material Delivered Boi|ei" oft or Stripped

Superheater Units Out _____
flues O. K.
smoko nox Work
Stay Bolts
P|ue Sheet
Side Sheet and Crown Sheet 

Fan and Grates
“oiler Tested _____________ _
Saddle Bolts & Boiler Waist Sheet 

rame Braces and Pads O. K. 
rame and Cylinder Bolts 
flinders Bushed or Bored 
ulve Seats Plant'd or Bushing Bored 

Wedges and Binders O.K.
Sring Rigging Up ______ 1
'u,,|'s Lined 

Bglon Work Up

g^fPittings, Air Pump & Parts 
BoU PiCea and Throttle Valvelh 

Lagged
Engine Wheeled
Boi|er Jacket O. K.
Cab and Running Boards O. K.

MaTe%ater °' K-
a,n Rods Up

Bou Ct Set
Bin„er„'I'rirnminKa O. K.

Stake R*0' K- ~
Side -B81n8 O.

Fig,

e «
(S.sto

J

Class Rep’s.. 
Engine No...,
Date In......... .
Date Out.......

MATERIAL

Frames or Tongues 
Rockers and Boxes 
Cylinder Bushings 
Valve Bushings

Wanted from 
Machine Shop

Braces, Pads and Waist Sheets
Engine Truck Parts
Engine Truck Wheels
Spring Rigging Parts
Boiler Fittings, Air Pump & Parts
Motion Work
Cross Heads
Main and Side Rods
Piston and Valve Packing
Throttle Valve and Parts
vriving and Trailer Boxes
Pistons and Rods
Valves and Yokes
Steam Pipes and Dry Pipes
Driving and Trailer Wheels 
Eccentrics and Straps
Engine Brake Rigging Parts 
Steam Chest and Cylinder Heads
Frame and Cylinder Bolts
Guides and Knees
Shoes and Wedges and Binders

Wanted from 
Smith Shop

Frames and Tongues 
Braces or Pads 
Rocker Arms or Guides
Spring Rigging Parts 
Engine Brake Rigging Parts 
Engine Truck Parts 
Binders and Yokes 
Tender Parts

General Foreman.

4. Erecting Shop Operation Sheet.

SCHEDULE CONSTANTS-LOCOMOTIVE SHOPS.

Cros*-hted$, guides end blocks

Stay bo tty end red ilk In
i. focontrte end street t

Driving and trailer wheels

Engine brake rigging

k
jW departments alive to the fact 
«Jay (. y Rfe falling behind and causing 
The h ttle work in entire shop.

Fig. 5. Constant Sheet, or Master Schedule.

r W<
benefits derived from the use of

may be built up or strengthened. Under 
the piecework plan this system has re
sulted in men making more money, on 
account of receiving material more

promptly. Under the day work plan the 
system acts as a stimulant, and to some 
extent takes the place of interest in the 
work automatically removed through abo
lition of piecework methods. Friction be
tween departments is almost entirely 
eliminated. It is not possible to unload 
on one department causes for delay which 
belong to another.

This system to some extent establishes 
tasks or jobs. Every conscientious fore
man or workman likes to have certain 
work to perform in a stated time, and 
feels confident that this is exactly what 
is wanted. Each schedule date delivered 
to the foreman or workman becomes a 
written order to that man to deliver the 
work on that date. Unnecessary driving 
will be brought to a minimum. Dates 
are assigned, and if the work is done on 
these dates no criticism or censure is ne
cessary. The constant reappearance of 
the daily delay report stimulates fore-
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Fig. 6. Report of Engines Dispatched.

men and workman to better purpose than 
criticism.

A visit to shops where this system is 
in operation resulted in unanimous fav
orable comment from superintendents and 
foremen due to its operation. The gen
eral foreman’s duties are greatly simpli
fied. Heretofore he might go from one 
department to another trying to fix the 
responsibility for delays. No system can 
take the place of foremen, but this sys
tem can eliminate a large amount of 
travelling, by supervision from one de
partment to another.

No definite figures are possible giving 
the saving in money resulting from the 
use of these methods. We may, however, 
consider one saving from the standpoint 
of the potential value of the power. As
suming that the service of a locomotive 
is worth, on an average, $50 a day, and 
if one day is saved in the time that each 
engine is held on the pit the money sav
ing in a shop having 25 pits and deliver
ing 2 engines per pit, per month, would 
be $2,500 a month, or $30,000 a year. 
This statement is based upon the assump
tion that quicker deliveries of power are
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directly attributable to the methods de
scribed in this report. Other savings, 
including labor, material, overhead, etc., 
will always result from more systematic 
operating methods.

Your committee is of the opinion that 
the system as outlined in this report can 
be used in passanger and freight car re-

ished size required after allowing for 
force or running fit. If parts will not 
finish to size given, notify inspector who 
will correct shop and office copy to size 
finished.

Running Fit.
VALVE JAW PINS.—Straight bear

ing surface. Final grind 0.004 in. to

side of bushing to be given by inspect®1’ 
Inside of bushing before applying to 
ground 0.004 in. larger than stand8* 
gauge to allow for closing when applyinr 

The distance, collar to collar, of bus8' 
ings when applied must be to stands* 
dimensions within limits plus or m**18 
0.010 in. This distance to be obtained *>.

OUTPUT OF, .SHOPS
MONTH OF_

CLASSIFIED REPAIRS
Schedule Office

,191

NUMBER OF 
ENGINES

TOTAL NUMBER OF 
ENGINES

TOTAL DAYS
IN SHOP

AVERAGE DAYS 
IN SHOP

AVERAGE DAYS 
PER ENGINE

uled
Carried

Over Early T?n Late Sched- Actual Sched
ule Actual Early Late

Total engines despatched 
Percent of total engines scheduled 
Number of engines rescheduled 
Percent of total engines on time and early 
Average number of delays per day

HEAVY RUNNING REPAIRS

NUMBER OF 
ENGINES

TOTAL NUMBER OF 
ENGINES

TOTAL DAYS
IN SHOP

AVERAGE DAYS 
IN SHOP

AVERAGE DAYS 
PER ENGINE

Sched
uled

Carried
Over Early On Late Sched

ule Actual Sched- Actual Early Late

Total engines despatched 
Percent of total engines scheduled 
Number of engines rescheduled 
Percent of total engines on time and early 
Average number of delays per day

OUTPUT
Class 1 repairs -

“ 2 “
1 3 “
« 4 “ —
« 5 “

COPY TO

Total
Heavy running repairs

s.s.
. M. M.

BALTIMORE AND OHIO RAILROAD 
M. P. DEPARTMENT—SCHEDULE OFFICE 

_S. S.

DAILY DELAY SHEET
—G. F.

-191'

MACHINE SHOP Engine
Number

Days
Late

Cause of 
Delay SMITH SHOP Engine

Number Late

Frames or Tongues Frames or Tongues

Rockers and Boxes Braces, Pads and 
Waist Sheets

Cylinder and 
Valve Bushings Binders

Braces, Pads and 
Waist Sheets Flue Lengths

Engine Truck 
Wheels Flues

Steam Pipes Rockers and Boxes

Spring Rigging Spring Rigging

Boiler Fittings Tender Parts

Driver Brake 
Fulcrums Guides and Blocks

Motion Work Motion Work

Crossheads, Guides 
and Blocks Engine Truck Parts

Driver and Trailer 
Wheels and-Boxes

Engine Brake 
Rigging

Shoes and Wedges Main and Side Rods

Pistons and Rods TENDER SHOP

Valves and Yokes Tender 0. K. 
for Paint

Main and Side Rods Cab 0. K. 
for Paint

Engine Brake 
Riming PAINT SHOP

Eccentrics and Cab

BOILER SHOP Tender

Patches or 
Firebox Sheets

Fig. 7. Monthly Report.

pair shops and recommends its wider in
stallation in locomotive repair shops. 

Valve Motion—All Classes.
ALL CASE HARDENED PARTS, new 

or repaired, to be tested with file on

Fia. 8.

0.0006 in. smaller than companion bush
ing. Tapers grind to dimensions given.

LINKS AND BLOCKS.—After grind
ing, space between link and block 0.004 
in. to 0.006 in.

Fia. 9. Calendar Slide Rule.

gam

wearing surface, and if soft must be re
case hardened.

ALL DIMENSIONS shown on form to 
be filled in at time of prelimintary in
spection or in case of reamed taper holes, 
after reaming is complete. Give the fin-

LINK BRACKET CASTINGS. BUSH
INGS FOR LINK.—If removed, the holes 
in castings for same to be measured for 
alignment and diameter. If not in line, 
or out of round, to be reamed or remov
ed and ground. Size for grinding out-

Daily Delay and Check Sheet.

grinding faces of collars. Inspecte* 
give thickness for bushing collars.

Renewals and Repairs. T/j / 
JAW BOLT PIN AND BUSHH^. 

When play between pin and bushing 
ceeds 0.030 in. renewals should be **> i0r 

BUSHINGS. — Outside surface Lj 
pressing into levers to be final g*.° jo 
0.004 in. to 0.006 in. larger than ho 
while to be applied to allow for fo*®.^)) 

Inside bearing surface. Final n 
grind to standard plug gauge.

For link saddle. Inside to be .jje 
ground for force fit on pin of link sa 
or bridle. Outside to be final groU1\alle* 
ter applying, 0.006 in. to 0.008 in. 
than companion bushings in link bi ySed 
casting. (See below for bushing® 
in link bracket casting.) tflpe*

TAPER HOLES.—Test with ^y, 
gauge. If worn or not reamed P*°P oi> 
to be rereamed to step size as show 
taper plug gauge.

HOLES FOR BUSHING IN LEV» (,t 
FINISH.—If worn, tapered, rough Ç 
of round, to be rereamed or grouno 
and size recorded on blank.
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i, LINKS. — Inside surfaces for link 
*.°cks. Grind when variations in any two 

o'ttiensions exceed 0.015 in., or when out 
‘ radius more than 0.062 in.

..LINK AND SADDLE.—To be assem- 

.‘ed complete in valve motion department 
o assembling fixture and properly lined 

work freely in the same. The dis- 
nvC(7 collar to collar, of bushings when 

In, uS assembled must be such as to al- 
w between 0.025 in. and 0.035 in. lateral 

,n°tion in link bracket. This distance to 
. adjusted by use of liners or varying 
'ckness of bushing collars, 
department to Make Repairs—Lift, 

Shaft, Bracket and Supports, 
repairs to be made by valve mo- 

be c department. Pins and bushings to 
on i-ited as specified above. Bearings 
tj. shaft to be trued up when more 

an 0000 in. out of round. Bearing in

L—Reline.
G—Grind.
P—Patch.
W—Weld.
R—Ream.
F—Refinish.
S—Straighten.
H. T.—Heat Treatment.
O—Not to be removed.
O. K.—Correct, no work required.
D—Dress to standard dimensions.
R. S.—Reset to standard dimensions.

Feed Water Heaters for Locomo
tives.

The committee, of which F. M. War
ing, Engineer of Tests, Pennsylvania Rd., 
was chairman and of which W. H. Sample, 
General Superintendent MotivePower and

VALVE 6EAR 
SIDE: RIGHT... LEFT.

<&. Class: E ED, ET SD. EJO. £3ED, £4. £43, £3,
£35. £33/}

r----
§ 6 1'1-I't-*--------

eh

F°r Classified Repairs On/y
tRack no 
Loco N0'

INSPECTOR 
PRELIMINARY

CLASS..____ SO._____________FINAL_________
FORM NO___________

TO 6C COMPLETED
DATE _ 
OATE

br Fig. 10.

%o f°r same to be rebabbitted when 
• larger than shaft bearing.

i ï’iT rvx. Eccentric Crank.
SartJrN CRANK PIN.—Valve motion 

to be responsible for fit of 
Ï*1'e san,0 crank and bolts and nuts for 
c° crah,e and must properly fit the same 

lK Pm.
Llf -..Yalve Stem Cross-head.

>ti0’ vALVE STEM IN SAME.—Valve 
®lve s,Kauge to be responsible for fit of 

iv° the6/11 *n valve stem cross-head and 
for same, and shall see that 

Link o rts Properly.
addle and Link Hanger Casting. 

Sh aPpl\- k '—Valve motion department 
I asibb, ,ushing in hanger and be re-
'-ett,ers 6 f°r proper fitting.

0 Be Used to Designate Finish,
Oenew. Etc'

Valve Gear Inspection Sheet.

Car Departments, G.T.R., was a member, 
reported as follows:—The conditions now 
appear to your committee to be favorable 
for a renewal of interest in feed water 
heaters for locomotives, and while the 
trials of them have been somewhat re
tarded by the unusual conditions of the 
past few years, we appear to be upon 
the eve of an extensive application of 
heaters, under more favorable conditions 
than at any previous time, on account of 
the high cost of fuel and the greater need 
for its conservation. After consideration 
of the development and present state of 
feed water heaters for locomotives, your 
committee believes that the early phases 
of the subject have been very fully cov
ered in reports and individual papers, 
and they will, therefore, confine their dis
cussion to heaters of recent production, 
either in use or immediately available 
for application.

The members of the association have

before them the very valuable individual 
paper by J. Snowden Bell, Associate 
Member. (See 1917-1918 proceedings.) 
The author’s conclusion, stated in par. 
95 of his paper, as “beyond question,” is, 
that a feed-water heater “can and will 
be developed and adopted with the most 
substantial benefit in locomotive opera
tion” and this, after giving the history 
and description of most or all of the im
portant devices of this character, as ap
plied to locomotives, during the preced
ing 116 years.

Paragraph 4 of the paper classifies 
feed-water heaters as of two different 
types which may be termed respectively, 
(a) surface or closed heaters, and (b) 
injection or open heaters. At the same 
time mentioning the fact that the type 
(a), in which the heat transfer, to the 
feed-water, is effected through walls of 
comparatively thin metal, has been the 
more frequently experimented with, and, 
for several reasons, has heretofore seem
ed to be the more practical and desirable 
of the two types. Your committee wishes 
to draw careful attention to this latter 
statement, because, while this opinion 
has no doubt been more or less generally 
held, the latest developments suggest 
that the open heater, which operates un
der practically atmospheric pressure, has 
no small tubes as heating surface, and 
delivers the heated feed water and con
densed exhaust under suction to the boil
er feed pump, using an oil separator, has 
fully as good, if not a better chance of 
final success, considering the conditions 
which should obtain in an efficient heater.

Your committee, for the present at 
least, is not considering heaters using 
waste gases from the flues, but only the 
exhaust steam as the heating medium; 
because these two sources of heat are 
independent of each other and require 
separate heaters, and where both of 
them are employed in conjunction, the 
exhaust steam must or should be used 
first, although usually in tandem with 
the other and the exhaust steam carries 
much larger portion of the waste heat, 
(approximately six times that in the 
waste gases) and this heat is more read
ily available, and with the open heater 
especially, it is believed has been much 
more successfully employed than that of 
the waste gases, without interference 
with the working of the locomotive.

Your committee began its work by en
deavoring to accumulate information by 
means of a circular addressed to the 
members, and replies were received from 
86 railways. Seven roads report that 
they now have, or very recently have 
had, feed-water heaters in service and 
give full replies to the circular. Four 
roads that they they contemplate the 
use of heaters. The remainder of the re
plies are to the effect that 76 roads have 
had no recent experience in the use of 
feed-water heating appliances. A tabu
lation of the replies, which were made in 
full, describing feed-water heating sys
tems in use at present, or but recently 
removed from service, is given in appen
dix 1 to the report. Appendix 2 gives 
data on open and closed heaters tested 
by the Pennsylvania Rd. Appendix 3 
gives comments by the Baltimore & Ohio 
Rd. on its experience. Appendix 4 gives 
some comments by Boston & Albany Rd. 
Appendix 5 gives comments by the Can
adian Pacific Ry.

It appears from this survey, that at 
the present, there are in use in this 
country but two general types of feed- 
water heaters, the closed heater, having 
a number of small tubes ; and the open 
heater, in which the exhaust steam is 
condensed by a jet of cold feed-water.
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From some of the replies to our cir
cular, it appears that attempts at heat
ing the feed-water while in the tender 
tank have been made by using the air 
compressor exhaust for this purpose. 
The arrangements were not entirely suc
cessful or satisfactory on account of the 
difficulty in pumping the heated water to 
the boiler. When the temperature of the 
water was low enough to be handled by 
an injector the saving was very small.

It has been suggested that water hav
ing a high percentage of incrusting 
solids would make feed heating impos
sible, on account of the scale deposited 
on the tubes of the heater. Such water 
would, no doubt, be troublesome if used 
in a closed type heater. The open type 
heater, however, could be expected to 
handle such water with no more difficulty 
than when injectors are used.

The location of the heater apparatus 
on the locomotive is of considerable im
portance. The exhaust steam should 
have short and direct passages into the 
heater; and heater, pumps and piping 
should be placed so as to be easily drain

ed. The attachment of the heater and 
pumps to the side of the boiler has been 
found of advantage in the prevention of 
freezing. It has been found that the 
superheat of the steam is reduced when 
the feed heater is used, and a new basis 
should be established for determining the 
necessary superheating surface for feed 
heater locomotives. It is thought, how
ever, that an enlargement of the super
heater should be considered for new con
struction only, the reduction in super
heat not being sufficient to require a re
vision of existing superheaters when 
feed-water heaters are applied to old lo
comotives. It appears from present in
dications, that feed-water heating for lo
comotives, is about to be given a thor
ough trial on a few roads, and, with the 
improved heaters now available, we be
lieve that a satisfactory arrangement of 
heater can be developed and that the 
association members should assist by in
stalling heaters on their various roads 
in order that data may be obtained under 
as many different operating conditions 
as possible.

Appendix 5. Canadian Pacific By- °*j 
ficials state that they have experimented 
for the past 15 years with various type® 
of waste gas and exhaust steam fee0 
water heaters. A great deal of inform®' 
tion has been obtained, although VraC' 
tically the majority of arrangement® 
throughout the past have proved unsuit
able for one reason or another. They ®r 
now designing a feed water heater wl»c® 
they propose to try thoroughly in com
petition with other feed water heater^ 
on the market. They feel there is a con
siderable amount of experimental 'v°r 
to be done yet, before any satisfacton 
heater is discovered for their own cli
matic conditions, but they feel that y1. 
future will bring forth a heater whi®, 
can readily be applied to any type ® 
locomotive. In their past experiment 
the heater was placed crosswise over tn 
door of the smokebox, and in front 0 
the stack. They are also experimenting 
with an entirely new design, the deta» 
of which are not complete. This heat® 
will be an integral part of the locom 
tive.

Repair Shop Layouts Committee’s Report.
The committee, of which I. S. Down

ing, General Master Car Builder, Cleve
land, Cincinnati & St. Louis Rd., was 
chairman, and of which W. J. Robider, 
General Master Car Builder, C.P.R.,

Montreal, was a member, reported as 
follows:—Preliminary considerations of 
the subject assigned to this committee 
clearly indicated that the efforts of the 
first year should tend to establish cer

tain basic principles rather than to d 
velop a complete and concrete rePf-L 
The committee is submitting a tentati 
shop layout, embodying general featuLy 
in such detail as is deemed immédiat® >

Proposed A.R.A. Freight Car Repair Shop. Plan of buildings and tracks.
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essential, together with their general ob
servations on the subject. Criticism is 
tinted, which should tend toward the de- 
elopment of complete and specific 

.^commendation some time in the future.
r°m the progress so far to be reported, 

j d discussions it is anticipated will fol- 
°w> it is felt there will be currently 
Amiable considerable information which 

18 hoped the members of the associa- 
)°n will take advantage of in considera- 
on °f their immediate needs and work 
onteniplated. The work of the commit- 
^e thus being progressively construc-

It was decided in the preliminary lay-
ut of a repair shop to submit the gen- 

. A* characteristics of a shop with an 
aitimate 100 car a day output, suchunits providing for 25 cars a day, and
^commendations being submitted ... 

e e5cpansion programme so mapped out 
ut the layout would be expanded in 

mts Qf 20 cars a day until the ultimate 
Pacity of 100 was reached, 

th t06 investigations developed the fact 
at space should be proportioned from 

the following data:

(A) Steel Car Plant, 
hei^ Twenty-five steel car spots for 
sDnfy repairs will turn out from each 
*ot one car every six 8-hour days, or 4 
Y day.

jj, f?.) Twenty-five steel car spots for 
ttir Um heavy or heavy light repairs will 
thy.11 °ut from each spot one car every 

ee 8-hour days, or 8 cars a day.

(3) Fifty steel car spots for light re
pairs will turn out one car from each 
spot every 8-hour day, or 50 cars a day.

(B) Wood Car Plant.
(1) Twenty-five wood car spots for 

heavy repairs will turn out from each 
spot one car every six 8-hour days, or 4 
cars a day.

(2) Twenty-five wood car spots for 
medium heavy or light repairs will turn 
out from each spot one car every three 
8-hour days, or 8 cars a day.

(3) Fifty wood car spots for light re
pairs will turn out one car from each 
spot every 8-hour day, or 50 cars a day.

While the committee provides, in the 
general plan of the 100-car shop, space 
for wood cars, and while it is recognized 
that for a great many years there will 
be wood cars to consider, and for a con
siderable time longer, steel cars with a 
certain amount of wood work to be per
formed, the major part of the commit
tee’s considerations are devoted to steel 
cars.

Consideration of the units of measure 
decided above is invited in order to de
velop what the actual conditions are over 
the country as a whole; and to what ex
tent they vary for various sections of the 
country ; and as to just why these varia
tions occur, as certain modifications will 
have to be made ultimately of such spe
cific recommendations as are made should 
these limits of measure vary between 
considerable limits.

The construction of buildings, it is be

lieved by the committee, when ultimate
ly developed, should be the joint work 
of the engineering and car shop commit
tee. For the present, it is thought suf
ficient to conform to buildings which are 
in plan practically square. Roof con
struction involves the geographical loca
tion of the buildings and their layout 
relative to the points of the compass. 
Several materials are largely construc
tion matters, not essential to the general 
subject other than in final consideration 
of the cost. Briefly, the development of 
the plant and facilities as to capacity, 
efficiency and economy of operation 
should first be completed, and construc
tion as reflected in first cost worked out 
as secondary considerations.

It is believed that track spacings such 
as shown for larry and service tracks are 
representative. Height of buildings will 
be largely governed by operations taking 
place therein and the extent to which 
cranes are installed. Where cranes are 
used, a clearance from rail to bottom of 
crane girder of 22 ft. is suggested. All 
larry track should be of standard gauge, 
and plan between rails for tractor ser
vice.

Gas and electric cutting stations should 
be considered in general, but specific ad
vantages should be more clearly estab
lished before final recommendations are 
made.

The distribution of compressed air is 
largely one of local preference and con
ditions, but the ultimate capacity of

Section C T

ocvclophcwt

ScK*r F*L*Tf<*M RcCLfti'imO

( fox Max. PgVtLOPrtCrtT),»

1 I I 1*4 Mill

Proposed A.R.A. Freight Car Repair Shop. Plan of buildings and tracks.
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the plant considered, it is deemed advis
able to provide several electrically driven 
air compressors, located near points of 
consumption, in preference to two or 
more large units located at a central 
point, both on account of economy of dis
tribution and continuity of service.

The question of machine tools, as re
flected by the plans accompanying this 
report, is a matter for considerable dis
cussion. The committee report contain

ing such layout of tools and their num
ber is more as a suggestion than as a 
concrete recommendation. In this con
nection it should be recognized that, up 
to the present, the steel car repair work 
is carried on largely by machine tools 
primarily designed for locomotive work, 
and that, no doubt, great economies can 
be perfected by the design of machine 
tools specifically adapted to car repair 
work.

The location of cranes and their in
stallation, as shown by the committee ^ 
plans, are recognized as facilities the i"; 
stallation of which need not be carrie
on to the maximum point at the time of
initial construction of shop, but shoul 
be provided and installed as condition 
indicate their economy.

Other illustrations relating to this a 1 
tide appear below, and on pages 345 an 
346.

Locomotive Headlights and Classification Lamps.
The committee, of which H. T. Bent

ley, Superintendent Motive Power and 
Machinery, Chicago & Northwestern Rd., 
was chairman, and of which W. H. Flynn, 
Superintendent Motive Power, Michigan 
Central Rd., was a member, reported as

gards capacity of generator, type of 
steam driving unit, details of connections 
and wearing parts of both generator and 
steam unit, sizes of lamp, reflector, etc.

The incandescent headlight lamp has 
now been practically made standard on

ing able to transfer on short notice t 
equipment from one locomotive to a 
other, it is believed that such an equ1^ 
ment should be of 500-watt capacity» ^ 
the turbine driven type, and capable ^ 
developing 32 volts and full load at

40 C/?/?s 60 C to C 40 Cabs eO CroC

40 Cabs €>0 CtoC40 Cabs 60 CroC

660 o'
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Proposed A.R.A. Freight Car Repair Shop. Main shop, tool layout (center bay) ; 25-car output per day.

follows:—Following the progress report 
submitted at the 1919 convention, and in 
line with the discussion at that time on 
the various phases and details of electric 
lights on locomotives, your committee has 
kept in touch with the progress and prac
tices of the various railways during the 
past year. There appears to be a desir
ability for uniformity in practices as re-

the railways in this country. With such 
a lamp for that particular use on both 
road and switch locomotives, together 
with a generally uniform practice as to 
the size of lamps in cabs, markers, and 
classification signals, it is practical to 
indicate a somewhat close specification 
for the generator and steam driving unit. 
Taking into account the necessity of be-

fKe
dsteam gauge pressure of 100 jb' gpee, 

governor should also regulate tn‘ e ^ 
of turbine properly, under a r
steam pressure between 100 lb. nll‘ 
and 250 lb. maximum.

in'111

tbC“Vt aw• inaAimuni. . p 'fl

For the generator and turbm -ceg 1 
are many details that past Pr ,jPrii? 
handling somewhat similar 
indicate uniformity in certain dim
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and arrangement on equipments, as fur
nished by the several manufacturers, that 
should be maintained. This is, of course, 
lor the express purpose of obtaining 
Prompt interchangeability in service, and 
reduction in the stock of renewal parts 
where different makes of machines are 
Used and locomotives are interchanged.

will be apparent that the bolt spacing 
°r the base should be the same on all 
eQuipment, also that the size of steam 
Pipe required should be the same. In 
this same connection, it would be ad
vantageous if the location of the steam 
exhaust and drain connections were iden
tical on all makes of headlight turbo
generators. As to the renewal parts, the 
hall bearings can be made similar, 
brushes can all be the same size and all 
holt and screw threads should be standard.
. In locating the turbo-generator on the 
•ocomotive four details must be consid- 
ered, all of approximately equal import- 
‘‘hce. jn the first place, short steam 
P'Pes are necessary. Long pipes are dif- 
hcult to maintain and they do increase 
radiation losses. The location must be 
one that is accessible for inspection, and

not interfere with the inspection
and care of other parts of the boiler or 
hiachinery that require both inspection 
?n<I renewal. It must not in any way in
terfere with the vision ahead of the loco
motive crew, and the exhaust steam can- 
o°t be permitted to cloud up the front 
Cab windows, condense over the cab roof, 
or in any way become a nuisance to the 
oconiotive man or fireman. It is desir- 

g le, therefore, and seems to be the gen- 
®ral practice, to have the generator set 
Placed near the cab. Many roads are 
Placing it longitudinally with the boiler 
and on the left-hand side where the wire 
onduit to the headlight is placed. The

collects in and around the unit from the With either open or metal conduit wir- 
whistle and safety valve discharge and in g in the cabs, all drops should be made 
leaks of steam therefrom, particularly through suitable fittings, so that in ordi- 
when it is placed on top of the boiler just nary maintenance or the overcoming' oi 
ahead of the cab. trouble on the road no joints in the wires

There is a rather strong preference will have to be disconnected.

Proposed A.R.A. Freight Car Repair Shop. Blacksmith and Machines Shops, Tool Layout; 25-car out
put per day.
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caberator end is usually set toward the 
iCe t0 avoid the collecting of snow and 
com^1 water inside the generator and 
has niu*;ator protection. This position 
to l a further advantage in being able 
run e. Cached by a man standing on the 
fro 'lu board, as well as being away 

’•"e condensation and moisture that

indicated for the use of metal conduit in 
wiring of cabs. For outside wiring, that 
is, to the headlight and the lamps, both 
at the front of the locomotive and the 
rear of the tender, this is the general 
practice. When used in the cab, the con
duit placed on the ceiling and on the 
sides should not be rigidly connected.

The use of a 250-watt, G-30, 32-volt 
concentrated filament lamp for head
lights of road locomotives and of a 15- 
watt, S-17, 33-volt special cab lamp for 
all lights in cabs, classification signals, 
markers, etc., is practically standard 
everywhere. For switch locomotive head
lights there is still considerable and very
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strong difference of opinion as to what 
size lamp can be used, and meet both 
the requirements as to the 300-ft. vision 
and the frequent objections of yard crews 
to a light that is too dazzling. In this 
connection, the National Lamp Associa
tion has under consideration a series of 
road tests to determine the vision range 
of headlight lamps of different capacities. 
They have requested this committee to 
be represented at these tests and this in
vitation has been accepted. The com
mittee has suggested that the scope of 
the investigation should include lamps of 
various capacities combined with reflec
tors of different sizes and construction, 
the idea being that it could then be de
termined as to the size of lamps needed, 
with type and size of reflector to meet 
definite vision requirements.

Since the 1919 convention, under in
structions, marker lights and other 
lights on rear of tender, as well as classi
fication lights on .the engine, are being

lamp tests mentioned above are made 
some definite information will be avail
able for the members.

Your committee would recommend the 
following for submitting to letter ballot 
as recommended practice:

1. For electric headlight equipment, 
incandescent lamps be used with a 500- 
watt turbo-generator capable of develop
ing 32 volts and full load, at a steam 
gauge pressure of 100 lb., the governor 
to regulate the speed of turbine properly 
between steam pressure range of 100 lb. 
minimum and 250 lb. maximum without 
the necessity for change of nozzle or 
governor parts.

2. The turbo-generator should be locat
ed as near the cab as practicable, pref
erably set longitudinally with the boiler, 
on the left-hand side, with generator end 
toward the locomotive cab and in a posi
tion so as not to obstruct the vision of 
the fireman. Where conditions will not 
permit location of turbo-generator in

DWBLl cn jutf/Kff

Proposed A.R.A. Freight Car Repair Shop. Wood Mill, Tool Layout ; 25-car output per day.

wired for electric lamps. This requires 
a considerable change in the arrange
ments already in use on most roads and 
the plans being followed vary consider
ably. A large number of the members 
have, as requested, furnished the com
mittee with blue-prints showing what 
they have adopted to meet this require
ment. It is hoped that these plans can 
be reviewed critically and from them a 
recommendation made for presentation 
at the convention.

There is a growing demand for a head
light reflector that will not require such 
constant attention to keep clean as it is 
necessary to give the usual silvered cop
per reflector, so that it will function pro
perly. This is particularly the case in 
connection with yard locomotives which 
often are kept away from the locomotive- 
house for days at a time. Several types 
of reflectors are being developed along 
this line and it is expected that after the

this manner, it should be placed on the 
top of boiler, with dynamo end toward 
side equipped with the conduit system 
(preferably the left side).

3. The use of a 250-watt, G-30, 32-volt 
concentrated filament lamp in headlights 
of road engines.

4. The use of a 15-watt, S-17, 33-volt 
special cab lamp in cabs, signal or loco
motive number lights and all other out
lets, other than the headlight lamp.

5. The use of a dimmer in connection 
with road locomotive’s headlights, so 
wired that the locomotive can reduce the 
intensity of the light as desired and in 
accord with the rules.

6. That all wiring in cabs be in metal 
conduits so applied that it may be re
moved intact, a loose connection being 
arranged between the conduit placed on 
the ceiling and on the sides of the cab.

7. All drops should be made through 
suitable fittings placed on the ceiling of

cab where possible, in back of and not 
directly over the boiler so that they are 
readily accessible.

Your committee would also request ap- 
proval of the plan to work jointly with 
the manufacturers of headlight turbo
generators, and the Association of Rail' 
way Electrical Engineers in developing 
standard practices as to: bolt spacing 
the base ; size of steam, exhaust and drain 
pipes; location of steam, exhaust and 
drain pipe connections; size of ball bear
ing; size of commutator brushes; bolt 
and screw threads.

Standard Blocking for Cradles of 
Car Dumping Machines.

The committee, of which J. McMullen* 
Superintendent, Car Department, Erie 
Rd., was chairman, reported as follows: 
The committee appointed to make recom
mendations covering standard blocking 
for cradles of car dumping machines 
have made investigation and find that 
two machines have been equipped with 
the recommended practice for blocking 
for cradles of car dumping machines. As 
the recommended practice was adopted 
after the close of navigation, there has 
been very little opportunity to observe 
the working of the machines so equip" 
ped. It is felt, however, that the cars 
will be better supported, and less damage
will result to them if the recommended
blocking is applied.

The committee would like to receive 
reports from any of the members who 
may observe car dumping machines whmjj 
are equipped with the recommended 
blocking. Members of the committee wu 
make inspection of the blocking on car 
dumping machines within their territory 
prior to the opening of the lake boat sea
son, also as often as possible during tj* 
season, to observe the condition of tn^ 
blocking and make report to the com
mittee. It was also decided to recom
mend to the committee on car construc
tion that any type of car that is liable 
be used in connection with dumping ma
chines be so constructed as to readily n^ 
to the dumping machine, with the recom
mended standard blocking, without dam
age to the car.

Autogenous and Electric Welding'

The committee, of which J.T. Wallis,Chi 
Superintendent of Motive Power, Pennsyl
vania Rd., was chairman, reported as to 
lows: The report of your committee to t_ 
last convention was adopted by letter ba 
lot and incorporated in the AmericaniK* x 
road Association Code of Rules (M. C. 
governing the condition of, and rep3' 
to, freight and passenger cars in the 
terchange of traffic. There were t**r 
subjects referred back to your comm^, 
tee for further investigation and rep®* j 
viz.: 1—Building up flat spots on st 
and steel tired wheels. 2—Building ^ 
of worn collars at the journal ends 
axle. 3—Welding of fractures in c.° Ç. 
lers. The committee has done consid e 
able work on these subjects during * j 
past year, but has not to date con,cj^.jofl 
its investigation and tests. In addn ^ 
to the subjects left over last year, > jy 
committee is making a thorough st as 
of the relative merits of autogenous, Ks 
and electric welding on the various P® r 
of car and locomotive equipment. | jt 
committee, therefore, desires to ,sUt,ttie 
this as a progress report, pending 
conclusion of the investigations and 1 
which they now have under way.
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Standard Method of Packing Journal Boxes.
The committee, of which C. J. Bode- 

Assistant Superintendent of Ma
chinery, Louisville & Nashville Rd., was 
chairman, reported as follows:—Your 
committee respectfully submits the fol
lowing report covering a standard meth- 
°d of packing, cleaning and assembling 
of journal boxes on locomotive tenders 
an.d cars, and recommends that it be sub- 
mitted to letter ballot for adoption as 
r6commended practice:

“reparation of New Packing. — The 
waste must be loosened, placed in a sat
urating vat and kept completely sub- 
Uierged in car oil, at a temperature of 
hot less than 70 degrees Fahrenheit, for 
at least 48 hours to ensure thorough sat
iation. It shall then be drained for the

oil, then drained for the purpose of re
moving the excess oil.

Cleaning Boxes.—Before packing a 
journal box the oil cellar shall be thor
oughly cleaned of all dirt, sand, scale and 
grit, and if water is present it must be 
removed. When new journal boxes are

The surface of the journal should be 
smooth and thoroughly clean before bear
ing is applied. When applying a journal 
bearing, a coat of lubricating oil must 
be applied to the bearing surface of 
same. Never wipe the bearing surface 
of the journal bearing with waste.

Sidewon of Cor / Pipe Nipple and Cop 
-for wafer Inlet 
/Soldered On

J C/eofo } p--------J / • -tt|

Figure 1

purpose of removing the excess oil, until 
ue packing is in a resilient or elastic 

condition.
turepared packing in storage should be 
0rrUed over at least once each 24 hours, 
hnH e which has accumulated in the 

tt°m 0f the container shall be drawn 
aud poured over the top of the pre- Pa^d packing.

All reparation of Renovated Packing.— 
bucking, when removed from journal 

PapV :*'or the purpose of periodical re- 
int mg or renovating, should be pulled 
the a container, avoiding contact with 

ground or any other place where it 
y Pick up dirt, and taken to the waste-
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Fig. 3. Waste Reclaiming Plant, using steam to heat water.

applied, or when reapplying journal 
boxes, the interior of the box, including 
the dustguard well, shall be so treated, 
and close-fitting dust guards and lids 
should be applied.

Cleaning and Applying Bearings.— 
Before applying journal bearings they
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Application of Packing.—(a) Inner.— 
In packing a journal box, twist somewhat 
tightly a rope of packing and place it in 
the extreme back part of the box, as 
shown at A in fig. 1. Make sure that it 
is well up against the journal so as to 
properly lubricate the fillet on the jour
nal and keep out the dust.

(b) Main.—Apply sufficient packing 
(preferably in one piece) to fill the space 
shown at B in fig. 1. Take care to have

*"*<> me

fecL

ty'Orain Pipe

Fig. 2. Waste Reclaiming Plant, using stove to heat water.

b,e 5*ming plant. This packing must not 
In Use.d .until renovated, 

piej. ^ec*aiming packing it should be first 
etc u 0Ver carefully, and dirt, metal, 
Way. Rhaken out, the knotted strands of 
h°f c pulled apart, and then placed in 
time 1 in renovating tank for a short 
pose’ ^orking it with a fork for the pur- 
ing :.°t thoroughly washing and loosen- 

c" U should then be rinsed in clean

shall be thoroughly clean, have a smooth 
bearing surface, free from irregularities, 
and shall have a proper bearing. Under 
no circumstances is it permissible to use 
sand paper, emery paper or emery cloth 
for the purpose of removing irregulari
ties from the bearing surface. A half- 
round file or scraper should be used. Care 
must be taken that the wedge has a good 
contact on the crown of journal bearing.

Fig. 4. Journal Box Packing Tools.

this packing bear evenly along full length 
of the lower half of the journal. The 
packing should not be too tight, but 
should be tight enough to overcome any 
tendency to settle away from the jour
nal. The packing should extend to ap
proximately the center line of the jour
nal but not above at any point, and 
should be pressed down evenly at sides 
that no loose ends may work up under 
the journal bearings.

(c) Outer.—Apply a third piece of 
firmly twisted packing as shown at C in 
fig. 1, and pack tightly, in order to pre
vent displacement of the main packing. 
There should be no loose ends hanging 
out of the box as they would tend to 
draw out the oil.
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General Remarks.—In addition to the 
above recommended practice the commit
tee desires to emphasize the importance 
of causing the observance of several 
other factors, as follows, with the view 
of reducing hot boxes to the minimum :

It is very essential that journals, after 
being turned, should be cylindrical, free 
from taper, tool marks, ridges, corruga
tions and other defects. In other words, 
a turned journal should reflect first-class 
workmanship, which is only possible of 
attainment through the use of machine 
tools, in good condition, of a design suit
able for the nature of the work and cap
able of producing same with precision. 
Your committee feels that an attitude of 
indifference prevails in many quarters

with respect to the necessity of provid
ing suitable heavy-duty lathes for the 
machining of axles, especially the larger 
sizes, and, as a result, many obsolete and 
worn-out axle lathes, that have outlived 
their usefulness, are being continued in 
service, whereas a close examination 
would disclose defects in the machining 
of the axles that would prove such lathes 
incapable of meeting the requirements, 
and warrant their retirement from ser
vice.

It is suggested that the attention of 
all concerned be directed to the necessity 
of fully protecting journals against rust 
and corrosion during storage and that 
due care should be exercised in the hand
ling and shipment of mounted wheels, to

guard against the damage which jour
nals are subjected to through coming in 
contact with flanges of wheels as a re- 
suit of improper loading or careless 
handling around shop yards.

It is also highly desirable that rigid 
instructions be issued to effect a m°re 
careful practice in the handling of jour
nal bearings, especially for shipment, to 
prevent the indiscriminate tossing oI 
journal bearings against each other, thus 
nicking and needlessly damaging the 
smooth bearing surface of the babbitt 
metal lining.

Drawings showing two representative 
waste-reclaiming plants and a represen
tative set of journal box packing tools 
are shown in figs. 2, 3 and 4.

Car Wheels Committee’s Report.
The committee, of which W. E. A. 

Henry, General Superintendent Motive 
Power, Southwest Region, Pennsylvania 
System, was chairman, and of which W. 
H. Winterrowd, Chief Mechanical Engi
neer, Canadian Pacific Ry., was a mem
ber, reported as follows:—The report of 
your committee submitted to the 1919 
Convention referred to cast-iron wheels 
of the so-called arch plate design of 700 
and 850 lb. weight respectively, adopted 
in 1917. We now wish to recommend, 
for adoption as recommended practice, 
wheels of the same several design, and 
of 650 and 750 lb. nominal weight re
spectively, to take the place of the pres
ent 625 and 725 lb. wheels. These de
signs are in accordance with recommen
dations of the Association of Manufac
turers of Chilled Car Wheels and we are „ 
recommending them for adoption on ac
count of the universally favorable re
ports on the performance of the 700 lb. 
arch plate wheel in comparison with the 
650 lb. wheel of the former design. Figs.
1 and 2 show proposed designs for the 
650 and 750 lb. wheels. If adopted, these 
wheels would be marked “A. R. A. 1920,” 
and specifications changed accordingly.

There has again been referred to your 
committee for recommendation the pro
position of increasing the thickness of 
flanges of cast-iron wheels, and a copy 
of a letter from the American Railway 
Engineering Association, giving its 
views on this subject, is appended. No 
information has been received that causes 
your committee to change its opinion as 
expressed in the report submitted to the 
1916 convention, and, after full consid
eration, it is still the opinion that noth
ing will be gained in the interests of 
safety or economy by adding material to 
any portion of the flange of cast-iron car 
wheels in such location as will affect 
track clearances, and, furthermore, that 
such change is unwarranted and inad
visable.

It has been recommended that the 
present method of stenciling tape size of 
cast-iron wheels be discontinued and in
stead a permanent record of this infor
mation be provided as follows: Five 
small lugs % in. in diameter by % in. 
high, to be cast on inner plate near hub 
as shown on sketch, fig. 3. As each 
wheel is taped the necessary number of 
lugs to be broken or cut off, those re
maining to indicate the tape size. For 
example, for a normal wheel tape size 
3, two lugs to be broken or cut off, the 
three remaining indicating a tape 3 
wheel. This practice is now being fol
lowed by some roads and the informa
tion is found to be of value when grind
ing second-hand wheels. This recom

mendation is concurred in by your com
mittee.

Fig. 1. Recommended practice for 33 in. cast-iron 
wheels, for cars of marimum gross weight not to 

exceed 95,000 lb.
-Jf------------------- -

Fig. 2. Recommended practice for 33 in. cast-iron 
wheels, for cars of maximum gross weight not to 

exceed 161,000 lb.

Attention has been called to the fact 
that when the gauging points of maxi
mum and minimum flange thickness

gauge for cast-iron wheels (M. C. 
sheet 16) wear, it is necessary to con
demn the gauge ; whereas, if the sides oi 
the opening above the gauging point* 
were made parallel and perpendicular 1“ 
would be possible to regrind the gaug®* 
and bring them back to standard; and i 
is recommended that these gauges 
changed accordingly, as shown in fig- 4;

In 1912 the contour of the back °* 
flange of steel and steel-tired wheels wa= 
changed so as to be identical with the 
flange contour of cast-iron wheels be
tween the base line and top of flange;
the total width of rim being increase
from 5% to 5 19/32 in., which is tn 
same as the corresponding portion 
the cast-iron wheel. The process 
manufacture of wrought-steel wheels’ 
such that the present contour is very dit" 
ficult to produce, and as far as y®u 
committee is able to learn, it is not be
ing furnished by any of the manufactur
ers, but instead all wrought-steel an 
steel-tired wheels are being manufactur
ed with flange in accordance with desig 
adopted in 1909. Under the circum
stances, it is felt that the present con
tour should be withdrawn from the stan
dards and the 1909 contour adopted. * 
this connection, we wish to state that 
design of the wheel check and mounting 
gauge is such that no errors will be 1 
troduced on account of this change 
the back of the flange.

Complaint has been made of errors ’jj 
billing for service metal in steel an
steel-tired wheels and the matter has
been referred to your committee by t 
arbitration committee, with the re<\ 
mendation that we outline a method 
measuring service metal and a simP1^ 
gauge than the present one. The amou { 
of service metal in a wheel is depends ^ 
not only upon the thickness of the trea ' 
but upon the thickness and contour 
flange as well, and only the metal 
maining after restoring standard c , 
tour can be considered as service metab
tuut van uc uuhûiucicu ao oci. v aw -

Gauge for measuring steel wheels to 
store contour (M. C. B. sheet C-ll te 
simple in operation and gives aC?j\“jll 
readings, and we do not feel that it „e 
be possible to design a simpler 
that will take into account all the dim ,ce 
sions necessary to determine the set g 
metal remaining in wheels. The err^
in billing complained of are very 
dently due to lack of care in taking m-,^ 
urements and it is also apparent ,tbatren- 
gauge above referred to is not being g 
erally used.

In order to correct the conditions c°^e 
plained of, we would recommend tha* ,eS 
second paragraph, rule 98, 1919 
of Interchange, be modified as f°*
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Jhe modification being shown in bold face 
type.

‘‘The price for new wrought-steel 
"'peels shall be based on the scrap value 
?.t $8 for metal inside the condemning 
1]mit (which is % in. above the limit 
groove) plus $1.75 for each 1/16 in. of 
service metal (on radius of tread) in 
Connection with standard full flange con- 
jpr- as determined by gauge for meas- 
?Tlng steel wheels to restore contour, 
JT C. B. sheet C-l, also base of limit 
groove must not be less than 29% in. in 
'pameter; in no case shall a charge or 
redit for service metal be made in ex- 

Ces.s of 1% in.”
|t is also recommended that the pres

et recommended practice gauge for 
measuring steel wheels to restore con- 
our, as shown on M. C. B. sheet C-l, be 
Qvanced from recommended to stand- 

ard practice.
The minimum diameter of base of limit 

1 wear of grooves of wrought-steel 
.heels should be added to sheets as fol- 
, Ws> and arrangements have been made
accordingly:
M* n" !!' sheet 25 .................  Not less than 29% in.
M- p B. sheet 25A ................ Not less than 32ti> in.

• e. B. sheet 25B ................ Not less than 34% in.
Recommendation has been made by 
,e °f the companies manufacturing steel 

Wh i That our specifications require 
ter s To be machined exact to diame- 
c Your committee can see no justifi- 
Witi?n ^or this added expense, together 
fr«h The loss of service metal, which is, 
Us f The standpoint of wear, the most 
tietu' in the wheel. The recommenda- 

h, therefore, is not concurred in. 
c6rt Commendation has been made by 
sto im °T the manufacturers of wrought- 
dr 61 wheels that the 38 in. wheel be . 
ei PPed from our standards. Replies to 
berU f r °T enquiry indicate that the num- 
tjj .°T such wheels used is small and that 
era!r Use is being discontinued as a gen- 
t0 1 Practice. It is, however, necessary 
ca,Use wheels of this diameter in certain 
Prorf un<Ter motor cars in order to afford 
atiH i clearance between motor housing 
Mie ,ch- While the use of the 38 in. 
t6ree! should be discouraged in the in- 
siz stof keeping down the number of 
feeWh T have to be carried in stock, we 
of ..chat, as it is a recognized standard 
to rhe association, it should be allowed 
as trmam among our standards as long 
er nere is need for wheels of this diame-

and' aPPears to be desirable to revise 
this arnPlify the recommended practice of 
the ?ss°ciation for mounting wheels and 
inçn,)!.''wing is submitted with recom- 
the aT]°n that it be adopted in place of 
him,JP:esent recommended practice for 

l^t'ng wheels:
«lire- tandard table of mounting pres-

Mountinir Pressure in tons.

I!

2.

1 seat 
eter.

Cast iron wheels. Steel Wheels.

mum" mum" mum mum
in. 30 45 45 60
in 35 50 50 70
in. 40 60 60 80
in. 45 65 65 85
in. 50 70 70 95

to t'a,' heels having flanges worn so as 
hon iimit gauges for remounting cast- 
4 shi'ii6*8 shown on M. C. B. Sheet 16- 
- 3. TV not be remounted, 
àttèri he thickness of flanges of wheels 
?hd the same axle should be equal 
hi. h°uld never vary more than 1/16

0hd-h^ Counting of wheels, new or sec- 
and, the standard wheel mounting

and check gauge should be used in the 
following manner:

After one wheel is pressed into posi
tion, place the stop A or B of the check 
gauge against the inside of the flange 
of the wheel, with the thinner flange 
with the corresponding tread stop C or 
D against the tread of the wheel. Press 
the other wheel on the axle, until oppo
site tread stop comes in contact with the 
tread of the corresponding gauge point 
E or F, in contact with the outside of 
the thicker flange.

Fig. 3. Wheels will be made with five small lugs 
cast on the hub. When taping the wheel a suffi
cient _ number of these lugs are to be cut off, 
allowing the proper number to remain to repre
sent the tape size. Under no circumstances are 
any of these lugs to be cut off after the wheel is 
received from the foundry. These instructions 

are for new wheels coming from the foundry.

/j'-H

Hax.1 mum Mange 7hichness Gage For Cost 
fron Wheels and Maximumflange Ttuchness, 
Height and Throat Ood/u3 Gage Tor Solid 
Steel and Steel Tired Wheels.

Minimum Flange Thichncos Gage For Cost 
fronWhects ondMinimum Mango Thichnass.
Height ond Throat- Gadt us derge For Solid 
Steel ond Steel Trod Wheels.

Figure 4.

5. The wheel seats on all axles must 
be turned to uniform diameter through
out the entire length of each wheel seat 
and must be smooth and free from 
ridges, so as to provide even bearing for 
the wheel fit throughout. The mounting 
of wheels on axles having the wheel fit 
tapered is not permissible. The wheels 
must also have a straight bore, with the 
exception of the chamfering, for not more 
than % in. at the back hub face which 
may be allowed to facilitate application 
to axles.

6. Wheels should be mounted centrally 
on the axle. All axles should be center 
punched and some form of gauge be used 
to measure the location of the wheel

from this center punch mark. The cen
tral mounting of wheels is necessary, in 
order to secure proper running of the 
wheels and to prevent hot boxes.

7. Wheels should ordinarily be fitted 
to (word “used” eliminated) axles and 
not axles fitted to the wheels. It is usu
ally unnecessary to turn the wheel seat 
of second-hand axles unless they are 
found a tapered fit.

8. In mounting, either new or second
hand wheels, care should be used to see 
that the wheels are of the same diameter. 
In the case of new wheels, the wheels 
should be taped, to check the tape size 
marking, and, in no case, should wheels 
of different tape sizes be applied to the 
same axle.

9. The alignment of axle lathe, the 
trueness of the centers and the jaws on 
boring mills should be checked frequent
ly in order to ensure proper mounting of 
the wheels.

10. While the wheels are being bored 
the high spots on the flange should be 
marked, and, in mating, the high spots 
should be put opposite low spots on the 
mate wheels.

The following is the letter from the 
American Railway Engineering Associa
tion referred to in the report:—Contour 
of chilled car-wheels and throat clear
ance for frogs, guard rails and crossings. 
Referring to your letter of April 20, 
1917, referring back to this association 
the question of widening of the flange 
of the wheels as suggested by the wheel 
manufacturers’ committee. This topic 
has been under consideration by the Am
erican Railway Engineering Association 
Track Committee, and the following re
port is made thereon by this committee, 
and is transmitted to you for your in
formation: “‘The track committee is 
willing to agree that the flanges can be 
increased, as recommended by the chilled 
car wheel people, without any serious 
detriment from a track standpoint, pro
vided:

“ ‘1. That the wheels are in all cases 
accurately mounted to 3/16 in. additional 
spread gauge.

“ ‘2. That the allowable flange wear 
before wheels are removed be changed 
so that wheels will be removed when the 
flange is worn to within 3/16 in. of the 
present limit of removal.

“ ‘3. That more care be used in match
ing wheels on any given axle, on account 
of the reduction in play and the corres
ponding reduction in compensation from 
coning.

“ ‘4. That this flange width be confin
ed to flanges of four-wheel freight car 
trucks.

“ ‘5. That this conclusion on the part 
of the track committee be not construed 
as an invitation to increase the axle load.

“ ‘With the above provisions, it is be
lieved that it will be unnecessary to 
make any difference in the width of 
flangeway of frogs and crossings, or 
change the present method of track con
struction.’ ”

Locomotive Repair Costs.—C. A. Gau- 
vreau, M.P. for Temiscouata, Que., asked 
in the House of Commons recently, “Is 
the government, or the Minister of Rail
ways, aware that the amount for repair
ing a locomotive at the Canadian Na
tional Rys. shops at St. Malo, Quebec, is 
five times higher than it was at the 
Riviere-du-Loup shops, before the ma
chines of the latter were transferred to 
St. Malo?” The Minister of Railways 
replied: “Neither the Government or the 
Minister of Railways has any such in
formation.”
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Design and Maintenance of Locomotive Boilers.
The committee, of which C. E. Fuller, 

Superintendent Motive Power and Ma
chinery, Union Pacific Ed., was chair
man, reported as follows:—The associa
tion adopted the following resolution in 
connection with last year’s report: “That 
the report of the committee on design 
and maintenance of locomotive boilers be 
accepted and the committee continued 
and that the subject of combustion cham
bers be referred to the same committee,” 
Forty-five roads have replied to ques
tions contained in this year’s circular, 
from which the committee presents the 
following report:

Water Glass Fittings and Mountings. 
Out of 45 roads making replies, 27 use 
tubular water glass, 14 the reflex, and 4 
report using both. Four roads report 
having made comparative tests of the 
tubular and reflex glasses with the fol
lowing results: One states that the re
flex water glass, after test, was found 
no better than tubular; another, that the 
tubular with a protector was found more 
satisfactory ; another, that the tubular 
has less visibility but lower maintenance 
cost, and another that after trial the re
flex glass was regarded as unsatisfac- 
try. These tests in a general way ap
pear to favor the tubular glass, although 
it is conceded that both types of glass 
have their adherents, and it is likely that 
local conditions have a great deal to do 
with this question. The committee thinks 
that no valid objection can be taken to 
either type of glass, where properly in
stalled and maintained.

Regrinding of reflex glasses was re
ported as successful by 4 roads, with 
fair results by 2, and without success by 
3. The cost of regrinding was reported 
as varying from 7%c. to 45c. a glass. 
The principal thought to be extracted 
from the replies is that regrinding re
flex glass is of questionable value.

Specifications for use in the purchase 
of gauge glasses were reported as not 
used by 30 roads and in use by 6; 4 of 
which use specification prepared by the 
New York Central Ed. The Pennsylvania 
Ed. also has a specification which has 
been adopted by the Union Pacific. A 
test of the various bullseye tubular and 
reflex glass by the digester and dipping 
methods will readily convince the observ
er of the necessity for such a specifica
tion, and the committee recommends that 
the committee on specifications for ma
terials be requested to prepare a speci
fication for gauge and water glasses for 
this association.

No trouble was reported from pack
ing washers expanding, and clogging the 
passages. The precautions taken include 
care in packing, the use of a proper de
sign of connections and repacking at reg
ular intervals, if necessary.

Results of experience with water col
umns were reported as follows : One road 
regards the water column as superior to 
all other arrangements ; 11 state that it 
furnishes true readings 6 state that it is 
satisfactory; 5 regard it with disfavor, 
while 5 state that it is not satisfactory; 
one member stating that he believes it 
does not give true readings, and another 
states that there is a siphon action when 
gauge cocks are open, which causes the 
readings to vary as much as 5 or 6 in. 
from the true water level in the boiler. 
In commenting on the latter statement, 
it is the belief of the committee that 
some other unusual and undesirable con
dition existed, such as insufficient open
ing or proximity to a water tube.

With the usual types of modern wide 
firebox boilers, having sloping back head, 
and generally provided with arch tubes 
admitting large volumes of steam into 
the back water space, it is the belief of 
your committee that, in order to obtain 
more accurate readings, the application 
of gauge cock and water glass fixtures 
deserves careful consideration, and your 
committee believes that it should at this 
time present as recommended practice of 
the association the arrangement of water 
glass and gauge cock as developed and 
approved by the committee on standards, 
at Washington, as illustrated by its 
drawings X-100, which is reproduced in 
this report.

Beading Tools for Boiler Tubes or 
Flues.—From a comparison of the draw
ings of beading tools submitted, it ap
pears that the essential detail of the 
tool is the throat or surface from which 
the bead is formed. In some cases the

The reports indicate a wide variation of 
practice without any apparent necessity 
for such variation, and your committe6 
appeals to the association for its view® 
as to the advisability of preparing 
submitting a set of tools and operation® 
for setting, beading and maintaining 
tubes and flues, the same to be present
ed next year to the association as recom
mended practice.

Proper Location of Blow-Off Cocks i®
Locomotive Boilers, and Reasons There
for.—The number of blow-off cocks J® 
use per locomotive- varies from one to 
four. Some report blow-off cocks locat
ed on the belly of the cylindrical part m 
the boiler, but most of them are locate^ 
on the water legs about the firebox- 
Some have one cock on each side of n®6' 
box with one on the throat sheet at tn 
center. Some have only two blow-o® 
cocks, one on each side of firebox, some
times located near the center of the s» ’

^0 Preferably

ggLD Watery 
Column

These Connec tions to 
tureen T ese Limits

l|i Openm 
J'When 
e linger or 

Other Reflex 
Type Glass 
/s Used.

<f "°r/When 
Tubular Glass
is Used

Î Length of Column t Location 
of Water G/ass Connections * 
t Gage Cocks May be filtered 
to Suit Individual Boilers.

0. D. Copper Pipe 
tg O.D. Copper Pipe

Not Less Than y'tD.

__Not Less Than lj 't.D.
These. Connections to EnteT 
Between These Limits, 
Preferably Inside of Cob.

This Connection May-be Lowered 
to Suit Individual Boilers 

This Connection to Bnter 
between These Limits.

Extend Beyond Any Obstruction. ^ 
Minimum-With Ratio Area Openings Top 
Bottom Connections Not less Than iHM ‘

n.C
Arrangement of water glass and gauge cock, developed by committee on standards, Washington,

tool is shown straight in the circumfer
ential direction of the flue. The curve in 
the radial plane of the tube determines 
the radius of curvature and the size of 
the bead. In most cases a slightly larger 
radius for beading tools is used on sup
erheater flues than on ordinary boiler 
tubes. In some cases the same tool is 
used for both classes of tubes. Some use 
a slightly different tool for maintenance 
of tubes than that used in resetting new- 
work, thus making at least four different 
beading tools.

For beading the regular boiler tubes, 
the radius of curvature reported for 
beads varies from Vs to 11/64 in. The 
radius of curvature of the throat of the 
tool in the other direction is usually 
made the same for boiler tubes and sup
erheater flues, and varies from % to 2 
in., although, as stated above, some were 
made straight. The committee thinks 
that there is no essential reason for all 
of this variation, except the variation in 
the size of the bead, which is a function 
of the thickness of the flue. Reports in
dicate that practically all beading tools 
are maintained to size by regular period
ical checking with standard gauges.

In regard to the method of expanding 
flues, there is considerable variation in 
the details of operations. Most roads 
use both the flue roller and the prosser 
expander, and follow closely in details 
of tools and in practice the recommenda
tions of the Locomotive Superheater Co.

and
front

thepossibly more frequently near 
; corners. Two roads reported 

use of a single blow-off, located on j 
side at the back corner of firebox, ® g 
connected to a perforated pipe ^ ,eg 
along the mud ring in the back water 
under the fire door. Quite a number , 
port the use of one blow-off cock 
over the mud ring at the center ot 
throat sheet. The number and loca 
of blow-off cocks is determined to a .y- 
siderable extent by the kind and flua,,e^ 
of water used for boiler feed. Very J^e 
failures, or troubles, with any 
blow-off valves in use 
Some failures occasionally occur

were rep°i^oIÎ) 
some ianures occasionally occur ®,ve, 
pieces of staybolts lodging in the v*ved 
Trouble from leaking has been asc® 
to lack of care in maintenance. tj„n 

To reduce the danger of obstrue y 
from scale and sludge, a great n 
blow-off valves are provided with s tj,e 
form of strainer. One road placeS 
valve about 12 in. above the mud , 
with the idea of leaving the seal® jpg 
water leg below the valve when bio 
off.

The practice of blowing off on t*1® ate® 
is employed only by roads where ®®ry. 
conditions make such practice ueC®sj,pe® 
Of 42 roads reporting, 22 do not ^yy 
the blow-off cock on the road, and? re" 
occasionally, or in emergency, y: n t» 
commended essentials in constructs 
permit blowing off and closing ®*j.0 fee 
road are; a valve rigging designed
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Derated from the cab, or from a safe 
Position on the running board, the valve 
■>°uld be located so as to be in view of 
?e operator when blowing off, the valve 
nould be designed so that the boiler 

it tSSUre assist in closing and hold 
l t0 Jts seat. An auxiliary valve should

Provided that can be closed in casebe
jî® niain valve fails. There should be a 
• lamer to prevent scale and other ob- 
v ,Ucbi°ns from lodging in the valve. The 

ive should open full, have straight full 
and be rigid in construction and 

Positive in action.
Oj"mbustion Chambers.—The number 
cl eagines reported with combustion 
in» • ers was 2,152, with chambers vary- 
abo +1 ^enSbh from 5 to 88 in. Of these 
she t are reported with back flue
L ot. welded in place while the others 
con i^lve!-ed- Out of 23 roads reporting 
Ve,astion chambers, 18 use a trans- 
re weld across the crown sheet at the 
for . ® °f these express a preference 
ten^°nt;'nuous crown sheets, and the in- 
•'cnew'1] t0 app'y continuous crowns on
cha^ln road with about 200 combustion 
of 'Jbprs, is of the opinion tnat the cost 
fuel 61r niaintenance overbalances any 
0ne ec°nomy obtained from their use. 
cham£°a<* states that the combustion 
ei b ']Cr permits of construction of long- 
tiCa]01‘ers than otherwise would be prac- 
can Another, without definite tests, 
charnk6 n° advantage in the combustion 
Thrp if ?ver those of other designs, 
duced rlieve bhat flue troubles are re- 
tion ° ,fl°m the application of combus- 
ec chambers, and 11 believe that fuel 

Tr°my is obtained from their use.
chi
Çrs i

iam, —- reported from combustion 
~ • bers include: the collection of cind-

in» !Vhe chamber resulting in the warp- 
froty,1 sheets. Six have reported trouble 
Ports C?ac*<s in the throat sheets, one re- 
c°mb trouble from broken stays on long 
crj b hstion chambers, which was correct- 
ahotbo tae application of flexible stays, 
"'ater 1 reP°rted trouble in keeping the 
1Püd Space under the chamber free from 
bje f °ne is of the opinion that the trou- 
the c 0,h combustion chamber increases 
troubj st ,°f maintenance, ten report no 
ed sor»S în maintenance, and one report- 
otie Sae trouble due to faulty design, and 

ays the flue sheets are easier to

apply with combustion chambers. Six 
roads reported experience with bridge 
walls, three of which were of the opinion 
that they are desirable and three were 
not. One thinks a bridge wall should be 
used only when necessary.

One road is of the opinion that the 
combustion chamber is essential in aid
ing the distribution of weight on large 
engines, one that it has little effect, and 
14 consider that it is not essential for 
that purpose. It is the committee’s view 
that on large modern engines a combus
tion chamber is practically a necessity, 
as a function of proper wheel base and 
weight distribution, proper length of 
tubes and superheater equipment, and 
that the additional direct heating sur
face of the combustion chamber added 
to the firebox heating surface is of dis
tinct value in aiding evaporation, and 
further that if the use of combustion 
chambers is attended by increased main
tenance, this has now become a necessary 
evil attending the large locomotive, and 
that these so-called evils can be largely 
reduced by proper design and propor
tion.

The minimum distance from crown 
sheet to inside of wrapper sheet is given 
at 25 in. by one, 23% in. by another, and 
20 in. by one. Some vary the distance 
with the size of the boiler, two giving 
the rule of making it equal to 15% of 
the diameter of the largest course; four 
endorse the standards followed by the 
locomotive builders, and eight have no 
standard practice.

In regard to lowering the crown sheet 
at the expense of the heating surface, 14 
do not consider it justifiable, while two 
roads do, if necessary to maintain the 
standard minimum, and four state that 
it would depend upon the design. The 
recommended minimum distance between 
bottom flues and waist sheet varies from 
2 in. to 7 in., and one recommends 10 in., 
with combustion chamber.

To lessen the entering of water into 
the dry pipe, 14 report the use of no 
special devices for this purpose, while 
four use a special throttle with inlet at 
the top of dome.

Three roads report on the test of spe
cial devices for promoting water circu
lation in boilers, two of which gave un
satisfactory results, while one claims

economy by the use of the Harter circu
lator plate for promoting water circula
tion in boilers. The latter consists of a 
horizontal baffle plate, extending from 
side to side of boiler, and extending to 
approximately 2 ft. from the front flue 
sheet to within 6 in. of the oack flue 
sheet. It also has a series of 2 in. tubes 
at intervals along each side to conduct 
steam formed beneath the baffle plate to 
the space above same. The Nicholson 
thermic syphon is also referred to as a 
water circulating device.

Conclusions and Recommendations. — 
A review of the replies received to this 
circular fails to reveal much that is new. 
Apparently little out of the ordinary is 
being planned at the present time to de
velop locomotive boiler design. Briefly, 
the results of the evidence obtained on 
the different subjects of this circular are 
as follows:

Tubular water glasses suitably protect
ed against accidents appear to be more 
popular than the reflex. Regrinding of 
reflex water glasses appears to be of 
doubtful value.

Beading tools in use are quite similar, 
and could probably be easily standard
ized if such a result is considered desir
able. The same is true of the prosser 
expanders. The only variations appar
ently necessary are those required to 
care for the different thicknesses of tube 
sheet and the different thicknesses and 
diameter of tubes.

The number and location of blow-off 
cocks required per locomotive boiler de
pends on the conditions of service, and 
the quality of feed water used.

Combustion chambers, in general, im
prove combustion, and promote fuel eco
nomy, also tend to lessen tube troubles, 
but are subject to troubles in mainten
ance unless care is taken in their design.

In regard to water and steam space 
above the crown sheet, no evidence was 
submitted that would warrant the draw
ing of any definite conclusions thereon.

Your committee recommends the pres
entation of a specification covering tubu
lar and reflex water glasses, and buils- 
eye glasses for lubricators.

The committee endorses water glasses 
and gauge cocks applied to modern boil
ers in accordance with method approved 
by committee on standards.

^stallation, Operation, Care and Maintenance 
Locomotives.

of Superheater Equipment for

Jh
ï,°cke S°mmittee, of which H. R. War- 
fOtyL 7®a.eral Superintendent Motive 
{w., w’ Chicago, Milwaukee & St. Paul 
v6foreaS ®aairman, reported as follows: 
îjcg Q 0atjining the recommended prac- 

j., this subject, we will present an 
®he 0f ,at received some consideration at 

committee meetings, and aboutHiç'jj' î'he

,c°Unt ofWf,s n°t considered that, on ac- 
S'hed u e contradictory results ob- 
v hde’.i1 should be included in the recom- 
iMirig Practice. It is the matter of pro- 
hfle crabbing on piston rods. Very 
t ihPiitf-nCre*'e data were furnished the 
^ihiriD. 66 relative to the value of main- 

swabbing on piston rods, only 
reporting at length on this sub-lect.

theOf6 valu(?a^f has been making a study of
.Pistol swabbing on different types 

th ch no ",r?d packings, the identity of 
in ioP th t S is withheld. The infor- 
di ''he aaat has been reported is shown 

ahietei. °mpanying table. On the 5 in. 
rods considerably better service

was obtained from packings without 
swabs. This was true in the first three 
types of packings mentioned, but on the 
D packing there was a slight difference 
favorable to the swabbing. On the 3% 
in. diameter rods the results are in sup
port of the use of swabbing when we 
consider the results as a whole, but it 
will be noticed that exceptionally good 
service has been obtained from some of 
the packings without the use of swab
bing. The results do not strongly sup
port the opinion that piston-rod swab
bing is'essential to good service and, on 
account of the limited information that 
has been furnished along this line, your 
committee hesitates to make recommen
dation either for or against the use of 
swabbing.
Proposed recommended practice for _ in
stallation, operation, care and main

tenance of superheater equipment 
for locomotives.

Installation.—When parts are received 
from manufacturers they should be coat

ed with some protective coating and stor
ed under shelter until used. Care should 
be taken to see that the wooden protec
tion blocks over ends of units and joints 
in headers are in place and used.

In the installation of the header the 
perfection of the joints should be thor
oughly established, and care exercised to 
see that the header is placed in a level 
position before it is finally secured to 
the boiler. The same care with reference 
to the condition of the ball joints on the 
units and their seat in the he.ader should 
be exercised. It is recommended that all 
ground joints should be bolted in place, 
metal to metal, without any medium other 
than a coating of oil to bring the joints 
to set without causing any undue fric
tion.

Bolts, either heat treated or of special 
steel, should be employed in securing the 
units to the header.

Care should be exercised to see that 
the operating cylinder is properly locat
ed on the damper shaft so as to give the
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piston sufficient movement to provide the 
proper opening for the dampers.

In closing the opening around the 
steam pipe, where it passes through the 
smoke box, a fibrous packing or cement 
should not be used. A metal covering 
should be used in such a manner that it 
can be fastened both to the smoke box 
and to the steam pipe. See exhibit A 
for suggestion of two methods that have 
been successfully used for this purpose. 
After the superheater and steam pipes 
are completely placed and hydrostatic 
test is applied, if any ball joints are 
found leaking they should be taken out 
and reground, as tightening a bolt will 
not repair an imperfect joint.

After superheater header and units, 
piston and valves have been applied, the 
throttle valve should be blocked down 
and steam test blown back through steam 
chest and superheater units. When these 
parts become heated, tighten all joints.

When superheaters are installed some 
provision should be made for supplying

Superheater locomotives should be 
handled only when the air brakes are in 
operative condition.

It is essential that the oil supply for 
the lubrication of the valves and cylin
ders on a superheater locomotive should 
be constant, as the high temperature Will 
cause serious damage to these parts if 
there is an interruption of their lubrica
tion. When locomotives are not equip
ped with drifting valves _ the throttle 
should be slightly open when drifting, 
in order to avoid the suction of hot gases 
into the steam chests and cylinders. The 
position of the superheater damper can 
be determined by observing the position 
of the counterweight attached to the 
damper shaft, and the engineman should 
know that the damper is wide open when 
steam is being used.

Care and Maintenance. — At regular 
periods, and preferably when the month
ly Federal inspections are made, there 
should be a thorough inspection of all 
parts which come in contact with the fire

Comparison of service of piston-rod packings as influenced by the use of swabbing on piston rods on
superheater locomotives.

. Kind of 
packing ITEMS

Passenger service. 
5-in. diam. rods.

Mallet locomotive 
h.p. engine

3%-in. diam. rods.
Swabbing. Swabbing.

With Without With Without
Number of rods equipped ................................ 4 2 3 3

A Number of sets renewed ................................ 16 4 3 1
Average mileage .................................................... 7 240 20 247 9 002 18 850
Number of rods equipped ................................ 3 3 3 3

B Number sets renewed ....................................... 13 8 3 2
Average mileage ................................................. 6 663 8 944 14 004 12 028
Number of rods equipped .................................. 3 3 3 3

C Number sets renewed ................................... >.... 6 5 7 22
Average mileage .............................................. 14 359 18 648 2 384 2 007
Number of rods equipped ...................... ......... 2 2 2 2

D Number sets renewed ........................................ 5 4 9 6
Average mileage ................................................. 9 310 8 679 3 503 2 390
Number rods equipped ...................................... 12 10 11 11

Total Number sets renewed ......................................... 40 21 22 31
Average mileacre ................................................... 8 379 13 357 5 329 3 271

a limited amount of steam for use when 
drifting.

A limited number of pyrometers should 
be applied to superheater locomotives on 
each division for the educational value 
they would possess.

When superheaters are applied to 
existing equipment the front end door 
should be made sufficiently large to per
mit working to advantage in removing 
or applying units. It is recommended 
that the clear opening be 42 in. in dia
meter. This dimension can easily be ar
ranged on new locomotives.

Operation.—Locomotives equipped with 
superheaters should, in general, be oper
ated in the same manner as locomotives 
using saturated steam. The cylinder 
cocks should normally be open when the 
locomotive is standing under steam, and 
when the locomotive is started they 
should remain open until dry steam ap
pears. In starting a superheater loco
motive, the reverse lever should initially 
be placed for full travel of the valves, 
and at all times the water level in the 
boiler should be such that there will be 
no possibility of water being carried in
to the superheater. Water carried into 
the superheater will be evaporated into 
saturated steam or steam with a low de
gree of superheat, seriously affecting the 
economies available through proper op
eration; also water carried into the sup
erheater may flash into steam after the 
throttle has been closed, placing the lo
comotive to that extent beyond the con
trol of the locomotive man. Water car
ried into the superheater in quantities 
sufficient to reach the valves and cylin
ders will remove the lubrication from 
these parts and may result in knocking 
out cylinder heads or other damage.

or with the products of combustion. 
There should be a careful inspection for 
steam leaks, and the entire front end ar
rangement should be carefully examined.

When the locomotive receives this per
iodical inspection, each flue in the boiler 
must be thoroughly cleaned by blowing 
out with compressed air supplied through

a pipe of sufficient length to extend en
tirely through the flues; the flues also 
should be cleaned whenever necessary be
tween the periods when the periodical 
inspections are made.

At the time of the periodical inspec
tion, the superheater damper should be 
connected to the shop steam or air line, 
in order that the damper may be oper
ated and the rigging checked for lost 
motion and the damper opening also 
checked; it should also be known that 
the damper piston travels through the 
full stroke and makes a steam-tight joint

against its seat. ,^e
The special tools recommended by j. 

Locomotive Superheater Co. for insta 
ling and maintaining superheaters shou 
be employed. t r

When, for any reason, superheat 
units are removed from boiler tn 
should be tested before being retuIn„st 
with a cold water pressure of at le“ 
20% in excess of nominal boiler pressa ' 

Unit bands and supports should be , 
spected whenever units are removed, a 
renewed if necessary, to ensure units 
ways being properly supported and 
correct relation to the flues. . us

When replacing superheater units, D° 
should be renewed when there is any 
dence of deterioration either in the c. 
dition of the thread or worn or P1'1 g 
condition of the bolt. In all case ’ as 
new nut should be applied and used 
the pulling nut in setting the unit , 
place. An old nut can then be apP1 5 
as a locking feature after the unit 
been properly seated. _

In regrinding the ball joint of the
and the socket joint of the header, 
original contour of these surfacessn 
be maintained. . u]d

After removal of the units, seats sn 
be protected with a protecting coat tSl 
and covered to prevent injury to se 
and entrance of foreign substances 
unit pipes. the

All dirt should be removed fr°r\f0re 
top of the header or T bolt slots be 
the superheater is reassembled.

Comparative merits of hydrostatic , 
force-feed lubrication for locomotive , 
inders and steam chests and best tj,j5 
of application.—The committee gave reg- 
matter considerable study, and for th . j, 
son that there is no definite inform S) 
available on which to base conclu-.0l,s 
is unable to make any recommença Sj 
at this time. The committee prop sUt)- 
if continued, to further study the t0 
ject and outline a programme of tes- s, 
be followed on several different ran 
the data obtained from these “Apite 
furnish a basis for drawing some a®* 0{ 
conclusions as to the relative .vaY-0l). 
hydrostatic and force-feed lubi'ica ^vCs 

Economical diameter of piston ' ' 
of superheater locomotives, with >p

Inner periphery » ottoched to —\ 
ôteom Pipe and outer periphery\ 
to ômohe Arch by Autogenous 
Welding

Exhibit /I Figz

mendation for standard practice 1 j.er$' 
nection with various cylinder diah $e 
This question has been studied at^_ rc- 
some length, and a number of r°a^0 t^e 
ported to the committee relative ^;ve5 
dimensions of their leading }0CP^n(r Sef" 
for passenger, freight and switchun^en 
vices. Among the items reporte eteU 
the valve diameter, the cylinder dm 
the stroke of the piston, diam 
drivers, area of steam ports, nia'sjiiih'’, 
cut-off, port opening at said 
cut-off, and several other items Aval' 
to work out a relation between tn
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inderg^er an<* steam demand of the cyl-
th^aionS the variables encountered are 
t, e travel of the valve, the port openings, 
ej6 «css sectional area of the various 

nients of the entire steam passageway

between the boiler and the cylinder. By 
giving this subject a little thought it 
will be appreciated that no one item can 
be fixed as long as there are any vari
ables to take into consideration. If such 
items as port area and valve travel are

fixed, then the diameter of a valve can 
be ascertained that will supply the pro
per amount of steam for a certain piston 
displacement.

For the above reasons, we are unable 
to make recommendations at present.

Car Construction Committee Report.
committee on car construction, of 

Kiri *'• Kiesel> Jr., Mechanical En-
eer, Pennsylvania System, was chair- 

to r and which J. Coleman, Assistant 
an,) lneral Superintendent Motive Power 
Rnk-jr Departments, G.T.R., and W. J. 
C Pp’ General Master Car Builder, 
tiot •’ were members, reported on ques- 
jn ns Referred to the committee, suggest- 
Drn 5- an^e? to existing standards and 
lows- 6" reasons therefor, as fol-
ion‘rCSSet* S*6®! Journal Boxes.—An opin- 
t;n Was requested whether the applica-^ of T1VPC C ûrl ofûnl 1A11 win 1 Ivnwnr, in wnPairs°f pressed steel journal boxes in re- 

„ ! constituted wrong repairs, 
for - ts 8 and 8-A, standard journal box 
j0u J0Urnal 5 by 9 in.; sheet 11, standard 
ar.jna^ 6 x 11 in., contain notes per- 
Jour iet t2-B, standard journal box for 
niiH- 6 by 11 in., contain notes per
sonln^ *be use of cast iron, malleable 
ej ’ Pressed steel, or cast steel, provid- 
heri *be essential dimensions are ad- 

ed t°- In the opinion of your com-

'■*/$*&'*i‘p,afe

committee is opposed to any considera
tion of the rebuilding of existing cars 
providing them with wide side doors, as 
the framing will be inadequate, unless 
entirely rebuilt, and does not recommend 
that all box cars should be built with 
wide doors to facilitate the loading of 
automobiles, for the reason that the cost 
of coopering such cars will be approxi
mately twice the cost of coopering a car 
with 6-ft. doors. The failures of double 
doors in service will result in a very 
considerable increase in the number of 
cars out of service for defective doors. 
The first as well as the maintenance cost 
will be increased. For the reasons given 
above, the cars with wide side doors 
should be considered as special cars; on
ly to be provided in such numbers as 
traffic conditions warrant. It is recom
mended that the association’s executive 
committee endeavor to bring about very 
close co-operation between railways and 
manufacturers/ who ship raw materials 
or parts to automobile manufacturers, to

Riveted \

ersunR ft,‘ve+

> J ,
..

O'*) *J‘ ? Bor 
^ Stiffener

r ’Cored r- Edge of Door

DOOR BOTTOM 
6U/DE

for freight Cars 
Mof/eab/e Iron

va ~ Tl
V < 1 K

are ® the bottom lugs on these boxes 
stj-ena ®ssential part of the box, both in 
whipk ,, and location, for all trucks 
t>r0Dp depend for their integrity on the 
barg l ""dding power of the bottom tie 
an Dut that these bottom lugs are not 
With Sent'al part of the box for trucks 
Whjçh c"?st steel or other sides frames 

Rp do not require the bottom tie bar. 
ihg n °mmendations.—1. Add the follow- 
freig-ht *‘° each sheet showing standard 
WRR “ car journal boxes: When used 
bottom p. ^rames °f such design that the 
esseri(-- i e har is omitted or is not an 
the i0‘a, strength member for carrying 

’ the bottom box lugs may be

Figure 1.

0fP’tteriU’ the bottom box lugs may _ _ 
°thei. . When used in connection with 
must uSlde frames, the bottom box lugs 
streno-tv. Suivaient, both in location and 

2, to those shown..” 
freight the completed notes to all other 

Autr. Ca,r. journal box drawings, 
tee’s i nubile Side Doors.—The commit- 
9Uest f report made reference to a re
gion a° , the General Motors Corpora- 
m°Vak, t 10 ft. double side doors with 
cars. L Post should be used on all box 
ahj’v this request has been renewed, 
0xvmgUl" comInittee has adopted the fol- 

’kg ^solution, and recommended send- 
c>ati0n,t° the American Railroad Asso- 

s executive committee: “That the

the end that orders for cars for such 
shipments shall specify that automobile 
cars are to be furnished to as great an 
extent as available. This arrangement 
will automatically return to the automo
bile manufacturers many automobile cars 
which are now being sent elsewhere.”

Car Doors and Fixtures.—The subject 
of box car doors has been brought very 
prominently to the committee’s atten
tion, in many different phases, and de
mands immediate, decisive and construc
tive action by this association. A num
ber of communications relating to defec
tive door fastenings have been received, 
the causes for complaint being broken 
door fastenings, door guides fastened 
with lag screws, or fastened with bolts 
in such a way that guides could easily 
be removed.

Standard sheet 30, revised in 1914, 
made several changes from previous 
practice, as follows:

1. Increased the number of bolts hold
ing door locks from 2 to 3, the third bolt 
being placed on the side of the car where 
it would support the lock against tip
ping.

2. Provided a wrought iron strap ex
tension to the door hasp fastener, mak
ing it 24 in. over all.

3. Increased the height of lip of bot

tom door guides from 1 to 1% in., in
creasing the depth of bottom Z-bar to 
correspond.

It is the observation of the committee 
that car doors equipped with door fast
enings, bottom Z-bar and door guides in 
accordance with, or equivalent to, the 
designs shown on sheet 30, are very sel
dom found defective as to these parts. 
There are, however, many thousands of 
cars in service which have no metal pro
tection on the bottom edge of door, so 
that the corners of the door decay, and 
may readily be forced over the guides 
and opened at the back edge without 
breaking the seals. There are thousands 
of cars in service with hasp cored so that 
the metal is barely % in. thick, and with 
the door lock, consisting of a small mal
leable casting, fastened on the face of 
the wooden door stop with only two bolts 
and the door hasp fastener or staple, 
consisting of a small hook, fastened with 
only one bolt. It is the usual condition 
of cars equipped with this small staple

DO Off HASP 
’ /freight Cars/

Figure 2.

either to have the staple torn off or the 
front edge of the door broken off.

In 1914 the committee revised several 
of the important details on sheet 30, 
standard box car, outside hung side door, 
and submitted specification for reinforc
ing doors on existing box cars, which 
specification, however, was not adopted 
and when again submitted in 1916 was 
again rejected. Your committee believes 
that the complaints previously referred 
to in this report are legitimate, and that 
it is our duty to remove the causes for 
them, and, if this is to be done, it is 
necessary that this association should 
adopt some form of specification govern
ing the reinforcement of doors on exist
ing cars. Your committee submits, for 
the third time, specification for this pur
pose, which has been amplified to include, 
among other things, a Z-bar at the bot
tom of the door. It is believed that most 
of Mr. Crawford’s complaint in regard 
to opening of doors without breaking 
seals comes from cars having doors with
out bottom Z-bar protection, so .that the 
doors decay at the corners and can read
ily be lifted over the bottom guides.

That portion of the loss which is made 
possible by the removal of bottom guides 
would be eliminated by the use of guides 
which cannot be removed when door is
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in closed position, as called for by the 
specification submitted in 1914. Your 
committee is this year recommending one 
such design for addition to sheet 30. (See 
fig. 1.)

In submitting the new design of hasp 
a note is added that when the hasp is 
drop forged, or of steel plate, the ribs 
may be omitted. All-steel doors should 
have locks, hasp and fastenings consid
erably stronger than are being recom-

This Guide Used on X\. 
Cors Having Wood Side \ 

| Sills to Which Guides ore

mended on sheet 30, in view of the great
er weight and inertia of such doors; but, 
as the all-steel doors are comparatively 
few in number, the committee feels that 
it is preferable to have the present stan
dard designs of the association cover 
wooden doors only, including steel fram
ed wooden doors, and let the all-steel 
doors be covered by special designs. The 
hasp provided for the all-steel doors 
should interchange with the American 
Railroad Association standard.

Recommendations: The addition of 
notes in the present specification for 
complete new doors, as. follows:

1. The adoption of the modifications of 
sheet 30, as described in this report.

2. Door starters should be provided to 
move the door 2 in. or more from its 
fully closed position.

3. Means shall be provided, where ne
cessary, for forcing the door into its 
fully closed position.

4. Lumber used in the construction of 
doors shall not contain more than 5 per 
cent, moisture.

5. Door rollers must be carried on 
turned or cold rolled steel pins. Pins 
must be a driving fit in bracket or hous
ing. Rollers must be drilled not more 
than 0.01 in. larger than pin, and out
side of roller must be turned or ground 
so that it will be round and concentric 
with the bore.

6. If bottom supported door is used, 
the lap of the Z-bars, both top and bot
tom, shall be equivalent to bottom Z-bar, 
as shown on sheet 30. Rollers must con
form to the above specification, and there 
shall be sufficient rollers provided so 
that door is always carried on at least 
two rollers.

7. That the specification for new car 
doors, adopted in 1915, and revised as 
above, should be extended to cover the 
application of complete new doors and 
door fixtures to existing cars.

The adoption of the following specifi
cations for reinforcing existing car doors:

8. Top of door shall be reinforced by a 
lVz x lVz x 3/16 in. angle, or its equiva
lent, extending horizontally the full 
width of the door and not more than 12 
in. from the top.

9. Bottom of door must be reinforced 
by 2% x 1% x 3/16 in. Z-bar, or its 
equivalent, applied as shown in sheet 30.

10. Depending leg of Z-bar, or other 
construction which engages bottom 
guides, must not be less than 1% in.

11. There shall be not less than 4 bot

tom door guides on each side of car, 
located as shown on sheet 30, and of the 
same or equivalent design.

12. If the design of door is such that 
the removal of the door guide next to 
the back door post would permit the door 
to be pulled away from the car, then 
this door guide shall be of the same de
sign as shown on sheet 30, or its equiva
lent, for this particular location.

13. Door hasp fastener shall be at 
least 24 in. long, the same as, or equiva
lent to, the design on sheet 30, fastened 
with not less than five % in. carriage 
bolts, with nuts on inside of door, and 
bolts riveted over. Fastener shall be of 
such design that hasp cannot be remov
ed without removing bolts from fastener.

14. Door locks shall be secured by not 
less than two Vi in. carriage bolts 
through the closed door stop, and one 
additional V2 in. bolt through the side of 
car, with all nuts on inside and bolts 
riveted over nuts.

15. Closed door stop shall have 2 or 
more lips extending at least lVz in. over 
the door, to support it against bulging 
outward. Where all-wood closed door 
stops are used, they should be strength-

- --------------- ---- Cars Moving
■ Steel Side Sills h Which Guides

000a oorrou ôu/ot
Tor freight Cars

Figure 4.

ened against splitting, and should have 
at least 2 metal reinforcement brackets 
similar to closed door stop casting on 
sheet 30.

16. Open door stops, if all-wood, should 
extend the full height of the door, and 
be strengthened against splitting.

17. Door starters shall be provided to 
move the door 2 in. or more from its ful
ly closed position.

18. Means shall be provided, if neces
sary, for forcing the door into its fully 
closed position.

19. Lumber used in the construction 
of doors shall not contain more than 5% 
moisture.

20. Lap of door over door post shall 
not be less than ZVz in.

21. The proper clearance must be pro
vided, so that % in. bulging of side of 
car will not interfere with the free move
ment of the door.

22. Door rollers must be carried on 
turned or cold rolled steel pins. Pins 
must be a driving fit in bracket or hous
ing. Rollers must be drilled not more 
than 0.01 in. larger than pin, and out
side of roller must be turned or ground 
so that it will be round and concentric 
with the bore.

23. Door must be designed and vertical 
clearance provided, so that under any 
service conditions there will be no bind
ing of the door on account of vertical in
terference of door guides or track.

24. If the bottom supported door is 
used, the lap of the Z-bars, both top and 
bottom, shall be equivalent to bottom Z- 
bars, as shown on sheet 30. Rollers 
must conform to the above specification, 
and there shall be sufficient rollers pro
vided so that door is always carried on 
at least 2 rollers.

Fastening of End Doors.—Resolution 
adopted by the Association of Railvoaj1 
Chiefs of Police, communicated by R- 
Mitchell, Chief of the Secret Service an» 
Police Section, recommending the fa,st' 
ening of small end doors on the inside 
before loading, and removal of seal fast
ening from doors that are so fastened- 
In 1913, the Master Car Builders’ Asso
ciation adopted as recommended PraCj 
tice, that end doors must be constructed 
that, when closed, they lock automatic
ally from the inside of the car, thus 
avoiding the necessity of taking seal 
records. Sheet 30 shows a design of in
side fastening which is not automatic, 
and your committee recommends that 
recommended practice adopted in 
should be advanced to standard, and that 
the design of inside latch shown on sheet 
F should be removed, and a note substi
tuted that the fastening should lock the 
door automatically from the inside 
the car. Your committee has made this 
recommendation to the executive com
mittee, and has advised Mr. Trenhom 
accordingly.

Revision of Manual.—Your committee 
has modified certaip details on sheet »u, 
and has added others for your consider
ation, as follows: ,

(a) Door hasp has been strengthen 
by the addition of ribs, and certain un
important dimensions have been mo?1' 
fled, which will greatly increase J" 
strength. The new design is entirely, in
terchangeable with the former desig»' 
(See fig. 2.)

(b) The bottom door guide has bee» 
considerably strengthened by the add'"

^=0
FRCIGHT ÇAP OOOR

Figure 5.
tion of ribs, and two designs have bee’1 
shown, one for use where the guide , 
riveted directly to steel side sills, & , 
the other, which is extended downW» 
to provide more bearing surface for » 
when bolted against wooden sheath»1*1 
(See figs. 3 and 4). A note has bL,e 
added that door guide bolts should 
applied with nuts on the inside of * f 
sill, and bolts thoroughly riveted 0 
the nuts. „

(c) A design of burglar proof b? 
door guide has been added, in which 
guide is fastened with carriage h°* 
with the heads inside, and the nuts ^ 
plied with a socket wrench. When 
door is in place the bottom Z-bar cov ^ 
up the nuts so that the guide cannot , 
removed. This design has another,t5 
vantage in having the fastening h’-p 
directly behind the point where the str
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comes on the guide so that the tendency 
o pull guides downward and away from 
/‘o side of the car will be much less than 
with designs where the bolts are lower 
“7"- (See fig. 1.)
i (d) The construction of the door itself 
as been changed to eliminate four dia

gonal braces and add one more horizontal 
atten, the object being to reduce the

sill as construction will permit. After 
the sheathing has been thus thoroughly 
secured the space between the ends of 
floor boards and sheathing shall be care
fully filled with a plastic compound which 
does not become brittle in cold weather. 
It should then be further protected with 
triangular grain strips, not less than 3 
in. by 3 in.

r
3:
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Li* W
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* !
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Fig. 6. Tabulation of Axles.

» °f. constructing the door, and at the 
SH le time provided greater stiffness and length. (See fig. 5.)
fied6f section at C-D has been modi
fy to show a distance of 1 in. from the 
at ot' t*le sheathing to the edge of floor 
str; °orway’ to permit the use of a spark 
has*j! at the back of the door. A detail 
strin*.een a<hlccl to show one form of spark 
per P i. the door clearance provided will 

mit the use of other forms, 
side i^e cross section at C-D, also the 
bep e‘evation of the complete door, have 
S/gQ bl0<l‘fied to show the additional of 
for steel plates, inside and outside, 
tom Purpose of supporting the bot- 

7 ^-bar.
(S) The

“When wooden lining is used it should 
have a space between floor and bottom of 
lining of about 2% in. Where diagonal 
braces meet posts, thereby forming pock
ets, opening shall be provided in the lin
ing of sufficient size to permit free pass
age of any grain that may possibly lodge 
behind wooden side linings. The ver-

Association, at Milwaukee, Sept., 1918.
Brine Dripping on Rail, Etc.—Reports 

presented to the American Railway En
gineering Association, on injury to sig
nal equipment, bridges and tracks, due 
to brine drippings from refrigerator 
cars, indicate a necessity for definite ac
tion. The following rules, which are 
now recommended practice, should be ad
vanced to standard:

1. All salt water drippings should be 
retained in the ice tanks and drained off 
at icing stations.

2. The total capacity of drain openings 
should not exceed the capacity of traps, 
and the capacity of both drains and traps 
should be sufficient to release all drip
pings within the time limit of icing the 
train.

3. The mechanism adopted for hand
ling drain valves should be simple and 
positive, and so designed as to ensure 
closing the valves before hatch plugs can 
be returned to their places.

4. Salt drippings should be conducted 
from ice tanks through the regular traps 
and drain pipes.

5. Paragraph F, of Interchange Rule 
3, has been extended from time to time. 
It is recommended that no further ex
tension be made, and that this rule be 
enforced beginning October 1, 1920.

After affirmative action on the above, 
refrigerator car owners should be ad
vised.

Minor Adjustments of Standards.—On 
account of additions to standards at in
tervals of time by different committees, 
some of the present standards differ 
slightly in unimportant dimensions. It 
is, therefore, deemed advisable to estab
lish uniformity.

Breakage of lugs on journal bearings 
has been reported, and strengthening of 
same has been suggested.

Journal box lids now standard are 
claimed to be unsatisfactory, and request 
was made to improve same.

door cross section through closed
^idtl?08* ^as been modified to reduce the 
and i the wooden door stop to 3 in. 
door Crease the lap of the door over the 
Wat-o P05* to 2V2 in. to provide better 

p6rProofing.
tionre7nU°n of Grain Leaks and Reten- 
of g°t Grain in Pockets Behind Lining 
ti0n °x Car.—A number of communica- 
tiCg 'vere submitted, including statis- 
ac lowing considerable loss, both on 
and ] !?rain leaks between side sills 
of D'°?se siding boards, and on account 
be én hack of lining, which cannot 

Ren led without cutting the lining, 
lav sc°®Wendation : Section 10, of circu- 
Divi,- lssued by the Assistant Director, 
hiiniS|°n Operation, U.S. Railroad Ad- 
text 1 , ti°n, modified as indicated in the

# Dimensions so Marked 
are Other Than Standard

INCHESO / M £ N 5 / 0 A/

JOURNAL

!0

side J? sheathing is nailed to the out- 
PlaCe sills it should be further held in 
stvan by angle iron, channel iron, or 
sheaVv,-Securely bolted in place to ensure 
sill tn ^ being held tight against side 
single prevent grain leaks, bolts to have 
lPapiV_nu*s and be riveted over rru'’

Fig. 7. Tabulation of Journal Bearings.

TherLvacin ^ ut; nveieu uvei.
Ihe J’ of bolts shall not exceed 12 
Sthï Lra^e construction is to use 
i°Sue n oar 0"24, Jones & Laughlin cata- 
bars LuJ,.d lb. per ft. These reinforcing 

nall be located as near top of side

tical dimension of the opening for this 
free passageway above the point of 
pocket, formed by the intersection be
tween post and brace, shall be about 2 
in.”

Note.—These recommendations are 
based on resolutions adopted by a joint 
conference of terminal grain weighmas- 
ters and committee on uniform grain 
weighing, of the National Scale Men’s

Present axle capacities increase by 
steps, which can be made more uniform 
by increasing the capacity of the axle 
with 5 V2 x 10 in. journals from 38,000 
to 40,000 lb., the present dimensions be
ing such that the allowable stresses will 
not be exceeded. It was suggested to 
add another axle with 6% x 12 in. jour
nals, capacity 60,000 lb. and bearing, 
wedge and box to suit.
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This committee intends that no exist
ing cars should be marked up in capa
city on account of this increased rating 
of axle D with x 10 in. journals, un
til they have received permission to do

M
Values for ratio (R) of — at edge of 

w
cylindrical center portion, at inside of 
collar and at wheel fit 24 in. from center

Dimensions so Marked are 
Other Than Standard.

KLAiSt-'. O / M E N 5 / O N /N CH ES

Fig. 8. Tabulation of Journal Wedges.

so from the American Railroad Associa
tion. When asking permission for this 
increased marking they shall present evi
dence that the trucks and cars are of a 
strength commensurate with the propos
ed increase in the load of the axle. In 
no case shall cars be changed by other 
than the owner.

To avoid the usual confusion in no
menclature of axles, boxes, trucks and 
cars, it is thought advisable to classify 
the axles according to their letter, and 
to use this as a classification basis for 
boxes and contained parts also for trucks 
and cars.

The committee on axles, in their splen
did report of 1896, did not specifically 
cover the locus of the points of applica
tion of loan for calculating the part of 
axle between wheel seats. In 1901 this 
was referred to in connection with a re
port on chemical composition of all steel 
car axles.

Frames above the journals of the same 
axle cannot spread more than 1 in., 
therefore, the calculations for diameters 
of axle sections between wheel fits should 
be based on length between center of 
journals plus 1 in.

The following may be considered a 
continuation of the 1896 axle report, the 
only addition being the assumed distance 
between load application :

22,000
Allowable stress=--------- =17,460 lb.

1.26

and arm of force (X) on which these 
values are based.

allowable load, and to base this on 50 lb- 
unit cylinder pressure. This will serve 
to more nearly equalize the brake power 
on freight cars with average loads. The 
possible maximum per cent, of brake 
power for the lightest cars would be 757» 
of the light weight of car, based on 50 
lb. unit cylinder pressure. The formulae 
for brake power will then be as follows:

(W—w )
0.40 (-----------bw)=0.1W+0.3w.

( 4 )

but not more than 0.75w. 
in which W=Loaded weight of car, 

maximum,
w=Empty weight of car,
W-w=Maximum allowable load.

As this is based on 50 lb. air pressure 
per sq. in. in the cylinder, and the maxi
mum unit pressure may be from 85 t® 
88 lb. the maximum brake pressure wm 
be 1.75 (0.1W+0.3w), which, divided by 
the number of brake beams, will be the 
required deflection load per beam.

The brake beam set load, which should 
be somewhat within the elastic limit ®i 
the beam, should be approximately 1 
of this amount.

Recommendations : 1. That the brake
power on cars be as follows:

W=Loaded car weight, maximum, 
w=Empty car weight,
N=Number of brake beams on the cai- 
Required brake power =0.lW+0.3w,

Axle
Near center. Inside of collar. At wheel

X R X R x
A 36% in. 7.85014 15% in. 11.91714 14 in.
B 36% in. 7.85014 15% in. 11.91714 14 in.
C 37 in. 8.09821 16% in. 12.24821 14% in.
D 36 in. 8.66628 16% in. 12.58365 15 in.
E 86% in. 8.92720 19 in. 12.55145 15% in.
F 37 in. 9.02622 19% in. 12.77112 16 in.

12.23214
12.23214
12.59821
12.93978
13.27630
13.55682,

Resultant theoretical diameters based 
on above tables, and standard method of 
calculation. (Y=dis tance from center of axle.)

Axle.

Near center. Inside of collar.

Y Diameter j Y Diameter

A 1% in. 4.096 I 24% in. 4.707
B 1% in. 4.650 I 22% in. 5.348
c 1% in. 5.271 I 22% in. 6.050
D 3 in. 5.870 22% in. 6.647
E 3 in. 6.386 20% in. 7.154
F 3 in. 6.811 20% in. 7.646

At wheel fit.

Diameter

24 in. 
24 in. 
24 in. 
24 in. 
24 in. 
24 in.

4.748
5.395
6.108
6.709
7.289
7.800

Required diameter= f. ^x-x-
FiM S «

As given in the 1896 Proceedings.
Values for standard axles, based on 

distance between load applications of L 
(distance between centers of journals) 
plus 1 in.

Brake Power and Brake Beams.—An 
important question in connection with 
car design is necessary brake power. The 
present standard is that the brake power 
shall be 60% of the light weight of the 
car based on 50 lb. unit cylinder pres
sure. Cars in which the ratio of light 
weight to loaded weight is very low will 
then have a very low brake power, when 
cars are fully loaded. Cars in which 
this ratio is high have a relatively high 
brake power when cars are fully loaded. 
It is, therefore, deemed advisable to make 
a change, and to base the total brake 
power of the car on 40% of the sum of 
the light weight plus % of the maximum

which, for cars having four and six 
trucks, will be:

whe®1

Axle.
BRAKE POWER

Four-wheel trucks Six-wheel tn

C 13 200+ .3w 19 800+ •
D 16 900+ .3w 25 350+ •
E 21 000+ .3w 31 500+ •
F 25 000+ .3w 37 500+ •

,3«
3«

.S'»
3#

Axle. Capacity lb. L+ 1 in.
M

W

W 33
— X —
9 n

A 15,000 76 in. 15.00414—.196X 8.751
B 22,000 15.00414—.196X 12.835
c 31,000 77 in. 15.49821—.200X 18.085
D 40,000 78 in. 15.99228—.2035X 23,335
E 50,000 79 in. 16.48635—.2071X 29.170
F 60,000 80 in. 16.98042—.2106X 35.003

2. That the brake beam deflection 
1.75

be------(0.1W+0.3w).
N

3. That the brake beam set load

]oa®

beN

(0.1W+0.3w). .j,
If the above is adopted the 12,000 lb. beam W1 

be required as follows:
Car class Car weight 

4 B All cars,
4 C Less than 50,000 lb.
4 D Less than 40,000 lb. .

The 15,000 lb. beam will be required as foil0
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Car weight
50,0001b. and over, 
40,000 lb. to 60,000 lb. 
Less than 45,000 lb.

Car class 
4 C 
4 D 
4 E

, 4. That the 6,500 lb. capacity beam be 
dropped from the standards and that the 
!->000 lb. capacity beam be denominated 
as the no. 1 beam, and that the inter
change rules should be amended to con- 
lQrm to theforegoing.

SECTION A-A 
//

SECTION B-B

XT
TOP VIEW

opening to hold wedge to be so provided. 
Increase width of dust guard cavity in 
the 3% in. by 7 in. box to 6% in., and in 
the 4(4 in. by 8 in. box to 8 in.

11. The committee’s attention was 
called to the fact that the standard pas
senger car pedestals have shown weak
ness and a large number of them break, 
indicating a necessity for redesign.

Box Bolt Holes 
Must be Gorget to 

Give a Construction 
Spacing of H* Fgt

Steel or Malleable 
Gasting

rmto-^nones >

FRONT View Secr/ON g-c

NOTE—Section of Box may be made either circular or 
square below the center line, provided all the essential 
dimensions are adhered to.

When Journal Box is made of Malleable Iron, reduction 
in thickness of metal and coring to lighten weight is 
permissible, provided all the essential dimensions, which 
affect interchangeability and the proper fitting of con
tained parts are adhered to.

If the method of molding does not permit of placing 
the letters A. R. A. on the side of the Journal Box, they 
may be placed on the top between hinge lug and the arch

, Recommendations
Figure 9.

filf't^mmendations:—1. Make radii of 
coll S *or aH axles Vs in. on journals at 
güau and % in. on journals at dust 
s ard seat, on dust guard seat at wheel 
tak i aad on wheel seat at collar. (See 

ulation of axles, fig. 6.) 
in^‘ increase all fugs on journal bear- 
tahf’i a? shown in columns 12 and 13 in 
of Ration of bearings. (See tabulation 

gJ°nrnal bearings, fig. 7.) 
as ,^ahe slight changes in dimensions, 
be=!-°Wn by asterisks in tabulation of

eymgs.
do'J'^'T^Reconimendations 1, 2 and 3 

(jC interfere with interchangeability. 
t6r ' Ad°pt classification of axles by let-

5 L®’ C’ etc., as indicated in tables, 
arid" AdoPt same classification for boxes 
joiir^Pi-nined parts. (See tabulation of

6 !LWedSes. «S- 8.)
for o doPt classification 2A, 2B, 2C, etc., 
for faxle trucks, and 3A, 3B, 3C, etc., 
the „'a,x^e trucks, the letter designating

7 a,6 used-and e\doPt classification 4A, 4B, 4C, etc., 
deSj A> 6B, 6C, etc., for cars, the letters 
desie-n ’-nff the axle used, and the figures 
the car^mg numher of axles under

4°>00oaike the capacity of the D axle to No • without changing dimensions. 
>h caneX-S^ng cars shall be marked up 
ih a,,Pacity on account of this increase 
deter^^hl® axle load until it has been 
safe : fined that the body and trucks are 
, 9, Aad,er such a load.
®earin Qû ax*e F, journal box F, journal 
as g.: S F, wedge F and dust guard F, 
8 and 6g1)*n tabulations. (See figs. 6, 7,

^•ard r k® distance from center of dust 
"With kto t°P suck that when in place 
^atida r?iX’ hearing, and wedge of full 
SUard j dimensions, the top of dust 
Küard ls f Fa in. below the top of dust 
&t°vidBuavity 'n box; the boxes not now 

d with an offset at dust guard

Recommendations :—1. That sheets 21 
and 22 of the book of standard drawings 
showing standard passenger car pedes
tals for 3% in. x 7 in., 4(4 x 8 in. and 5 
x 9 in. journals be eliminated.

Style of Fas 
^ See Note

equalizer
Clearance
See Note A

terial to be not less than 3/32 in. thick.
3. Functions.—(a) Lid must protect 

the journal by preventing the entrance 
into the journal box of dust, sand, fine 
coal, or other foreign matter.

(b) Lid should prevent oil from work
ing out of the end of the journal box.

4. Construction.— (a) Lid to be attach
ed to the journal box by a fastening so 
arranged that it can be easily opened 
and closed, but it must retain itself in a 
fully open position without danger of 
closing.

(b) When closed, the tension between 
the lid and fastening must be sufficient 
to prevent vibration of lid or any parts 
thereof.

(c) Lids of the hinged type to have 
the hinge located at the top of the jour
nal box, so arranged that the lid will 
open outward and upward to an angle of 
90 deg. with the lid face of the journal 
box. Lids of other types should provide 
an equivalent opening.

(d) A tight contact between the lid 
and the face of the journal box must be 
maintained in order to meet the require
ments as stated under item 3. For jour
nal boxes used on passenger train equip
ment a machined fit is recommended.

(e) A ledge, flange, or other suitable 
arrangement, should be provided on the 
inside of the lid, particularly along the 
lower part, so that oil thrown against 
the inside face will drain back into the 
box.

(f) Springs should be of the coiled 
type when possible.

(g) The eyes of the lid must be in
tegrally closed.

13. For calculating the diameters of 
axles between wheel seats, assume that 
the loads take effect % in. from center 
of journal at each end of axle, making 
the distance between assumed points of 
load application 1 in. more than the dis
tance between centers of journals.

NOTE I Pectesta/s to be Designed 
of Ample Strength to Suit 
Style of Truck Sideframe any 
Arranged for Securely hasten
ing to the Same

|NOTF 2. Sufficient Depth of Dams to 
be Provided so as to Allow 

for Ample Clearances Both Above and Below âoxes. 
NOTf J 6uides to be of Sufficient Length to Provide 

full Bearing Surface tor Journal Box Lugs. 
NOTF A Pedestal's Sides to be Securel/ Tied Top and 

Bottom. Allowances Being Made fbr Sufficient 
fqua/izer Clearance

RFCOMMCNOFD D/MCNStOMS 
Pedesta/s for Single. Bottom fqua/izer Trucks 
Having Rectangular Section Wheel Pieces.

AXLF A 6
J/*r 7f V-J
djx3‘ 7f 4-3
Sx9‘ *f 6-A
SpK>‘ 3f 4:S

AXLF M N p Q P s T u j w X Y z

6 s' V ,/ V , j/ V "i V 4V

5x9‘
5$ x 10" 4/ s d / //* /4i /' // 44 /S

<£ tp g of Journals * I -----

<b

Î u *

SFCTIOU
Figure

2. That pedestals shown in fig. 10 be 
substituted for these pedestals for use 
on trucks with single bottom equalizers.

12. The present standard journal box 
lids and bolts should be withdrawn and 
the following specification for lids sub
stituted:

1. Scope.—This specification covers all 
lids for use on A. R. A. standard jour
nal boxes.

2. Material.—Lids may be made of 
malleable iron or pressed steel. Ma-

14. For calculating the diameters of 
axles outside of wheel seats, assume a 
lever arm from the section under con
sideration to the center of journal, plus 
one-fourth of the standard journal dia
meter, and allow a unit stress of 10,500 
lb. per sq. in. to determine the diameter 
for miuimum road limit.

15. The committee on standard and 
recommended practice suggested revision 
of center plate drawings to show con
tour only, and recommend definitely spe-
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cifying the material of which the center 
plates may be made.

Recommendations:—1. Eliminate sheet 
20, which is not used in present standard 
constructions, and advance sheet F, 
which represents present practice, to 
standard.

Note.—If body center plate on sheet 
F is used in conjunction with truck cen
ter plate on sheet 20, a 3/16 in. liner 
should be applied to prevent body center 
from riding on outer rim of truck center 
plate.

2. Center plates shall be made either 
of drop forged or cast steel.

Quality of Steel.—Specifications for 
materials used in car construction are 
varied from time to time. It has been 
found that the tendency to lower the re
quirements for elastic limit and elonga
tion for steel have endangered details 
which have been based on certain 
stresses, also the close adherence to re
quirements for ultimate strength and 
chemistry has caused rejection of ma
terial which was superior to material 
acceptable under the specifications. It 
is suggested that the basic requirements 
which will ensure meeting unit stresses 
allowed in the past be fixed by this com
mittee, that unnecessary restrictions be 
eliminated, and that the committee on 
specifications and tests embody these 
basic requirements in a specification.

Unit stresses commonly allowed for 
detail parts of cars made of steel, and 
which are subject to variable loads and 
occasional light shock, are 12,500 and 
16,000 lb. per sq. in. The minimum elas
tic limit should be double this amount, 
and the product of elastic limit and elon
gation should not be less than 50 times 
the allowable stress. As the test piece 
usually shows better physical properties 
than the casting or forging, the require
ment for product of elastic limit and 
elongation should be increased by 50,000, 
making it 50 times the allowable stress 
plus 50,000. The reduction of area is 
considered secondary in importance. It 
should be 75 times the allowable stress. 
An addition of 50,000 for variation be
tween test piece and the casting or forg
ing may be made, but is considered un
necessary. The ultimate strength, con
tent of carbon, manganese and silicon 
should be left optional, as the other re
quirements control these sufficiently and 
the restrictions used in specifications 
heretofore have caused rejection of good 
serviceable material.

The specifications should clearly cir
cumscribe annealing and methods of mak
ing tests, the latter to ensure uniformly 
comparative results from different lab
oratories. The resulting specifications 
should be made optional for at least one 
year, to permit manufacturers to adjust 
themselves thereto.

Recommendation :—Provide specifica
tions for all forged and cast steel used, 
in car construction of two grades, based 
on fundamental requirements given be
low:

Grade of steel A
Minimum elastic limit (lb.).... 26 000 
Product of elastic limit and

elongation .................................  700 000
Product of elastic limit and

reduction of area ................. 975 000

B
32 000 

850 000 

1 200 000
The ultimate strength, carbon, man

ganese and silicon shall be optional. 
Sulphur shall not exceed 0.05%. Phos
phorus shall not exceed 0.05%. The elas
tic limit shall be determined by extenso- 
meter. The elongation shall be measured 
in a length of 2 in.

Grade A steel shall be annealed if the 
carbon content exceeds 0.30%, or if the 
manganese content exceeds 0.75%. Grade 
B steel shall be annealed if the carbon

content exceeds 0.22%, or if the man
ganese exceeds 0.05%.

Pieces of irregular section, and of less 
carbon or manganese content, where 
shrinkage or other internal strains may 
be suspected, should also be annealed. 
Unimportant details may be accepted on 
surface inspection only.

Fundamentals of Design.—In order to 
prepare the way for the design and adop
tion of additional standards, it is ad
visable to confirm or change existing fun
damentals and add thereto. The exist
ing fundamentals, both actual and im
plied, have been discussed in committee. 
Those recommended for change and those 
which are added are presented below 
with reasons for the recommendations. 
All others given in the list, under the 
heading of recommendations, are now 
either standard or recommended prac
tice and should be affirmed as standard. 
The committee can then proceed with 
the consideration of standard detail de
signs.

Height from Rail to Center Plate Bear
ing Surface.—This subject was discussed 
at length in a number of meetings. Con
sideration was given to the standard 
height of 27% in. and to the U. S. R. A. 
height of 25% in. The former height 
would result in a distance from bottom 
of sills to center line of draft gear of 
about 4 in., an ideal condition for sills 
10 in. deep, and generally satisfactory 
for sills 12 in. deep. The latter height 
is ideal for sills 14 or 15 in. deep, and 
moderately satisfactory for sills 12 in. 
deep. The reason for its use was appar
ently to eliminate bottom angles in the 
center sill construction, and to some
what speed up production. However, the 
elimination of the bottom angles, in con
nection with the 12 in. channel sills, re
sults in an unbalanced section. A bal
anced section of the same area will have 
about 20% greater resisting moment.

With a height of 26% in. from rail to 
center plate bearing face, 12 in. center 
sills can be arranged as a balanced sec
tion, and the preferable relation of cen
ter line of draft to neutral axis of center 
sill construction can be maintained, mak
ing this the ideal arrangement. A cen
ter sill construction with 10 in. channels 
can also be made generally satisfactory. 
Little difficulty will be experienced to ad
just existing equipment of either 27% 
in. or 25% in. height to center plate bear
ing surface to the proposed height of 
26% in. The height from rail to top of 
truck side bearing will necessarily have 
to be adjusted to suit, to maintain the 
relative distance of % in. from center 
plate bearing face to top of side bear
ing.

Distance Between Centers of Side Bear
ings.—The present rules allow various 
distances, and it is desirable to concen
trate on one distance. The committee 
has selected a distance of 50 in. between 
centers of side bearings.

Strength Requirements for Sills and 
Draft Attachments.—In 1913 this com
mittee adopted a basic figure for strength 
of draft attachments of 10 sq. in. of steel 
equivalent to grade A material for ten
sion. This strength requirement was 
somewhat in excess of the strength of 
the coupler used at that time. A stron
ger coupler, type D, has now been adopt
ed, and the strength value of which is 
equivalent to at least 12 sq. in. of steel 
of the same material. In order to meet 
the increased requirements, and compare 
closely with the increased strength of 
the coupler, it is desirable to increase 
the strength requirements for draft gear 
attachments and center sills by about

20%. The formulae on which the formel 
requirements were based as as follows1 

Unit stress 1 X
R=Ratio----------------=------ (- -rT7

End load A SM
A=Area of section in square inches- 
X=Eccentricity of load in inches. 
SM = Section modulus.

For draft gear and draft attachments-
a. The minimum tension area=T-
b. The minimum shear area = l-25 "•
c. The minimum bearing area=

0.625 T. 3
d. The maximum ratio R= —

2 T.
For center sills between rear followers-

e. The minimum tension area = 2-5 f’
f. The minimum shear area=3.125 !■
g. The minimum bearing area=

1.563 T. 3
h. The maximum ratio R= —

5 T.
Our recommendation is to increase th 

area T from 10 to 12 sq. in. of grade^ 
steel, or an equivalent area of re
grades of steel, and change the othe 
values approximately in accord there
with, which will be given in the recom
mendations.

Distance from Center of Bolster to FaÇ 
of End Sill Casting.—In order to ha' 
uniform construction for draft and dra1 
attachments, it is important that this ü ' 
mension should be definitely fixed. 
committee has selected this distance as 
ft., which seems to meet all necessary 
requirements for cars with four-whe 
trucks.

Draft Gear Travel, Coupler Horn 
ance, and Coupler Side Clearance. 
Many cars of a length of 40 ft. and 
are deficient in side clearance for coUF 
lers, and we believe it imperative th 
the side clearance be increased. Expe* 
ence with cars with the draft Sear At 
cated between center sills indicates tn^ 
it is undesirable to permit the horn , 
the coupler to strike the end sill, a , 
that all of the strain should be carrL. 
through the rear follower into the c 
ter sills at a distance of about 1 in- A] 
low the neutral axis of the center ^ 
construction. Until the committee 
couplers and draft gear has had an 
portunity to demonstrate by test t e 
some other travel is preferable, j 
recommend adopting a draft gear ti"a J 
with draft gear in place on the car j 
2% in. The coupler horn clearance sho 
be V* in. more, or 3 in. The total c°sgd 
1er side clearance should be increa 
from 2% in. to 3 in. In this connect' ^ 
the minimum draft gear capacity 
150,000 lb. is recommended. -ven
in the tabulation below should be 
proved as standard fundamentals f°r 
ture design:

1. Height from rail to center of brake jr, 
shoe face ........................................................1

2. Height from rail to brake beam hanger -,
fulcrum ...................................................... :■/

3. Height from rail to bottom of truck
springs ...........................................................1

4. Height from rail to top of springs ^ jji*

5. Height Irom rail to center plate wear'og% ,Tl'
ing surface ............................................

6. Height from rail to top of truck sldeo^/k
bearing ......................................................

7. Distance from center to center of side
bearing ........................................................ '

8. Average clearance per side bearing Per
truck : )£

Minimum ................................................. 5/1® ,P'

9. Height from rail to floor of box ca ^ J1*'
(minimum) .......................................;..........

10. Height from rail to floor of refrigera-^g

11. Distance between center sills ............ •*'
12. Area of center sill construction betwee g(J< jp*

rear followers (minimum) ............ ^
13. Distance from center of truck to en

sill face for cars with 4-wheel 0 1 
trucks .......................................................5
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^raft gear travel (on car) ......................... 2% in
Coupler horn clearance .................................... 3 in.

17* p n*mum draft gear capacity ............ 15,000 lb.
]«' S(ouPler shank side clearance, total ............ 3 in.
19* Sear follower thickness................—2% in*

• Itatio of unit stress to end load (maxi-
20 T» n?um) for center sills ........................................05

•-Ratio of unit stress to end load (maxi-
21 ̂ H01) for draft attachments .............................125

• l1 or draft attachments the area of steel
in square inches equivalent to the 

21 t mi.nimum required strength values is:
• tension or compression (square inches,

90 grade A steel) ............................................. 12
• for shear (sq. in.) ......................................... 15

2d t Inside dimensions of box cars :
or* LenKth ................................................................40% ft.

$ Height .................................................................  8% ft.
Va*i tiardwood, when used, must have strength 

Ues for times those given for steel.
Y Minor Car Construction Matters. — 

ar'°us enquiries on the subject indi
ct'6 the necessity of adopting fixed rules 
°L repairs to existing box car ends.

Recommendation :—1. When ends of 
JHs are broken they should be replaced 

Hh ends specified for new cars.
, 4- The rules for box car ends should 
‘«edified by eliminating paragraphs 5 
Po 6 permitting hard wood or yellow 
ne Posts and braces, thereby making 

of steel posts and braces obligatory, 
the revised rules are as follows: 

j.®°x Car End, Design and Strength.— 
e ew cars should have corrugated steel 
inf ’ or s4eel plate ends % in. thick, re- 

forced between corner posts with the 
/lUivalent of either two vertical steel 
n aces with a total section modulus of 
(]j1 less than 9; or one vertical and two 
.Sepal steel braces with a total section 
hor" Us n°t less than 10; or three 
.... '^ootal steel braces with a total section 
n°dulUs of not less than 10. 
terNew. ears may have the following al- 
st nftive arrangement: Three or more 
allv .aces> two of which run diagon- 
le_y with a total section modulus of not 
thiel- an and wood lining 1% in.
floo° i.oncentrate strength at a point near 
(ijaJ “ne on vertical center line of car, 
cent°nal. traces should extend from the 
fr0l:er sills to the side plates, and not 

-A the bottom corner to the ridge, 
the ”e attachments for the braces and 
n,u JHembers to which they are attached 
full1 be sufficiently strong to realize the 

j strength of the braces, 
at j’HHR at car ends should be supported 
the %®rvals not greater than 30 times 

I, thickness.
hav^° 4 by 3 in. Z-bars, 12.4 lb. per ft.

Tu,a 4?tal section modulus of 9.34. 
a *n- I-beams, 9.75 lb. per ft. have

Tua section modulus of 9.6. 
a tn.r®e 4 in. I-beams, 9.5 lb. per ft. have 

Tkv section modulus of 10.2. 
a totr?e ® in. Z-bars, 14.2 lb. per ft. have 

•A3 section modulus of 10.3. 
be jA* corrugated ends referred to may 
of 0 a<|e of one or more pieces. If made 
in. th ' *1*ece it should not be less than % 
Piece R made of more than one
than v • *ower third must be not less 
sboul,i'l in- thick, and the remainder 

Hor. n°t less than 3/16 in. thick. 
IleqUpber and Gondola Car Cross Ties.— 
the10^ was made for specification of 
UsgçjO/oper number of cross ties to be 

Itp n hopper gondola coal cars. 
jWeeo0rnmen<Iations:—The distance be- 
bigh s;aross ties or braces in hopper or 
20 tin,'6 gondola cars shall be less than 
car ,6s the width of the top chord of 
to prov-j- Consideration should be given 
Çlam st,necessary space for use of 
‘bg, Vf i buckets in loading or unload- 
tWeetl 1 the dimensions for distance be- 
t«quir cross ties is less than the space 
the tj n lor operating clam shell buckets, 
eitteinjjS Saa^ be alternated with braces 

*ng from the center ridge or floor

to a location corresponding with the tie 
anchorage.

Thickness of Splice Plates for Center 
Sills When Webs or Sills are More than 
One-half Inch Thick.—Attention was di
rected to the use of center sills on some 
tank cars with webs % in. thick, and that 
the rules for splicing of steel center sills 
would require butt plates of the same 
thickness, which is inconsistent, and 
would interfere with proper riveting. 
Recommendation : That paragraph 2, of 
the rules for splicing steel center sills 
be modified as follows: “The splice for

center sills, except as otherwise herein 
stated, to be located not less than 7 in. 
from either side of the body bolster, con
sisting of butt joints. The butt joints to 
be reinforced by plates on both sides to 
be not less than twice the length of the 
protruding end, but not exceeding 24 in. 
and not less than same thickness of web 
plate, but not more than % in. thick, 
with the one on the flange side of chan
nel to include flanges, while the outside 
plate should only cover the web. The 
rivets to be spaced as shown on figs. A 
and B, sheet 28.

Locomotive Terminal Design and Operation
The committee, of which C. E. Fuller, 

Superintendent Motive Power, Union Pa
cific Rd., was chairman, reported as fol
lows:—On Feb. 20, 1920, the committee 
issued a Circular containing 20 questions 
and a request that all replies be in the 
chairman’s office by Mar. 15. Up to May 
1 eighteen roads responded to the ques- 
tionaire. However, the information re
ceived from the majority responding was 
of such a nature that the committee feels 
that no general conclusions or recom
mendations can be presented and, there
fore, begs to offer the following as a 
progress report:

The length and capacity of ash pits is 
determined by the maximum number of 
engines handled in 24 hours.

One road recommends an ash pit of 
suitable size to take care of 50% more 
power than is being handled, so that if 
the pit conveyor is put out of commis
sion temporarily, the ash pit will be of 
sufficient capacity to hold cinders until 
repairs are made.

Two roads recommend two large water 
cinder pits emptied by locomotive cranes, 
with grab buckets operated from a sep
arate track, with pits so arranged that 
cinders can be flushed into cinder pit 
from the dump pit with water.

Three roads favor a depressed track, 
for holding cinder cars, located along the 
side of pits, in order that cinders may 
be easily shove'ed into the cars.

The capacity of the coal chute depends 
upon the maximum number of locomo
tives to be coaled in 24 hours.

Seven roads specify coal chute, sand 
house and ash pit to be located between 
inbound and outbound tracks from turn
table, and as close to locomotive house 
as trackage will permit.

Five roads prefer sanding facilities at 
the coal chute direct.

One road recommends the coal chute 
to be equipped with automatic sprinkler 
system, and with crusher and scales.

One road reports coal chute located 
about 200 ft. from the ash pits; while it 
is desirable, according to two other roads, 
to have ash pit adjacent to, but not im
mediately under, coal chute, so that men 
from either one can help out in rush 
periods, and the fumes from wet ashes 
and the ashes themselves will not cor
rode the steel work of coal chute.

One road recommends, for a cold coun
try, locomotive house, turnable, ash pit, 
etc., all under one roof, with coal chute 
close by, and incoming locomotive to be 
left by crew before coming to the coal 
chute.

The problem of coal chute and ash pit 
organization depends materially on the 
amount of power handled, as well as the 
question of locomotive house organiza
tion and the character of repairs to be 
made ; in other words, it is based on the 
size of the terminal and the business 
handled.

Five roads report a foreman in charge 
of coal chute and ash pit, whose duties 
are to see that all locomotives are pro
perly sanded, coal and water furnished, 
and fires cleaned.

Four roads recommend locomotive 
house foreman’s supervision of ash pit 
and coal chute gang leaders, fire clean
ers, ash shovelers, helpers, etc.

There is not sufficient data available 
upon which to base a recommendation 
for a definite system of organization. Re
garding locomotive house operation as a 
whole, while only four roads replied on 
this subject, three agree that there has 
been a great deal of neglect in the pro
per design of locomotive houses.

Adequate equipment with as many la
bor-saving devices as possible will repay 
the expense of installation in a short 
time.

Locomotive houses should be equipped 
with proper ventilation to force out 
smoke and gases.

Eleven roads recommend coal stoves 
as the best method of drying sand, while 
six prefer steam coils. It is pointed out 
that drying by stove burns off organic 
matters and renders the sand more 
gritty.

A large majority of roads replying 
prefer the elevation of sand by com
pressed air, while a small number prefer 
the chain and bucket elevator operated 
by motor. Conveying sand to locomo
tives by gravity appears to be universal 
practice.

The recommended distance between 
pilot and outer wall of locomotive house 
varies from 8 to 15 ft., while the dis
tance between face of coupler on tender 
and wall varies from 5 to 10 ft. The 
distance from locomotive to side wall 
varies from 5 to 10 ft. The ideal ar
rangement would permit sufficient space 
between walls, with tank cut loose, to 
permit the removal of engine truck and 
both tender trucks at the same time.

With reference to locomotive house 
door clearance, the replies cover doors 
which vary from 12 ft. 8 in. to 14 ft. 
wide, and from 14 ft. to 18 ft. high One 
road strongly recommends steel framed 
doors on locomotive houses.

Nine roads recommend steam as the 
best method of heating locomotive 
houses, while five prefer hot air, and two 
prefer coal stoves. Others specify steam 
heat for small locomotive houses and hot 
air for large ones.

The preference in location for steam 
heat is to place the coils in the pits, pro
perly protected from damage from heavy 
parts falling from above. It is essential 
for the coils to set in from the side and 
be protected so that water drippings 
from thawing ice and snow on engine 
will not run on to the pipes. Eight out 
of nine roads recommending steam heat 
favor steam coils on outer wall, while 
five roads report additional coils on in-
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ner wall to whatever extent is permis
sible. The vacuum return system of 
steam heat is preferred by the majority 
of roads, while some use exhaust steam 
from air compressor and stationary en
gine.

Several of the roads recommending hot 
air for heating locomotive houses do not 
heat the pits, but have outlets 4 ft. from 
the floor with drop at alternate spaces 
between pits.

The problem of locomotive house heat
ing depends materially upon climatic 
conditions first, and upon such matters 
as the availability of waste or exhaust 
steam; and, while the desirability for 
well heated locomotive houses is appar
ent to all, it is somewhat a local prob
lem.

There is a great deal of difference on 
the question of machine tools for locomo
tive house work, and this subject de
pends very largely upon the amount of 
work to be taken care of. A number of 
roads recommend the installation of ma
chine tools separate from the locomo
tive house, but attached to same, as 
nearly centrally as possible.

The majority of roads recommend drop 
pits to take care of engine truck and 
trailer wheels, in addition to the main 
drop pit. Several roads report desir
ability of separate drop pits, to handle 
tender truck wheels, while one road ad
vises that a single pit is ample. A sec
ond road recommends a driving wheel 
pit for every 6 stalls and an engine trail
er pit for every 10 stalls. The Whiting 
hoist is mentioned by several roads for 
driving-wheel pits in large locomotive 
houses.

The hydraulic jack appears to be fav
ored by the majority, although a small 
number of roads prefer air jacks, on ac
count of the telescopic feature requiring 
less depth of pit. One road reports an 
electric crane for lifting wheels, and one 
specifies Watson and Stillman’s hydrau
lic compressed air telescope jack.

Regarding material for locomotive

house flooring, opinion is divided between 
concrete, creosoted block, brick, and mas
tic or asphalt composition. - The major
ity, however, recommend creosote blocks, 
with concrete running second.

The use of packing blocks the full 
length of pit is universally recommended.

Smoke jacks are reported as made of 
fireproof wood, sheet metal, asbestos and 
cast iron, opinions being about equally 
divided. The views as to the hood open
ing at bottom range from 8 to 15 ft. in 
length. Several roads recommend the 
use of dampers on smoke jack.

Recommendations regarding handling 
material in locomotive houses, cover a 
trolley track, swing crane, overhead tra
velling crane, electric truck and collaps
ible horses.

The majority of roads recommend that 
all stalls be equipped with hot water 
wash-out facilities, while several prefer 
only one-half of the stalls equipped. The 
general view appears to be that the 
washing of locomotives with hot water 
is at all times desirable from the stand
point of saving in time, fuel, water, and, 
most important, a reduction in fire box 
repairs. The majority of roads blow off 
boilers through a blow-off pipe leading 
from engine to atmosphere or tanks, 
which in some cases are connected with 
the sewer. Three roads recommend a 
pipe line from end to end of engine 
house above locomotive domes, with con
nection at each pit, and outlet on both 
ends of house. This system is used by 
one road to connect with cold water sys
tem to cool down boilers. The entire 
subject is of the most importance in con
nection with engine terminals.

As to locomotive house lighting, tïïere 
seems to be about an evenly divided pref
erence for reflector lights on the walls, 
and lights placed between pits. All, 
however, appear in favor of sufficient ex
tension plugs on post for working in pits 
and fire boxes. In lighting outside 
grounds, all roads appear to favor flood

lighting of sufficient power and proper 
height to afford a good light on points 
where needed.

Analysis of the replies indicates the 
widest divergence of opinion on nearly 
all subjects connected with locomotive 
house and locomotive terminals; this re
fers to design, equipment, maintenance 
and operation. It is entirely natural that 
varying local conditions should develop 
different systems at locomotive termi
nals, and your committee feels, after re
viewing this subject, that there is little 
opportunity for standardizing on the 
general layout for the reason that, as » 
rule, there is no choice of location, aim 
the ground available is usually limited 
both in area and in relation to its sur
roundings. It is, therefore, apparent 
that the layout of each locomotive ter
minal is properly a separate problem-" 
again, the entire problem is largely a 
function of the size of terminal, the 
power handled, the estimated expansion 
of future business, and similar question5- 
The replies, however, do indicate a de
cided trend in the last few years toward 
improvement in facilities in modern ter
minals, especially in the art of heating- 
lighting, ventilating, tool equipment 
boiler washing, cleaning fires, coaling 
and sanding.

It is the committee’s opinion that whn,e 
the standardization of locomotive termi
nais as to general layout is impossuh 
it might be desirable to standardize lo
comotive house design as to general di
mensions and structural features, tha 
some progress may be made in the futur 
toward the standardization of such equip
ment as locomotive house cranes, dr°P 
pits and washout systems; also in fig*11' 
ing, heating and ventilation. . ...

The time available has been entire» 
too short to prepare a comprehensi 
report on such a large, important sum 
ject, and your committee desires to one 
the above as a progress report with 
continuation of the committee if the & ' 
sociation feels that this is desirable.

Mechanical Stokers Committee Report.
The committee, of which M. A. Kin

ney, Superintendent Motive Power, Hock
ing Valley Ry., was chairman, reported 
as follows:—The mechanical stoker as 
adapted for locomotive firing has, from 
the evidence of its application, become a 
necessity, there being over 5,000 in use 
on locomotives in the United States. The 
necessity for a mechanical application to 
the locomotive for stoking purposes be
came apparent, as the rapid strides in 
increased tractive effort of the locomo
tive to reduce the transportation costs 
were not meeting the expectations of 
those directly connected with operation, 
as the full power of the locomotive could 
not be sustained over a period of time, 
on account of the human agency behind 
the scoop shovel not being able to deliver 
fuel enough, and with efficiency, to main
tain a reasonable speed with a tonnage 
that the locomotive had been designed 
for, and could haul over a division. The 
mechanical stoker, therefore, found a 
field on railways where the heavy ton
nage train of commodity freight carried 
at low rates was the major part of their 
revenue, and it might be said that the 
stoker was first commercially a fact in 
1910. Several types of stokers had been 
receiving experimental attention for sev
eral years prior to that date, but 1910 
marked the beginning of the time that 
railways, as mentioned above, started the

application on new power of extraordi
nary weight of tractive effort, realizing 
that to get the most out of the locomo
tive of high capacity some mechanical 
means must be provided. In 1912 de
mand was made by firemen in the east
ern wage application for two firemen on 
locomotives weighing over 200,000 lb. on 
the drivers ; this naturally stimulated the 
inventive genius of the stoker manufac
turers, and improvements and different 
types of stokers came out that made it a 
successful machine compared with past 
efforts, and has well supplied the neces
sity for its development.

The determination of the points as to 
the size of locomotive when the stoker 
shall be applied, the economy of fuel that 
may be expected, the cost of repairs, and 
not the least point to be considered, the 
kind and preparation of fuel, have been 
the subjects that your committee, and 
also the members of this association, 
have presented and discussed more than 
any other features during the past seven 
years which it has been before you, 
therefore it was deemed advisable to ob
tain material for your consideration in 
this paper, by putting out a question
naire, endeavoring to arrive at some def
inite understanding. as to the general 
feeling on the subjects, especially those 
enumerated, and to comply with resolu
tion passed by the 1919 convention. While

the responses were not as numerous 
it was hoped, 30 railways answering 
representative lines which have had e , 
perience with the mechanical stoker a , 
are qualified to make answer from ac
knowledge. We will state the quest'0 ’ 
and comment on each in its turn. rS 

State the number and kind of stok ’ , 
you have and type of locomotive a , 
tractive power on which they are u®js 
Replies were received from several r°a g 
using over 100 and one road reports , 
in use. The mikado, Santa Fe and Ma» t 
type predominate, with tractive etI a 
from 54,000 to 135,000 lb. There were 
limited number of consolidations as 1 > 
as 51,000 lb. It is, therefore, appal. all 
that to date the locomotive of less VLj 
55,000 tractive effort has not ,recelvjth 
much consideration as to equipping w 
the mechanical stoker. ,-pe

What is the tonnage rating on 
of locomotives in territory where °P -, 
a ted? Is there any difference in 
nage rating on hand-fired and stoker-» e 
locomotives of the same type in the sa j 
territory ? Do you load the stoker-n 
locomotives heavier than the hand-m , 
If not, why? With the increased 1 e 
nage, do they make better or poorer 
over the division ? These questions ,, 
practically the same but were asked ^ 
arately in an effort to bring out nt 
views as would be possible by difte
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°rms of interrogation. The tonnage 
ating is controlled locally by gradients 

type of commodities hauled. The 
•Uerence in rating between hand-fired 

.nt* stoker-fired locomotives, in the ma- 
p}ty of cases, is hard to determine, few 
ailways having both types of firing, as 
,ne stoker came with the inception of 
, eavier power, and prevents comparisons 
einS made. However, some of the larger 

i Se?s of the stoker report increasing 
4°nn ng ^0 tons on a 2,400 ton train, and 

tons on a 4,600 ton train, with the 
oker-fired locomotive, over the hand- 
red on the same division. Where the 
oker and hand fired are used on the 
me type of locomotive, with one excep- 
“n> replies indicate as good perform- 

can be procured with the stoker, 
w îîî *ncreased tonnage, as the hand-fired 

ÎÏ1 reduced rating.
h» j does the condition of fire of the
star-fired locomotives compare with the 

°*er.fired locomotives when arriving at 
rminals? The general answer to this 

^ e®ti°n, “Better condition on stoker- 
rear demonstrates that the firemen soon 
will e advantages of the stoker and 
Wh' ?ndeavor to carry a light, even fire, 
diti can easily be accomplished by or- 
of> attention. It lightens the labors 
lah tl6 'oc°motive crew and also shortens 
tk„or °î cleaning or knocking fires at 

e ash pit.. Do your records indicate any decrease
fireH°ier maintenance with the stoker- 
fianrt locom°tives as compared with the 
Q^d-fired locomotives, in parallel cases ? 
fioi? roa<* notes changes in locomotive 
fiue« instruction, largely in welding 
roai and other parts of the fire box, have 
teeae Comparisons difficult. The commit- 
vantWlshes to call attention to the ad- 
Pera?eeS maintaining a fire box tem- 
Wait'1'6 while trains are on sidings 
l0c "OS for orders, or any stop of the 
(wT'otive, especially in single track 
tnetif , n> that will minimize the detri- 
lar ta* results of rapid contraction in 
fact hr® boxes. This can be very satis- 
even°ï’ly overcome by keeping a light, 

p) "re easily controlled with the stoker. 
fire 0 y°u use two firemen, or a relief 
anCg an> °r give the fireman any assist
ai.■ ,°n your hand-fired locomotives ?
Trity of roads report “No.” 

stoke 6 what prompted you to apply 
tiveg to. particular classes of locomo- 
>'6poWith one exception all answers 
*0corn !‘lncreased tonnage and size of 
whieh 1VeS-” One representative reply 
better- aPpealed to the committee was “A 
held r c*ass of men can be recruited and 
tap das firemen,” another, “The fireman 
self j v°te more time to improving him- 
loiretft *"he necessary knowledge he re
latif,. to become a locomotive man.” One 
ered r°ad. states “The stoker is consid- 
sipp a Positive necessity where coal con- 
ap hQlon„ averages more than 5 000 lb. 
tiop All replies, with one excep-
l&rge Call attention to the operation of 
c«Pd,V ype locomotives under maximum 
stoke l0.ns, stating that the mechanical 

Witp1?, essential.
|tokernfitne experience you have had with 
If op, "'red locomotives generally, and 
v'iews a°tual tests, please express your 
>s economy as to amount of fuel 
tive aeu> and efficiency of the locomo- 
Mth l to speed and tonnage compared 
°r pr„ano firing, either with run-of-mine 
sideraJ|ared coal. Naturally in the con- 
?L*0con10i- applying any new device to 
the gj. Motive the thought of economy, by 
%e Q-fftest route, appears, and in the 
ÿhiçjj . the mechanical stoker, the coal 
i?ct its Lp'tvers to the fire box, and in 
t«rp 0£ c“ief function, being the largest 

e*pense connected with the loco

motive, immediately falls heir to the 
query, “How much coal will it save over 
hand firing ?” The replies, with one ex
ception, to this question above stated are 
in line with all reports that have been 
made by previous reports by the stoker 
committee, viz., that there is, undoubt
edly, some more coal burned by the stok
er-fired locomotives than by the hand- 
fired, but from the replies on this subject, 
there are no doubts in the minds of your 
committee that the increased efficiency 
as to tonnage, speed, and in fact the 
various thoughts before enumerated, off
set any loss that may develop in amount 
of coal consumed for a given service per
formed. Your committee, however, de
sires to make the point that the users of 
stokers realize that fine coal to the ex
tent it is handled by the stoker increases 
stack losses; the education of the fire
man is just as essential as in hand fir
ing, and not to be lost sight of is the 
fact that stoker firing is mechanical 
rather than a human operation, and it is 
for the manufacturers to improve and so 
refine the machine that it can be kept in 
a closer range of operation, and the 
stoker on the locomotive today, however 
successful, does not free the manufac
turers from improving the mechanical 
condition to remove human inefficiency.

What percentage of the run-of-mine 
coal which you receive for locomotive 
use is slack ? If this same coal is pre
pared at a crusher, how much is the slack 
increased ? Local conditions govern the 
answer to this question. From 20 to 50% 
of so-called slack reported. The term 
slack, as recorded by several roads, is 
the amount of fine material passing 
through a 4-mesh per sq. in. screen. One 
road reports increasing from 35 to 50% 
crusher, and another from 15 to 75%. 
All others report “No coal prepared by 
crusher.”

What do you estimate the additional 
cost of maintenance where stokers are 
equipped with crushers? All roads re
port “No data.”

Are you in favor of coal crushers with 
stoker equipment on locomotives ? Please 
state reasons. This question is one of the 
most discussed, and possibly the most séri
ions subject, in connection with the me
chanical stoker, owing to the fact that it 
resolves itself into a local condition, on 
account of the great diversity of fuel 
coal, as to amount of slack, fitness to be 
handled by a crusher on account of hard
ness, and the possibilities of procuring 
the proper supply at all times. It will 
be recognized that the opinions of the 
officers will be influenced by the condi
tions and best methods applicable to their 
own road. The answers received to this 
question were practically unanimous that 
the locomotive equipped with the me
chanical stoker should, to make it a com
plete machine, capable of operating over 
a wide territorial range, have the crush
er on the locomotive. Your committee 
concurs in this as applied to a limited 
number of stokers being used on a rail
way, but as locomotives equipped with 
the stoker are centralized it becomes 
possible to prepare the fuel before deliv
ery to the tenders. The manufacturers 
are confronted with conditions in the ap
plication of the crusher to the locomotive 
that have been met with fairly good suc
cess, but will require their best talent to 
meet the widely varying conditions as 
the stoker is placed on more roads. The 
hardness of the coal causes an extremely 
wide range of conditions the country 
over. The strengthening of the crusher 
parts, and the possibility of the crusher 
mechanism being detachable, in a way 
that prepared coal can be used, and dis

continue operation of the crusher parts 
while using the stoker, are recommended 
by this committee.

It has been proposed that coal should 
be prepared at the mines. Where rail
ways own their own mines and when the 
entire output of some coal mine is con
trolled, this suggestion has its merits, 
but with the unsettled conditions that 
have confronted us the past few years, 
in the mining industry, the changing of 
contracts and unreliability at all times 
of being assured 100% of fuel for their 
stokers, this suggestion cannot be recom
mended. The coal, if prepared before 
being delivered to the tenders, should be 
crushed at the railway coal tipple or a 
centralized crushing plant on the rail
way.

Do you prepare coal for stokers be
fore loading it on the locomotives ? If 
so, by what methods and what does it 
cost by each of these methods ? The 
resolution of this convention in 1919 ask
ing for the information embodied in this 
question cannot be answered by your 
committee, as no figures were made avail
able in the answers. Where coal is pre
pared before being placed on the locomo
tive it is bought in that state or screened 
at the railway coal tipple. One road re
ports crushing at fuel station, but the 
cost is practically negligible, as the coal 
is dropped from the car into the crusher 
and prepared before it is elevated. The 
capital expenditure necessary to install 
this method will, where electric power is 
available, be from $6,000 to $12,000 at 
each coaling station.

The question of using so-called lignite 
fuel has been referred to this commit
tee. There is some question as to the 
proper definition of lignite. We find the 
term semi-lignite and sub-bituminous 
used; it being a fuel used by the north
western railways having a b.t.u. value 
from 11,250 to 12,500. Reports indicate 
no difficulties are being experienced in 
firing with this fuel, if handled properly. 
Stack losses and fires along right of way 
not developing. One road reports less 
liability of fire, on account of the fire, and 
character and regularity of the fire, and 
doing away with the necessity of open
ing the fire door, which creates sparks 
with this class of fuel. The only change 
in fire box or draft appliance noted, to 
burn lignite, was one road reports apply
ing one more row of fire brick.

On the question as to what recent 
changes have been made in coal space of 
locomotive tenders to permit the coal to 
flow within easy reach of the fireman, 
replies state that several roads have re
sorted to a mechanical device for push
ing the coal forward, which was reported 
successful in various sections. Existing 
power has been largely cared for by local 
arrangements of changes in slope sheets, 
raising and moving coal boards.

Your committee recognizes that the 
mechanical stoker, coming to the rail
ways as it has in the past three years, 
under trying times, with inexperienced 
firemen, shop forces not up to the stan
dard, and the burden of an overloaded 
organization trying to move every ton of 
freight possible, has received many a 
hard knock and will continue to receive 
them, but the manufacturers will be on 
the ground ; and, as we have tried to 
bring out plainly in this report, local con
ditions must be studied and the prepara
tion of fuel, the cost of maintenance and 
the benefits of having a locomotive that 
will prove 100% good, up hill and down, 
will be your problem and result in im
provements to the benefit of all.

Enquiry was made of the stoker manu-
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facturers as to the number of stokers in committee from time to time by the 
service Mar. 1, 1920, with following re- manufacturers. All such suggestions 
suit: have been carefully investigated, and, if

Kind of 
stoker

Mal
let

Mi
kado

Santa
Fe

Centi
pede

12-
Wheel

Deca
pod

Con
solida-

Moun
tain

Mo
hawk

Pacific Total

424 638 357 4 14 21 3 36 1.497
422 1,139 441 123 22 28 20 2,195
120 338 36 33 ......... 21 162 21 731
70 6 73 16 4 169

19 19
Crawford ................................ 1................ 50 35 337 93 515

Total .....................................11.036 12,171 | 961 4 63 123 401 197 170 5,126

Couplers and Draft Gears Commit
tee Report.

The committee, of which R. L. Kleine, 
Assistant Chief of Motive Power-Car 
Matters, Pennsylvania Rd., was chair
man, reported as follows:—Since the 
adoption of the D coupler as a standard 
of the association, and rules governing 
the application of the standard coupler 
to both new and existing cars, your com
mittee has followed closely the perform
ance of the couplers and kept in touch 
with the manufacture and gauging of 
the product.

Slight changes in detail of construc
tion, as well as minor modifications in 
gauges, that tend to improve the manu
facture and gauging of the couplers, 
have been brought to the attention of the

found desirable, and in no way affecting 
the strength or interchangeability of the 
parts, are approved without submitting 
to action by the association.

At the request of the Secretary, your 
committee furnished information cover
ing couplers for the manual of standards.

The United States Railroad Adminis
tration, under the direction of C. B. 
Young, Manager of Inspection and Test 
Section, has been conducting very valu
able tests on draft gears and attach
ments. The members of your committee 
have witnessed some of these tests and 
have had a representative working with 
the administration on these tests. Your 
committee has been advised that a com
plete report covering all draft gear in
vestigation work done by the adminis
tration will be turned over to them as 
soon as it is possible to finish tabulation

July, 1920.

of the data. From the study of this data 
your committee will be able to prepare a 
programme of such further tests an° 
investigations that are essential, whiÇn 
will be submitted to the general commit' 
tee for approval, to the end that fin®* 
recommendations may be made to the 
association on this subject.

Snow Fighting Equipment.

W. H. Winterrowd, Chief Mechanic3, 
Engineer, Canadian Pacific Ry., read * 
the Atlantic City convention an indivih' 
ual paper on snow fighting equipmeIL’ 
in which he traced very fully the hist°v, 
of snow ploughs, etc., and described the 
various types. The paper, as print® 
for the convention, and which contain 
74 illustrations, occupies 87 pages °
9 in., so that it is impossible to reply 
duce it in this issue, on account of P* 
large amount of space required for oth 
matter relating to the convention, 
we hope to utilize it in future issues, 
deals with locomotive, pilot, push, wink’ 
spreader and machine ploughs; the C- j 
R., the Fuller, and the Russell stt* 
ploughs; the C.P.R., Grand Trunk Pa , 
fic and Union Pacific rotary ploughs; ‘ 
so with dangers, ice cutters, sweeper > 
the operation of equipment, and prev -s 
tive measures. The whole subject 
most exhaustively treated, and the palL 
will undoubtedly become a standard r 
erence work.

Other Atlantic City Convention Reports
In addition to the reports reproduced 

on earlier pages of this issue, the fol
lowing were presented:—

Arbitration.—T. H. Goodnow, Super
intendent, Car Department, Chicago & 
North Western Rd., chairman, J. Cole
man, Assistant to General Superintend
ent Motive Power and Car Departments 
Grand Trunk Ry., being a member. This 
reports decisions on cases 1156 to 1170.

Auxiliary or Safety Connections Be
tween Locomotives and Tenders.—M. H. 
Haig, Mechanical Engineer, Atchison, 
Topeka & Santa Fe Rd., chairman. This 
deals with designs of draw bars; safety 
bars for new and for large locomotives; 
safety bars and safety chains; substitu
tion of safety bars for safety chains; 
bolting must be substantial ; welding not 
favored; approximate cost of changing 
to central safety bars on locomotives in 
service; offset draw bars; draw and safe
ty bar pins; maintenance and inspection 
of drawbars ; drawbar and safety bar 
pockets; U.S. law on safety bars.

Boiler Plant Modernization.—A. C. 
Trumbull, Mechanical Engineer, Erie Rd., 
chairman. This deals with boiler room 
equipment, stokers, piping, pipe cover
ing, power plants for locomotive termi
nals, and repair shops, special methods 
of combustion, and pulverized fuel.

Brake Shoe and Brake Beam Equip
ment.—B. B. Milner, Engineer Motive 
Power and Rolling Stock, New York 
Central Rd., chairman.

Depreciation For Freight Cars.—C. E. 
Chambers, Superintendent Motive Power 
and Equipment, Central Rd. of New Jer
sey, chairman, W. J. Robider, General 
Master Car Builder, Canadian Pacific Ry., 
being a member. This contains recom
mendations for changes in interchange 
rules.

Electric Rolling Stock Design, Main
tenance and Operation.—C. H. Quereau,

Superintendent Electric Equipment, New 
York Central Rd., chairman. This con
sists of individual papers written by the 
various members of the committee, show
ing the development of several of the 
important electrification projects on Am
erican steam railways, as follows ^Bal
timore tunnels electrification, Baltimore 
& Ohio Rd. New York Central Rd. elec
trification, New York to Harlem. Brief 
history of New York, New Haven & 
Hartford Electric Rolling Stock. Great 
Northern Rd. electrification Cascade tun
nel. Boston & Maine Rd., Hoosac tun
nel electrification. Butte, Anaconda & 
Pacific Ry., electric operation. Norfolk 
& Western Rd., electrified line historical 
sketch. Chicago, Milwaukee & St. Paul 
Ry., synopsis of electrification. Long 
Island Rd. electrification. Southern Pa
cific Co.’s electrification of Oakland, Ala
meda and Berkeley suburban lines.

Fuel Economy and Smoke Prevention. 
Wm. Schlafge, Mechanical Manager, Erie 
Rd., chairman. This consists of revision 
of the text of “Fuel Economy on Loco
motives,” comprising complete instruc
tions to bring about the economical use 
of fuel, to promote good practice in the 
operation of locomotives and to improve 
the methods of firing.

Interchange Rules for Passenger Cars. 
H. H. Harvey, General Car Foreman, 
Chicago, Burlington & Quincy Rd., chair
man., I. N. Clark, Master Car Builder, 
Grand Trunk Ry., being a member. This 
recommends several changes in the rules.

Labor and Material Prices.—G. E. Car- 
son, District Master Car Builder, New 
York Central Rd., chairman. This recom
mends the complete revision of rules ex
isting heretofore.

Loading Rules.—R. L. Kline, Assistant 
Chief of Motive Power, Pennsylvania Rd., 
being a member of the committee. This

recommends a number of changes in t e

Research Bureau.—C. B. Young, 
ager, Inspection and Tests Section, u-. e 
Railroad Administration. This favors 
establishment of a research bureau, 
cost to be assessed, in the usual maTn^e 
on railways which are members ox 
association. . is.

Specifications and Tests for Mater' ' 
F. M. Waring, Engineer of Tests, "e 
sylvania Rd., chairman. This re<Lj]- 
mends specifications for steel cars; D. 
er and fire box steel for locomotive eci" 
ment; line journal bearings; ann{Lfts 
and unannealed carbon steel axles, s» 
and other forgings; solid wrought ^ 
bon steel wheels; bronze bearings 
locomotives; carbon steel axles for . 
locomotive tenders and locomotive tru 
solid and hollow staybolt iron, and 
der tank hose. >;ce-

Standard and Recommended Pr, cup- 
W. E. Dunham, Assistant to General ^pe. 
erintendent, Motive Power and Car . 
partment, Chicago & Northwestern r 
chairman. W. J. Robider, General 
Car Builder, Canadian Pacific Ry-, t.ju- 
a member. This deals with the conLjed 
ing of the standards and recomi»®1 ^ 
pratice, as recorded for the Master „ 
Builders Association and the Ame j0ji, 
Railway Master Mechanics Associa 
and in preparing the manual in the jy, 
in which it has been furnished rec® v, 

Tank Cars.—A. W. Gibbs, Chief ' , 
chanical Engineer, Pennsylvania SY 
chairman. The committee’s work 
been large devoted to details f°r 9l,d, 
struction calling for improvement, 
as the details have not been settled 
report is principally one of progrès 7/ 

Train Brake and Signal Equip1"
T. L. Burton, Air Brake Engineer, 
York Central Rd., chairman. This r glItr 
mends a number of subjects to be
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fitted to letter ballot, for adoption as
standard.
s Train Lighting and Equipment.—J. R.
6 °ane, Chief Electrician, Central Re

gion, Pennsylvania Rd., chairman. This 
deals principally with specifications for 
axle generators.

Train Resistance and Tonnage Rating.

O. P. Rees, Superintendent Motive Power, 
Pennsylvania Lines, chairman. This is 
a progress report, dealing briefly with 
equated tonnage rating.

Railway Supply Exhibits at the Atlantic City Convention.
i The railway supply exhibits at the At- 

11 tic City convention were, as usual,
.p'&Hged for lvxr +-V»o "R oiltxroxr Qnrvrtl-v
Ala- “ by the Railway Supply
or ------Association, the officers
y. which were: President, Geo. R. Carr, 
n,c.e President Dearborn Chemical Co., 

nicago; Vice President, J. F. Church, 
ol; President, T. H. Symington Co., 
Wav3 ’ Secretary Treasurer, J. O. Con
cha- Pittsburg, Pa. Mr. Carr was also 
ran man the joint committee of ar- 
0jFernents, comprised of representatives 
as bo,th the railway and manufacturers 
jn Ociations. There was a considerable 
thBrease 'n the number of exhibits and 
a»=-Space occupied was 100,000 sq. ft., 
efa^t 93,000 in 1919. Among the prin- 

A ex.hibitors were the following:— 
New v’can Brake Shoe & Foundry Co., 

r °rk.—Standard patterns railway 
steel\shoes; steel back driver shoes; 
Pas bacb engine truck shoes; steel back 
freiSenKer and tender shoes; steel back 
tivj^yt car shoes; malleable iron locomo- 

driver brake head and keys.
Ain lïler'can Locomotive Co., New York. 
ter„° reverse gear; flexible staybolts; in

cepting valves.
Ecn^erican Steel Foundries, Chicago.— 
stePimy cast steel draft arm; Davis 
bean wbeel; Ajax and Hercules brake 
8ter-SJ- ®’mPlex coupler; cast steel boi
ler ,1 "imPlex clasp brake; Simplex coup- 

r Pocket; Vulcan truck, 
ed pSociati°n of Manufacturers of Chill- 
625 m Wheels, Chicago.—One 33 in. no. 
one hi- p- B. car wheel for 30-ton cars; 
40 , “a in. no. 700 M.C.B. car wheel for 
car bn cars; one 33 in. no. 725 M. C. B. 
85q 1VT e* *or 50-ton cars; one 33 in. no. 
AlSoJ;- P- car wheel for 70-ton cars. 
pr0. a moving picture showing various 
iron SSes °f manufacturing the chilled 
in» b.ar.wheel, including moulding, pour- 
ln j. .nS and drop testing of the wheel. 
sho\v' *on thereto, a series of pictures 
stresln^ measurement of temperature 
ed to which the wheels are subject

if» by test gauges,
cornet. Co., New York.—Carbosota, 
"-aten ’ P'tch and felt products; roofing; 
ProtoT^°°fing; wood preservatives; metal 
- IWm6 Paints.
OoH, s Nut Co., Chicago.—Boss lock nut; 

Boand rivets.
TanwSer & Co, S. F, Fort Wayne, Ind. 
Ce'Pt seif-measuring pumps for re-
of oiisStorage.’ distribution and checking 
ihg ari_,and similar liquids; paint handl- 

Cra d mixing equipment. 
yalvesne . > Chicago.—Locomotive brass 
>on «.’..railroad unions and railroad un- 

■ Ohior88’ l°comotive blow-off valves ; 
1'tigg tlVe pop valves, brass railing fit-

Boring Tool Co, St. Louis, Mo. hj nne - - ■a0d
^djnst10]? boring tools; Davis micrometer 
. lia,,; *5* reamers.
N.J ^Js-Bournonville Co, Jersey City, 
titig General line of oxy-acetylene cut- 
. t),.„ a,d welding apparatus. 
tVbn °rn Chemical Co, Chicago. — 
Prevent-11 Water treating preparations for 
90d /'tl°n of scale formation, corrosion 
0it-id arning in locomotive boilers; No- 

, Lip,, st preventive.
P,hia _J-ric Service Supplies Co, Philadel- 
J'Rhts Golden Glow locomotive head- 

sbeet metal and cast iron types; 
ne turbo generators; golden glow

of Davis expansion car wheel

and crystal mirror glass reflectors; loco
motive headlight switches; marker lights; 
classification lights; lamp guards; flood 
lights and searchlights.

Fairbanks, Morse & Co, Chicago.—Oil 
engine, direct connected to electrical gen
erator in operation; motor-driven centri
fugal pump, direct-connected in opera
tion; locomotive water crane ; motor cars.

Flannery Bolt Co, Pittsburg, Pa.— 
F. B. C. welded flexible staybolts, flexible 
crown staybolts and boiler section under 
test; Tate flexible staybolts; crown ad
justable staybolts and marine flexible 
staybolts. Tools for proper application 
of F. B. C. and Tate products.

Franklin Railway Supply Co, New 
York.—Ragonnet type B reverse gear; 
automatic adjustable driving box wedge; 
driving box lubricator; no. 8 fire door, 
Franklin steam grate shaker; McLaugh
lin flexible conduit; Franklin ball joint; 
two-wheel engine truck ; radial buffer; 
unit safety bar; no. 9 fire door; universal 
valve chest; Booster engine on exhibi
tion track.

Galena-Signal Oil Company, Franklin, 
Pa.—Reception booth.

Garlock Packing Co, Palmyra, N.Y.— 
Air pump and throttle, slip and ball 
joint, and power reverse gear packing; 
compressor and accumulator, steam ham
mer and power plant packing; gaskets 
and pump valves; flexible metal packing.

Gold Car Heating & Lighting Co, New 
York.—Vapor, combination pressure and 
vapor, pressure, hot water and electric 
car heating systems; thermostatic con
trol for all types of car heating systems 
and buildings; ventilators for railway 
cars; pressure regulators.

Griffin Wheel Company, Chicago, 111.— 
Chilled iron car wheels.

Grip Nut Co, Chicago.—Grip nut pro
ducts; grip lock nut; holding nut; unit 
nut; pump piston rod nut.

Hunt-Spiller Manufacturing Corpora
tion, South Boston, Mass.—Locomotive 
parts made of Hunt-Spiller gun iron; 
cylinder bushings; cylinder packing; solid 
pistons; bull rings; piston valve bush
ings; tee rings; piston valve packing ; 
crosshead shoes; side rod and knuckle 
pin bushings for freight service; air 
pump bushings and packing; driving 
boxes; pedestal shoes; pedestal wedges; 
eccentrics and eccentric straps.

Independent Pneumatic Tool Co, Chi
cago.—Thor pneumatic drills, reamers, 
grinders, hammers, hoists, rammers and 
electric drills and grinders.

Ingersoll-Rand Co, New York.—Little 
David pneumatic tools and appliances.

Johns-Manville Co, H. W, New York. 
The 85% magnesia pipe covering and 
boiler lagging; J-M sponge felted pipe 
covering and blocks; miscellaneous J-M 
pipe coverings and transite and ebony 
asbestos wood; asbestos shingles; high 
temperature and insulating cement; 
Mastic flooring; J-M built-up and ready 
roofing; Salamander insulation; Key
stone hair felt and standard hair felt; 
spiral locomotive pipe covering; power 
reverse gear packing; Mallet locomotive 
packing; J-M expander rings and pack
ing cups; friction tape and splicing com
pounds ; Transite asbestos wood smoke 
jacks ; miscellaneous packing materials; 
Vulcabeston gaskets and washers ; J-M 
fire extinguishers; Transite ventilators.

Joliet Railway Supply Co, Chicago.— 
Brake beams; truck bolsters; side bear
ings; journal boxes.

KeYoke Railway Equipment Co, Chi
cago.—Murray cast steel friction draft 
gear and cast steel coupler yokes.

Locomotive Feed Water Heater Co, 
New York.—Boiler feed pump; model of 
feed water heater; samples of various 
parts from service.

Locomotive Stoker Co, Pittsburg, Pa. 
Full size type D duplex stoker with loco
motive backhead; 1/3 size type D duplex 
stoker with locomotive backhead; full 
size type D slope sheet coal pusher.

Locomotive Superheater Co, New York. 
Steam superheaters for locomotives ; fire 
tube superheater for Scotch marine boil
ers; Elesco superheater for stationary 
boilers; pipe coils; steam pyrometers.

McCord & Co, Chicago. — Journal 
boxes.

Metal & Thermit Corporation, New 
York.—Thermit and appliances, sample 
of square single track crossing, construct
ed by Thermit welding. Sample of car
bon-free metals and alloys produced by 
the Thermit process. Sample weld on 
9 in. crank shaft. Materials for demon
strating pipe welding for the purpose of 
welding locomotive superheater units. 
Sample of superheater unit so welded.

Miner, W. H, Chicago.—Friction draft 
gears; side bearings; safety hand brakes; 
refrigerator car door fasteners; draw
bar yokes.

Mudge & Co, Chicago.—Solvit com
pound ; Mudge motor cars; Mudge-Peer- 
less ventilators.

National Carbon Co, Cleveland, Ohio. 
Columbia dry cells; Columbia hot shot 
and multiple batteries; Columbia high 
voltage caustic soda cells; carbon and 
metal brushes for motors; generators and 
headlight equipment; lighting and weld
ing carbons; welding paste; carbon 
plates; carbon packing rings ; special 
forms in carbon and carbon telephone 
specialties; American flashlights and 
batteries.

National Lock Washer Co, Newark, 
N.J.—Models of car curtains; curtain 
fixtures, sash locks; sash balances; win
dow packing; national lock washers and 
Hipower nut locks.

Norton, A. O, Incorporated, Boston, 
Mass, and Coaticook, Que.—Different 
types of Norton self-lowering speed-con
trolled jacks—100 ton; 50 ton; 50 ton 
inverted type—new this year. 35 ton; 25 
ton; 25 ton and 35 ton ball bearing jour
nal jacks.

Pyle-National Co, Chicago.—Model of 
Young valve gear. A complete line of 
turbo generators; electric headlight sets; 
suburban train lighting; headlight cases 
of all sizes; sheet steel and cast; locomo
tive cab lamps; back-up lamps; switches; 
connectors ; focusing devices for lamps.

Q & C Packing & Lubricator Co, 
New York.—Piston rod packing and lub
ricators.

Safety Car Heating & Lighting Co, 
New York.—Electric and gas car light
ing equipment; car lighting fixtures and 
reflectors; electric fans; oxy-Pintsch 
metal cutting equipment.

Standard Car Truck Co, Chicago.—Com
plete models showing different types and 
capacity of lateral motion trucks and 
working parts; roller center plates; roll-
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er side bearings and four-point bearing 
truck.

Stucki Co., A., Pittsburg, Pa.—Side 
bearings.

Symington Co., The T. H., New York. 
Full size models Farlow draft gear at
tachments; Symington journal boxes; 
Symington journal box lid with locking 
attachment.

Tuco Products Corporation, New York. 
Tucolith plastic composition flooring ma
terial; flexolith composition flooring ma
terial; steel preservative as applied to 
chanarch; Imperial and Universal car 
window screens; National and Universal 
steel trap doors; trap door locks; resisto 
quilt hairfelt insulation; Tucork mineral 
insulation.

Union Draft Gear Co., Chicago.—Card- 
well friction draft gear, type G, class 
11-A; Cardwell friction draft gear, type 
G, class 11-A; duplex.

Union Railway Equipment Co., Chica
go.—Ureco reclaim coupler release rig
ging; improved brine valve ; tank hand
hole; drop brake shaft; pipe clamp; tank 
support; bevel hatchway; metal box-car 
ladder.

Universal Draft Gear Attachment Co., 
Chicago.—Cast steel coupler yokes; cast 
steel reinforcing draft arms; miscellan
eous draft lugs in cast steel and malle
able iron.

Vapor Car Heating Co., Chicago. — 
Vapor system of car heating—short-cir
cuit cut-out method; new type steam hose 
couplers, with take-up lock; automatic 
car temperature control and automatic 
control for reducing yard temperatures; 
pressure reducing valves; steam traps; 
train pipe valves.

Westinghouse Air Brake Co., Pitts
burg, Pa.—Universal passenger equip
ment demonstration rack of three cars 
and locomotive. Illuminated electric 
chart showing performance of UC pas
senger equipment with and without the 
electro pneumatic feature. Empty and 
load brake equipment demonstration 
rack. Westinghouse NA-1 friction draft 
gear complete.

Westinghouse Electric & Manufactur
ing Co., East Pittsburg, Pa.—Type 815 
switch; type 809 reversing switch; type 
C controller, class C-7440; types 815 and 
816 switch; type A auto starter; type 
816 switch; 500 watt 32 volt turbine 
generator ; type F. B. controller; type S 
duplex controller; type HK crane motor; 
175 arc welding outfit.

Wheel Truing Brake Shoe Co., Detroit, 
Mich.—Samples of abrasive brake shoes.

Whiting Foundry Equipment Co., Har
vey, 111.—Working model of Whiting 
screw-jack locomotive hoist for wheel
ing and unwheeling locomotives; folios 
of drawings, photographs and literature 
covering complete line of cranes, foun
dry equipment and railway specialties, 
locomotive and coach hoists, turntable 
tractors and transfer tables.

Officers Section 3, Mechanical, 
American Railroad Association.
The term of office of the Vice Chair

man and seven members of the general 
committee, Section 3, Mechanical, Ameri
can Rairoad Association, having expired 
in June, the committee on nominations, 
nominated the following, to serve until 
June, 1922:—

For Vice Chairman:—J. Coleman, As
sistant to General Superintendent Motive 
Power and Car Department, Grand Trunk 
Ry.

For members of General Committee:— 
J. S. Lentz, Master Car Builder, Lehigh 
Valley Rd.; H. R. Wamock, General Sup

erintendent Motive Power, Chicago, Mil
waukee & St. Paul Ry.; C. E. Fuller, 
Superintendent Motive Power and Ma
chinery, Union Pacific Rd.; W. Kells, 
General Superintendent Motive Power, 
Atlantic Coast Line Rd.; John Purcell, 
Assistant to Vice President, Atchison, 
Topeka & Santa Fe Rd.; H. L. Ingersoll, 
Assistant to President, New York Cen
tral Lines; J. J. Tatum, Superintendent 
Car Department, Baltimore & Ohio Rd.

The report was unanimously adopted 
on June 14. It was also resolved that 
the officers should be elected annually, 
instead of every two years, so that a 
greater number of members may enjoy 
the honor of being officers of the section.

Interchange Rules Modified.

Section 3, Mechanical, American Rail
road Association, issued the following 
circular May 28:—

Effective June 1, 1920, the following

modifications are made in sections 04 
and (o) in rule 3 of the 1919 Rules 0 
Interchange: Rule 3, Sec (k) modified ‘ 
read as follows : “After Mar. 1,1910, 11 
car will be accepted in interchange unies 
properly equipped with United State 
Safety Appliances or U.S. Safety ApP11' 
ances, Standard, except cars movins 
home on car service orders for equipP,n” 
with safety appliances. Cars will n 
be accepted from owner at any time u 
less equipped with U.S. Safety ApP1, 
ances or U.S. Safety Appliances, Stan

Rule 3, section (o), modified to read *s 
follows: “Cars built after Nov. 1, 1*" ’ 
will not be accepted in interchange u„ 
less equipped with 6 x 8 in. shank A- 
A. Standard Type D Couplers.” s

This circular should be considered 
a supplement to the Rules of Interchan&j 
and necessary instructions issued to 
concerned. These modifications to 1 
Rules of Interchange will be incorpm 
ed in the next supplement to these rui

Birthdays of Transportation Men in July.
Many happy returns of the day to:
A. A. Allen, Vice President, Holden 

Co., Ltd., Montreal, formerly Master Me
chanic, Timiskaming & Northern Ontario 
Ry., born at Grafton, Ont., July 7, 1870.

J. H. Black, ex-Superintendent, Timis
kaming & Northern Ontario Ry., now at 
Toronto, born near Smiths Falls, Ont., 
July 8, 1874.

D. E. Blair, Superintendent of Roll
ing Stock, Montreal Tramways Co., born 
at St. Thomas de Montmagny, Que., July 
25, 1877.

D’Alton C. Coleman, Vice President, 
Western Lines, C.P.R., Winnipeg, born 
at Carleton Place, Ont., July 9, 1879.

G. C. Conn, ex-Freight Traffic Man
ager, Pere Marquette Ry., Detroit, Mich., 
now General Traffic Manager, Buick 
Motor Co., Flint, Mich., born at Woburn, 
Mass, July 1, 1867.

A. R. Curran, Paymaster, Eastern 
Lines, Canadian Northern Ry., Toronto, 
born there, July 3, 1877.

H. Darling, Locomotive Foreman, Grand 
Trunk Pacific Ry., Smithers, B.C., born 
in Northumberland, Eng., July 27, 1873.

A. H. Eager, Mechanical Superinten
dent, Western Lines, Canadian National 
Rys., Winnipeg, born at Waterloo, Que., 
July 15, 1868.

F. E. Hartshorn, Assistant Superin
tendent, Montreal Division, Quebec Dis
trict, Canadian National Rys., Montreal, 
born at West Stewartstown, N.H., July 
21, 1877.

S. J. Hungerford, Assistant Vice Presi
dent, Canadian National Rys., Toronto, 
born at Bedford, Que., July 16, 1872.

C. W. Johnston, Assistant General 
Passenger Agent, G.T.R., Montreal, born 
at Actonvale, Que., July 27, 1879.

H. J. Lambkin, District Commissary 
Agent, Sleeping, Dining and Parlor Cars 
and News Service, Canadian National 
Rys., Winnipeg, born at Quebec, Que., 
July 25, 1881.

M. Kelly, Resident Engineer, Farnham 
Division, Quebec District, C.P.R., Farn
ham, born at Thamesville, Ont., July 6, 
1878.

T. King, Superintendent, Detroit Divi
sion, Western Lines, G.T.R., Detroit, 
Mich., bom at Dunbarton, Ont., July 18, 
1869.

A. E. Lock, Superintendent Car Ser
vice, Toronto, Hamilton & Buffalo Ry., 
Hamilton, Ont., born at Albany, N.Y., 
July 14, 1879.

G. A. McNicholl, Assistant General

Freight and Passenger Agent, Gr» 
Trunk Pacific Ry., Prince Rupert, &■ 
born at Montreal, July 31, 1876. jc

H. D. Mackenzie, Master Mecha 
Canadian National Rys., Edmunds 
N.B., born at Churchville, N.S., July 
1864.

M. H. MacLeod, Vice President, OP 
ation, Maintenance and Construct 
Canadian National Rys., Toronto, ® |y 
in Skye, Inverness-shire, Scotland, J 
13, 1857.

J. M. Macrae, Assistant General FT®*’,). 
Agent, Canadian National Rys., w 
peg, born at Stornoway, Scotland, J 
31, 1884. _ -M

W. G. Manders, Assistant FrlL., 
Traffic Manager, Canadian National ^ 
Winnipeg, born at Owen Sound,
July 24, 1876. Micbi'

Neil Marple, General Foreman, rji 
gan Central Rd., St. Thomas, Ont-, 
in McKillop Tp., Ont., July 1, 18?°• -J- 

J. E. Morazain, General Super11" j 
dent, Quebec District, Canadian Nat1 ( 
Rys., Quebec, born at Wheatland, ^ 
July 31, 1875. . gr

P. C. Perry, Assistant Resident 
gineer, Grand Trunk Pacific Ry-,
Sask., born at Fort William, Ont-,
27, 1889.

R. E. Perry, Assistant General r 1 t- 
Agent, Canadian National Rys-> Lg76- 
real, born at Drayton, Ont., July5’-di»11

G. G. Ruel, General Counsel, G^joh11’
National Rys., Toronto, born at St- 
N.B., July 5, 1866. Mai1'

George Stephen, Freight Traffic nto, 
ager, Canadian National Rys., 10 
born at Montreal, July 5, 1876. g.P-

H. G. Studd, Auditor for EuroP '.ajii,
R., London, Eng., born at Totte 
Eng., July 10, 1883. Vl.edetif

Sir Thos. Tait, President, 
ton & Grand Lake Ry. & Coal Co-, * 
real, born at Melbourne, Que., JU 
1864. f ^

M. M. Todd, Vice President 
Treasurer, Grand River Ry- anU 
Erie & Northern Ry., Galt, Ont-> 
there, July 22, 1891.

H. B. Walkem, Assistant E,niW 
C.P.R., Vancouver, B.C., born at 
real, July 31, 1858. „ a-ei<

G. A. Walton, General P?-„nip^' 
Agent, Western Lines, C.P-R-, yy . 
born at Montreal, July 17, 1^, ' ,

R. H. Webster, Commercial £cto*’ 
G.T.R., Moncton, N.B., born at 
N.S., July 2, 1885.



Ju]y, 1920. 365

Canadian Northern Railway Co’s Annual Report.
r ^he Canadian Northern Ry. Co.’s di- 
hnU8’ reP01't> addressed to the share- 

iders, has been issued over the signa
lé® Hanna, President, as fol-

Attention is particularly directed to 
on ^act that this report covers only the 
^rations of the Canadian Northern 
r,.i.Way lines, forming a part of the Ca- 

dian National Rys.
an^he directors submit herewith the fifth 
then* reP°rt covering the working of 
tho Canadian Northern Ry. System for 
ciLyear ended Dec. 31, 1919.

Pat earnings—
passenger traffic ...................................$10,775,708.46
Erl'8"1 traffic ..................................... 39,175,552.09
M:_ re®s. mail and telegraphs ...... 1,588,902.18
Ino>v neous earnings ................... 2,022,014.84

a fst and profits from elevator 
. (l other subsidiary companies,
’"Vestments, etc.................................. 1,791,752.61

ill,

-=ut„ e.xPenses ........$60,034,023.92
rentti quipment. taxes,
,a"eous a?d mlscel-

us charges ...... 1,020,553.96

’elicit

$55,353,930.18

-$61,054,577.88

:erest
l°tal

charges

deficit

$ 5,700,647.70 
19,969,710.36

..$25,670,358.06'pi .............................................................................. UjUllO.VU

of th t°tal mileage operated at the end 
year was 9.685.7 compared with l’l9 2 a* end of 1918, an increase of 

°peya,.miles. The average mileage in 
6:16.9 °n throughout the year was 9,-
b\^c.?,rating Revenues for 1919 increased 
The j ,252>165.66 over 1918, or 13-22% 
hisSpnlncreases were derived from
height"? traffic .................$2,951,264.02 37.72%
0th.8nt traffic " •"» — 6.64%

31.32%
ythei . ..........

traffic Movement.
Passenger

2,439,682.63
861,219.01

The increase m
with iq?q earnings in 1919 as compared
Of *0 is HllO in nort +n tlio vowiA$rolrestrict ^ue *n part *° the removal
\vat.‘t.stricti°ns on travel applicable to 
Oient ltn.e traffic, augmented by the move- 
a re, ,of troops for demobilization. As 
Senjpjt °f the cessation of activities de- 
Canceli,?n the war, and the consequent 
Shit-;1011 °t government orders for 

foodstuffs, etc., a decline in 
the v Ss took place in the first half of 

rl y?ar. Thi= :---- 44-1.1- ------------of t " t his was inevitable in a per- 
in ^n?1tion from war to peace. Theloss iv, r,‘?,uon irom war to peace,

Inly o, freight tonnage from Jan. 1 to 
the /U Was 1,500,000 tons, after which 
l9l8l-onnage showed an increase over 
bear’tv,0 the extent that by the end of the 
to 850n® Pet loss in tonnage was cut down 
‘he sit, ..tons. A gratifying feature of 
husitlp7lat10n is the additional long haul 
®feaSe s’ which is indicated by the in- 

_°t ,23 miles in the average dis- 
'>hiie ®ach ton of freight was hauled. 
?h(l buim-Vements of live stock, lumber 
a?t ye‘ hing material show gains over 

Iaiscen„r’ the declines in grain, coal and 
these 'ar)eous traffic more than offset 
w'6adv lns’ resulting in loss of tonnage 
;al8. ^•Pentioned as compared with 
to the Ho-i;-- ~ • -hei/he ] ® decline in coal traffic is due 
* 6r Cardiff^ shipments from Drum-S6r'
Of *■j ay, ---‘1 ana Wayne during June, 

the n,- Aueust, caused by the strike 
»i%erâtjlners in the Alberta coal fields.

,9?1 Expenses.—The increase ofJ9;My âii j 8 in operating expenses is 
iarpo • Ue t° higher wages. The gen-

UlcroQo^~ •- —1— -------m '‘Utinl toereaees”™ rates'’of pay grant-
t a,lva>5 ^918 under the McAdoo series

v -v jn which were reflected only in 1 ,the —Hi the hlCh
%Le,1deri yPPerating expenses for the 
■« ih tfi thin 6C" 1918, show their full
Sw^aser) year’s figures, and the total 
^wijhient- ■y the effect of additional 

®d Stato1SStie<l during 1919 by the 
es Railroad Administration

and which, under arrangement between 
the Canadian Railway War Board and 
the Dominion Government, have been ap
plied to the wages of railway employes 
in Canada. The total increase in ex
penses due to wages for the year was 
$12,350,226.60, or 77.31% of the total in
crease in operating expenses.

The deficit of $5,700,647.70 is after 
crediting miscellaneous earnings and 
charging deductions from income. The 
actual operating deficit for the year is 
$6,471,846.35, against net earnings of 
$3,247,061.97 for 1918, and net earnings 
of $7,443,369.41 for 1917. This loss be
tween 1917 and 1919 of nearly $14,000,- 
000 in net earnings is a direct reflection 
of the improper relation existing between 
earnings and operating expenses. Dur
ing these two years the abnormally large 
wage increases more than represent the 
loss in net earnings, as the following 
comparison of pay-roll totals shows:

1917 1918 Inc. % 1919 In. %
$20,871,397 $29,269,906 40.24 $41,620,133 42.19

For every dollar earned in the last 
year the railway had to pay out over 75c. 
in wages.

As all elements of the railway’s ex
penses enter into the production of trans
portation in the shape of train miles, the 
increase in the cost of running a train 
one mile tells better than any other unit 
the story of the railway’s inability to 
make ends meet, under conditions such 
as have existed in the past two years. 
When the large increases in the cost of 
materials and supplies are also consid
ered, the difficulties of the situation will 
be more fully appreciated. The cost of 
running a train one mile increased from 
$1.98 in 1917 to $2.65 in 1918 and to $3.36 
in 1919, the latter figure being an in
crease of 27% over 1918 and 70% over 
the cost in 1917. Gross earnings per 
mile of line increased, from $4,396 in 
1917, to $5,005 in 1918, and to $5,558 in 
1919, the 1919 gross per mile being only 
10% over 1918 and 25% over 1917. Un
der these conditions, and with less than 
1% increase in train service, the net re
sult for the last two years has been to 
convert net earnings of $789.08 a mile of 
line in 1917, and $343.53 in 1918, to a 
deficit of $671.63 a mile for 1919. This 
change in the net earnings situation is 
entirely due to the conditions referred 
to in the preceding paragraphs.

In comparing the train mile expenses 
for the last three years, the higher per
centage of expenses devoted to mainten
ance, particularly in 1919, is worth not
ing, as indicating that a large percent
age of the expenses is going towards the 
improvement of the roadway, structures 
and rolling stock. The cessation of hos
tilities having appreciably relieved the 
labor situation, your company was en
abled during 1919 to commence overtak
ing considerable maintenance of road
way, structures and equipment work 
which (as referred to in previous re
ports) had been unavoidably deferred by 
war conditions. The amount of money 
spent on deferred maintenance through 
the year is estimated at over $4,500,000, 
which is included in operating expenses.

The increase in revenue, which higher 
rates were expected to bring, has been 
greatly cut down by the falling off in 
tonnage of certain commodities, as com
pared with 1917, which, in common with 
other railways in Canada, has affected 
your line and has been most noticeable 
in respect to grain traffic. This loss of 
tonnage, and the extra expenditures, due 
to taking up in part the deferred main

tenance, with the conditions already re
ferred to in respect to wages, etc., pre
cluded the possibility of making any net 
earnings without a readjustment of 
transportation rates.

Freight Rates.—The existing improper 
relationship between earnings and oper
ating expenses is a condition which for
tunately may be regarded as transitory. 
It is recognized in the United States and 
Great Britain, as well as in Canada, that 
the railways cannot continue to provide 
transportation at practically pre-war 
rates. Canadian and U.S. freight rates 
being generally on an equality, the gen
eral percentage of increase in the U.S. 
will, in the opinion of your directors, 
largely determine what the increase in 
Canada should be. From the statistics 
embodied in the report, it is clear that 
existing rates do not provide an adequate 
return. With the U.S. railways now 
handed back to the private owners, with 
legislation passed providing that they 
are to receive “a fair return upon the 
aggregate value of the railway property” 
and this fair return for two years fixed 
at 514% a year and provision for an ad
ditional half of 1% for equipment, bet
terments, etc., there is every reason to 
believe that freight rates will be fairly 
adjusted in the near future.

Land Sales for the year were 79,053 
acres for $1,535,608.44, an average of 
$19.42 an acre, compared with an aver
age of $19.45 for 1918. During the same 
period sales previously entered into, ag
gregating 32,403 acres, were, by mutual 
agreement, cancelled, so that the acreage 
of land available for sale has been de
creased by 46,650 acres, leaving a total 
of 772,309 acres unsold.

Additional car trust obligations were 
created during last year to the extent of 
$22,500,000 for the purchase of equip
ment of different kinds, and $4,705,000 
was repaid in respect of previous obliga
tions, thus making the net increase $17,- 
795,000, and leaving the total amount of 
car trust obligations outstanding at Dec. 
31, 1919, $32,936,000.

New Equipment.—Motive power and 
other rolling stock ordered in 1919 were 
as follows:—

25 Pacific type locomotives.
25 Six-wheel switch locomotives.

750 Box cars.
800 Wooden stock cars.
550 Dump cars.
500 Flat cars.
250 Hart ballast cars.
150 Refrigerator cars.
30 Steel baggage cars.

6 Flangers.
130 Colonist cars.
20 Tourist cars.
18 Standard sleepers.
13 Compartment observation cars.
20 First class cars.
20 Mail cars.

9 Dining cars.
6 Snow ploughs.
5 Cabooses.

Construction and Betterments.—As re
ferred to in your directors’ previous re
port, the construction programme for 
1919 contemplated the completion of cer
tain branch lines in Western Canada 
which were under construction at the 
outbreak of the war. Work was done on 
the following lines:—Acadia Valley ex
tension, Jackfish Lake extension, One
way extension, Alsask southeasterly, 
Luck Lake extension, Peebles-Lampman 
extension, Amaranth northerly, Melfort- 
Humbolt extension, Gravelbourg exten
sion, Eston southeasterly, Melfort north
easterly, Thunderhill extension, Hanna 
southeasterly, Oliver northeasterly, Kam- 
loops-Kelowna-Lumby branch. While 
conditions governing labor and materials
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prevented as great progress being made 
on these lines last year as was hoped for, 
the major portion of the work on these 
branches is expected to be completed this 
year.

Work on the improvement and better
ment programme was carried on through
out the year; 550 miles of track had ex
isting rails changed to heavier section; 
101 temporary structures were replaced 
with permanent work ; 11 timber trestles 
were partly filled and diversions at raid
ing and Grenville and on Sudbury Sub
division were completed. The work of 
replacing the line along the St. Law
rence River, west of Quebec, washed out 
by the tidal wave of 1918, was nearly 
completed. Much additional trackage for 
operating purposes was built, viz.: 45 
passing tracks, 19 siding extensions, 32 
transfer, storage and other tracks. 
Among the buildings erected were 27 sta
tions, 6 freight sheds, 39 section houses, 
36 bunk houses, 3 express buildings. Ad
ditions and improvements were made to 
various roundhouses, machine and car 
shops. Good progress was made on re
ballasting. Important structures com
pleted during the year were the Vancou
ver passenger terminal and the St. 
Charles River bridge at Quebec. The 
value of these improvements and better
ments has been already demonstrated in 
improved operating conditions. Your di
rectors are pleased to report that upon 
their recommendations amounts for ex
penditure on capital account have been 
included in the government’s estimates 
for the year, which will enable the im
provement and betterment programme to 
be continued, thus equipping your system 
to better perform the transportation ser
vice of the country and particularly to 
handle economically those increases in 
traffic which, it is your directors’ firm be
lief, will result coincident with the pro
gress of the Dominion and which may 
largely be expected to take place in the 
areas served by your lines.

Canadian Government Merchant Ma
rine Ltd.—Reference was made in last 
year’s annual report to the ocean steam
ship service established through the Ca
nadian Government Merchant Marine, 
Ltd. This service has continued with suc
cess, and as new ships are delivered the 
service will be enlarged and extended. To 
date 63 vessels have been ordered by the 
Marine Department, with a total d.w. 
tonnage of 380,615 tons. Of this num
ber 19 were in service at Dec. 31, 1919, 
and since that date several additional 
ships have been delivered by the builders 
and put in operation. While the builders 
have been delayed in the construction of 
these ships, due to various causes, so that 
it is difficult to estimate deliveries defin
itely, yet it is hoped that by the end of 
the year there will be nearly 60 ships in 
service. The operation of the services 
established has, up to date, shown a sub
stantial return. The Canadian National 
Rys. also benefit from the earnings on 
goods moving to and from ocean ports in 
connection with the services operated by 
these ships.

Outlook for the Future.—Your direc
tors view the future with the confidence 
based on knowledge of the particularly 
favorable location of the system’s lines 
and the general good character of the 
country served. The railway property 
of your system has invested in it not 
less than $550,000,000. It is not held by 
your directors that because the year’s 
operations resulted in a deficit, the value 
of this great investment is impaired. The 
conditions which have resulted in the 
present improper relation between earn
ings and expenses have been stated. Un

der existing rates U.S. railways are ack
nowledged to be going behind their pre
war record at about the rate of $1,000,- 
000 a day. The increase in the value of 
the services performed by your railway 
may be illustrated by the rise in whole
sale prices, and when this is contrasted 
with the almost stationary ton mile and 
passenger mile receipts, the inadequacy 
of the present rates needs no further 
comment.

The prospect in the near future of 
having the Grand Trunk System lines 
co-ordinated with those of the Canadian 
Northern and other government owned 
railways presents favorable opportunities 
of increased traffic for your system; and 
the benefits which will result from the 
inclusion of the Grand Trunk lines in the 
national system, while difficult to defin
itely estimate, are certain to prove sub
stantial. As noted in previous reports, 
the Canadian Northern Ry. operates un
der a great disadvantage in not having 
a Niagara frontier line and connection in 
Ontario with U.S. lines. These the Grand 
Trunk will provide. The consolidation 
will also remove restrictions on traffic in
terchange to territory served by the 
Grand Trunk, which will certainly prove 
to be of great benefit to the national sys
tem.

Traffic returns since Jan. 1 indicate 
that tonnage on your lines is running 
about 8Vz% over the movement in the 
same period last year. This is a particu
larly good showing, in view of the much 
colder weather experienced this winter. 
There is no doubt that housing facilities 
are much behind the demand in practic
ally all communities, and a large move
ment in building materials may be ex
pected. There are large road building 
programmes under way, which should also 
produce increased tonnage in certain com
modities. Immigration, which on the 
outbreak of the war fell away rapidly is, 
according to late reports, reviving. The 
return to pre-war immigration figures 
would have a most beneficial effect in 
restoring those conditions of expansion 
which before the war were so general 
along much of your western mileage. The 
live stock industry in western Canada 
continues to thrive, and is developing 
most remarkably. The Province of Sas
katchewan now ranks first in the produc
tion of horses in Canada.

The importance of the Drumheller coal 
field development to western Canada, and 
particularly to the areas served by your 
line, was well demonstrated when the 
supply of coal from U.S. mines was in
terrupted through the general strike 
which occurred in Oct., 1919. The situ
ation showed how generally dependent 
many other sections of this country are 
on the U.S. for supplies of coal. The 
double tracking of the line between 
Drumheller and Munson Jet. has been

mines in the district is being distribute 
to a constantly widening field of cor” 
sumers, with increasing gross revenue t 
your company. , t

It is a matter of congratulation the 
the Prince of Wales has chosen the Pur' 
chase of a ranch in Western Canada 8 
one means of practically identifying hu’ 
self with Canadian development, and,8’ 
a permanent reminder of his first Vis 
to Canada. Your directors cannot 1 
this opportunity pass of expressing 1 
hope that the royal example will be t 
lowed by many from Great Britain, n , 
only in the matter of making a tout 
Canada, but in acquiring property h® • ’ 

" " " ■ ■ • result
The vis'1

Your directors feel this can only result i® 
good for the Imperial cause. The vis* 
of the Prince of Wales to various p°in
on the lines of your system was sudce®g. 
fully accomplished, and the entire Can 
dian tour was one unbroken success.

It is with the greatest regret that y08 
directors have to record the death 
Jan. 24, 1920, of Z. A. Lash, K.C., 
Senior Counsel of your company. 1 
Lash, as chief legal adviser of the c°ge 
pany for nearly 20 years, gave invalu0 
advice and counsel to the executive, d > 
ing the construction and develop^,.. 
period of the railway, and extended t 
service to your directors up to the ti 
of his death. . ,.c.

Organization and Staff.—Your d» 
tors are glad to report that the r0 
rangement of official personnel, and S ^ 
eral amalgamation of staff with that 
the Canadian Government Rys. has P‘ 
ed to be most satisfactory. The two

Working expenses ....... $60,034.023.92
Taxes, rentals, joint fa

cilities, etc................... 1,020,553.96

-$55,353,9

Loss on operating.... 
Fixed charges—

Canadian Northern
Ry........................

Affiliated Companies. 
Interest on demand and 

short term notes &

Government ...............
Other (net balance).

$ 5,700.«

8,012,969.65
4,895,112.71

6,939,373.68
122,254.32

completed, and the output of the 23 Deduct surplus brought

% 1919
Operating Revenues.

Class
20.12 $10,775,708.46 Passenger ................................................
73.14 39,175,552.09 Freight ....................................................

.70 374,926.26 Mails .......................................................
2.26 1,209,645.65 Express ....................................................
3.78 2,026,345.11 Miscellaneous ........................................

100.00 $53,562,177.57 Total ................................................

% 1919
Operating Expenses.

Class
26.49 $15,905,058.62 Maintenance of way and structures..
19.27 11,569,896.52 Maintenance of equipment .............
1.72 1,031,282.13 Traffic expenses ...................................

48.31 29,002,877.63 Transportation expenses .....................
1.60 958,449.37 Miscellaneous operations......................
2.61 1,666,459.65 General expenses .................................

100.00 $60,034,023.92 Total ................................................

Deficit carried to profit and loss_-n 3
statement ..........................................*2j9l9-

Profit and Loss Statement, Dec. 31»
Deficit on income ac

count for the year....$25,670,358.06 
Discount, etc., on fund

ed debt ....................... 472,682.09
Delayed income, debits

and credits, debit . ij)
balance ......................... 1,824,711.98

112.08
—12.08

100.00

1919
$53,562,177.57

60,034,023.92
—6,471,846.35

Summary of Revenues and Expenses.
Class

Operating revenues .
Operating expenses .
Net earnings ............

1918 
$ 7,824,444.44 

36,735,869.46 
245,187.12 
964,617.55 

1,539,893.34 
$47,310,011.91

1918
$ 9,060,264.79 

8,498,673.11
797,181.68

23,907.348.28
576,071.12

1,223,410.96
$44,062,949.94

1918
$47,310,011.91
44,062,949.94

3,247,061.97

%

$
eje

$

terns have worked together as one, % 
there has been the fullest co-oper0l‘j

dent, 8..between employes and management, 
the board desires to express its tn0 j, 
for the loyal and efficient services re 
ered during the year. )9l9.
Income Statement for year ended Dec. 31,
Revenue ..........................$53,562,177.57
Subsidiary miscellaneous 

earnings ..................... 1,791,752.61
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3l' 1918 .....................................................  17,932,224.61

“j?1, deficit at Dec. 81, 1919, car- 
led t° balance sheet .....................  $9,535,527.52

Description of Freight Carried.
Flour „ , , 1919 1918
Grain s?cks (100 lb.) .......... 8,978,640 8,904,498
Live ' b?sh.................... 91,373,574 93,985,078
Log, ™ck>, head (all kinds) 834,991 654,583
Firew„ j lumber, ft. (m.f) 1,928,698 1,614,829
Coal e • cords ...................... 329,138 362,118
Lomigre'lf. ", ’ .......................... 2,174,207 2,373,985

Janks effects, cars .... 4,728 5,279
ston»K , material (lime, 
oars5’ brick’ sand, etc.)

Miscei]' ........................................ 34,076 29,794
Sarniill"eo“s- tons ......... 3.142,961 4,048,065

KS> Expenses and Net Earnings per mile 
„ a . operated.Fear A^r,age Net

«nies Earnings Expenses Earnings
1917 Uperated
1918 $4,396.27 $3,607.19 +$789.08
1919 q eon 5,005.29 4,661.76 + 343.53

rn, a-636 5,558.55 6,230.18 — 671.63
to amount required per mile of road 
lines)y “xed charges (including leased 
19]» ®Yas as follows:—1919, $2,072.41; Ci $1’093:6°; 1917, $1,695.24.

ft&er, Freight and Miscellaneous Statistics.
6 Psssene„, . „ 1919 1918
Pa38antoIr traffic—
u'ng ,rs carried (earn-
Pi,SaenKeZenUe) ............... 4,925,547 4,114,965
„ »ni]e carried one

asaeng=+ ......................... 344,773,029 288,067,800
, Mile n carried one
Tofra«e ffi.i?lle of road- 36,256 30,477iatal p-™stance carried.. 70.00 70.01
AVerage „ "8er revenue $ 9,629,460.01 7,128,141.55 
, Her ' amount received

Verage !!!nEer .............$ 1.95.500 1.73.225
tier arnount received 

m tiiile Passenger per
°>1 'n.;:-...................cts. 2.793 2.474

Kernings enger train
Iseager tL : .................$11,811,612.85 8,783,084.63
tier tra‘ am Garnings

traffic—.............$ 1’53’575 1’28’903
efÇnuG tt°ns carried...... 12,439,314 13,289,641

b”iiie tons carried one
H??ae ton.........................  4,046,023,363 4,021,275,963A>le ptons carried one
'rage distal 6 ?f road 425,472 425,442

T„> ton tance haul of
AvSI freight " ................. 325.26 302.59
f>e amounteVrecefved38,276’419-0G 35'674'816'63 

Av%hatCh t°n of
revenue V,.....V* 3.07.705 2.68.441

Total Mile Ue per ton
_ i„a* freight "t......... Cts. .946 .887
ïy-fca Knt tram earn-

Lain..................$39,010.667.80 $36,719,136.76
, KÏ, train <-arnm8s
Milena niUea™'^!:.............$ 3.34.877 3.24.220
M^ina of Passenger
Mileake of fW,........  5,864,271 5,044,607
. KÎ®* of „?ht.trains 9,822,281 9,556,238
•faCjeasea J?'x?d trains 1,826,898 1,769,124
. usance or traffic train mile—
^beturL of way and
* Menace ' 'of'.........C.ts- 89-45 54.67

• . ot eouiP-
‘tan exDeé'ê'.................  65.05 51.12ï^rtatfon68. ......Cts- 5.82 4.79

• . n expenses,
Æna^-—1-61.96 1.43.69

<”a‘anèous opera:-’CtS- °"11

eral exp"""...............Cts. 5.34 3.52
..... ct" -+Î1

of'»;1.......:........ $ 3.36.24 2.64.89
b ti]e . . lectric Lines not included in above

Un» * Statement.
® .statistics—^0tajetiUe) rr>ed (earning

Passên^«................ 11,281,694 6,036,625
$%.. • . . gei reve
al tong............. 909,985.72 504,319.84

Tfi reiRht rpv 8 ......... 383,130 409,704
9.0% tof i ?nue 280,489.07 $252,756.20
ite7'7. J* mileage operated in 1919 was 

joint ; ow:ned bv C.N.R. Co., 9,- 
847 Acifiï inning rights, 155.3; North

'd. unes in Manitoba, leased,
OhSutvali Y '-----------------

T o .rit*Kt: Assessment. — The 
lb6vlXva]l m^Vjlature has confirmed a 
‘»W betwpp’ bf,law validating an agree- 
°f t+ Ne?,? vthe township and the Ot-
Nb! asseLm°rli Ry-’ fixinsr the amount 
,’v<fany>g ,s®ment of the portion of the 

f at p„ldffe across the St. Lawrence 
" Cornwall, at $150,000 for ten

Parcel Post Rates on Mail Order Business.
The following motion by Senator W. 

Proudfoot, was passed by the Senate 
April 28:—“That an order do issue for 
a return of the evidence and other pro
ceedings submitted before the Board of 
Railway Commissioner? at the sessions 
at Ottawa on Oct. 3, 1911, Nov. 7, 1911, 
and Mar. 18, 1919, relating to freight 
rates and all matters before said board 
on said dates. 2. A copy of the report 
made by said board to the Government 
as the result of said investigations. 3. A 
copy of the postal rate agreement or 
agreements existing between the govern
ment and the railway companies for par
cel post service, including a statement 
or copy of the rates charged by the gov
ernment railways. 4. A copy of the re
port made by the Board of Railway Com
missioners to the government on the con
tracts between the government and the 
railway companies as to the rates charg
ed for the postal services. 5. Does the 
said report show (or is the government 
aware) that the rates fixed and paid are 
less than it cost the railway companies 
to perform the services? 6. What quan
tity of mail is carried annually by par
cel post?”

In moving the resolution, Senator 
Proudfoot said:—“The object of the in
vestigations above referred to, as I un
derstand, was to ascertain whether or 
not certain commodities were being car
ried at certain rates. I understand that 
a report was made by the Board of Rail
way Commissioners to the government, 
but it has not yet been made public, and 
it is for the purpose of having it brought 
down that I make this motion. Another 
object of the motion is to enable me to 
deal with the question of postal rates, 
in so far as they affect mail order houses. 
The mail order business is one of great 
importance to the people. When in the 
Ontario legislature, I advocated the im
position of a tax on mail order houses in 
each municipality; that is to say, if they 
sold by mail order in certain townships, 
or in certain towns or villages, they 
should pay a tax based on the business 
they did in each municipality. It is not 
fair that they should do business in a 
municipality and pay nothing in the way 
of taxes to the municipality, while the 
merchants there are obliged to pay taxes 
and other rates toward the upkeep of 
the municipality. The mail order busi
ness is carried on very extensively 
throughout the Dominion, and, accord
ing to my information, the mail order 
houses have been securing a great ad
vantage over the merchants in the coun
try districts. The question then arises, 
how far is the government responsible 
for enabling the mail order houses to 
carry on business? We find that on Mar. 
15, 1918, freight rates were advanced 
15%, and that on Aug. 12, 1918, they 
were again increased 25%. There was 
also an increase in the rates on various 
commodities on all the railways. The 
salaries of those engaged in the mail ser
vice were also increased, and in that way 
the cost of transportation was increased. 
My information is to the effect that, al
though those increases were made, nev
ertheless the postal rates were not in
creased, and that therefore the mail or
der houses were able to carry on business 
at practically what it cost them to do so 
prior to the increase in freight rates.
If that is so, it is unfair discrimination 
in favor of the mail order house, and it 
is a kind of discrimination which should 
be put an end to. We must consider the

effect it has on business in the rural 
municipalities and in the towns and vil
lages. We find throughout the length 
and breadth of the land that the country 
stores are gradually being driven out of 
business by unjust competition. I say 
it is unjust competition when mail order 
houses are enabled to ship goods into 
these municipalities at less than it costs 
the country to provide the carrying of 
these goods. They are discriminated 
against, first, in so far as the railways 
are concerned, and, secondly, in so far as 
the government is concerned. The rail
ways are carrying the mail order busi
ness at less than cost, and the govern
ment is providing the means for carry
ing it at less than cost. The result is, 
as an examination will show, the govern
ment of this country is handing over 
every year millions of dollars to the mail 
order houses. It would not be so bad 
if the general public were getting the 
benefit, but the public as a whole are 
not getting the benefit of the millions 
that are handed out in this way.

“The Minister of Labor, at a meeting 
in, I think, Ottawa last year, made the 
statement that the government was bon- 
using the newspapers of Canada to the 
extent of about $6,000,000 a year by car
rying them at less than the cost of 
transportation. I am not making any 
complaint in that respect. There may 
be some justification for newspapers be
ing carried in that way. Newspapers 
are supposed to be a means of educating 
the people and of disseminating the news 
from one end of the country to the other. 
That being so, there is an excuse for the 
government spending money in that way. 
But there is no excuse in permitting one 
section of the people to secure an ad
vantage over others. If the country 
stores had been allowed to go on as they 
did in years past, many of the young 
people in the country would have found 
it to their advantage to remain at home. 
The money would be kept in circulation 
in their immediate neighborhood. Be
sides, those localities would not be en
tirely rural districts, as they are being 
made by the change which has been grad
ually brought about in the mode of busi
ness by the mail order houses. No one 
objects to fair competition, but what peo
ple do object to, and I think they have a 
right to it, is unfair competition; and 
the competition is unfair when one class 
secures an advantage over another, at 
the expense of the whole public.

“The object in desiring to distinguish 
between the provinces is to ascertain 
what amount of mail order business is 
being done by the various houses, say in 
Ontario. We can in that way ascertain 
whether the mail order business is being 
carried on more extensively in Ontario 
than in any of the other provinces ; and 
if that is the case, and I am correct in 
my surmise that this service is being 
carried on at a loss to the country, then 
Ontario is securing an advantage over 
the rest of the Dominion. If the service 
is being performed at a loss, the sooner 
the government makes a change in that 
respect the better. Otherwise the same 
unfair conditions will continue in the fu
ture as in the past.”

British Railway Rates.—The Minister 
for Transportation is reported to have 
stated in the British House of Commons 
June 14 that a further increase in rail
way rates cannot be avoided.
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Demurrage not Chargeable Where Delays Caused 
by Customs Officials.

Commissioner A. S. Goodeve, of the 
Board of Railway Commissioners, gave 
the following opinion April 28 on appli
cations for an informal opinion of the 
board in the matter of the right of rail
way companies to collect demurrage, or 
storage, under circumstances where cars 
are delayed by Customs and the testing 
or inspection of the goods in the car.

There are two applications upon this 
file, in both of which the same principle 
is involved. The first is from W. J. Col
lins, Manager, Canadian Car Demurrage 
Bureau, in connection with a carload of 
lima beans, apparently Asiatic, consigned 
to Montreal from 60th St., New York, ex 
s.s. Port Albany from London, and which 
arrived in Montreal Feb. 9, 1920, and was 
released by the appraiser on Feb. 19. 
The application is for an informal ruling 
of this board, in the matter of the right 
of the railway company to collect demur
rage, or storage, under the circumstances 
where cars are delayed by customs au
thorities and the testing or inspection 
of the goods in the car. Ten dollars de
murrage was assessed on this car, which 
the consignee, the Universal Importing 
Co., refused to pay, on the ground that 
the Customs Department would not al
low it to take delivery of the car until 
the beans were tested by the Chief Ana
lyst at Ottawa. The Superintendent of 
the Car Service Bureau, F. Price, wrote 
Mr. Costigan, Customs Department, In
land Revenue, Montreal, April 5, as fol
lows : “We respectfully refer you to the 
enclosed papers covering delay to car 
43909 at Montreal between Feb. 9 and 
16, 1920. This car arrived Montreal Feb. 
9, and it is claimed by the consignee that 
the Customs Department would not al
low it to take delivery of the car until 
the shipment, which consisted of beans, 
had been tested by the Chief Aanalyst 
at Ottawa. Note letter from appraiser, 
O’Shea, and kindly advise exact date this 
shipment was released by Customs De
partment.” To which Mr. Costigan re
plied, April 6: “Car 43909 was released 
on report of analysis under date of Feb. 
19, 1920.” This inspection was in com
pliance with a circular issued by the Cus
toms Department, Jan. 28, 1920, instruct
ing all collectors of customs to withhold 
delivery of East India, or Oriental beans, 
or beans of Asiatic or East India origin, 
pending a receipt of a report from the 
authorities of the Health Department.

The second application is the complaint 
of the Canada Seed Co., Toronto, per 
Agriculture Department, Canada (Seed 
Commissioner) in connection with a car
load of clover seed consigned to the Can
ada Seed Co., Brantford, Ont., and held 
for inspection under the seed importa
tion regulations of the Agriculture De
partment. These regulations were con
tained in a circular issued to collectors 
of customs throughout Canada, Oct. 26, 
1918. This car, 11840, was held in bond 
from Sept. 17 to 29, 1919, at Brantford, 
and $30 demurrage charges assessed 
against it. The following letter from the 
Customs Collector at Brantford to the 
G.T.R. agent makes the situation clear: 
“The papers for this car arrived in Brant
ford from Toronto Sept. 19, 1919, being 
sworn to at Toronto Sept. 18, 1919. Sam
ples drawn according to then Customs 
regulations sent to Agriculture Depart
ment to test as to purity. Instructions 
received from Agriculture Department, 
dated Sept. 27, 1919, received here Sept.

29, to release shipment, and papers sent 
same date to G.T.R. to release car.”

It is quite clear from the written state
ments of J. T. Costigan, General Inspec
tor, and J. W. Spence, Collector, that in 
both these cases the delay was due to 
government regulations. These regula
tions are general in their application; 
and the delay to the two cars under con
sideration was not due to any inherent 
cause in these two particular consign
ments. I am, therefore, of the opinion 
that under Canadian Car Demurrage 
Rule 8, which is as follows: “Customs or 
inspection delays.-—Demurrage shall not 
be collected from the consignee for any 
delays for which government........ offi
cials may be responsible,” the railway 
company is not entitled to collect demur
rage.

Assistant Chief Commissioner McLean 
concurred as follows:—Rule 8 of the De
murrage Rules, which is headed “Cus
toms or Inspection Delays,” as it stands, 
is ambiguous. It is open to two con
structions : (1) that the exemption from
demurrage “for which government........
officials may be responsible” is an ex
emption arising out of neglect on the 
part of said officials; (2) that the exemp
tion may arise where there is a delay 
from general governmental regulations, 
under which the government officials are 
working. The position taken by the Ca
nadian Car Demurrage Bureau is that the 
exemption applies only where the delay 
is attributable to an act or neglect of 
Customs officials. It may be that the 
rule is not clear in wording in regard to 
its intent. It is, however, an established 
rule of construction in regard to tariffs, 
classifications, etc., that where the rule 
or item is ambiguous, the rule or item is 
to be construed strictly against the rail
way. Looking at the matter from this 
standpoint, I agree in Commissioner 
Goodeve’s finding.

Dismissal and Reinstatement of 
Intercolonial Railway Conductor.

The following questions were asked in 
the House of Commons recently by J. B. 
Bourassa, M.P. for Levis, Que., and an
swered by the Minister of Railways, Hon. 
J. D. Reid.

“Has Philippe Boucher, of Charny, rail
way conductor, Intercolonial Ry., who 
was arrested for theft of merchandise 
from the G.T.R. in Montreal last autumn, 
and found guilty, been reinstated in his 
former position?” Answer: “He was not 
arrested for stealing from the G.T.R., 
but he was arrested by a G.T.R. police
man for having in his possession blankets 
belonging to Canadian Government Rail
ways. He has since been reinstated.”

“If so, how long after his offence was 
he reinstated?” Answer: “Twenty-six 
days.”

“At whose request was he reinstated?” 
Answer: “At the request of the General 
Superintendent, after he had thoroughly 
investigated the matter and found that 
Boucher was not attempting to steal.”

Nepigon Terminals Ltd. has been in
corporated under the Ontario Companies 
Act with authorized capital of $40,000, 
and office at Port Arthur, to deal in lands 
and buildings for various purposes. A. 
J. McComber is one of the provisional 
directors.

The West Indies Cable.

When an item of $38,933.33, for We- 
Indies cable, in the estimates for this j1 
cal year, was under discussion in % 
House of Commons recently, W. Du ' 
M.P. for Lunenburg, N.S., asked if *1 
government pays that amount tow®1 
cable service with the West Indies- 

Sir GEORGE FOSTER replied: ies; 
I think about eight years ago an a. 
rangement was made between the b1 
tish Government, the United States D° 
ernment and the West India Islands b° 
ernment, which had two things in vl® g 
an extension of the cable service, an9 
cheapening of the costs of that seJvl.e<i 
The subsidy that was given was shai 
in equal proportions by Great Brit®, 
and Canada. I think it was $8,000 j 
each, and the West India administrai 
contributed $10,000 a year. That subs ^ 
has yet three years, I think, to rum > 
cheapening in the cost was brought ab .gth>s

Hal1'at once, and has continued up to 
time. That cheapening runs from 
fax and other Canadian points, all J 
way through down to Bermuda, agS 
through the other lines down as faLeJ- 
Demerara and connecting all that ou 
rim of the islands. That service j 
within the last two years been a --ve 
deal troubled and interrupted, and 1 L 
had the fullest explanations and inger. 
mation with reference to it. The 
vice has been intermittent, and the 
dition has been extremely annoyn^ 
business men, but on the other hab > 
has been up against the hardest 1 ^ 
that I have known in connection . ef 
the service. Owing to the war, and 
circumstances, it was absolutely 111 
sible to get repair ships, and thatconi- 
where the trouble arose. I got int0LjjCe 
munication with the British Post s„ 
authorities, who manage the servi . s 
far as Great Britain is concerned, a y- 
thorough examination is being maa 0( 
to the matter. That also will be 0 ^js- 
the questions which will come up f°. in 
cussion when our conference niee 
Ottawa. , a to

Mr. DUFF said:—I am very P® re
hear that the cable service will ^ so 
sumed, because for the last ye»r g0llie' 
it has been very unsatisfactory-. ^0r ® 
times it takes as much as a week ^e$t 
cable to go from Canada to the g|,d 
Indies and the reply to come k®csjVsf 
that seriously interferes with bu ;neSs 
It is absolutely necessary for bu ^ei< 
men that their cables shall arrive * c$t 
destinations quickly, so that t"e)£oiir 
get replies as soon as possible, y V> 
petition is keen, and it is neceS»» .0 
catch the steamships that are ” jjeS’ 
between Canada and the West * geiii 
and sometimes the cables are on ^ |roii: 
24 hours before the steamer sa» 
Halifax or St. John.

Grain Inspected at Western P°l
tM

The following figures, compiled b-L#1 
Dominion Bureau of Statistics’ ^ 
Trade Division, show the number 
of grain inspected at Winnipeg 
points on the Western Division ÿf*' 
May, and during 9 months endeo 
31, 1920 and 1919:—

May
1920

Canadian National Rys... 3,854
Canadian Pacific Ry.......  2,757
Grand Trunk Pacific Ry. 654 
Great Northern Ry.......... 39

Totals 7,304

9 nu>nS’ 
to May

3L
1920

48,835
65,789
^4

1ÎÏU7»

I***
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Railway Operation and Maintenance Under a Divisional Organization.
By Alfred Price, General Manager, Eastern Lines, Canadian Pacific Railway.

^ the very early days of railroading 
this continent there was no necessity 

or an elaborate official organization. One 
.f unagine that the rules and methods 
f operation first adopted were somewhat 
.P'ilar to those now in effect on rural 

j e°tric lines. The trains were then few 
?,Umber; they cannot now be satisfac- 

, handled on single track lines. The 
.,Cottiotives weighed from 4 to 6 tons; 
j,e latest achievement weighs 427 tons. 
c°e Passenger cars were simply stage 

aches coupled together; they are now 
e8ant palaces on wheels. The rails 

,ere short wooden beams, covered with 
iron, and after a short use failed 

‘echanically under 6 ton locomotives; 
ney are now from 30 to 41 ft. long, and

the number of miles of railway under 
operation, the extent of the territory 
served, and the prodigious sums of money 
invested in property, material and equip
ment, it is almost impossible to realize 
that the first railroad in the United 
States was built only about 90 years ago. 
Since then, not only have the achieve
ments in railway building been stupen
dous, and the improvement in equipment 
and facilities marvelous, but the organi
zation which has been developed to han
dle the immense traffic over an inter
laced system of rails, with its compli
cated movements, has been amazing. In 
this development each railway company 
was at first a law unto itself and worked 
independently. All roads were not built

President

I

its object being the discussion and recom
mendation of methods for the manage
ment of American railways. Probably 
the oldest organization of the kind is 
the Master Car Builders’ Association, 
formed in 1867. Its objects are the ad
vancement of knowledge concerning the 
construction, repair and service of rail
way cars, to bring about uniformity and 
interchangeability in their parts, and to 
adjust the mutual interests growing out 
of their interchange and repair. There 
are also important associations, repre
senting all branches of railway work, in
cluding maintenance of way, car service, 
railway telegraph, railway signal, pas
senger traffic, freight traffic, accounting, 
baggage, stores and claims agents, which 
discuss and legislate upon the various 
matters over which they respectively have 
jurisdiction. Through the recommenda
tions and decisions of these associations, 
agreements have been reached on almost 
every known railway subject and almost 
every article used in connection with rail
way construction, maintenance and oper
ation.

Upon one subject, however, no agree
ment has ever been arrived at. Both the 
divisional and the departmental organi
zations are in effect upon railways that 
are known to be efficiently and economic
ally managed and neither system is with
out its champions. It is believed by some 
successful railway executives that the 
maintenance of way department should 
be under the direct supervision and sole 
control of men who are technically train
ed engineers, and that the track and 
bridge maintenance should be something 
entirely separate from the operation of 
the railway. Similarly it is their opinion 
that the mechanical department should 
be managed exclusively by men having 
had a thorough mechanical training and 
that there should be a well defined line 
of demarcation between it and the oper
ating department. The theory is that,. 
in this day of specialization, the right 
principle is to have experts in sole charge 
of the three important departments, op- 

• era ting, maintenance of way and me
chanical, and that they should be handled 
as separate entities.

Organization has been defined as “The 
systematic union of individuals in a body 
whose officers, agents and members work 
together for a common end.” Those who 
favor the divisional organization believe 
that better results are obtainable by a 
fusion, under one head, of the three im
portant departments referred to above, 
and that by such an organization “the 
officers, agents and members” are much 
more likely to “work together for a com
mon end” than if the departments are 
kept separate.

The departmental idea is carried a 
great deal higher up on some roads than 
on others. In some cases the general 
superintendent, besides being in charge 
of operation, controls all maintenance 
and mechanical work on his district, the 
officers of these departments reporting 
direct to him. In other cases the de
partments are kept entirely separate on 
districts, as well as on divisions, and the 
departmental officers report direct to the 
general manager. Again on other roads 
a great gulf is fixed between the working 
forces in the different departments, the 
general manager having no control of 
maintenance of way and mechanical mat
ters. Instead the departmental officers

Vice
President

General
Manager

General
Superintendent

(District)

Superintendent
(Division)

Operators Foremen

Railway Operation and Maintenance under a Divisional Organization.
dearth ie steel by the Bessemer, open 
°ld davor “ther processes. In those good 
00,11 tnori *• trains were known as ac
heté atl°n trains. The passengers 
lllat twTmodating> f°r it is recorded 
011 stepZ “Ritually alighted from trains 
o the ascending grades and climbed 

k0,1Kers k”11*5 on f°°t; the modern pas- 
°erth8 p Ject to climb even into upper 
)'■dtipiiph Ut as traffic increased, trains 
^rked ®a’ locomotives and cars were en
tent anad al* railway facilities, equip- 
°e8innin™ appurtenances, which at the 
o^tinnL, Were exceedingly crude, by a 

the;r as series of improvements reach- 
tci(ien. Present degree of excellence. Co
here wWl™ this great physical change 
v elon™ ,na.turally and necessarily a 

/nt in. methods of operation, 
^ased Jro,m time to time as traffic in- 

A§ 0 and conditions altered.
Vay fiejj surveys today, the whole rail- 

on this continent, and considers

to the same gauge, and the interchange 
of cars was thereby rendered impossible. 
The necessity of standardizing the gauge 
was therefore recognized. Every rail
way ran its trains according to the local 
time of the city in which its head offices 
were located, or on some other arbitrary 
time. The various railways had their 
own system of operating rules; and in 
giving signals by hand or lamp, what 
was a “stop” signal on some roads was 
a “proceed” or “back-up” signal on 
others.

The need for reaching agreements on 
many matters and the desirability of 
standardizing methods, brought railway 
officials together, for an exchange of 
ideas and railway associations were the 
outgrowth of these meetings. Of the 
many railway associations in existence 
today the most important, although not 
the oldest, is the American Railroad As
sociation, which was organized in 1872,
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have supreme authority over their re
spective departments and report direct 
to the vice president in charge of opera
tion and maintenance.

The absolute necessity of having high
ly trained experts supervise these two 
technical departments is fully appre
ciated, but this is quite possible, under 
a system that will co-relate under the 
divisional superintendent all the forces of 
the operating, maintenance of way and 
mechanical departments, so as to make 
them complementary to one another. The 
plan recommended is clearly shown on 
the accompanying diagram. The solid 
lines indicate direct jurisdiction and con
trol, whereas the dotted lines indicate a 
medium of communication between men 
engaged in the same department, so that 
the benefit of the technical knowledge 
and expert training of those at the top 
may be transmitted to those who are di
rectly in charge of the work.

Instead of designating the departmen
tal officers as “assistants,” some would 
prefer to use the old familiar titles, such 
as superintendent of transportation, dis
trict master mechanic, division engineer, 
trainmaster, chief dispatcher, etc., but 
this is not material. By a reference to 
the diagram, it will be seen that the 
general manager, general superintendent, 
and superintendent each has assisting 
him men who may be regarded as spe
cialists in maintenance of way, transpor
tation and mechanical work, respectively. 
The assistant general manager (main
tenance of way) prescribes standards in 
connection with track, bridges and build
ings; allocates new rails supplied for 
replacement; passes upon all plans sub
mitted to the general manager by gen
eral superintendents for approval ; criti
cizes maintenance of way expenditures, 
etc., etc. The assistant general manager 
(transportation) is responsible for the 
distribution of cars as between districts ; 
the preparation of timetables, fixing the 
time of through trains at inter-district 
points; the issuance of instructions about 
preference and special passenger train 
movements; notices of embargoes ; criti
cizes transportation expenses, etc., etc. 
The assistant general manager (mechan
ical) is responsible for the distribution 
of power as between districts; he pre
scribes locomotive shop, car shop and 
roundhouse practices ; controls the move
ment of air brake inspection cars; sup
plies dynamometer car and attendants 
for the making of tonnage rating tests; 
criticizes mechanical department ex
penses, etc., etc. All three officers re
port to the general manager and all in
structions to district officers are address
ed to the general superintendents over 
the signature of the general manager.

The three assistant general superin
tendents bear pretty much the same re
lation to their general superintendent as 
the three assistant general managers 
bear to the general manager, communica
tions and instructions being sent out over 
the signature of the general superin
tendent. They confer with officers of 
higher rank on work in which they are 
especially concerned, and guide those of 
lower rank so as to ensure the work be
ing prosecuted in accordance with the 
prescribed standards and practices. The 
assistant superintendents report direct 
to their superintendent. They bear pret
ty much the same relation to him as cor
responding officers of higher grades bear 
to the general manager and to the gen
eral superintendents. They are held di
rectly responsible to him for the work 
of the men under them and have the ad
vantage of the assistance and advice of

the district officers in the same depart
ments.

The above gives, in brief outline, a 
general idea of a divisional organization, 
but does not show in any definite way 
the advantages to be derived from it. 
Time will not permit of more than a men
tion of a few of these. Such a system 
absolutely removes any departmental 
friction, and tends to promote harmony 
throughout all branches of the service. 
If passenger trains fail to maintain their 
schedules, the superintendent is not in a 
position to blame the engineering depart
ment for not keeping the track in proper 
condition for high speed trains, nor the 
mechanical department for not maintain
ing locomotives in condition to make time. 
He is responsible for the condition of 
both the track and the power.

When there is an abnormal demand for 
locomotives for work train service, as 
well as for traffic, the superintendent, be
ing in full control, and responsible alike 
for the track maintenance and the traffic 
movement, is in a position to decide in 
what proportion the available power 
should be provided for each class of ser
vice. Locomotives turned out for traffic 
can, when necessary, be utilized to do 
odd jobs of maintenance of way work, 
such as unloading cinders or ties en route 
and likewise locomotives supplied for 
work train service can often be utilized 
to handle revenue traffic before reaching 
working limits or beyond them.

When a division of railway is required 
to take care of some extraordinary rush 
of traffic, so that the facilities and power 
are taxed to their utmost, if the super
intendent finds that a few extra men in 
the locomotive house, or at the ash pit, 
or coaling plant, would result in a quick
er outturn of locomotives he is in a posi
tion to authorize their employment, or to 
transfer them from some other class of 
work. When there is an accident—and 
no railway is immune from such unfor
tunate occurrences—it is very much bet
ter to have one man responsible for clear- 
in the line, repairing the track, picking 
up the wreckage, and resuming the run
ning of trains, than to place the respon
sibility of clearing the line and picking 
up the wreckage upon the mechanical de
partment, and for repairing the track 
upon the maintenance of way de
partment, while the superintendent’s 
forces stand aside waiting for the other 
departments to repair the damage and 
make the line passable for the resump
tion of traffic. In an investigation to de
termine upon whom to place responsi
bility for an accident, the superintendent 
can have no object in attempting to fix 
the blame, except where it belongs. Un
der a departmental organization, all de
partments interested are represented and 
every representative naturally desires to 
escape the necessity of admitting respon
sibility. This is unfortunate, but as hu
man nature is constituted, it is inevit
able.

A superintendent has a greater number 
of officers available for special emer
gencies. If it is suspected that men en
gaged in train service are becoming lax 
in the observance of any of the import
ant general rules, or if it is considered 
advisable to check up any feature of 
track work, he is in a position to use all 
his assistants for checking or efficiency 
testing. There is an added advantage in 
that so many assistants obtain a general 
all around knowledge of and experience 
in the operation and maintenance of a 
division fitting them for greater respon
sibilities. Not the least important bene
fit to be derived from a divisional organi-
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zation is the broader training ^ 
officers in the lower positions receive. ^ 
man occupying the position of geae 
manager, or general superintends ' 
should not only know something the®1 , 
ically, but a great deal practically,®.1’ 
the maintenance of track, build’™" 
bridges, signals, cars and locomotn ' 
besides being a competent transporta^, 
officer, and the best way to acquire t . 
general knowledge is to be placed ingcuciai luiuwicugc m uv
position to gain the practical exp 
ence. A superintendent given such 
opportunity will naturally make a 111 
capable general officer than one wh 
training is confined to one departure11 ' 

It has already been stated that so 
railways are being efficiently and j 
nomically manager under a departmen 
organization. The question natur® • 
arises “Would still better results be P 
duced under a divisional organization • 

The foregoing paper was read bel 
the Central Railway Club, at Bun 
N.Y., recently.

Limited Liability for Loss of 
Baggage.

Commissioner Boyce, of the Board,. 
Railway Commissioners, gave the fo11 ;c

of

ing judgment recently:—Application
made by a firm of solicitors for ad 
as to the legal interpretation to be P* Je 
ed upon the Baggage Regulations--'^^ 
3 (b) of General Order 151. They d jt 
to be informed as to whether the 1 -, 
of $100 for liability for loss by the ^ 
rier is applicable to all manner of ■$. 
in respect of baggage. The board s 0Lr 
ion is sought, presumably as a Pr®‘ j. 
inary to the institution of legal ProCoUld 
ings in a provincial court, which 
involve the construction and interp1 ^ 
tion of the regulation as regards Pa j0sS 
ular circumstances under which the ^ 
occurred. I am of opinion that it 11^js 
part of the functions or duty oi, in
board to give such opinions or leyü$A-

of *2i.„seterpretations for the purpose oi 
ing or supporting legal claims. 
functions are of courts, and this b n0t 
whose functions are administrative, ,, 
advisory, should not appropriate 11
Hf ■ ■ : and P‘r

- .j

This has long been the practice 
ciple adopted by this board. In a > 
orandum, dated Nov. 11, 1907, re 
ville Ice Company’s switch, the then V9t 
Commissioner (A. C. Killam) stated 
while the board is always willing ®0 
information as to the contents of 6 
utes to which parties may not have .j, 
means of convenient access, he eon 
ered that it should not undertake to 
legal opinions as to parties’ rights pt 
der circumstances stated to it, e- jo 
where it became necessary for it cQlp- 
so in dealing with applications and 
plaints coming before it in due eo ,gr 
for adjudication; that in the P®r. g o' 
case submitted, rights and obligation^,,- 
the parties might be affected by C1 j that 
stances not known to the board; 
the board could not properly under 
to advise in the matter. _uir

The Commissioner then cited a, apd 
ber of similar rulings by the hoard, >5 
concluded as follows :—The apP11 e0ii5
should be advised that, for the r® v,, 
given, the board is unable to comp1" 
their request.

——------------------- no«'
The Union Pacific System has .^t 

three offices in Canada, for Both * 
and passenger purposes, as f01 
Toronto, G. W. Vaux, General 
Calgary, Alta., L. J. Canfield, H-niiotf' 
Agent; Vancouver, B.C., F. S. b 
General Agent.
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The Locomotive as an Investment.
By G. M. Basford, President, Locomotive Feed Water Heater Company.

The following individual paper was 
,ea<i at the Sec. 3, Mechanical, Conven- 

American Railroad Association:— 
More Ton Miles per Hour.—The loco

motive is a big investment, and it must 
® so considered and so treated. In no 
tner branch of engineering development 

bas so much progress and improvement 
in made efficiency as has been made 
J} the steam locomotive during the pres
et official generation, and the improve- 
ont has just begun. If all new and all 

justing locomotives are made as effi- 
eat as the best, and it is possible to 

ans 6 nearly so, private ownership
oa operation of railways will be put in 
n? way of success. But, no matter how 
mcient the power unit may be as a unit, 
s operation must be such as to obtain 

th6 °f the possible efficiency for
, e maximum number of ton miles per 
, ur. More ton miles per hour is the on- 
y salvation of the railways. Among 
"e.r things, this calls for the best loco- 

Qui v6S and best use locomotives, 
tio'Ck ari(* continuous movements, reduc- 
n ln °f idle hours, quick terminal move- 
6l®?ta, improved dispatching, improved
p . ntenance and repair facilities and re-
itn r methods, also fuel and labor saving 

.Pavements of every possible kind. It 
nior ^°r resourcefulness in keeping loco- 
ana6 wheels turning most continuously 

2 most effectively.
Wh +3m locomotive Here to Stay. — 
da^tever we may have in the future, to- 
taf.the steam locomotive is the most vi- 
ti lnfluence in the progress of civiliza- 
jy, n‘ Its possibilities for assisting in 
futi lng t^le problems of the present and 
tati 6 reducing the cost of transpor- 
\vhn02 beyond the imagination of all 
the •aave n°t made a careful study of 
f‘i.( ’Improvements now available for in- reasmg capacity.
the neflever you wish you may put on 
f0r ra,ls locomotives that, from a per- 
st^ance and particularly an efficiency 
best p°'nt. will hold their own with the 
°r aJlon-condensing power plants on land 
a y, °at- You may at any time produce 
lb. awbar horsepower per hour for 2.25 
ipu * c°al at the speed giving the maxi
’s hn p°Wer °f the engine. The problem 
c°um make all the locomotives in this 
Set vry approach the standard already 
ties thW *° make the best use of facili
te he1113* are already available, also how 

y6eP abreast of further improvements, 
a SULUr speaker innocently suggested as 
tion i^ct for this convention : Moderniza- 
loCom°f existing locomotives, a study of 
v’e\v°Vve operation from the point of 
this t°’,a large investment, believing 
you Co be the greatest problem before 
1”e w'tu°Ur general committee honored 
tive lt;h the request, which is as effec- 
hr6c;a? an Order, to do it myself. I ap- 
ficuHy • the responsibility. The only dif- 

*° make the facts clear and to 
t'le case strongly enough, 

that a ("tauce of Overhead.—I have said 
a bi„a .locomotive must be considered as 
com it ’^vestment and must be used ac-
Valu_ Sly. It has been stated that, the*'iUR » -----«Mû oi/«t/cu viic* v viicv

• locomotives used on our rail- 
biaci.:ls of the total value of all the 
in an n~ry> implements and tools used 
t’y. j the other industries in the coun- 
anj s this equipment used as efficiently 
that 8,eiTectively, when it is used, as is 
factUr’ our manufacturers? A manu
als 0nnr ’s mighty careful about his 
them k and $100,000 machines to keep 

misy. if he does not, he goes

“broke.” He puts cranes over them. He 
keeps raw material coming and clears 
away the finished product. He keeps 
them in repair. He works them night 
and day by watching operation and meth
ods. He treats them as a big invest
ment and keeps them going. He thinks 
of his machinery as being worth so many 
dollars per hour and he knows just how 
many dollars in each case. That is why 
he makes money.

In increased production an important 
lesson is learned from the electric loco
motive. It costs more than the steam 
locomotive, and its friends have seen to 
it that it is given every opportunity for 
greater continuity of service. Expensive 
machinery ties up lots of capital. That 
machinery must produce or the carry
ing charge is overwhelming. The true 
significance of the word “overhead” needs 
to be emblazoned in the railway diction
ary. Everything possible to do what will 
keep the wheels moving must be done. 
Overhead is the nightmare of the busi
ness man and the manufacturer, and it 
ought to be of the railway man. Rail
way men do not worry about it as much 
as they ought. Production is the answer 
to overhead in manufacturing business 
and in railroading. How to make the 
locomotive pull more tons per ton of coal, 
per ton of its own weight, per dollar of 
wages, per hour of the day, per year, per 
dollar of shop, terminal and track invest
ment, and per mile run, is the answer on 
the railway.

Figures prepared to illustrate the in
creased cost of locomotives built two 
years ago, compared with the cost of 
exactly similar ones today were too pain
ful to be included in this discussion. They 
reveal the fact that those built most re
cently are up against a serious handicap. 
They must earn several times more than 
thèir predecessors in order to make good. 
Not only has the cost of new locomo
tives gone up; the value of old ones from 
a capital standpoint has gone up and so 
also has the cost of maintenance and 
operation. Therefore, every locomotive 
must produce more.

Motive Power Chiefs Should be Vice 
Presidents.—In order to secure increased 
production from locomotives a serious 
handicap must be overcome. Railways 
are essentially machines. Transporta
tion success depends very largely upon 
the character and the use of the power 
plants that move the tons. Not all the 
operating officers have come to their high 
places with sufficient knowledge and in
timate contact with the locomotive to 
understand and thoroughly know what a 
locomotive should be and what it should 
be expected to do. It is not their fault, 
but it has been unfortunate for the rail
ways. Many of the members of this or
ganization know that for many years the 
speaker has implored the mechanical offi
cers of American railways to compel the 
locomotive problem to take its proper 
place in railway organizations and there
fore in railway operation. For years the 
speaker has Urged a more commanding 
position for the mechanical officer and 
the mechanical department. In the pres
ent crisis this means more than it ever 
did. As a matter of course, traffic, ac
counting, legal and sometimes purchas
ing responsibilities are given recognition 
ând high standing by being administered 
by officers of the rank of vice president. 
This is as it should be. In my opinion, 
the pulling power of the railways can

never be what it ought to be, and what 
it may be, until motive power problems 
are solved and motive power policies are 
presided over by officials acknowledged 
and supported by the standing that the 
officer in charge of locomotive design, 
construction, operation and maintenance 
requires, not to mention the other ques
tion of cars. This suggests that the me
chanical policies of the railways, using 
26%% of the fuel of the country, involv
ing technical responsibility for upwards 
of six billion dollars worth of property, 
for more than four hundred million dol
lars spent per year in locomotive re
pairs, and presenting possibilities to ef
fect savings upon the expenditure of 
over a billion dollars a year for fuel, 
might with profit be presided over and 
decided by officers of the standing of 
vice presidents. This ought to happen, 
but it should be done in such a way as 
to accomplish three things: First, safe
guard mechanical policies; second, pro
vide for maintenance and operation of 
mechanical matters through the operat
ing department; and, third, provide pros
pects and official standing which will con
stitute adequate reward for lifelong ef
fort in a line of endeavor that requires 
this incentive.

On the other hand, if our railways do 
not take care of their mechanical officials, 
they will continue to lose men whose 
knowledge, experience and ability are 
needed in order to prevent public own
ership and operation. They must be 
given the opportunity to increase pro
duction of transportation, and, fortunate
ly, they know how to help to do it. In 
many cases they are obliged to plead and 
argue for improvements, with higher of
ficials who do not always appreciate the 
importance of these mechanical ques
tions. Sometimes the decision concern
ing equipment is in the hands of persons 
or departments whose responsibility does 
not extend to the operating results. Too 
often prices only determine their deci
sions. Such a selection of equipment is 
not only detrimental to the operating re
sults, but most discouraging to the mo
tive power officials who must keep the 
locomotives going and going at the mini
mum cost of fuel and repairs.

Profit, Not Fuel Cost, Important.— 
The vital thing is to make a profit on 
transportation. Profit is not determined 
so much by the first cost of the piece of 
machinery as by the economy of its per
formance. Under certain conditions a 
costly machine may be far more profit
able to its owner than a cheap one, which 
is wasteful in its workings. Railway 
executives have realized this point in 
electric locomotive installations. Such 
installations have not been hampered by 
traditions such as exist with the steam 
locomotive, and the engineers are allow
ed a free hand to produce the best pos
sible économie results. It would be worth 
while for any railway to give an order 
for steam locomotives to do certain work 
at minimum cost per unit of work done 
without restriction as to the cost of the 
machine. The writer knows of no record 
of this having been done. He predicts 
surprising economies when it is done.

This constitutes the strongest argu
ment for basing locomotive recommenda
tions upon facts that cannot be ques
tioned and for pushing plans to conclu
sions. High officials will yield to the in
sistence of arguments the strength of 
which is made clear to them. Show the
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president the meaning of the locomotive 
as a big investment, and, in justice to 
himself and the road, he cannot cut 
Inoney-making improvements out of his 
appropriations. The president always 
defers to some authority in mechanical 
matters. It is most fortunate for every 
one concerned when this authority is his 
own mechanical organization. Unhap
pily it is not always so.

Bigger Boilers Possible.—An example 
of subjects which open the way to revo
lutionary improvements in the locomo
tive is dynamic augment, which opens up 
great possibilities in increased capacity 
of locomotives. About six years ago, a 
systematic movement to reduce recipro
cating weights and decrease dynamic 
augment was started. It was carried on 
successfully up to the beginning of the 
war and then stopped. This work must 
be resumed. Railway men were begin
ning to realize that it was not the static 
or dead weight of the locomotive alone 
that was important, but the dead weight 
plus the additional weight put on the 
rails by the unbalanced weights at 
speeds. When the dynamic increase from 
the unbalanced weights is reduced by 
lighter weights of reciprocating parts 
more weight may be put into the boiler. 
This development lies right at hand. It 
is well worked out and is ready for im
mediate application.

Let us see what this means. Consider 
what are known as the 2-10-2 A and B 
classes of United States Railroad Ad
ministration locomotives. They have not 
enough counterweight in their main 
wheels to balance the rotating weights 
at the main pins. With ordinary open 
hearth steel parts, as these locomotives 
are built, there is a lack of rotating bal
ance at the main pins of 390 lb. This 
produces a dynamic augment at 54.2 
miles an hour equal to 50% of the static 
weight at the main wheel. By the use 
of high quality steel forgings for recip
rocating and rotating parts it is possible 
to reduce this unbalanced weight in the 
main wheel to very nearly zero. This 
would also help the overbalance in the 
other wheels. Of course, it must be 
made clear that there was insufficient 
time to consider this in the U.S.R.A. lo
comotives.

Furthermore, if the U.S.R.A. heavy 
mikado is given specially designed recip
rocating and revolving parts of high 
quality steel, its destructive action upon 
the track at a speed Between 40 and 45 
miles an hour will be less than that of 
the U.S.R.A. light mikado that is fitted 
with the present corresponding parts of 
open hearth steel. The advantage thus 
gained is cheap, when it costs only a 
change in material and refinement of de
sign. At all speeds, at which these loco
motives are at all likely to damage the 
track, the heavy mikado, if built with 
light reciprocating parts, will be actu
ally a safer locomotive than the light 
mikado is now. The heavy mikado has 
10% more tractive power, 14% more 
heating surface and its total weight is 
9%% greater than the light mikado.

The excellent report to this association 
in 1915 on this subject should be follow
ed by another study of this promising 
development, which means so much to 
the track and to bridges, as well as to 
the locomotive itself. Maintenance of 
way officers are now studying stresses 
in track. They take dynamic augment 
into consideration, but they seem to ac
cept it as being necessarily high, instead 
of considering it is a series of forces 
which may by refinement be reduced. 
They may be greatly reduced. Their re

duction will relieve the track, immensely, 
and relieve boiler restrictions.

Boiler Design Improved.—About eight 
years ago methods of laying out sizes, 
capacities and proportions of locomotive 
boilers changed from the empirical to 
the exact. New rules were established. 
These were based upon the power of 
the cylinders, and the boiler was de
signed to produce the necessary steam. 
This is not as simple as it sounds. The 
result of the change in methods was to 
put locomotive designing into a higher 
plane, equal to that of marine and sta
tionary engine design. What this has 
meant to our railways and what it means 
now, with increasing weight, size and 
power of locomotives, is difficult to esti
mate, but it is safe to say that we could 
not build the big engines of today on the 
basis of the rules of design recommend
ed by this association in 1897. The loco
motive builders have introduced these 
radical improvements in elementary de
sign. Others have insistently and con
sistently developed improvements of fac
tors making for better use of fuel and 
of steam. The use of steam in the cyl
inders, production of superheated steam, 
the subjects of combustion, stokers, 
steam conservation and boiler circula
tion are now studied in locomotive prac
tice as they have been studied for years 
in the stationary and the marine fields. 
Locomotive combustion is being studied 
as it never was before. This has revealed 
the relative value of firebox, combustion 
chamber and tube heating surface and 
has thrown new light on the subject of 
air supply to the fire, baffling and mix
ing the gases and the form and volume 
of fire boxes. In fact, the fire box has 
been transformed into a proper furnace. 
If stationary and marine engineers were 
limited as to size and weight as locomo
tive designers are limited, the progress 
that the locomotive has made during the 
past few years would be appreciated.

Fix Up Old Locomotives.—There is 
scarcely an item that goes to make up 
an efficient and safe locomotive that has 
not been improved to make more power 
and more mileage. They not only make 
for better use of fuel, but they keep the 
locomotive from going to the shop as 
early and as often, and they protect the 
crews. These improvements need not be 
mentioned in detail. They are well known, 
are past the experimental stage, and are 
available to transform the fuel, wage, 
time and tonnage wasters into money 
makers, because the improvements are 
applicable to old locomotives as well as 
to new ones.

Locomotive men and firemen know 
these things. They know how moderniz
ing transforms a locomotive. They un
derstand what these factors mean to the 
big new power and they cannot be ex
pected to exert themselves to the utmost 
and give most efficient service when so 
many of them must work with locomo
tives that they know to be capable of so 
great improvement. Not the least of the 
advantages of modernizing is its effect 
upon the men. They naturally do better 
work when provided with good tools.

New locomotives are usually well 
equipped for good performance. They 
are usually provided with most of the 
factors that make for increased capacity 
and improved economy. Their applica
tion to old locomotives offers a wonder
ful opportunity for a big money saving 
improvement. This application to old 
locomotives is a gold mine ready for im
mediate operation. These old locomo
tives may be made, weight for weight, 
as good and as efficient as new ones. 
How many men in this meeting realize

the task before them if they were aske 
to explain to a successful manufacture 
the reason why this has not been done' 
How often a 12 or 15 car locomotive > 
seen on a 4 or 5 car train. This hapî>e" 
on roads having hundreds of locomotive 
that if modernized would handle hSa 
trains economically while the big °?e 
do not. This is somewhat like turning 
piston rings in a wheel lathe. This 
difficult for a manufacturer to unde ' 
stand, especially when it is so easy 1 
bring small, old engines up to date.

What Has Happened to Some Locom 
tives.—Turn to page 55 of the procee 
ings of this association for 1917 to 5 
how a single modernizing factor chant 
ed the maximum power of a locomotiv ■ 
By applying this improvement to a co 
solidation locomotive on the Big, *0 , 
Railroad, the power of the locomotive 
27 miles an hour was increased one-tnir • 
The speed at which the locomotive P1^ 
duced its maximum power was stepP®. 
up 42%. This is typical of the possitu 
ties on other locomotives with corre 
pondingly greater improvement when a 
the modernizing factors are applied'

Not long ago, one of the largest “ 
cific type passenger locomotives in t 
country gave up its train because oi 
loose tire. A 20-year-old 8-wheeler to 
the train of 8 steel cars 40 miles into t 
terminal in time to save refunding t , 
excess fares. The little 8-wheeler n^ 
been modernized. The locomotive ni 
said: “The bosses don’t know what tn 
modernized little locomotives will ^ 
They do not know what we have to wo 
with, and they do not use the old l°con0(j- 
tiVeS aS cIiahIS a-ffor +tiov are m
ernized.
tives as they should after they are m^ 
ernized. The tendency is to °verthis 
their possibilities.” Due in part to t ^ 
experience, thirty more of these sin 
locomotives on this road are now be 
modernized as they go through the shor. 

When one of our big railways 
considering the application of a fuel - 
ing and capacity increasing factor \ 
modernizing existing locomotives 
improving old ones, the problem of k® 
ing one of its important passenger tr» 
on time was pressing. The regular tr 
had six passenger and one parlor ,e 
and was hauled on a very fast sc*jjve 
by a Pacific type saturated locom0^ 
which usually was unable to make 
schedule with nine cars. One of the i ^ 
motives was modernized in the hope , 
it would handle 10 cars. In the first J 
the train had seven cars. On eacu j 
the following test runs one additi. ,e 
car was put on until the loconio ^ 
handled 15 cars on schedule time. Let ^ 
here make record of the fact that on ^ 
our great railways declined to even .ÿ 
this particular improvement until j,, 
owner agreed not only to furnish it " j. 
out obligation on the part of the e 
way, but to remove it at his own exp jpS 
if it did not satisfy the représentât 
made for it. , 30O

In another case modernizing savet ^ 
old 8-wheel lomocotives which were ^ 
ineffective to be maintained as they ” pt 
They were good to haul wooden carS’ ^p- 
were outclassed by steel equipment, ^y 
proximately 30% in fuel was saVegUflS' 
modernizing and they were made 
ciently powerful for steel car train^J 

Modernizing received its first ^ 0f 
start by the improvement of a 1 :rje 
Mallets. Another road has rebuilt P^y* 
type locomotives into mikados witn 
increase in tractive effort. Another p, 
changed over 300 consolidations int . pf 
kados. At speeds of 35 miles an_yves 
the last mentioned rebuilt locom ^ 
have a drawbar pull of 22,300 lb.^ w lb'
as the consolidations gave only 8
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that speed. These were comprehen- 
» I® changes which have proved success- 

U1‘ . Modernizing usually need not be 
®wied as far as to change the type or 

, “eel arrangement. Its greatest field 
iS * adding improvements without this 
nange_ Every railway man knows that 

je has this opportunity before him. It 
unnecessary to cite further notable ex- 

fin jS’ although this paper could be 
m ■ w^th them. The thing to do is to 
set into action, survey all existing loco- 
juv Ves’ p^an the modernizing and re- 
a venate a certain number per month on 

flea.1 time card as they go through the

1915 a comparison was made be- 
SorÜn two locomotives. One was a con- 
« ‘nation, • which represented best prac- 
si~,e before the time modernizing of de- 

i?n<t introducing of fuel saving fac
in'?,, ean> the other was a mikado built 
Wol.16. The mikado delivered 82% more 
ifl » lor the same amount coal, which
-ach case was as much coal as the fire- 

, an could handle. The locomotives were 
signed for the same road and the same servicejq -ce and represented the advance of 

lri/cars in modernizing on that road, 
in 1U(hng design and the use of fuel sav- 

?” capacity increasing factors.
Uri he locomotive of 10 years ago, and 
cip/f cnnized, is very little more effi- 
ernjt. than one of 70 years ago. Mod- 
a)l Zlng three of them, however, is usu- 
tive univalent to an additional locomo- 

l°i- the same size. The rest of the 
°f han.is to get the utmost service out 
tain 6 hnpnoved locomotive and to ob
it,, °n the road the increased capacity 
iflinrn to be available. The available 

°Vements should be capitalized and 
the f to earn money. Not only should 
inv-'ucomotive itself be considered as an 
alSoSunient, but the improvements should 

oe so considered.
lQCy citric Locomotive Fallacy.—Electric 
ifl g iye partisans are propagandists 
«teamgUments f°r electricity versus 
basis t They argue, however, on the 
knew •+ . the steam locomotive as they 
t°dav rln the past rather than as it is 
by jX" They further weaken their case 
trie , Urd claims to the effect, that elec.
the °c°motives can save two-thirds of 
tives • burned by all the steam locomo- 
claimln b*16 country, and they base their 
year, on the steam locomotive of 10 
of tjr. aSo. The truth is that in five years 
city ’sf Period the economy and the capa- 
than °t the steam locomotive has more 
to wi^0ubled. The object is not merely 
steamn against the electric, but to pit the 
of eI*, locomotive against the high cost 
b°Iiev ything- Constructive, systematic 
°Pera+- locomotive engineering and 
Will ri °a is the way to do this and it

\y ° 1*-
iflg are told that electrics are replac- 
Oflonn.naiV locomotives. We do not hear 
r.ePlac ,, out the 38 steam mikados that 
lions n ^ moguls and 38 consolida- 
sever., the Missouri, Kansas and Texas 
Çreag 1 years ago, and of the 41.8% in- 
b°n y}' train load, also of the reduc- 
'Wflfolk ^-in bbe number of trains. The

and Western replaced 57 loco- 
fli t,es with 40, with a reduction of 26% 
trato 6 number of trains for the same 
«d . ■ The Delaware and Hudson show- 
bitin^ing of 43.8% in coal by substi- 
Mallet Mallets for consolidations. Each 
*ater rePlaced two consolidations. A year 
bctte.e?cb of these Mallets showed 7.6% 
tiflUe,] ,el records and each of them con
fions I® do the work of two consolida
nt th’p ^bile burning less coal than one 
Ufl<l ^Consolidations. On the Chesapeake 

nio 25 Mallets replaced 44 con

solidations, saving 37% in the cost of 
handling freight traffic. This has been 
going on the country over, in cases too 
numerous to mention, but too little is 
said about these improvements and too 
little is said about future possibilities. 
When every existing locomotive is thor
oughly modernized and when all are op
erated with the study, care and supervi
sion called for, and when coal and fuel 
oil are used as if they were expensive— 
then this association and the men who 
make it will be recognized for saving the 
railways. In this scheme of things the 
obsolete locomotive lacking labor saving, 
capacity increasing, fuel conserving and 
safety factors has no place.

For further development we have the 
tractive effort booster, also the fixing of 
cut-off to give maximum power at every 
speed of the locomotive to which B. B. 
Milner referred at this convention last 
year.

Scrap the Old Shops.—Shops for quick 
and economical repairs to big locomo
tives present possibilities for revolution
ary modernizing improvement. If the 
“average” railway shop should be made 
the subject of investigation and report 
with a view of equipping it to put loco
motives back on the road repaired as 
quickly and as cheaply as possible, it is 
the writer’s opinion that the honest 
recommendation of the investigator 
would be to salvage the old and build a 
new shop, from foundations up. Shops 
as well as locomotives need modernizing 
from the standpoint of being considered 
as a big investment. Only a short time 
ago the writer watched the wheeling of 
a heavy locomotive by air jacks at one 
of the shops of a big railway where he 
once had the honor of employment. This 
would be impossible if the locomotive, or 
the shops, were considered by that road 
as a big investment. Let us hope that an 
able, quick crane has replaced the dan
gerous, sluggard jacks, and time and 
man-killing wooden blocking. Fortun
ately, shops as. well as locomotives may 
be modernized if there is a will to do it, 
and if the policy of doing it is estab
lished on a stable basis. Bear in mind 
the fact that increasing the number of 
new big locomotives without increasing 
shop and locomotive house facilities is 
fatal as a business policy.

Maintenance of way officers are now 
engaged upon the establishment of units 
for comparison of track repair costs, and 
great improvements in track maintenance 
costs are expected. If costs of various 
locomotive repair shop jobs were com
pared upon a fair and really comparable 
basis, many shops with high costs could 
be put on the basis of the best shops. 
Improved machines, rearrangement of 
machines and improvement of methods, 
with reduction of distance traveled by 
material and parts, would certainly re
sult. Many shop operations are subject 
to comparisons that would be intelligent 
and fair, but only items which are sub
ject to fair comparison should be select
ed. There are many of these, and if the 
facts that comparisons would reveal are 
put up to the managements strongly, 
machinery 50 or more years old would 
disappear from our shops and locomotive 
houses because it cannot be modernized.

In the matter of shop production meth
ods this association would do well to dis
cuss the paper upon, graphic production 
control read by E. T. Spidy, Production 
Engineer, Canadian Pacific Ry., before 
the Canadian Raff way Club (see Cana
dian Railway and Marine World, Feb., 
1920, pg. 55). Officers who desire to 
make a good record should study it. If

Mr. Spidy’s “up-to-the-minutê” shop in
formation were also applied to locomo
tives and their operation, railway stock
holders and the public would be happy 
indeed. Careful attention to the excel
lent report by the committee on shop 
scheduling systems, to be presented at 
this convention is earnestly recommend
ed in connection with the reduction of 
overhead.

Stitch in Time Terminals.—Locomo
tive terminals are not all equipped to 
handle expensive locomotives promptly 
and economically. Has anyone charted 
or scheduled locomotive terminal move
ments with a view of short cuts in de
lays ? Are big locomotives ever held in 
yards and sent in herds to the locomo
tive house for fire cleaning, coaling, 
sanding and locomotive house jobs, when 
they could as easily be sent singly to 
keep the locomotive house load curve 
more uniform ? Because the “stitch in 
time” at the locomotive house may keep 
a big locomotive going strong, the best 
of mechanics and the best of 
tool equipment should be at the loco
motive houses. Is this so today ? Un
questionably the locomotive house fore
man should be a man of greater author
ity. It would seem to be a money mak
ing scheme to give him much better 
standing, also to give him a yard fore
man to handle the firing up of locomo
tive and all the out-of-door work, to 
speed up ash pit and other work that de
lays expensive locomotives from the road. 
An inspector who has been a locomotive 
man should meet all incoming locomo
tives and discuss with the crews the con
dition of the locomotive and the defects 
found. These men would save their an
nual pay every month. It would be very 
profitable to have travelling engineers 
spend a day or so every month at the 
locomotive house.

Adequate locomotive terminals laid 
out, organized and equipped for quick, 
thorough work will speed up the entire 
railway. Inadequate terminals do more 
than anything else to slow down the en
tire railway. Furthermore, locomotives 
themselves may be designed and equip
ped for quick terminal work, particular
ly at the ash pit. Who knows how many 
new locomotives might be saved by quick
ening terminal operations ?

Better Use of Power.—In locomotive 
operation lies a fruitful field for study 
and improvement. Mileage of passenger 
and freight runs is an item of import
ance. Water and coal stations that were 
established years ago upon the basis of 
locomotives which did not have the ad
vantage of modernizing factors may in 
many cases be relocated with profit. Why 
should not passenger divisions be extend
ed to 300 miles and freight divisions to 
200 miles? There are difficulties, but 
are we sure they cannot be overcome ? 
It is much better to change crews and 
much cheaper than to let the locomotive 
go to a terminal so often. Is it possible 
to double the mileage between locomo
tive housings or to cut in halves the time 
waiting for the ash pit?

As to terminal delays, have conditions 
improved greatly since N. D. Ballantine 
recorded, before the Western Railway 
Club five years ago, the results of an in
vestigation of locomotive service which 
showed that the mechanical department 
had the locomotives 58.5% of the time, 
and of the balance of the time 65% was 
occupied between terminals and 36% in 
actual running ? Mr. Ballantine revealed 
an opportunity for remarkable saving by 
lengthening locomotive divisions that 
this associatior can profitably discuss.
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Coal Will Never Again be Cheap. — 
Individual fuel records have been advo
cated for a quarter of a century and 
some success has come to those patient 
enough to persist in this direction. Coal 
costs are already high enough to justify 
this, and many other improved methods, 
the importance of which increases with 
coal costs and with the amount of fuel a 
big locomotive burns. For example, one 
reason for the delay in adopting feed 
water heating is that coal has been con
sidered cheap. Coal must now be con
sidered as a big investment. Fuel is no 
longer cheap, and in the quantities re
quired to haul the big tonnage that is 
coming it never again can be cheap. Na
tural gas was once considered cheap. 
Think of the result of such opinion.

Government experts have performed 
wonderful work in the use of fuel. This 
work will be continued by individual 
roads, and when it is coupled with sys
tematic application of modernizing fac
tors to old locomotives the results will 
appear to their full value. However, fuel 
saving on an obsolete locomotive is like 
trying to save water that has gone over 
the dam. Put flash boards of moderniz
ing on top of the dam and save that water 
for the wheel that turns the mill.

“Follow Up” Policies.—A very wise 
policy has been followed for years by a 
motive power official who is well known 
among you. He believes in following up 
the items of maintenance upon his loco
motives. For every item, for example, 
injectors and rod packing, and the fuel 
and labor saving factors, staybolts, 
springs, tubes, annual expenditures for 
which reach or exceed $100,000, he as
signs an expert service man, reporting 
to him, whose duty is to ensure the pro
per application, maintenance and use of 
the items in question. If every road 
would follow up its $100,000 investments 
in this way wonderful savings would be 
effected and many a locomotive would go 
out on its run instead of being held by 
government inspections. You know and 
I know what the railways owe today to 
the service organizations the supply com
panies find it necessary to employ to en
sure the most efficient use of their de
vices. This service rendered by these 
companies has made the big modern, ef
ficient, economical locomotive possible. 
The time has come for the railways to 
render these service organizations less 
necessary than they are today. Some 
years ago the writer saw the mechanical 
superintendent of an English railway 
“hit the ceiling” when a freight locomo
tive went past his office window with its 
piston rod packing blowing. We have 
much to learn concerning the value of 
keeping worth while improvements up to 
their best work. We do not worry enough 
about things that leak and things that 
may grow into engine failures.

Another fertile field for modernizing is 
the railway power plant, shop plant and 
pumping station. These use enormous 
amounts of fuel in the aggregate and are 
proverbially wasteful. Records may be 
made and very easily by rounding these 
up and by modernizing power plants. In 
one case, by merely charging up the coal 
a plant burned, a 25% saving was made. 
It was saved by showing that fuel is an 
investment.

Men who make great business suc
cesses are said to be brainy—they are 
brainy, but they are more than that. The 
number of men who know how to do 
things and who recognize opportunities 
is greater than the number that actually 
do them. Success comes from persistent 
pushing to conclusions the plans that 
brains conceive. Those who have won

great success in modernizing locomotives 
are the ones who not only recognize the 
opportunities for applying to old locomo
tives modernizing factors that make for 
more ton miles per ton of metal and per 
ton of coal, but those who persist in 
definite plans for doing it. They are the 
ones who will take high standing in eco
nomy of locomotive operation, because 
they schedule and programme their im
provements that make for higher capa
city and economy.

Safeguard Money Already Spent.—By 
spending a few thousands in moderniz
ing, millions of dollars already invested 
in locomotives that are 10 or more years 
old will return more service. These old 
locomotives stand as a big non-paying 
investment. Spend the little that mod
ernizing costs and change them into a 
big paying investment. A manufacturer 
must scrap his obsolete machinery. How 
much more fortunate are the railways. 
They may at little cost reclaim their lo
comotives by methods that make them 
often 50% better than when they were 
built. We should not consider a 10 year 
old locomotive in the light of its depre
ciated value. Many Of them will sell to
day for their original cost. On this basis 
they are all the more worth modernizing.

Suicide.—Without question the great
est locomotive investment, and one which 
cannot be expressed in dollars, is the 
organization for locomotive design, oper
ation and maintenance. Organization 
constitutes the greatest opportunity of 
all. Constructive, consistent and persist
ent personnel plans are imperative. The 
problem is simple, but the solution must 
be comprehensive. Every railway should 
see to it that employes are selected wise
ly, trained properly, promoted by merit 
from intimate knowledge of performance, 
promoted from the inside to fill all im
portant prize positions. To this end ap
prenticeship must be revived, and applied 
ot all departments, in a form adapted to 
the great need of the time, and the grad
uates from apprenticeship must be kept 
on the road by intelligent systematic per
sonnel plans. The plans referred to will 
supply every position, including those re
quiring special technical education. Rail
ways will not be forgiven for neglect of 
apprenticeship. They are having their 
punishment now for neglect of it. Have 
you been making your quota of skilled 
mechanics all these years? Is one ap
prentice for every 18.58 mechanics, the 
country over, safe? Have you studied 
your labor turnover and made plans to 
reduce it? Labor is a big investment, 
and labor turnover is a big loss.

Vision.—As to conditions, possibilities 
and the future development is the great 
need now. Who is to have the vision to 
correct the tendency which is already 
acquiring momentum full of danger to 
the railways, the tendency for the me
chanical departments to drift down to 
merely practical maintenance organiza
tions? That this association has the 
power and the opportunity to bring about 
a proper recognition of the locomotive 
problem is one of the hopeful factors for 
the future. But this organization must 
get above the smaller questions and into 
the business questions of the pulling 
power of railways and must do it quickly.

No group of men ever had a more 
glorious outlook before them. No group 
ever had a better and stronger incentive; 
and no problem could possibly be accom
panied as this one is, with the means 
ready at hand for its solution. The task 
is to study conditions, use factors and 
facilities that are all ready at hand and 
assist the development of new ones. The 
outlook is most promising, hopeful and

encouraging; but quick, hard work is ne
cessary, because the situation as it stands 
today demands the best we have.

What are you going to do about thes 
new things ? Eight hour day. Time an 
a half for overtime. 100 to 200% increas 
in wages. 100 to 200% increase in fue 
cost. What are you, the individual, g°' 
ing to do? You know the conditions an
the remedies. Put them before your su
perior officer in a convincing way— 
a foundation and structure of facts. Gi 
them the arguments that will get . ” 
money necessary to economical operatic •

Nothing that lies ahead is as d™c,“.v 
as the pioneering that gave the count i 
its wonderful railways.

Tree Windbreaks on C.P.R. West' 
ern Lines.

In response to a request for inforin 
tion in regard to the prices of tree wi 
breaks on the C.P.R. Western Lines, 
are advised that the last two sumni 
were exceedingly trying on trees on , 
prairie, particularly from Moose J 
west, where the greater part of the co 
pany’s windbreaks were planted. 1 „ 
hot winds, that swept the prairie dW . 
the dry spell, played havoc even w j 
stock that had been well established ajp 
had survived many hard winters. j 
some cases entire plantations were ku 
back and what trees survived were » . 
erely checked in their growth and 1 & 
to be cut back in order to give thei ■ 
fresh start. Another feature in t*Ies]ab 
struction of trees is the panel and = .[ 
fence, which has to be maintained 
the trees are sufficiently thick to ,je 
the snow. This causes the snow to V 
up, and in some cases to completely L^e 
er the trees, with the result that . ^ 
young stock are badly shaken up, " ,y 
the snow thaws, and settles in he
masses in the spring. oSt

Of course tree windbreaks are » 
necessary on knolls and hills, where . 
track is in a cut. Trees so situated 
less than the average amount of ni 
ture, due to quick run off. For this at 
son trees along the right of way ar u)d 
a greater disadvantage than they Wy,,d. 
be around a farm or on low lying Sf°wh° 

It is generally conceded by a11 
have tried tree planting on the Pra st 
that the windbreak must be of at i f 
eight rows of trees, and that it 1 jV- 
carry a percentage of dense shade z ^ 
ing, or close foliage, trees. The °°ap- 
of this is to reduce the amount ot ju 
oration from the soil, bank the sn°Lrve 
the center of the plantation and c°nsvap- 
needed moisture. It also reduces ® ^ 
oration from the leaves in the hot 
spells. . tree

When the C.P.R. started this ^ 
planting there had been no experm 
carried on west of Moose Jaw, by 6 c0l)- 
government or private individuals, aC. 
sequently the company adopted th ggS, 
cepted planting practice of eastern 
katchewan and Manitoba, and o’. sfof 
plant trees in sufficiently thick strlPj,id' 
territory farther west. When Y0ge 
breaks have been planted east of 
Jaw they have been decidedly sati 
tory. re9l-

Prairie farmers are beginning t0J,una 
ize how beneficial windbreaks arc ar 
their dwellings, and more so arouno 
farms, where by repeated cultivation .^s 
ploughing, the soil is pulverized, and o 0{ 
from the heavy winds. This pna^joP 
tree windbreaks is receiving a. 1 
from the various farmers’ organic1 jji 
which are advocating it very stronP%gS. 
their meetings and through their P
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Practical Shop Hints ; Grinding.
j ®Peed is one of the most important 
the . S -*n grinding. Don’t forget that 

e cutting speed decreases as the wheel We*rs down.
lar] ery grinding wheel used at all regu- 

^ should have an exhaust hood and 
temUJh be connected to an exhaust sys- 

o supplied with a suitable fan. 
r°me work can be ground from the 
ary t m°re cheaply than with prelimin- 
chin turn'n8- Makers of grinding ma- 

should be consulted if there is any 
in the matter.

Mleri *ng” hhe abrasive wheel, is 
the cutting point becomes dull, 

is K .Sometimes occurs when the wheel 
an(j e[ng run at too low speed. Glazing 

ht loading are sometimes confused. 
gr0y^ding,” is when the material being 
cutti into the spaces between the
ina(. ng Points of the abrasive. The soft 
tend P, such as aluminum and babbits, 
than Sloa<i an abrasive wheel much more 

Thtae harder metal.
in» e grinding wheel is in reality a mill- 
tin» ^ er which presents millions of cut- 
bonu teeth to the work every minute. 
altho k^t that these teeth cut chips, 
er (,,ugh they are naturally much small- 
cutter n ^ose produced by‘the milling
e* great field for grinding is in the 
tlie uiical finishing of work, either from 
Hiachi°U®^ or iu connection with other 
ed benes’ too many cases it has fail- 
tw6enCi?se of lack of co-operation be- 
Hientg tae turning and grinding depart-

fr0ftl abrasive wheel is a disc built up 
tin» an immense number of small cut- 
of SoPai'ti.cles held together by a bond 
Work ne ,md. Excessive pressure of the 
tin» Against the wheel tears these cut- 
the i n tides out of the bond and wastes Ajheel.

cylinders are usually 
e r ury and the wheel connected with 

*f Wat U®t system to remove the dust. 
!*i the ^5 Is u.sed, it is usually circulated 
^der g ater jackets surrounding the cyl- 
Castin»n<t *n this way keeps the cylinder 

;g cool.
tfoin11 tf°°d practice to change wheels 
^ear ai16 machine to another as they 
chineg ®Wn. having the speed of the ma- 
?f the varied according to the diameter 
t^ent „• eel. Some shops provide dif- 
l*>e inapif.6 Pulleys so that the speed of
P6tW-1 "bine mnv Via inprAACiA/V Va nnm-:usate #lne may be increased to com- 

A haru°r *be wear of the wheels.
Ih’ind Xt d ."'heel with a narrow face will 

the n°r* with less care and thought 
?°st h of the operator, but it is the 
?°he. ^Pensive grinding that can be 
,1 °Per p Wlde-face soft wheel with the 
??llar ofCare does much more work per 

’Patiojj1 fexPense and is the proper com- 
t’ing ,r economical manufacturing. 

^a.rse-g.?r!ndmg can be done with a 
w °Us • ■ m wheel under the proper con- 
« y orn.1/1 bhe same way a fine wheel 
ctatchegc® • r°ugh work. Many of the 
J6 niario yhich appear on ground work 

n, ay small particles of metal be- 
fJ'Pdin»^ "'heel and the work. Good 

" thfu. demands conditions which al- 
w^hen ? Particles to escape.
C» the'wl* is to be finished by grind- 
th diti0>,„layhe hand must realize that 
Pa bis w v Xe entirely changed and
u is not to finish, but to pre-

tou»v!'fle grinder. This means about 
wvPly jSt .kind of turning he can do, 
ev6ïe vv, ducing the stock to the point
c0h„.. fbe ___ i_____ __________ ___ _

0,Pically
than the lathe.

A heavy grinding machine with a stiff 
spindle can run a soft wheel much more 
successfully than a lighter machine. This 
is because it holds the wheel firmly while 
cutting, and the mass of the machine 
absorbs much of the vibration. A light 
machine requires a harder wheel because 
it does not have the qualities referred to. 
Don’t forget to consider all these points 
in trying to find out exactly where the 
trouble lies.

Grinding machines are run at high 
speed and the question of lubrication 
should be carefully considered. Don’t 
overlook the directions or suggestions 
sent out by the makers of the machines. 
It is to their interest to have them run 
properly, and the directions should be 
followed.

Lubrication of grinding machines re
quires the proper kind of lubricant; this 
varies according to the kind of work be
ing done and the speed at which the 
wheel spindle runs.

When grinding has to be done in addi
tion to the lathe finish, it is an added ex
pense. The proper way is to rough-turn 
with a coarse speed to within, say 1/32 
of finished size, then send the piece to 
the grinding room. No grinding wheel 
should be used without a substantial 
safety guard for protection of the opera
tor and surrounding machinery against 
damage should the wheel break. The 
operator’s eyes should also be protected 
from the chips either by a glass shield, 
a spark brush or goggles.

Manufacturers of grinding machinery 
and wheels claim that a good grinding 
wheel run at proper speed wears less 
during its passage over the work than a 
milling cutter under similar conditions.

The wheel contact helps to determine 
the proper grade of wheel to be used on 
any kind of work. On work of small 
diameter there is more contact and con
sequently a harder grade of wheel can 
be used. In surface or in internal grind
ing the contact is very much greater so 
that a softer wheel gives better results.

Where water is used in automobile 
cylinders in the type of grinders where 
the wheel travels around the surface of 
the cylinder, trouble is often experienced 
by the collection of mud in the bottom 
of the cylinder through which the wheel 
must pass during every revolution.

The old fear of emery or other abra
sive working into the metal being ground 
has been proved without foundation. 
Where oil and emery are used between 
metal surfaces rubbed together, the abra
sives will lodge in the pores of the metal. 
This, however, does not happen in grind
ing automobile cylinders and similar 
work.

It is important that a grinding wheel 
fit the spindle or arbor closely to avoid 
play which throws it out of balance. 
Don’t make the mistake, however, of 
forcing a wheel on its spindle, as even a 
slight strain may result in breaking the 
wheel. An allowance of 0.005 in. will 
usually be found about right.

A grinding wheel should always have 
flanges from V2 to 2/3 the diameter of 
the wheel itself. These should be reliev
ed in the centre so as to bear perhaps 
for V2 in. at the outer edge. Never 
tighten the flanges directly against the 
wheel, but put in washers of blotting 
paper or some soft or thick substance 
between the flange and wheel.

Grinding allowances vary entirely with 
the work being done and the machine in 
which it is ground. In heavy, powerful

machines which remove stock rapidly, 
the grinding allowance may be anything 
from 1/64 to 1/32 in.

For fine finish of grinding where the 
work is not out of true, 0.003 in. is usu
ally sufficient to true it up nicely if the 
turned surface is not too rough.

In wet grinding the stream of water 
should be applied at the right spot, 
which is the grinding point. It should 
have sufficient force to keep the face of 
the wheel clean while in contact with the 
work. It is especially important on in
ternal work.

Grinding wheels appear softer at slow 
speed because the metal being ground 
tears the grinding particles away from 
the bond which holds them together. 
Don’t condemn a wheel as being too soft 
until you are sure that its cutting speed 
is correct.

A soft wheel at the proper speed will 
give more satisfactory results than a 
harder wheel at slower speed. Don’t for
get that the wheel maker has had a wide 
experience and is always willing to give 
you the benefit of it. If you are having 
trouble of any kind submit it to the 
wheel maker.

Grinding problems cannot always be 
solved by asking the other man what he 
is doing. A wheel that is perfectly sat
isfactory on one machine may not give 
good results on another. Don’t think 
from this that there is anything mys
terious about it, because there is always 
a good reason for everything that hap
pens.

The old notion about keeping oil away 
from grinding wheels has been largely 
exploded. This does not mean that oil 
spots are good for a grinding wheel as 
they undoubtedly help it to accumulate 
dirt and dust. Grinding wheels can be 
lubricated with oil, water, or almost any 
compound, as long as it is supplied free
ly and evenly over the wheel. While 
soda-water is best for general use, there 
are places where oil is being used suc
cessfully.

Grinding wheels should never be trued 
with the toothed sharpener if accurate 
work is to be done. While these cost less 
money than the diamond, they cannot 
produce nearly as accurate results. Wheel 
dressers are good for grinding wheels 
used on rough work or to true up wheels 
before applying the diamond. Both 
wheel dressers and diamonds should be 
supplied as freely as necessary if eco
nomical grinding is to be done.

The most important point in lapping 
is that the laps shall always fill the hole. 
If this is not done the hole will not be 
round as the lap will follow the original 
surface. The lap should be a little lon
ger than the work, so as to lap the whole 
length of the hole at once, and so tend 
to correct any curvature which may exist.

To avoid bell-mouthed holes, which 
come from being lapped large at the 
ends, put the emery in a slot near the 
center of the lap and after the lap is in 
the hole squirt in oil to float the emery 
against the surface. Don’t sprinkle the 
emery on the ends of the lap and work 
the piece over it while it is running as 
this grinds the ends large.

Ring gauges are lapped with a lead lap. 
They are first ground straight and smooth 
to within 0.0005 in. of size. After being 
lapped they are cooled and cleaned be
fore trying the plug. This is done by 
placing them in a pail of benzine long 
enough to bring them down to the temper
ature of the room.—American Machinist.



376 July, 1920-

Merging the Grand Trunk into the Canadian National Railways System.
Canadian Railway and Marine World 

for June gave full particulars of the ap
pointment of a managing committee, to 
ensure the operation of the G.T.R. in 
harmony with the Canadian National 
Rys., the two systems to be treated in 
the public interest as nearly as possible 
as one. This committee, as stated pre
viously, consists of H. G. Kelley, Presi
dent G.T.R. and G.T. Pacific Ry., as chair
man ; C. A. Hayes, Traffic Manager, Can
adian National Rys.; and S. J. Hunger- 
ford, Assistant Vice President, Canadian 
National Rys., representing the Dominion 
Government; and Frank Scott, Vice Pre
sident and Treasurer G.T.R., and W. D. 
Robb, Vice President, Transportation and 
Maintenance G.T.R., representing that 
company. The committee, which will con
tinue until after the arbitration award 
has been made and the G.T.R. preference 
and common stocks are vested in the gov
ernment, held a series of conferences 
during June, careful and expert consid
eration being given to the work of co
ordination. The managing committee has 
named a number of subcommittees, com
posed of C.N.R. and G.T.R. officials, to 
make reports and recommendations re
garding their respective departments, 
with a view to ensuring the maximum 
of efficiency and economy under the co
ordination plan, and action has already 
been taken in regard to joint operation 
of certain lines of both systems, and as 
to the amalgamation of a number of 
ticket offices.

Train Changes. — The Canadian Na
tional Rys. announced the following as 
the most important changes, effective 
June 27 :—Train leaving Toronto for Port 
Arthur, Fort William and Winnipeg, 
Sunday, Monday, Wednesday and Friday, 
9.15 p.m., cancelled. New train 11, leaves 
Toronto 9.30 p.m. daily for Sudbury and 
Capreol, connecting at Sudbury with Al- 
goma Eastern Ry. for Little Current. 
Train 11, leaving Toronto Tuesday, 
Thursday and Saturday, connects at Cap
reol Wednesday, Friday and Sunday with 
new Canadian National-Grand Trunk 
Train 1, tri-weekly Montreal to Winni
peg via Port Arthur.

Train 2 from Winnipeg, arriving To
ronto 4.30 p.m., Tuesday, Wednesday, 
Friday and Sunday 4.50 p.m., cancelled.

New train 12 leaves Capreol and Sud
bury daily, arriving Toronto 8.50 a.m. 
Train arriving Toronto, Monday, Wednes
day and Friday connects at Capreol the 
preceding day with new train 2, Winni
peg to Montreal.

The National leaves Toronto 11 p.m. 
daily for Winnipeg via Grand Trunk to 
North Bay, T. & N.O. to Cochrane, thence 
Canadian National. The National will 
arrive Toronto from Winnipeg, 3.00 p.m. 
daily.

West of Winnipeg the National runs 
over the Grand Trunk Pacific Ry. to Ed
monton, 799 miles, thence over the Ca
nadian National Ry. to Vancouver, 775 
miles, making a total run of 1,574 miles, 
against 1,602 by the Canadian Northern 
through route, and 1,474 over Canadian 
Pacific. The train leaves Winnipeg daily 
at 10.25 a.m., arriving at Saskatoon at 
12.10 p.m.; Edmonton 11.15 p.m., and 
Vancouver 9 a.m. Eastbound it leaves 
Vancouver at 9 a.m., Edmonton 8 a.m., 
Saskatoon 7.10 a.m., arriving Winnipeg 
at 11 a.m.

A new fast train, the Capital City, 
leaves Toronto 12.00 noon, daily except 
Sunday, for Ottawa, via Grand Trunk 
Toronto to Napanee, thence Canadian Na

tional, arriving Ottawa 7.15 p.m., with 
close connection for Montreal and Que
bec. Westbound, The Queen City leaves 
Ottawa 1.15 p.m., daily except Sunday, 
over same route, arriving Toronto 8.30 
p.m. Stops on these trains between To
ronto and Napanee will be limited to 
Whitby, Oshawa, Bowmanville, Port 
Hope, Cobourg, Trenton and Belleville. 
Connection is made at Harrowsmith for 
and from Kingston. Trains leaving To
ronto 9.30 p.m. and Ottawa 12.30 p.m. 
cancelled.

Night train leaves Toronto 10.40 p.m. 
daily, arriving Ottawa 7.30 a.m.; return
ing, leave Ottawa 10.00 p.m. daily, ar
riving Toronto 7.00 a.m. These trains 
operate over the Canadian National 
throughout.

Train formerly leaving Toronto 4.45 
p.m. daily, except Sunday, for Yarker, 
leaves at the same time and operates 
over Canadian National to Cobourg (G. 
T.R. station) only; returning, leaves Co
bourg 7 a.m., daily except Sunday, arriv
ing Toronto 10.15 a.m.

Grand Trunk train formerly leaving 
Toronto 6 p.m. daily except Sunday, for 
Belleville, leaves at same time and oper
ates to Kingston via Grand Trunk to 
Brighton, Canadian National to Napanee, 
thence Grand Trunk to Kingston. West
bound this train leaves Kingston 6 a.m., 
daily except Sunday, for Toronto, via 
same route.

Grand Trunk train leave Toronto 7 a.m. 
daily for Montreal, running via Canadian 
National between Brighton and Napanee.

Ticket Office Amalgamations. — As 
part of the unifying process of the traf
fic agencies and other interests of the 
C.N.R. and the G.T.R., the following 
changes will take place about July 1, 
the amalgamated offices being known as 
Canadian National-Grand Trunk ticket 
offices :—

Boston, Mass.—The C.N.R. and G.T.R. 
offices have both been in the Old South 
Building, 294 Washington St. The C.N. 
R. office will be closed, and the business 
amalgamated in the G.T.R. office, W. R. 
Eastman, heretofore General Agent, Pas
senger Department, G.T.R., being ap
pointed General Agent, and C. K. How
ard, heretofore General Agent, C.N.R., 
being promoted to another position.

New York, N.Y.—The C.N.R. office at 
1520 Woolworth Building will be closed, 
and the business amalgamated at the 
G.T.R. office, 1270 Broadway, A. B. 
Chown, heretofore General Agent, Pas
senger Department G.T.R., being appoint
ed General Agent, and F. A. Young, 
heretofore General Agent, C.N.R., being 
transferred to another position.

Quebec, Que.—The C.N.R. office at 7 
Du Fort St. will be closed, and the busi
ness amalgamated at the G.T.R. office at 
Ste. Anne and Du Fort Streets, S. J. 
Nestor, heretofore City Ticket Agent, 
C.N.R., being appointed City Passenger 
Agent; G. H. Scott, heretofore City Pas
senger and Ticket Agent, G.T.R., being 
appointed Special Passenger Agent, and 
P. H. Proulx, heretofore Ticket Agent, 
C.N.R., being appointed City Ticket 
Agent.

Montreal—The G.T.R. office, at 22 St. 
James Street, will be closed, and the 
business amalgamated at the C.N.R. of
fice, 230 St. James Street, M. O. Dafoe, 
heretofore City Passenger and Ticket 
Agent, G.T.R., being appointed City Pas
senger Agent, and A. J. Roy, heretofore 
City Passenger Agent, C.N.R., being ap
pointed City Ticket Agent.

Ottawa.—The G.T.R. office at Sparks 
and Elgin Sts. will be closed, and tn 
business amalgamated at the C.N.R- 
fice at Sparks and Metcalf Sts., P- . 
Butler, heretofore General Agent, Pa“ 
senger Department, G.T.R., being 
pointed General Agent; I. G. Reece, here 
tofore City Passenger Agent C.N.R-, A, 
ing appointed City Ticket Agent, and u 
A. Belford, heretofore City Ticket Agen ; 
G.T.R., being appointed City Tick 
Agent. t

Toronto.—The C.N.R. office, at 52 Kmf 
St. East, will be closed, and the businÇ 
amalgamated at the G.T.R. office, K®* 
and Yonge Sts., W. J. Moffatt, hereto
fore City Passenger Agent, G.T.R-» ~r 
ing appointed City Passenger Agent; ’ 
E. Tewny, heretofore City Ticket AgÇnJ 
G.T.R., being appointed City Tick 
Agent; and R. E. Richmond, hereto!0• ------ ointCity Ticket Agent, C.N.R., being apP011 
ed Assistant City Ticket Agent. t 

Hamilton, Ont.—The G.T.R. office a 
11 James St. North will be closed, t 
business being amalgamated at the C-i ' 
R. office at 7 James St., Jas. Anders® ’ 
heretofore City Passenger and Tick 
Agent, G.T.R., being appointed bi 
Ticket Agent. _ . „

Western Amalgamations. — WinWP 
press dispatch, June 20. — Comp1® 
amalgamation of stations and staffs . 
the Canadian National and Grand Tru
Pacific Railways will take place wiithi»

oinfS'the next 30 days at all western P011. e 
committees are working on .Local tuuuumees are wonting y ■ „g 

matter in connection with the WinffiP 
staffs.

Rehabilitation of Belgian Railway8'

The following is stated to be the c ^ 
dition of the Belgian railways on "anlas 
the latest date to which information je 
been received:—Freight cars avail® 
average about 14,000 daily, while in 1 n 
the daily averaee furnished Be'f jthe daily average furnished BelIg1^ 
shippers was in the neighborhoodtrais520,000. The number of freight - . e. 
running is about 84% of the number 0 
fore the war. The average daily*»«-<• j. • xm, avtiagc uarrj

hauled is 171,000 tons, compared wiqij. 
daily average of 190,000 tons in ^ 
The passenger trains in daily opera1 
number 1,536. t gfgU1X1UCJ. 1,600. , £

On Jan. 1, 1919, there were but . 
" " • onditw'ilocomotives in good running condit’0 j 

this number is now said to be increa jy
to 2,776. Railway receipts have gr®‘ 
increased in recent months, alt?.0increased m recent montns, a*-*-- t0j 
there will probably be some deficit ^ 
the year because of the heavy m°n (jjeJ X-M..L utV/auoc VJL une licet v J ''

deficits during the period following^, 
armistice. For the 11 months endednted X------------- For the 11 months end
30, 1919, the total receipts amounted jje 
$57,128,000, at normal exchange, w 
the total for 1913 was $59,444,000-ie total 1 or jyi.i was _s.

During Nov., 1919, passenger and Vg, 
sengers’ baggage receipts were ggO-sengers oaggage receipts were 
720, and freight receipts were $4,1®°^^
The corresponding figures for 149 
ber, 1913, were $1,497,101 and7------------ 7 Y--7 • 7-*-v-1. utiu T ' rfVefl.

respectively. This increase of cm egdon®0iwiicu/ivcij'. a 1110 lucxease va - .

receipts is of course, partly occasi 
by an increase in rates. tock

The need for additional rolling 5 jqr 
is acute. Locomotives and cars tey t° 
ed from Germany are usually f°ua j il 
be in need of extensive repairs, a . Re
lias been impossible to obtain prornPL js 
livery of new orders. At present * go() 
stated that it would take more than *’^e 
additional freight cars daily to me® 
demands of commerce and industry1

À
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Industrial, Logging and Mining Railways in British Columbia.
The B. C. Railways Departments re

port, for the calendar year 1919 contains 
considerable information relative to indus- 
2j**l railways in the province, and says: 
During the year a large amount of new 

??°rk has been added in connection with 
““6 above owing to the amendments to 
F16 Railway Act having brought . rail
ways not subject to the Dominion juris- 
u'ction under this department’s jurisdic- 
2°n. This new work includes, besides 
F*e inspection of locomotive boilers, pre
viously under the Boiler Inspector’s de
partment, the examination of locomotive 
“Pgineers.” An amendment to the Rail
way Act passed in 1917, provided that 
n° company shall operate a railway

within the province except with the Min
ister of Railways’ written consent, sub
ject to such conditions as the Lieutenant- 
Governor-in-council may impose, and a 
further amendment passed in 1918, 
brought under the Minister’s control the 
inspection of rolling stock used on such 
railways. Under these provisions the 
department has drawn up a new set of 
locomotive rules, and from April to Dec. 
31, 1919, 53 locomotive boilers were 
given a hydrostatic test, 150 preliminary 
examinations have been made, 70 loco
motive men have been examined and 
granted certificates, and there are 50

Company. Head Office.

Alk0ts?orc* Timber & Trading Co...........Abbotsford
At*;1?11 Pacific Lumber Co.................... Port Alberni
An,! ’ J- H., Logging Co.................................Sooke
BealerS°n’- "P' P...............................................Vancouver
fieavGr P,iver Lumber Co.............New Westminster

Cove Lumber & Pulp Co.............. Vancouver
BriS?6 . Stewart & Welch Lumber Co.... Vancouver
B 0 i5!a Mining & Smelting Co. Britannia Beach
BronV ilIs Timber & Trading Co.......... Vancouver

NW’.Scanlon & O’Brien (Eagle River and
CatviwL ern Ry...............................................Vancouver

Bbell River Lumber Co.................... White Rock
Ca5oJian Panama Timber & Logging Co....Victoria

adian Collieries, Ltd...................................Victoria

Cannjlan Paget Sound Co.......... .................... Victoria
Carm van Robert Dollar Co...........................Vancouver

dian Western Fuel Co.............................Nanaimo
abilano Timber Co........................ North Vancouver

cfetn Ço............................................................Claybum
Con,,.” t River Lumber Co.........................Vancouver

x Logging Co.......................................... “
Crai^nrr^oab & Coke Co....................Spokane, Wash.
Ct-ow* x?lor Lumber Co.............................Vancouver
Clavt-JL %.est Pass Lumber Co.........................Wardner
Boliv Lumber Co...........................................Cloverdale
Ba»]L rrarden Mines Ry............................... Vancouver
ÏW timber Co...............................................Vancuover
^ast»y.îv°2.te*lay Lumber Co...............................Jaffray

rn B.C. Ry. (Corbin Coal & Coke Co.), 
.................................................................. Spokane, Wash.

^lis^Tr RUmber Co.......................................... Ladysmith
0albra5l M...........................................................Vancouver

hogging Co.....................New Westminster
Grant” Development Co..................................Vancouver

y Consolidated Mining & Smelting Co.
GwiiV-V..................................................................Vancouver
Cri«i Lumber Co.............................................Courtenay
Redl», Contractors.........................................Vancouver
JieanT S°*d Mining Co.................................  Hedley
{ïoarrt’ » **.............................Ft. Victoria, Vancouver

Flaherty........................................... Bainbridge
^ national Timber Co............................... Vancouver

Logging Co......................................Vancouver
Bhai’ M. R-» Lumber Co....................................Newton

...... international Timber & Trading Co.
i?hib  Mission

&»onal^ber ,Co...............................................Duncan
xî^Tilriv."Murphy Logging! Co...... Campbell River
J^°rriss^lnS“Moore Co.............................Vancouver

Coai n’ Fernie & Michel (Crow’s Nest Pass 
^ C°)..............................................................Fernie

xPhiDkiÜ: Contractors........................... Prince George
t Timber Co.................................. Vancouver

^8'Sta SmRh Lumber Co.................... ......Nanaimo
Ry \ Dles Lumber Co. (St. Mary’s & Cherry

*'..................... Wxrnlifl

*^ific
.Wycliffe

Great Eastern Ry...........................Vancouver

............................Vanouver

Nific
pacific Coal Mines................................ Victoria
n0vveli ^llls....................................................Ocean Falls
ott iyr:lv1er Co...........................................  Vancouver

B^Uibp,.01 ^"Coquitlam Ry. (Robt. McNair
Retersonr n °'^.................................................... Vancouver

Snou ontractors.......................................Vancouver
p.at°on Lumber Co............................... Waldo

Shaf°i*d rer. Lumber Co..................................Sperling

sïtht>at0nT Lake Lumber Co...........................Victoria
Logging Co.............................Seattle, Wash.

Lcnmson Lumber Co.................. Vancouver

examination. Th(

Operating. 1 =

Abbotsford Mill.... 8
Alberni Mill......... 7

8
Knox Bay............. 4
Beaver River....... 4
Beaver Cove......... 6
Myrtle Point......... 20
Britannia Beach.. 35
Rock Bay ........... 27

Stillwater ............ 18
Hernando Is........ 2
Otter ..................... 1

7
Ladysmith ........... 21

............... 35

Jordan River .....
Union Bay........... 7
Nanaimo ............. 20

North Vancouver 8

Claybum............... 8
Golden................... 28
Comox..................... 50

12
Otter.............. «....... 5

9
4

Alice Arm........... 18
Grassy Bay........... 3
Jaffray................... 10

16

Ladysmith............. 3
Lombard......... ...... 3
Langley Mill....... 4
Half Moon Bay.... 4

Anyox................... 6
Courtenay............. 4
C. N. Ry................

3
12

Bainbridge........... 3
Campbell River.... 20

8
Kings..................... 3

2
4
3

Campbell River.... 3
Johnstone Strait.. 3

12

G.T.P. Ry.............
Alert Bay............. 9

9

34

North Vancouver
to Whytecliffe 18

Squamish to Tat-
t°n................... 231

20
Kimsquit......... v..... 8
Kingcome Inlet.... 24

15

Kootenay River.... 12
Sperling................. 5
Powell River....... 3
Shawnigan Lake.. 6
Bute Inlet............. 7
Fraser Valley (B.

C.E. Ry.) ..... 2

careful inspection of the rolling stock 
employed, and giving instruction to the 
employes as to rules, etc.

There are over 70 industrial common 
carrier railways under the department’s 
jurisdiction operating approximately 
1,000 miles of line, equipped with 170 
steam locomotives, 32 electric locomo
tives, 4,000 cars and miscellaneous equip
ment. The accompanying table shows the 
railways under the department’s jurisdic
tion, with mileage and particulars of 
rolling stock. The table includes three 
railways which report to the Dominion 
Government, viz.: Eastern British Col
umbia Ry., Morrissey, Fernie & Michel 
Ry., and Pacific Great Eastern Ry.

10

Equipment. Total.o <u
17 logging-trucks, 1 flat car, 1 oil-car....................................................... 19
20 logging-cars, 7 logging-trucks, 1 workmen’s passenger-car.........  28

.... 40 logging-trucks..............................................j............................................. 40

.... 10 logging-cars, 8 logging-trucks, 1 flat car........................................... 19

.... 11 logging-cars ................................................................................................. 11
.... 4 cars..................................................   4
.... 51 cars.............................. ..............................«................................................... 51
25 267 cars............................................................ ................................................... 267
.... 70 logging-trucks.............................................................   70

.... 42 logging-trucks.................... *...................................»................................... 42
.... 4 logging............................................................................................................. 4
.... 6 cars......................................................................    6
.... 14 logging-cars, 2 workmen’s passenger-cars.......................................... 16
.... 8 box, 25 flat, 383 coal-cars, 25 rock-dumps, 2 passenger-cars, 8 
.... workmen’s passenger-cars, 1 steam-shovel, 1 pile-driver, 1 snow

plough ................................................ *............................................................  455
.... 72 logging-trucks............................................................................................. 72
.... 1 boarding-car, 6 logging-cars, 16 sets logging-trucks......................... 23
.... 42 flat, 564 coal-cars, 21 work-cars, 2 workmen’s passenger-cars, 1

crane ............................................................................................................. 630
.... 1 flat, 12 logging-cars, 27 logging-trucks, 1 steam-shovel, 1 snow

plough ......................................................................................................... 42
2 3 flat, 11 ore-cars, 4 coal-cars....................................................................... 18

.... 2 box, 2 flat, 82 logging-cars, 3 log-ladders............................................. 89

.... 200 logging-cars, 30 logging-trucks, 10 boarding-cars, 12-tank-cars,
2 flat, 1 box, 4 gons............................................................................... 259

.... 96 coal-cars, 8 work-cars, 2 steam-shovels, 1 rotary plough................. 107

.... 8 logging-cars ................................................................................................... 8
.... 3 flat, 7 boarding-cars, 2 log-loaders......................................................... 12
.... 4 trucks ............................................................................................................... 4
.... 1 box, 15 flat, 2 cabooses ............................................................................... 18
.... 1 box, 1 flat, 7 logging-trucks, 1 pile-driver, 1 log-loader..................... 11
.... 24 logging-cars, 2 log-loaders....................................................................... 26

.... 8 box, 19 flat, 1 baggage, 1 passengeivcar, 1 pile-driver, 1 snow
plough ......................................................................................................... 31

.... 5 logging-trucks ............................................................................................... 5

.... 10 logging-trucks ............................................................................................. 10

.... 4 logging-trucks, 1 log-loader....................................................................... 5

.... 1 flat, 10 logging-trucks................................................................................. 11
3 2 box, 12 flat, 50 ore-cars, 3 coal-cars, 20 ballast, 1 steam-shovel.....  88

.... 2 sets logging-trucks....................................................................................... 4

2 40 ore-cars ......................................................................................................... 40
.... 4 flat, 15 logging-trucks, 3 oil-cars, 2 tank-cars................................... 24
.... 4 sets logging-trucks....................................................................................... 8
.... 2 flat, 50 logging-cars, 10 work-cars, 1 box, 1 workmen’s passenger-

car, 1 pile-driver........................................................................................ 65
.... 1 flat, 11 logging-trucks, 1 pile-driver, 1 log-loader............................... 14
.... 2 box, 1 logging-car......................................................................................... 3

.... 1 logging-car......................  1
.... 1 flat, 10 logging-cars, 4 logging-trucks................................................... 15
.... 2 logging-cars, 1 log-loader........................................................................ * 3
.... 8 logging-trucks........................................................................................................ g
.... 19 logging-cars ................................................................................................. 19

.... 6 box, 49 coal-cars, 1 passenger-car, 5 workmen’s passenger-cars, 1
caboose, 1 snow-plough, 1 crane .................................................. ’ 34

.... 21 iogging-cars, 12 logging-trucks, 1 pile-driver...............  34

.... 11 cars................................................................................................................. 11
.... 91 cars................................................................................................................. 91

.... 49 box, 138 flat, 35 stock, 3 refrigerators, 10 gons, 10 oil-cars, 4
cabooses................................................ .......................................................

45 ballast, 27 outfit-cars, 8 coaches, 1 comb. P. & B., 2 mail and 352 
.... baggage, 3 P. gas-motors, 3 steam-shovels, 1 ditcher, 1 pile

driver, 1 crane............................................................................................
.... 3 flat, 48 coal-cars........ ..............................................................................*„**" 51
.... 25 logging-cars, 4 work-cars, 2 pile-drivers, 2 log-loaders.................... 33
.... 3 flat, 32 logging-trucks...................................................................................... 35
.... 6 flat cars, 12 logging-cars........................................................................... ig

.... 27 logging-cars........................................................................................................ 27

.... 1 set logging-trucks......................................................................................... 2

.... 19 cars........................... ;..................................................................................... 19

.... 20 logging-trucks............................................................................................. 20

.... 1 flat car, 11 logging-cars, 2 logging-trucks, 1 pile-driver..................... 15

.... 2 sets logging-trucks.................................................................................... 4
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Straits Lumber Co..................................................Vancouver Lang Bay.................
Timberland Lumber Co........................New Westminster Ladysmith..................
Vancouver Lumber Co. (Mainland Cedar Co.) Port Neville............

........................................................................Connaught Bridge
Victoria Lumber Co...............................................Chemainus Chemainus and

Ladysmith.......
Wilson Brady, Ltd......................,........................Vancouver Valdes Is....................
Wilson Logging & Timber Co........................Vancouver Heriot Bay...............
Wilson, J.C., Lumber Co..................... Qualicum Beach Qualicum Beach....

Totals...................................................................................................... .................................

9 1 .... 18 logging-trucks, 1 pile-driver...... ................................................................................. %
6 1 .... 8 logging-cars....................................... ..................................................................................... .......
4 1 .... 10 logging-cars, 1 box car, 4 logging-trucks, 1 work-car, 1 pile- .

driver, 2 log-loaders................................................................................:........................ 1

21 4 .... 73 logging-cars.....................................
7 2 .... 1 flat car, 16 logging-trucks.
6 1 .... 8 logging-trucks..................................
4 1 .... 8 logging-trucks.................................

956 162 32

73
178

8

.3,633

Aerial Transportation Notes.
The Vancouver Island Aerial Service 

Co. is reported to have been inaugurated 
with headquarters at Victoria, B.C. A 
site for an aeroplane and hydroplane 
landing station is said to have been se
cured at Comox.

An Ottawa press report states that 
the Dominion Government will shortly 
undertake survey and forest protection 
service by aeroplane in the Rocky Moun
tain areas from stations at Vancouver, 
B.C., and Morley, Alta.

Lieut.-Colonel A. K. Tyler, O.B.E., who 
has been appointed officer commanding 
the Canadian Air Force, has gone to 
Camp Borden, Ont., to take up his duties. 
Applications for positions on the force 
have been received, and the work of se
lection and organization is reported to 
be in progress.

The Dominion Express Co. has, ac
cording to a London, Eng., cable, arrang
ed for the transportation of passengers 
between London and Paris by aircraft. 
There will be a daily service in each di
rection, the time of the trip being sched
uled at 2 hours 15 minutes. The single 
trip fare is approximately $75.

Airship R-80, built at Barrow-in-Fur
ness, Eng., for the British Admiralty, 
was expected to be launched by the end 
of June. Her dimensions, etc., are:— 
length, 535 ft.; breadth, 70 ft.; lifting 
power, 38 tons; number of engines, four; 
power, 240 h.p. each; estimated maxi
mum speed, 65 miles an hour.

The Clifton Aero Club Ltd. has been 
incorporated under the Ontario Com
panies Act with authorized capital of 
$40,000 and office at Niagara Falls, Ont., 
to provide aviation fields and aerodrome 
sites; to deal in aircraft and aeronautical 
supplies of all kinds; to carry passengers, 
merchandise and mail and give exhibi
tion flights for hire. The provisional di
rectors are J. B. Robinson, J. P. O’Reilly 
and H. R. Hillick, Niagara Falls, Ont.

Plans for Grouping British Rail
ways.

London, Eng., cablegram : — Sir 
Eric Geddes’ scheme for the economical 
administration of the British railways, 
which is being considered by the cabi
net, disposes of the widespread expecta
tion that the systems were to be nation
alized. The scheme, however, contains 
some revolutionary proposals. The 135 
railway undertakings in England and 
Wales are to be distributed into four 
geographical groups, comprising the 
northeastern and central system, the 
northwestern and midland, the south
western and south coast, and the western 
and Wales system, each administered by 
one board of management. The proposal 
is that the state will buy out the smaller 
companies, and lease their lines to the 
larger undertakings in the various 
groups, thus leaving the entire manage
ment to be continued by private enter
prise. It is claimed that this scheme of 
co-operation will effect enormous econo
mies in directors’ fees and administra

tion charges, while the pooling of loco
motives and cars and the prevention of 
overlapping will make for greater effi
ciency.

The proposals will not, however, pass 
into law without a storm of protest from 
the working railwaymen, who have plac
ed absolute dependence on the statement 
by Mr. Winston Churchill during the 
general elections to the effect that the 
government intended to nationalize the 
lines. Nationalization makes the same 
appeal to railwaymen as to the miners, 
and the tabling of Sir Eric Geddes’ 
scheme is certain to usher in another big 
struggle on this issue.—Copyright by 
Toronto Star.

It may be explained that of the 135 
railway undertakings in England and 
Wales apparently independent, only a 
comparatively few are trunk lines or of 
more than local importance, although a 
number of the smaller lines carry a very 
considerable traffic, and up to 1915, at 
any rate, paid dividends to their share
holders. The Cambrian Ry. is perhaps 
the largest of the independent companies 
but it has never been a prosperous con
cern owing to the fact that there is little 
traffic originating in the territory through 
which it runs. It has close affiliation with 
the London & North Western Ry., the 
Great Western Ry. and the Midland Ry. 
There are a number of other lines hav
ing considerable mileage and carrying a 
lot of traffic operated as separate lines, 
but owned jointly by two or more of the 
large trunk lines. The Shrewsbury & 
Hereford Ry., owned by the L. & N. W. 
Ry. and the G. W. Ry. and the lines 
operated by the Cheshire Lines Commit
tee, owned by the Midland Ry. and the 
Great Central Ry.; and the Somerset & 
Dorset Ry., owned by the Midland Ry. 
and the London & South Western Ry. 
Of the other lines which are of little 
more than local importance, notwith
standing the amount of traffic carried, 
are the Taff Vale Ry., the Rhondda Val
ley Ry., the Barry Docks & Ry. Co., and 
other coal carrying lines in South Wales, 
and the Maryport & Carlise Ry. in Cum
berland.

Qu’Appelle, Long Lake & Saskatch 
ewan Railway Land Suit.

An action brought by David Russell, 
Montreal, broker and promoter, to re
cover $8,175,000 from Sir Edmund Osier, 
Hon. W. Pugsley, the National Trust Co. 
as executor the estate of the late H. C. 
Hammond, and C. S. Mclnnes, as execu
tor of the estate of the late Hon. D. Mc
lnnes, came before the Ontario High 
Court April 27. The plaintiff alleged 
that in May, 1916, he bought from the 
then directors of the Qu’Appelle, Long 
Lake & Saskatchewan Ry. 493,000 acres 
of its land grants for $500,000 and stock 
in the Canada Saskatchewan Land Co.; 
that the directors sought to evade car
rying out the contract; that he lost $5,- 
000,000 through the railway and its lands 
being subsequently sold to Mackenzie, 
Mann & Co. and the Canadian Northern 
Ry.; and the claim further included $200,- 
alleged to have been expended in at
tempting to recover the property from

Mackenzie, Mann & Co. The statement 
of claim contained allegations of fraud, 
espionage, bribery and attempts on his 
liberty and life. The statement of de
fence claimed that Russell had made de
fault in his agreement to pay for the 
land, and that in return for shares in the 
Canada Saskatchewan Land Co. he g&ve 
up all claim to the land. Russell was 
not in court when the case came up, and 
it was dismissed.

Canadian National Railways 
Earnings.

1920
January ........................................... $ 7,726,562
February ......................................... 6,516,059
March ................................................. 7,761,326
April ................................................... 8,207,478
May ...................................................... 8,305,860

$ 6,-.787,511

?:!!!:$

Approximate earnings for three weeks 
June 21, $5,305,120, against $4,621,197 for 
same period 1919.

$38,058,285 $35,°34-”cd

6 the

Canadian Northern Railway System-

January . 
February 
March . . 
April . .

1920
$4,200,700

3,862,300
4,587,700
4,732,623

$17,383,323

•!:£?

Canadian Pacific Railway Earn
ings, Expenses, Etc.

Gross earnings, working expenses, net 
and increases or decreases, from Jan. 
compared with those of 1919 :

1920,

Expenses
•Tan... $13,914,669 $13,328,628 $585,941
Feb... 13,557,104 12,843,231 713,873

15,715,937 13,758,171 1,957,766
Apr... 15,929,416 13,587,570 2,341.846

$59,117,026 $53,517,600 $5,599,426
$9,541,444 $10,104,314

Deer. $562,870

Increases
»« «gfS 

S
253,22*

1*70*$562,*

Approximate earnings for May $16,161,000, 9 > 
for three weeks ended June 21, $10,857,000, ag+hree 
$13,277,000 for May, and $9,073,000 for 
weeks ended June 21, 1919.

Grand Trunk Railway Earning8’ 
Expenses, Etc.

Gross earnings, working expenses, net ear ^0, 
and increases or decreases, from Jan. 1* 
compared with those of 1919 :

Gross Expenses Deficit 
$ 5,054,034 $ 5,867,445 $ 813,411

4,660,831 5,159,742 498,911
5,756,372 5,491,293 265,079
5,477,816 5,187,340 290,476

Feb! Sss
$20.949,$53 $21,705,820 $ 766,767 $1,327,.....

Incr. $1,587,993 $2,915,193 ................
Deer.............................................................  $1,327,200 ...... g„d

Approximate earnings for May, $7,269,680^ 
for three weeks ended June 21, $5,905,666, 
$6.846,886 for May, and $5,059,517 for three " 
ended June 21, 1919.

------------------------ . . Car-Sir William Mackenzie’s Pnvat*
P. F. Casgrain, M.P. for Charles 
Montmorency, Que., asked in the B.u s 
of Commons recently, “How many ® car 
has Sir William Mackenzie’s private s- 
travelled on the Canadian National 
within the last two years.” The M eIJt 
ter of Railway replied: “The Govern 0f 
has no information as to the detai^ 
operation of each individual car, °n 
Canadian National Rys.”
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Mainly About Railway People Throughout Canada.
p J- Antonisen, who was appointed City 
^flgineer, Port Arthur, Ont., recently, 
Was born in Christiania, Norway, in 1869, 
?nd after spending a year in shipbuild- 
"Wat Bergen, Norway, went to the Unit
ed States in 1888, where he acquired some 
Practical experience in civil engineering, 
and returned to Norway in 1894. After 
graduating in civil engineering at the 

resden University, he was engaged for 
"Pout two years as Assistant Engineer 
n the Saxony Government Railways, and 

Qp®nt another four years in the Saxony 
government department for improvement 
and regulation of rivers. He came to 

ana da in 1904 and entered C.P.R. ser- 
as Terminal Engineer, Winnipeg, 

na in 1905 was appointed City Engi- 
I ®er. Port Arthur, Ont., and subsequent- 
y also Manager, Public Utilities Com- 

l 1Ssion there, resigning in 1911, when 
Was appointed City Engineer, Moose 

lasT’ 8asks-> in 1912. He resigned the 
a st mentioned position in 1913 and was 
rifP°1nted Superintendent, Brandon Mu- 
n c,Pal Ry., Brandon, Man., in 1913, which 
ed t on ke resigned in 1914, and return- 
,1 Port Arthur, Ont., where he con- 
6r,f ed a private practice until his pres- 

appointment.
p.i’tr.P. Bamford, who has been appoint
er, D«trict Freight Agent, C.P.R., Nel- 
aa', B.C., was born at Belleville, Ont., 
•Jn« ' 1863, and has been, prior to
|> ne> 1910, District Freight Agent, C.P. 
içj’.Dondon, Ont.; June, 1910, to Apr., 
Di, General Freight Agent, Atlantic 
l9iiSlon’ C.P.R., St. John, N.B.; Apr., 
i to May, 1916, Division Freight 
j„i®nt> Atlantic Division, C.P.R., St. 
n;!\\ N.B.; May, 1916, to June 1, 1920, 

trict Freight Agent, C.P.R., Toronto.
sidp^net William Blackwell, Vice Pre- 

Canadian Steel Foundries Ltd., 
shoffr??l, died there, June 11, after a 
îv 1 “Iness. He was born at Devizes, 
T p’ duly 16, 1850, and was the son of 
Gen "' ?■ Blackwell, Vice President and 
to i6Jal Manager of the G.T.R. from 1857 
Coi, ‘ He was education at Bishops 
'and g6’ Dennoxville, Que., and in Eng- 
eo,,;’and took up the study of mechanical 
five v ring. at the age of 17: spending 
G.t pears in the drawing office of the 
he iU" shops at Montreal, after which 
tnan a®> from 1872 to 1875, Shop Fore- 
si8t ’ G.T.R., Montreal ; 1875 to 1879, As- 
k 1jLt Mechanical Superintendent, G.T. 
clianii real! 1879 t0 Sept- 1881, Me- 
GranjaA Superintendent, Chicago and 
te,ider,t rnk Rd'; 1881 to 1883’ Superin- 
C.p T?nt> Locomotive and Car Department, 
to Ô ■’ Montreal. In 1883 he resigned 
iiiannf r business in connection with the 
‘^htr iUre railway supplies in
dent _eaJ> and eventually became Presi- 
ada S . Managing Director of the Can- 
^ear* w,fch & Spring Co., which later 
®f ^l.® the Montreal Steel Works Ltd., 
busjn ctl he was President, and when the 
8teei ps was taken over by Canadian 
aident <lUndries Ltd., he became Vice Prê
tas ti the last mentioned company. He 
®f Civne|idei?* °f the Canadian Society 
mstit.J! Engineers, now the Engineering 
î?bseai of Canada, in 1903, and was 
that jC/??tly an honorary councillor of 
at v. .atitute. He was also a director, 
b achin°Us times, of the Locomotive & 
^htirho Co., Montreal ; Vice President, 
L®a] p aa Tramway & Power Co., Mont- 
%., x, r* & Island Ry., Montreal Street
«evè ‘ ------

S*ï*g*n Tramway & Power Co., Mont- 
V Vfrk & isiand Ry., Montreal Street 

6vérai°Va 8c°tia Steel & Coal Co., and 
vanieai financial and industrial com- 
koyai V, The funeral took place at Mount 

Cemetery, Montreal, June 14, when

a large number of transportation men 
attended.

George Bonham, who died suddenly, 
from apoplexy, at Montreal, June 1, aged 
83, was at one time accountant on the 
Quebec & Lake St. John Ry., and re
mained for a time with the Canadian 
Northern Quebec Ry., when the control 
of the former line passed to the latter.

W. A. Booth, chief draftsman, G.T.R., 
Montreal, and Secretary Canadian Rail
way Club, was elected Vice Chairman of 
the Society of Railway Club Secretaries, 
at Atlantic City, recently.

J. M. Copeland, who has been appoint
ed Travelling Agent, Great Northern Ry., 
Toronto, was presented with a silver 
mounted and engraved umbrella recent
ly, by R. W. Long, Divisional Freight 
Agent, G.T.R., Toronto, and staff, on 
leaving the G.T.R. service.

T. M. Hyman,
Master Car Builder, London, Ont., Shops, Grand 

Trunk Railway.

J. J. Crowley, Assistant Superintend
ent, Canada Southern Division, Michigan 
Central Rd., St. Thomas, Ont., died at 
St. Bernard Hospital, Chicago, 111., June 
14.

J. H. Cunningham, who has resigned 
as General Agent, Union Pacific Rd., 
Vancouver, B.C., is now President of 
Rock-Cunningham Inc., Seattle, Wash., 
shippers and steamship agents.

Mrs. Dennis, wife of Col. J. S. Dennis, 
C.M.G., Chief Commissioner of Coloniza
tion and Development, C.P.R., died at 
Calgary, Alta., June 8, after a long ill
ness.

Richard Doyle has been appointed As
sistant General Manager, Mississippi 
River & Bonne Terre, Ry., Bonne Terre, 
Mo., operating 46.2 miles of line from 
Riverside to Doe Run, and 8.11 miles of 
branches. He was born at Dudley, 111., 
Nov. 12, 1862, and entered transporta
tion service June 16, 1862, since when 
he has been, to Jan. 1, 1883, telegraph 
operator, Big Four Rd., at various points;

Jan. 1, 1883, to Aug. 1, 1892, dispatcher; 
Aug. 1 to Nov. 15, 1892, chief dispatch
er; Nov. 15, 1892, to Mar. 1, 1893, As
sistant Trainmaster; Mar. 1, 1893, to 
Dec. 1, 1899, Trainmaster same road, 
Mattoon, 111.; Dec. 1, 1899, to Jan. 1, 1904, 
Trainmaster, Wabash Rd., St. Thomas, 
Ont.; Jan. 1, 1904, to Nov. 1, 1906, Sup
erintendent, same road, Moberly, Mo.;. 
Nov., 1906, to Dec. 1, 1909, Trainmaster, 
G.T.R., Battle Creek, Mich.; Dec. 1,1909, 
to Dec. 15, 1910, Master of Transporta
tion, same road, Durand, Mich.; Dec. 15, 
1910, to Nov., 1912, Trainmaster and As
sistant Superintendent, Chicago & Alton 
Rd„ Springfield, 111.; Nov., 1912, to Mar. 
16, 1916, Trainmaster; Mar. 16, 1916, to 
June 1, 1920, Superintendent, Mississippi 
River & Bonne Terre Ry., Bonne Terre, 
Mo.

James Dunsmuir, at one time chief 
owner of the Esquimalt & Nanaimo Ry., 
and later a director of the C.P.R., which 
company acquired the control of the E. 
& N.R., died at Cowichan Lake, B.C., 
June 6, as the result of a stroke, after 
being in poor health for some time. He 
was born at Fort Vancouver July 8, 
1851. He entered business life with his 
father, who discovered and developed the 
first coal measures of any importance in 
British Columbia, and eventually suc
ceeded him as President and chief owner 
of the Union and Wellington collieries, 
and the Esquimalt & Nanaimo Ry. These 
properties have since passed into the 
hands of Canadian Collieries (Dunsmuir) 
Ltd., and the C.P.R. respectively. He 
was a director of the C.P.R. for some 
years after 1908, was a member of the 
B.C. Legislature from 1898 to 1902, Pre
sident of the Council 1900 to 1902, and 
Lieutenant-Governor of the province 
from 1906 to 1909. He entertained the 
present King and Queen when they visit
ed British Columbia in 1901, and was 
present at the coronation of the late 
King Edward and Queen Alexandra in 
1902.

L. C. Fritch, at one time General Man
ager, Eastern Lines, Canadian Northern 
Ry., Toronto, and latterly Vice President 
and Chief Engineer, Chicago, Rock Island 
& Pacific Ry., under corporate control, 
has been elected Vice President of the 
latter company, in charge of construc
tion, maintenance and capital expendi
tures, with office at Chicago.

John Macneill Grieve, who has been 
appointed General Superintendent, Sleep
ing, Dining and Parlor Cars and News 
Service, Canadian National Rys., Toron
to, was born in Scotland, Aug. 25, 1870, 
and entered railway service in July, 1900, 
since when he has been, to Sept., 1900, 
waiter, Intercolonial Ry., Halifax, N.S.; 
Sept., 1900, to Apr., 1907, waiter and 
steward, C.P.R., Montreal; May, 1907, to 
Apr., 1908, waiter, Apr., 1908, to Mar., 
1910, dining car steward, Mar., 1910, to 
Mar. 1912, Inspector, Mar., 1912, to Apr., 
1915, Chief Inspector, Apr., 1915, to Oct., 
1917, Assistant Superintendent, Sleeping, 
Dining and Parlor Cars and News Ser
vice, Canadian Northern Ry., Winnipeg; 
Oct., 1917, to May 1, 1920, Superintend
ent, same department, Canadian North
ern Ry., latterly Canadian National Rys., 
Winnipeg.

John Halstead, whose appointment as 
Division Freight Agent, C.P.R., Winni
peg, was announced in our last issue, en
tered C.P.R. service Jan. 7, 1892, since 
when he has been, to May, 1894, mes
senger and clerk, Freight Department,
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London, Ont.; May, 1894, to July, 1897, 
billing clerk, Toronto; July, 1897, to July,
1901, stenographer, General Freight De
partment, Toronto; July, 1901, to May,
1902, chief clerk, General Freight De
partment, Toronto; May to Nov., 1902, 
Travelling Freight Agent, Winnipeg; 
Nov., 1902, to Feb., 1906, chief clerk, 
General Freight Department, Vancouver, 
B.C.; Feb. to Oct., 1906, Freight and 
Passenger Agent, Tacoma, Wash.; Oct., 
1906, to Jan. 1, 1909, Assistant General 
Freight Agent, Calgary, Alta.; Jan. 1, 
1909, to May 15, 1920, Division Freight 
Agent, Calgary, Alta.

R. A. C. Henry, B.A., B.Sc., Assistant 
Engineer, Railways and Canals Depart
ment, Ottawa, has been appointed Engi
neer in Charge, for the Dominion Gov
ernment, in connection with the arbitra
tion as to the acquisition of the G.T.R. 
System, and is located in the Drummond 
Building, Montreal. F. P. Moffatt of 
Winnipeg, formerly Senior Division En
gineer, Hudson Bay Ry., has been ap
pointed Assistant Engineer in connection 
with the work.

C. R. Hosmer, one of the C.P.R. direc
tors, and Mrs. Hosmer, are spending the 
summer at Dorval, Que.

T. M. Hyman, whose appointment as 
Master Car Builder, G.T.R., London, Ont., 
was announced in our last issue, was 
bom near Bristol, Eng., June 12, 1885, 
and after serving an apprenticeship in 
car construction in England, came to 
Canada and entered G.T.R. service at 
Point St. Charles shops, Montreal, and 
in 1914 was Car Inspector. On the out
break of war in 1914, he enlisted for ac
tive service and went overseas with the 
Second Brigade of the first contingent, 
and served throughout the war, receiv
ing the Distinguished Conduct Medal. 
On his return to civil life in 1919, he 
was appointed Assistant General Fore
man, Car Department, Point St. Charles 
shops, G.T.R., Montreal, and was ap
pointed to his present position May 1.

Walter E. Joyce, who has been engi
neer in charge of the Montreal tunnel, 
Canadian National Rys., since the late 
S. P. Brown resigned the position of 
Chief Engineer, has resigned, and is re
ported to have been appointed in charge 
of the Ridout suspension bridge at King
ston, N.Y.

H. G. Kelley, President G.T.R. and G.T. 
Pacific Ry., is a member of the commit
tee on freight stations, organization, 
simplification of switching, and mechan
ical appliances, of the International Rail
way Congress, which will meet in Rome, 
Italy, in April and May, 1922.

Jas. A. C. Kelman, whose appointment 
as Telegraph Traffic Supervisor, Central 
& Western Divisions, Grand Trunk Pa
cific Ry., Winnipeg, was announced in 
our last issue, was born at Bowmanville, 
Ont., Nov. 1, 1886, and entered telegraph 
service Feb. 1, 1902, since when he has 
been, to Mar. 30, 1903, messenger, Great 
North Western Telegraph Co., Bowman
ville, Ont.; Feb. 1, to Sept. 10, 1903, tele
graph operator, same company, Brighton, 
Ont.; Oct. 1, 1903, to Nov. 1, 1905, tele
graph operator, G.N.W.T. Co. and C.P.R. 
Telegraph, Toronto; Nov., 1905, to July, 
1908, telegraph operator, C.P.R. and Ca
nadian Northern Ry., Winnipeg; July 13, 
1908, to Nov. 1, 1910, telegraph operator, 
G.T.P. Ry., Winnipeg; Nov. 1, 1910, to 
June 1, 1917, chief telegraph operator, 
same company, Winnipeg; June 1, 1917, 
to May 17, 1920, telegraph circuit man
ager, same company, Winnipeg.

Ernest Roy Logie, whose appointment 
as Division Engineer, Superior Division,

Canadian National Rys., Hornepayne, 
Ont., was announced in a recent issue, 
was born at Chatham, N.B., Aug. 16, 
1886, and entered railway service in Mar.
1907, since when he has been, to Sept.,
1908, draftsman and rodman, Grand 
Trunk Pacific Ry., Winnipeg, and Ed
monton, Alta.; June, 1909, to Dec., 1910, 
draftsman, leveller and Resident Engi
neer, successively, Bangor & Aroostook 
Rd., Bangor, Me,; Jan., 1911, to Jan., 
1912, topographer on location, and in
strument man on construction, Franz to 
Hearst, Ont., Algoma Central & Hudson 
Bay Ry.; Jan., 1912, to Sept., 1917, Resi
dent Engineer on construction, Sudbury- 
Port Arthur line, Canadian Northern Ry., 
and Lambton-Guelph line, Toronto Sub
urban Ry.; Sept., 1917, to Dec., 1918, 
Resident Engineer, Toronto, Hamilton & 
Buffalo Ry., Bridgeburg and Hamilton, 
Ont.; Jan., 1919, to Feb., 1920, Resident 
Engineer on Maintenance, Canadian Na
tional Rys., Rosedale, Ont.

J. K. Macdonald, who has been ap
pointed Chief Engineer, Northern Light 
Railways Co., Elk Lake, Ont., in charge

J. M. Grieve,
General Superintendent, Sleeping, Dining and Par
lor Cars and News Service, Canadian National 

Railways.

of surveys and construction of the pro
jected light railways in Northern On
tario, was born in 1869, and graduated in 
civil engineering from Ottawa Univer
sity in 1892, and held various minor en
gineering positions in Canada and the 
U.S. from 1892 to 1900. In 1900 he was 
contractors’ engineer on the harbor works 
at Port Colborne, Ont.; 1901, Chief En
gineer and General Superintendent, Ma
rietta, Columbus & Cleveland Ry., and 
rebuilt and operated 67 miles of coal 
railway, which was subsequently sold to 
the Wabash Rd.; 1902, Division Engi
neer, Missouri Pacific Ry. on construc
tion work in Arkansas ; 1903, Division 
Engineer on location; 1904, Locating En
gineer on the southern end of the Toron- 
to-Sudbury line, C.P.R.; 1905, Division 
Engineer, New Liskeard to McDougalls 
Chutes, Timiskaming & Northern On
tario Ry.; 1906 to 1907, prospecting min
ing claims, and contractors’ engineer,

Canadian Northern Ry.; 1908, on l°c3' 
tion work, Ontario Northern & Tim3' 
garni Ry. from Sturgeon Falls north, ana 
also engaged on the construction of the 
Northern Ontario Smelter at Sturgeon 
Falls, Ont.; 1909, Inspection Engineer 
Atlantic, Quebec & Western Ry., Gaspe> 
Que.; 1910, Engineer for the Foundation 
Co. engaged on the reconstruction of tn® 
C.P.R. Windsor St. station, Montre»1! 
1911, Engineer in charge of the Mon® 
Nickel Co.’s connecting railway; 191" 
Contractors’ Engineer, C.P.R., double 
tracking on the Lake Superior Division 
1913, engaged in mine surveying, Pr°®' 
pecting and municipal work, Sudbury 
Ont.; 1914, Contractors’ Engineer, Tre» 
Canal, Washago, Ont. From 1915 1 
1919, he was in military service over
seas, two years being spent in Franc 
on light railway location and constru ' 
tion, and subsequent to his discharge 1 
Apr., 1919, he has acted as a vocation3 
officer for the Disabled Soldiers Civil R ' 
establishment Commission at Toronto-

W. Mcllroy, whose appointment 3 
General Agent, Passenger Departmen > 
C.P.R., Detroit, Mich., was announÇ 
in our last issue, entered C.P.R. servi 
in May, 1891, in the telegraph depar 
ment, and has been, from June, 1892» 
July, 1893, clerk, Galt, Ont.; July ’ 
to Feb., 1899, telegraph operator, Toro 
to; Feb., 1899, to June 1900, agem- 
Brantford, Ont.; June, 1900, to jp3vj 
1905, agent, Galt Ont.; Mar., 1905, . 
Oct., 1912, agent, Peterborough, Dn •> 
Oct., 1912, to May, 1915, City Passeng3' 
and Ticket Agent, Hamilton, Ont.;
1915, to June, 1916, City Passeng®
Agent Toronto; June, 1916, to June_,,r 
1920, chief clerk to District Passeng 
Agent, Toronto. ,

Miss Evelyn Maclnnes, second dauë , 
ter of W. R. Maclnnes, Vice Pres1® J 
Traffic, C.P.R., was married at Monti 
June 15, to Capt. R. B. S. Reford, 
of the Irish Guards, formerly A.D.C- r 
the Lord Lieutenant of Ireland, and el > 
son of R. Wilson Reford, of the R°D 
Reford Co., Montreal. . ,

Arthur Tilley McKean, whose aPPp 
ment as Division Freight Agent, 
Calgary, Alta., was announced m 
last issue, was born at St. John,
Dec. 18, 1886, and entered C.P.R- s6*/ t0 
Apr. 1, 1903, since when he has beepeIi-
Mar., 1906, clerk and stenographer, . 
eral Freight Department, St. John, /V-t 
Mar., 1906, to Jan., 1908, clerk, aSS?stant 
chief clerk and chief clerk to Assis f 
Freight Traffic Manager, Winnipeg! 
1908, to June, 1911, Soliciting Fr j>n„ 
Agent, Winnipeg; June, 1911, to . eg;
1916, City Freight Agent, Wini»P 
Jan., 1916, to May 15, 1920, Divis*
Freight Agent, Winnipeg.

R. M. MacMillan, whose appointi^- 
as Divisional Superintendent of get- 
graphs, and Superintendent of Time 
vice, Central Division, Grand TrunK ^ 
cific Ry., Winnipeg, was announce^.ce 
our last issue, entered telegraph sein 
in 1904 as messenger with the We 
Union Telegraph Co., Sydney, N-?'’s of 
worked through the various posit10' rei 
clerk, operator and local manager jj, 
and was later transferred to Halit3 Led 
S. In 1911 he went west and e» . jo 
C.P.R. Telegraphs service, transfer 
the Grand Trunk Pacific TelegraP1 aIid 
vice at Winnipeg in the same ye?*’th3* 
was subsequently city manager Jrjgsff 
service at Regina, Sask., and L3 ^pd. 
and Edmonton, Alta., successively 
during the absence on active 1,1 jpff3 
service of F. T. Caldwell, was apPLjgle- 
acting Divisional Superintendent oi 
graphs.

jit
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Mrs. A. D. MacTier, wife of the Vice 
Resident, Eastern Lines, C.P.R., and 
lv*iss Adeline MacTier, are spending the 
summer in England.

Richard Marpole, General Executive 
"assistant, C.P.R., Vancouver, B.C., died 
l»|re ^une 8. He was born in Wales in 

°0, and served for nearly eight years 
a the construction and traffic depart

ments of British railways before coming 
“Canada. He entered C.P.R. service in 
}~°I> serving successively as contractor, 
Insistant Manager of Construction, 
^■Pissing Division; Superintendent, Lake 
superior Division; Superintendent, Paci- 
pC Division, and General Superintendent, 
ucific Division to 1907, when he was 

'.Ppointed Executive Agent for the Pa- 
. Coast, and later, General Executive 

ssistant for British Columbia, 
i Charles Sedgewick Morse, who has 
«^appointed District Freight Agent, 

n^v.R., Toronto, was born at Ottawa,Ont, ! Aug. 31, 1889, and entered C.P.R.« ojl, xoovj etna enuereu v.ir.xx,.
, rvice Mar. 1, 1906, since when he has 
inpn’ ito ^an- 1> 1909, stenographer, trac- 
• ° clerk and export clerk, Winnipeg; 
p „ . 1| 1909, to Apr. 1, 1912, Travelling 
lt)mght Agent, Calgary, Alta.; Apr. 1, 
a JA to July 15, 1914, District Freight 
PSent Fort William, Ont.; July 15, 1914, 
Ln«j*ne 1> 1920, District Freight Agent, °ndon, Ont.
of V?rd Mount Stephen, first President 
(lav • C.P.R., celebrated his 91st birth-

y in England, June 5.
Sj as- Murdoch, of Toronto, who has re- 
t>oi ^ • b*s position as a member of the 
Urn, ln'non Board of Commerce, has an- 
in niCe<^ that he will return to his office 
thPTVela"d, Ohio, as Vice President of 
Ajp^uotherhood of Railway Trainmen of

Ueer^D Murphy, Chief Electrical Engi- 
Uud ’ rftailway and Canals Department, 
a(i,L Board of Railway Commissioners, 
Cana!?86'1 the Engineering Institute of 
Pfohl ’ Ottawa Branch, recently, on ice 
Mthle>*s .and their solution, illustrated 

p Moving pictures and lantern slides. 
ttierif31^68 Needham, whose appoint- 
tenrip as Assistant to General Superin- 
men5nt> Motive Power and Car Depart- 
in 0,s’ C.T.R., Montreal, was announced 
OntUr iast issue, was born at London, 
Sen,'; Bee. 9, 1877, and entered G.T.R. 
been ce July 2, 1898, since when he has 
in w,th the exception of short periods 
blent road and transportation depart- 
suCc and the motive power department, 
kee ®sively as follows,—clerk, head time 
cial a accountant, chief clerk, and spe- 
to A»assistant, to 1905, at Toronto, and 

ay 17, 1920, at Montreal.
Cener’f Hettinger, I.S.O., at one time 
Edv,na! Manager, Intercolonial & Prince 
8,, a u Island Railways, at Moncton, N. 
of thn Mrs. Pottinger, who spent most 
Jiac \r^mter *n Montreal, are at Sche- 

q’ p_., for the summer.
6f '(Anr*Ce,'.^reen> Industrial Commission- 
?8olteanaa*an National Rys.. Toronto, 

Car,0 j J°rests and forest preservation 
ASS0(.;acla. before the National Editorial 
j0, atlon at Boston, Mass., June 4. 

of thr>nv„^'un'on Rutherford, C.M.G., one 
o.0lPmiV*0nibers °I the Board of Railway 
me (jp„'oners> Ottawa, has been given
scien„ueSree 0f doctor’ of veterinary 
Vopsitv bonoris causa, by Toronto Uni-

AgA Bsborne Scott, General Passenger 
Peg Uj Canadian National Rys., Winni- 
^P(ir, !!isTJnarricd there, June 2, to Miss 

Dad ' cath-
he g A Shaughnessy and Hon. Marguer- 

"Ughnessy have returned to Mont

real from England.
Mrs. Spencer, widow of C. W. Spencer, 

at one time in the C.P.R. service, and 
afterwards with the Canadian Northern 
Ry., and Miss Beatrice Spencer, who 
spent the winter in California, have re
turned to Montreal.

Frederick William Sterling, who has 
been appointed District Freight Agent, 
C.P.R., Edmonton, Alta., was born at 
Thornbury, Ont., Sept. 13, 1879, and en
tered C.P.R. service in 1894, since when 
he has been, to 1903, messenger, local 
freight office, Vancouver, B.C.; 1903 to 
1904, claims clerk, General Freight De
partment, Vancouver, B.C.; 1904 to 1906, 
chief clerk, General Freight Department, 
Vancouver, B.C.; 1906 to 1910, Contract
ing Freight Agent, Seattle, Wash.; 1910 
to 1913, Travelling Freight Agent, Van
couver, B.C.; 1913 to May, 1920, District 
Freight Agent, Nelson, B.C.

William Tansley, who has been ap
pointed Car Service Agent, C.P.R., To
ronto, was born at Shelburne, Ont., Dec. 
27, 1872, and entered C.P.R. service in 
Sept., 1889, since when he has been, to 
1900, operator and agent at various 
points on the Ontario Division ; 1901 to 
1907, dispatcher, Toronto; 1907 to 1912, 
Chief Dispatcher, Toronto; 1907 to 1912, 
Assistant Superintendent, Havelock, Ont.; 
1914 to 1915, Assistant Superintendent, 
Toronto ; May 18 to July, 1915, Assistant 
Superintendent, Smiths Falls, Ont.; July 
to Dec., 1915, acting Superintendent of 
Car Service, Eastern Lines, Montreal ; 
Dec., 1915, to Feb., 1916, Assistant Sup
erintendent, Montreal Terminals; Feb., 
1916, to Jan., 1917, Assistant Superin
tendent, London, Ont.; Jan. to Apr., 1917, 
acting Superintendent, London, Ont.; 
Apr., 1917, to Apr., 1918, Superintend
ent, Laurentian Division, Quebec District, 
Montreal; Apr., 1918, to May 31, 1920, 
Car Service Agent, C.P.R., St. John, N.B.

Lady Van Horne, and Miss Van Home, 
are spending the summer at Covenhoven, 
St. Andrews, N.B.

Mrs. Vaughan, wife of H. H. Vaughan, 
formerly Assistant to Vice President, C. 
P.R., and their family, are spending the 
summer at Lake Placid, N.Y.

W. G. Vernon, Yardmaster, G.T.R., 
Windsor, Ont., dropped dead in the yards 
there, June 24, aged 54.

F. L. Wanklyn, General Executive 
Agent, C.P.R., Montreal, and Mrs. Wank
lyn, are spending the summer at their 
country house, at Senneville, Que.

Howard Williams, C.B.E., heretofore 
Assistant General Manager, London & 
North Western Ry. of England, has been 
appointed General Manager, Central Ar
gentine Ry.

John H. Wilson, whose appointment as 
Locomotive Foreman, C.P.R., John St., 
Toronto, was announced in our last is
sue, was born at Aberdeen, Scotland, 
Aug. 31, 1878, and entered C.P.R. service 
May 1, 1899, since when he has been, to 
May, 1900, machinist, Winnipeg; May to 
Dec., 1900, charge hand, Calgary, Alta.; 
Jan., 1901, to Nov., 1906 assistant fore
man, Brandon, Man.; Nov., 1906, to Aug. 
1909, Locomotive Foreman, Brandon, 
Man.; Aug. to Dec. 1909, Locomotive 
Foreman, Moose Jaw, Sask.; Jan., 1910, 
to Nov., 1914, Locomotive Foreman, 
Kenora, Ont.; Nov., 1914, to Apr., 1916, 
Locomotive Foreman, Canadian Northern 
Ry., Hornepayne, Ont.; Apr. 1916, to Apr. 
1919, General Foreman, Canadian North
ern Ry., Trenton, Ont.; Apr. to Nov.,
1919, Locomotive Foreman, C.P.R., 
Smiths Falls, Ont.; Nov., 1919, to Apr.,
1920, Locomotive Foreman, C.P.R., 
Browneville Jet., Me.

Delaware & Hudson Co.’s Canadian 
Properties.

The Delaware & Hudson Co.’s annual 
report, for the year ended Dec. 31, 1919, 
contains the following:—Your railroad 
properties in Canada, operated by their 
owners, obtained the following results, 
which are compared with the previous 
year:

The Quebec, Montreal & Southern 
operating revenues decreased $208,238.47, 
or 26.49%, and operating expenses in
creased $49,874.32, or 6.34%. Income 
from hire of freight cars increased $49,- 
480.83, or 22.04%, and net operating in
come, not deducting interest due your 
company, was $7,712.47, a decrease of 
$199,264.27. Freight movement de
creased 23,355,427 ton miles, or 51.97%, 
mainly on account of the reaction fol
lowing the war. Freight revenue de
creased $211,476.70, or 33.97%. "Passen
ger movement decreased by 491,408 pas
senger miles, or 10.69%. Operating ex
penses were increased by charges in an
ticipation of wages adjustments which 
may be necessary and will probably be 
retroactive to Jan. 1, 1919. Decreases 
occurred in maintenance of way and 
structures and transportation expenses, 
but were more than offset by an increase 
in the outlay for maintenance of equip
ment resulting from heavy repairs to lo
comotives during the year.

The Napierville Junction operating 
revenues increased $73,474.20, or 17.27%; 
operating expenses increased $83,831.25, 
or 27.71%, and net operating income de
creased $10,118.92, or 13.64%. Operat
ing expenses were increased by neces
sary wages adjustments and this com
pany’s proportion of the increased cost 
of operating through passenger train 
service due to increased wages paid by 
the U.S. Railroad Administration. Pas
senger revenue increased $124,443.64, or 
97.01%, on account of the increase in 
passenger traffic which followed the ter
mination of the war and the operation 
of through passenger train service to the 
station at Windsor St., Montreal. How
ever, this increase was more than offset 
by a decrease in freight revenue of 
23.76%, and the increase in expenses.

Toronto Union Station Progress.
W. F. Maclean, M.P. for South York, 

Ont., asked the following questions in the 
House of Commons June 8:—“Is the 
Minister of Railways aware that the new 
Union Station at Toronto, which is being 
built largely at the expense, either directly 
or indirectly, of the people of this coun
try, has been completed, and is practic
ally ready for occupation, but that for 
some reason or another the use of it is 
delayed ? Is he also aware that the peo
ple of Toronto and of Ontario generally 
would like to see the splendid accommo
dation provided in that station for postal, 
express and passenger business, put at 
their disposal at the earliest possible 
date? If some legal difficulty stands in 
the way, I should like to know whether 
the government is prepared to remove 
that and to give the public the use of the 
building?”

The Minister of Railways, Hon. J. D. 
Reid, replied:—“The work in connection 
with the new station at Toronto is not 
and will not be completed for some little 
time. It has been delayed on account 
of strikes and shortage of material. The 
Toronto Terminals Railway Co., which is 
constructing this station, tells me that 
every effort is being made to complete it 
at the earliest possible moment.
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Railway Association of Canada’s 
Officers, Committees, Etc.

Following is a revised, up-to-date list 
of Railway Association of Canada’s offi
cers, committees, etc.

Honorary Chairman, Lord Shaughnes- 
sy, Chairman, C.P.R. Co., Montreal.

President, H. G. Kelley, President, G. 
T.R., Montreal.

General Secretary, C. P. Riddell, Mont
real.

Executive Committee—Lord Shaugh- 
nessy, Chairman, C.P.R., Montreal ; H.
G. Kelley, President, G.T.R., Montreal ; 
E. W. Beatty, President, C.P.R., Mont
real; D. B. Hanna, President, Canadian 
National Rys., Toronto ; J. N. Beckley, 
President, T., H. & B. Ry., Rochester, 
N.Y.; A. H. Smith, President, New York 
Central Rd., New York.

Operating Committee—Grant Hall, 
Vice President, C.P.R., Montreal; W. D. 
Robb, Vice President, G.T.R., Montreal ;
M. H. MacLeod, Vice President, C.N.R., 
Toronto; F. F. Backus, General Mana
ger, T., H. & B. R., Hamilton; J. H. 
Walsh, General Manager, Quebec Cen
tral Ry., Sherbrooke.

Traffic Committee—C. A. Hayes, Vice 
President, C.N.R., Toronto; J. E. Dal- 
rymple, Vice President, G.T.R., Mont
real; W. R. Maclnnes, Vice President, C. 
P.R., Montreal; G. C. Martin, General 
Traffic Manager, T. H. & B. R., Hamil
ton; Carl Howe, Traffic Manager, Michi
gan Central Rd., Chicago.

Financial Committee—I. G. Ogden, 
Vice President, C.P.R., Montreal ; Frank 
Scott, Vice President, G.T.R., Montreal;
A. J. Mitchell, Vice President, C.N.R., 
Toronto; W. H. Maund, Sec.-Treas., T. 
& N. O. R., Toronto ; E. B. Barber, Comp
troller, Algoma Central & Hudson Bay 
Ry., Sault Ste. Marie.

Legal Committee—W. C. Chisholm, 
General Solicitor, G.T.R., Montreal ; W.
H. Curie, General Solicitor, C.P.R., Mont
real; Gerard Ruel, General Counsel, C.
N. R., Toronto; F. E. Robson, General 
Solicitor, Michigan Central Rd., Detroit; 
E. D. Cahill, General Solicitor, T. H. &
B. Ry., Hamilton.

Sub-Committee on Transportation — 
H. T. Malcolmson, Superintendent, T. 
H. & B.R., Hamilton; H. Shearer, General 
Superintendent, M.C.R., Detroit; C. G. 
Bowker, General Superintendent, G.T.R., 
Toronto; F. P. Brady, General Manager,
C. N.R., Montreal ; A. Price, General Man
ager, C.P.R., Montreal ; W. H. Farrell, 
General Manager, Algoma Eastern Ry., 
Sudbury; W. A. Griffin, Sup’t of Traf
fic, T. & N. O. Ry., North Bay.

Sub-Committee on Car Service — F. 
Price, Sup’t Car Service, G.T.R., Mont
real; A. Hatton, Gen’l Sup’t Car Service, 
C.P.R., Montreal ; A. E. Lock, Sup’t Car 
Service, T. H. & B. R., Hamilton: J. P. 
Driscoll, Gen’l Sup’t Car Service, C.N.R., 
Toronto ; W. S. Moy, Car Accountant, 
Quebec Cent. Ry.. Sherbrooke ; W. M. 
Hugill, Sup’t Car Service, A. C. & H. B. 
R., Sault Ste. Marie; J. S. Gordon, Gen
eral Manager, Quebec Oriental Ry., New 
Carlisle; C. A. Stewart, Manager, Tem- 
iscouata Ry., Riviere du Loup.

Sub-Committee on Rolling Stock—W. 
H. Sample, Gen’l Sup’t Motive Power, G.
T. R., Montreal; W. H. Winterrowd, Chief 
Mech. Engineer, C.P.R., Montreal ; W.
U. Appleton, Mechanical Engineer, C.N. 
R., Moncton ; H. L. Rodgers, Mech. En
gineer, T. & N. O. R., North Bay; W. T. 
Kuhn, Sup’t Motive Power, T. H. & B. 
R., Hamilton; G. M. Robins, Master Me
chanic, Quebec Central Ry., Sherbrooke; 
G. E. Parks, Mechanical Engineer, Mich. 
Cent. Rd., Detroit; T. C. Hudson, Gen’l

Master Mechanic, C.N.R., Montreal.
Sub-Committee on Engineering—F. L. 

C. Bond, Chief Engineer, G.T.R., Mont
real; A. F. Stewart, Chief Engineer, C. 
N.R., Toronto; J. M. R. Fairbairn, Chief 
Engineer, C.P.R., Montreal; R. S. Mc
Cormick, Gen. Supt. and Chief Engi
neer, A. Ç. & H. B. R., Sault Ste. Marie ; 
R. L. Latham, Chief Engineer, T. H. &
B. R., Hamilton.

Sub-Committee on Wages and Work
ing Conditions—E. R. Battley, Sup’t Mo
tive Power, G.T.R., Montreal; Geo. 
Hodge, Asst, to Vice President, C.P.R., 
Montreal; A. J. Hills, Asst, to President,
C. N.R., Toronto.

Sub-Committee on Claims—J. M. Eed- 
son, Freight Claim Agent, T. H. & B. R., 
Hamilton; E. Arnold, Freight Claim 
Agent, G.T.R., Montreal; G. C. Jackson, 
Auditor of Claims, C.P.R., Montreal ; H. 
McDonald, Freight Claim Agent, C.N.R., 
Toronto.

The Railway Association of Canada 
Western Lines.

Secretary—E. J. Stone, Winnipeg. 
Western Operating Committee—W. P. 

Hinton, Vice President, G. T. Pacific Ry.; 
A. E. Warren, General Manager, C.N.R.;
C. Murphy, General Manager, C.P.R.;
D. C. Coleman, Vice Persident, C.P.R.; 
C. E. Dafoe, Gen’l Superintendent, Mid
land Ry. of Manitoba.

Sub-Committee on Traffic and Trans
portation—H. H. Brewer, General Sup
erintendent, G.T.R.; C. E. Dafoe, Gen
eral Superintendent, Midland Ry. of 
Manitoba; A. E. Stevens, General Super
intendent, C.P.R.; A. Wilcox, General 
Superintendent, C.N.R.; W. J. Manders, 
Asst. Frt. Trf. Manager, C.N.R.; W. M. 
Kirkpatrick, Asst. Frt. Trf. Manager, 
C.P.R.; W. C. Bowles, General Freight 
Agent, C.P.R.; A. E. Rosevear, General 
Freight Agent, G. T. Pacific Ry.; E. D. 
Cotterell, Sup’t of Car Service, C.P.R.; 
T. P. White, Sup’t of Car Service, G. T. 
Pacific Ry.; E. Crawford, Sup’t of Car 
Service, C.N.R.; A. G. Sutherland, Sup’t 
of Car Service, E. D. & B. C. Ry.

Grant Hall Honored in Winnipeg.
Grant Hall, Vice President C.P.R., was 

entertained at dinner at the Royal Alex
andra Hotel, Winnipeg, on June 4, the 
event being somewhat belated, owing to 
the fact that when he was appointed to his 
present position he had to leave Winni
peg suddenly for Montreal to assume it. 
Nearly 300 leading citizens from through
out the west were present, Sir Jas. Aik- 
ins, Lieutenant Governor of Manitoba, 
presiding. Mr. Hall, in replying to the 
toast of his health, is reported as saying 
that it was a really great encourage
ment to a man to find that after years 
spent among them they would go to ex
tremes of trouble to show him such 
marks of approval and appreciation. It 
was not all of his own volition that he 
went to Montreal, for both on account 
of his own many warm friendships and 
associations in Winnipeg and the west, 
and the fact that his family has grown 
Up here and formed close ties in Winni
peg, it was a great loss to him and them 
to leave. He had watched with constant 
faith the development of Winnipeg and 
of the west for 20 years, from the time 
when at the invitation of Sir William 
Whyte he had first gone west. He con
tinued :—“I have seen the C.P.R. extend 
its main line passenger service from one 
train a day to three, including the Trans- 
Canada Limited. I have seen 100 miles 
of the track doubled; the Winnipeg yards 
grow to 150 miles of track, including 
Transcona; the shops from 500 men to

July, 192°'

over 2,000, and the Ogden shops estab
lished with 1,200 men. Thirty years ag 
I was only an apprentice in the Gran 
Trunk shops. I cannot speak to w 
western friends on an occasion like tn>* 
without referring to the problems tha 
face us as a result of the war. The west
ern men gave a good account of them
selves in France and Flanders and may 
be relied upon to do the same now * 
home. I am not a pessimist, but I wow 
suggest that we all get together an 
consider our problems, present and 1“' 
ture, with a minimum of provocative a1 
gument. We want to serve you; we can
not get along without you. I claim tn® 
we should be allowed, and should get, 
remuneration necessary to make that se 
vice adequate to your needs. Though 111 j 
in the east, my heart is with you, f°L 
appreciate the west. I hope you will a 
ways believe I am trying to give you 1 
service to which you are entitled. Son’ 
times I hear western men say that t 
eastern men do not know enough abo 
the west. I know that western men 
not know enough about the east. ” 
are one country, and the west is an > 
portant part of it, but I would sugg®.0 
that you learn the east, and learn 
appreciate it.” ve

Premier Norris of Manitoba, who sp°*s 
for all the other western premier5 J 
well as himself, voiced the sentiments j 
the west in regretting the departure ^ 
such a sterling public spirited person 
Mr. Hall. The Mayor of Winnipeg;, a 
the name of its citizens at large, Pav,es 
tribute of appreciation to the 5erV1t.js 
rendered the city by Mr. Hall, during Y 
executive residence there. Among -,0. 
other speakers were the Mayor of Lr 
ronto, and Peter Heenan, M.L.A-, jS 
Kenora, Ont., a C.P.R. employe, who 
often called upon to represent the " j 
in conference with the management, , ®e 
who testified to the confidence they n 
in Mr. Hall.
Alaskan Railway Work for 1920*

w»:irkConstruction and preparatory ”"rn 
for 1920 on the southern and noi"1 yy,,
sections of the Alaska Government * 
as outlined by Col. Frederic Mears, L j. 
man and Chief Engineer, Alaskan & ^ 
neering Commission, includes âs 
bridges and rock-cut work, as we ,eS, 
new grading and repair of old g^a ^ 
The contract has been let for the bu ^ 
truss span over thé Susitna KiYerViohs 
miles north of Seward. Examina g{ 
are being made for the foundation ^e, 
the Hurricane Gulch steel arch br ^jll 
284 miles north of Seward, which 
be the northern limit of operation ^ 
the southern division this year, y tfiis 
necessary to start excavation y fte 
point early in the season, owing togev- 
heavy yardage in the approach cut- ^j)l 
eral miles of sidehill grading w»rK fye 
be carried out by steam shovel along ^ 
Susitna River. North of this vv0„f r®' 
the same locality, about 24 mile3 .y ok* 
grading are required, to repair Y. 
grade, which has deteriorated bau«eI)t 
several points owing to its abandon 
in 1917-18. Distribution of suppj1.r8cfc 
materials, from the present end ot 1 jjeS 
237 miles north of Seward, for 3° ‘ t|g 
northward was carried out durlIy0&is‘ 
Winter by sledding over frozen ^ 
On the northern division constv ^ 
will, be confined to Nenana Canyo'1’ :je5 
a distance of about 10 miles, efl1* 
south of Fairbanks, frotii the Pre/’c„rl »?' 
of track. Here engineers have 
signed to construction sections a {o'
station gangs have made contra6 
heavy rock Cut work.
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Electrification of Railways in Great 
Britain.

Reports of recent annual meetings of 
British railway companies give informa
tion as to proposals for electrifying sec
tions of the lines as follows:—The Lon
don & North Western Ry. appropriated 
£150,000 for widening its line between 
Chalk Farm and Willesden for electric 
service, and work on completing the elec
trification of suburban lines, postponed 
during the war, is in progress. The Lon
don & South Western Ry. has decided 
to supersede the present electrical equip
ment of the Waterloo and city under
ground line with modern equipment and 
to extend the length of the trains, at a 
cost, including additional cars, of £750,- 
000. The Great Eastern Ry. has author
ized its General Manager to prepare a 
scheme for the electrification of its lines. 
The London, Brighton & South Coast Ry., 
which has been operating its minor sub
urban trains electrically for some years, 
is encouraged to hope that at an early 
date the company may be able to elec
trify its lines throughout the whole of 
its suburban area. The Lancashire & 
Yorkshire Ry. directors have recom
mended that the line between Manches
ter and Oldham, and on to Shaw and 
Royton, be electrified. The Great West
ern Ry. is electrifying the Ealing & 
Shepherds Bush Ry. The North Eastern 
Ry. has under consideration proposals 
for the electrification of the main line 
between York and Newcastle, 80 miles.
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A North and South American Rail
way.

The often discussed proposal for a 
north and south American railway ex
tending from Hudson Bay, to Patagonia 
is again being revived. This line would 
be approximately 10,000 miles long, and 
it is estimated the trip could be made in 
10 or 12 days. The projected railway, 
while it has been advocated to some ex
tent for the past 50 years, obtained the 
official endorsement of the International 
American Conference in 1902, and has 
again been considered by the Pan-Ameri
can financial conference held in Wash- 
years most of the South American repub- 
years most of the South America repub
lics have been linked up by railways, and 
the Peruvian Government is building ad
ditional lines so that a north and south 
railway on the southern half of the con
tinent is within measurable realization. 
The same may be said of the railway 
situation in Canada, the United States 
and Mexico, where something like a 
through route will be available on the 
completion of the Hudson Bay Ry. by 
the Dominion Government. The greatest 
difficulty to be overcome is in Central 
America, where the population appar
ently is not deeply interested and the 
geological conditions to be met with are 
discouraging.

Quebec & Saguenay Ry. Ownership 
and Operation.—The Minister of Rail
ways stated in the House of Commons, 
recently, that the government took pos
session of this line Mar. 4, 1919, that it 
is still in the contractors’ hands and is 
being operated by them under an ar
rangement made Sept. 24, 1919.

Sir William Van Horne’s Estate.
The Supreme Court at Ottawa recently 

heard the case of the British Columbia 
Finance Minister vs. Royal Trust Co.., 
an appeal from the judgment of the Bri
tish Columbia Court of Appeals affirm
ing the judgment of the trial judge, 
which declared that the Finance Minis
ter’s statement determining the amount 
of succession duty in respect to the es
tate of the late Sir Wm. Van Home pay
able to the Province of British Columbia 
proceeded upon an erroneous basis, and 
that the succession duty payable in re
spect of such estate to British Columbia 
is $8,523.16 and no more. The appel
lant’s grounds of appeal were that the 
property of the deceased, wherever sit
uated, should be taken into account in 
determining the rate of succession duty 
to which the property of deceased situ
ate within British Columbia is liable and 
that the part of deceased’s property with
in the province is liable to the propor
tionate duty that would have been pay
able by that portion if all the property 
of deceased, wherever situate, had been 
within the province. Judgment was re
served.

Air Required to Operate Thermit 
Welding Preheaters.

The following data is the result of tests 
made recently by Metal & Thermit Cor
poration, New York, N.Y., to determine 
the proper amount of air required for 
special thermit welding gasoline and 
compressed air preheaters : 25 lb. per sq. 
in. seems to be a practical minimum for 
operating preheaters. At this pressure, 
a single burner preheater will require 
approximately 25 cu. ft. of free air a 
minute and a double burner preheater 
approximately 50 cu. ft. of free air a 
minute. For very large welds, where the 
walls of the molds are thick, and the pre
heater gates longer than usual, a pres
sure of 40 lb. a sq. in. would be advisable, 
which would require approximately 35 cu. 
ft. of free air a minute for a single bur
ner preheater and 70 cu. ft. of free air a 
minute for a double burner preheater. In 
the case of a large plant, with a central 
air compressor plant, upon which de
mands are being made by many depart
ments, the pressure mentioned above 
should be maintained at the outlet to 
which the preheaters are attached.

Railway Employes' Voting Act, On
tario.—The Act passed in 1918 providing 
for the taking of the votes of railway 
men, who expected to be absent from 
their homes on the regular election day 
was amended at the Ontario Legislature’s 
recent session. The provisions of the act 
are made to apply to voting on bylaws, 
elections for boards of education, or for 
public school trustees where the election 
is held by ballot, and the act is to apply 
in any place where at least 25 railway 
employes petition the council to pass a 
bylaw to that effect.

The Federated Order of Railroad Em
ployes has been incorporated under the 
Dominion Companies Act part 1, without 
share capital, and with office in Toronto, 
to promote the moral and social welfare 
of its members, and to further their in
terests in every legitimate manner; also 
to provide for the maintenance of per
manently disabled members or their de
pendents by furnishing shelter or other 
relief. The incorporators are:—F. Mor
rison, Brockville, Ont.; M. Morrison, H. 
A. Nightingale, A. J. Stark, Toronto, and 
H. S. Rand, Chicago, 111.
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Caraquet & Gulf Shore Railway 
Acquired by Dominion Govern

ment.

The following report of a committee 
of the Privy Council was approved by 
the Governor General on June 10:—The 
committee of the Privy Council have had 
before them a report, dated June 8, 1920, 
from the Minister of Railways and Ca
nals, submitting, with reference to the 
order in Council of May 22, 1918, no. 
1260, whereby authority was given for 
the purchase of various branch lines of 
railway in New Brunswick, upon the 
terms and conditions therein mentioned 
and for the reasons therein set out, that, 
in the Appropriation Act. No. 2, Statutes 
of Canada, 1918, chap. 52, provision was 
also made for the purchase of the Cara
quet & Gulf Shore Ry., but that such 
purchase was not completed, on account 
of the parties not being able to agree 
as to the terms. That the owners of the 
said railway have now agreed to accept 
the olfer made by the Minister of Rail
ways and Canals of $200,000, and the 
cancellation of the amount owed by the 
company to the Canadian Government 
Rys. of $87,705.39, for the said railway, 
its equipment and other property, free 
from all liens, encumbrances and debts 
whatsoever. The Minister, .therefore, 
recommends that, under the provisions 
of An Act to amend the Government Rail
way Act, and to authorize the purchase 
of certain railways, 5 George V, chap. 16, 
authority be given for the purchcase of 
the said railway accordingly, and that 
provision therefor be made in the sup
plementary estimates, the said railway 
to be taken over as of June 1, 1920, and 
interest to be paid on the amount afore
said, from the said date to the date of 
payment, upon transfer of title satisfac
tory to the Department of Justice. The 
committee concur in the foregoing recom
mendation and submit the same for ap
proval.

The Caraquet Ry. Co. was incorpor
ated by the New Brunswick Legislature 
in 1882, and the railway was put in oper
ation from Gloucester Jet., on the Inter
colonial Ry., to Shippegan Harbor, N.B., 
68 miles, by the contractors in Dec., 1887. 
It was taken over by the company for 
operation Jan 1, 1889. The Gulf Shore 
Ry. Co. was incorporated by the N.B. 
Legislature in 1885. Its line extends 
from Pokemouche Jet., on the Caraquet 
Ry., to Tracadie, 16.78 miles. This line 
was subsequently amalgamated with the 
Caraquet Ry., and the combined lines 
have been operated as the Caraquet & 
Gulf Shore Ry. The operations for the 
year ended June 30, 1918, the last figures 
available, were as follows:—

Earnings :
Passenger traffic ........................................... $21,958.35
Freight traffic .....   83,866.93

Total .........................................................$105,825.28
Expenses :

Maintenance of way ...............  $33,793.15
Maintenance of equapment.... 15,581.77
Traffic expenses   .............. 415.01
Transportation .......................   43,623.40
General expenses ................   11,631.35

---------------- 105,044.68

Net earnings ........................ ...........  $780.60
The Caraquet Ry. received subsidies of 

$224,000 from the Dominion, and $180,- 
000 from New Brunswick, and the Gulf 
Shore Ry. received subsidies of $53,699.20 
from the Dominion and $41,950 from New 
Brunswick. The capital at June 30,1918, 
was reported to be $1,250,000 of stocks 
and $500,000 of bonds.

The Caraquet & Gulf Shore Ry. offi
cials, as last reported to Canadian Rail-
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way and Marine World, were as follows: 
President, Geo. Collins, Special Represen
tative, Canadian National Rys., Trenton, 
Ont.; Secretary, C. S. Hamilton, Toron
to; Treasurer, K. W. Mullins ; Superin
tendent, F. V. Burton; and Mechanical 
Superintendent, N. Thibideau, Bathurst, 
N.B.

Port Arthur and Fort William Gov
ernment Grain Elevators.

The following questions were asked in 
the House of Commons recently by J. P. 
Molloy, M.P. for Provencher, Man.:—“Is 
the Government aware of the general 
dissatisfaction of shippers of grain from 
the West, with the government terminal 
weights at Port Arthur ? If so, what 
measures, if any, have been taken to in
vestigate and remedy same? If any in
vestigations have been held by the Board 
of Grain Commissioners or other com
mission, has their report been received, 
and what has been, if any, their recom
mendation?”

Sir Geo. Foster replied as follows:— 
“The government is not aware of any 
general dissatisfaction with regard to

the weights given by the terminal eleva
tors at Fort William and Port Arthur- 
Individual complaints are received fr?* 
time to time, which is every case are in
vestigated. As a protection in the case 
of errors in weighing, the depth of grain 
in each car on arrival at the elevator >3 
recorded, and the cubical contents esti
mated accordingly, which furnishes a 
basis against which the actual weight can 
be checked. The Board of Grain Com
missioners has on file a statement fr°* 
one of the largest shippers of grain from 
Western Canada to the head of t*1® 
Lakes, that the outturns of their cars a 
terminal elevators at Fort William an® 
Port Arthur are 100% satisfactory. 
only thing in the nature of a genera 
complain received by the Board of Grai 
Commissioners is that raised by the or
der of Grain Buyers, which was fu‘*' 
investigated by the board in JanuaW 
last, and their full report on which 1 
now in the hands of the governmen ' 
While is complaint touched to some 
tent on the matter of weights at 
head of the Lakes, it was mainly a Qj1® 
tion of shortage bonds as appliedIL 
country buyers that furnished the chi 
grounds for complaint.”

Grain in Store at Terminal Elevators, Interior Terminal Elevators and

Public Elevators in the East.

Prepared by the Dominion Bureau

Week ending June 4th, 1920.
Fort William .................................. .

C.P.R..............................

of Statistics, Internal Trade Branch.
Wheat. Oats. Barley. Flax.

Bush. Bush. Bush. Bush.

42.168 20.375 19,653 ...........

Rye.
Bush.

7,444
Empire Elevator Co. ......... 39,999 15,077 46,694 8,976 15,402
Consolidated Elevator Co............ 55,154 29,769 52,237 36,194 1,361
Ogilvie Flour Mills Co........................... 529,089 28,116 13,815 1,529
Western Terminal Elevator Co........... 60,597 15,096 12,118 14,522 99
G. T. Pacific .................................. 65,863 41,341 28,751 20,354 1,572
Grain Growers’ Grain Co..................... 99,622 38,302 53,718 1,339
Fort William Elevator Co............... , „ 28,366 163,850 6,449 6,697 461
Northwestern Elevator Co.................... 143,141 161,173 33,615 43 69

Port Arthur—
Port Arthur Elevator Co..................... 473,504 108,759 106,354 1,946 7,479
Sask. Co-op. Elevator Co....................... 177,440 26,671 66,845 50,979 3,224
Canadian Government Elevator ..... .. 73,340 132,540 41,720 72,181 4,656
Thunder Bay ....................................... .. 142,762 202,983 20,437 14,495 1,292
Davidson and Smith ........................... 48,702 10,003 8,166 4,734
Eastern-Richardson ............................... 177,048 61,998 33,475 9,087 5,985

Total Public Terminal Elevators ... 2,156,775 1,057,053 544,047 235,474 56,646

Total Private Terminal Elevators
Saskatoon Can. Gov’t. Elevator........
Moose Jaw Can. Gov’t. Elevator ....
Calgary Can. Gov't. Elevator ...........

529,020
1,988,908
1,512,984
1,242,779

78,371
56,628
38,135

448,187

122,931
1,829
1,962

21,025
5,616

145
1,118
5,491

58
223

9,934

♦Total Interior Terminal Elevators .. 4,744,671 542,950 30,432 6,735 10,158
Midland—

Aberdeen Elevator Co............................
Midland Elevator Co...............................
Tiffin, G.T.P..............................................
Port McNicoll ........................................-

Goderich—
Elevator and Transit Co. .............
West Can. Flour Mills Co., Ltd.........

Toronto Campbell Flour Mills Co........
Kingston—

Commercial Elevator Co..................... «
♦Maple Leaf Milling Co., Ltd...........

Montreal—
Harbor Commissioners No. 1 and 2
Montreal Warehousing Co.....................
Ogilvie Flour Mills Co.........................

Quebec Harbor Commissioners .............
West St. John, N.B., C.P.R....................
St. John, N.B., Can. Nat. Rys.............
Halifax, N.S., Can. Nat. Rys..................

Baltimore, U.S.A......................................

386,481
986,868

81,299
997,305

484,883
245.171
108,533

739,613

2,018,303
1,250,903

77,295

151,175
14,301
30,770

6,232

290,362
"L647

1,714

53,174
123,706

173,670 

81,509 

T, 393

59,148
9,191

348,753
6,786

231
28,684

723,401
38,638

35

26,306
34,940

Total Public Elevators .....
♦Total Country Elevators ..

U.S. Atlantic Seaboard ports-
♦Portland, Me. .........................
Baltimore, Md...........................

7,444,993 886,655 1,259,772 ..........
4,574,375 2,617,847 948,745 278,040

Total U.S. Atlantic Seaboard Ports.. 

Total Quantity in Store ...............

10,330

10,330

7.209 19,788

7,209 19,788

♦Quantity fov *ach individual interior terminal elevator not received. 
♦Week ending May 27th, 1920.

rpotal**
Bush-

89,6<!
126,If?
174,7»
573,6*?
$$
1!$

698, Oil
324,f»

39,437

730.4?!
S.»*3-,596

fi%5

590$
'p

856,jfl

20,329

59,766

128,836 l64>lf
4,317

19,460,164 5,190,085 2,925,715 520,394

133,153

259,723 28
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Orders by Board of Railway Commissioners for Canada.

ande^nning with June, 1904, Canadian Railway 
sum>J^a.r^ne World has published in each issue 
Way pries orders passed by the Board of Rail- 
filed ^,onam*ssi°ners> so that subscribers who have

the paper have a continuous record of the
this*^3 proceedines- No other paper has done

arpmi>0r*an* traffic orders made by the Board 
Siven in full on another page of this issue. 

tionenera* order 296. May 15.—Approving regula- 
flarriS *°r transportation by express of acids, in- 

p^ables, oxidizing substances, etc.
order 297. May 21.—Authorizing Great 

Tmi i Western Telegraph Co., C.P.R., Grand 
Telnk Rac‘fic Telegraph Co. and Western Union 
tion8rapk to w*th Board, for considera
tion *entative schedules in accordance with direc- 
n a contained in judgment of Assistant Chief 
°mmissioner May 6.

expend order 298. June 2.—Approving forms 
At*rXe stock Contract and Special Contract with 
A a ^ant® ‘n charge of Stock, marked Schedule 
St>*T • i Schedule B respectively ; and that form of 
Stork/ Contract with Attendants in Charge of 
StoeV /Schedule B), be printed on back of Live 
after t ontract form (Schedule A) ; that on and 
the r ^u*y f » the forms herein approved shall be 

only contracts for carriage of live stock to 
used by all railway companies. 

ulPQeneral order 299. June 5.—Approving sched- 
Co ^hmitted by Great North Western Telegraph 
Tej’ ^*R*R* Telegraph Co., Grand Trunk Pacific 
anje2raPh Co., and Western Union Telegraph Co., 
Scai. amended as a result of the checking and 

‘fig by Board’s Traffic Department.
‘fie ’t?9" May 15,—Apportioning cost of divert- 
Buff "f °Wen Road, across Toronto, Hamilton & 
4 a Jv0 Ry-, between Lots 8 and 9, Concessions 3, 
(w a from Niagara River, in Welland County,

Dow^9, May 15.—Approving location of pro- 
statiÜ exPress building by G.T.R. at Stuart St. 

29^1 Hamilton, Ont.
Govern1, May 14*—Authorizing Saskatchewan
"ffUnV nî?n*.to niake highway crossing over Grand 
Bran u -Pacific Ry. Moose Jaw Northwesterly 
3r(i ®h* .in n-w- 3/i Sec. 1, Tp. 20, Range 2, west 

2Q endian.
18 May 18-—Rescinding order 29,478, Mar.
t°’ eV;hlPa authorized London & Port Stanley Ry. 
WestZ- station at east end of base line road, 

2q ^‘fister Psychophathic Hospital, London, Ont. 
brid„ 3i", -May 14-—Authorising C.P.R. to rebuild 

2q r. M2.6, Chalk River Subdivision, Ont. 
c‘*osH,n * May 18*—Approving location of C.P.R. 
Bane- i on Rne between Secs. 4 and 9, Tp. 15, 

29 RdR19, West 4th meridian, Alta, 
tionâl •d May —Authorizing Canadian Na-

ys- to rebuild bridge over St. Esprit River, 
29 64cm County, Que.

tionâ]^^' May 17.—Authorizing Canadian Na- 
head Rys- .to make highway diversion and over- 
Brny>«vCro5®‘ng at mile 31.3, Vemon-Kelowna

ti< 9,647.tl°fial -R May 17.—Authorizing Canadian Na-
1’errokltyS- to rebuild bridge over Jordan River, 

29 Rdonne County, Que.
buiU k •, May 14.—Authorizing C.P.R. to re-

29 64<) 8e 30.8, Shaunavon Subdivision, Sask. 
ti°nai p May 12.—Authorizing Canadian Na-
8helter Kys’ to erect a Platform and an open 
ti°fi ’» d stop its suburban trains at intersec- 
Soilth rnkland Boulevard, about half a mile 

29,650 Lazard> Que.
r \ May 19-—Dismissing application of

Pr°vide 1 • ^n*-f f°r order directing G.T.R. to
at Aik ®u*table highway crossing over its track 

29 6Rirt Road*
27, re May 20.—Amending order 29,582, Apr. 
Keefer oyprhead bridges at Hastings, Pender and 
yictor;Q *s„ Vancouver, B.C., over Vancouver, 

29,650 & Eastern Ry.
8fcUr f * , May 18.—Authorizing C.P.R. to build 

29 65» 4,fiPerial Oil Ltd., Estevan, Sask.
$01. q May 19.—Authorizing town of Cap- 
fiiau xr_?:* t° make highway crossing over Cana- 
i.2»,6R4 l°?al Rys- at Yonge St.
• °nts M .ay f8*—Authorizing Ste. Agathe des 

over ^anicipality to construct a highway cross- 
8lon. G.P.r. miie 43.80, Laurentian Subdivi-
,29,

A],
Bower ^ay 48-—Authorizing Sherbrooke Ry. 

'exanri^ t° build tracks across C.P.R. at 
,J9.65G Sherbrooke, Que.
bfir f* ^May 18.—Authorizing G.T.R. to build 

s ^9.657 * R°Kers & Co., Toronto.
fh‘ 1908 May 20.—Rescinding order 5,646, Nov. 

» Tp’ authorizing G.T.R. to build spurs in 
29,65g* xnt*

t; Trad»’,, ^ay 21.—Dismissing Winnipeg Board 
p0B in pS .COmPlaiht against alleged discrimina- 
Ph1*1*8 an do cable tolls as between Manitoba 
a ®Vailimr i?reat Britain, as compared with rates 

» Can«X between western boundary of Ontario 
6 29-659 V,N-S-
XfX8- apnii ay 21.—Approving Canadian National 
We*Re piCatîon f°r approval of its Standard 
t^een .7^ht Tariff C.R.C. no. E-115 to apply 
QhV^fice SS0”8 on railway south of the St. 

X^ec. ■Rlver, including also Montreal and
*] *9.ee0
Pn'D l9l9 May 21.—Amending order 28,202, Mar. 

loc#*at>I>rovinK C.P.R. plan, showing pro
ton of new station at Metiskow, Alta.,

with detail plans of building to be built in lieu 
of the class A-2, by changing class A-2 to class 
A-3.

. 29,661. May 21.—Authorizing Canadian Na
tional Rys. to enter upon lands of J. B. Mercier, 
Quebec, Que., to remove trees which obstruct view 
of Quinn’s crossing, St. Malo, Que.

29.662. May 21.—Authorizing Canadian Na
tional Rys. to rebuild bridge over L’Assomption 
River, St. Charles Borromee Parish, Joliette Coun
ty, Que.29.663. May 21.—Authorizing G.T.R. to rebuild 
overhead bridge at mile 281.03, District 2, Mont
real Division, 0.94 mile east of St. Bruno station, 
Que.

29.664. May 21.—Approving London & Port 
Stanley Ry. plan of signal protection for gaunt
let tracks on Mill Creek bridge, St. Thomas, Ont.

29.665. May 20.-—Authorizing C.P.R. to build 
spur for Imperial Oil, Ltd., Shaunavon, Sask.

29.666. May 21.—Relieving C.P.R. from pro
viding further protection at crossing of Carleton 
Ave., iy2 miles west of Ottawa, Ont.

29.667. May 21.—Extending to July 1, time 
within which Canadian National Rys. may install 
automatic bell at crossing of main road leading 
to Red River, St. Jean Baptiste, Que. See also 
order 29,684.29.668. May 20.—Authorizing Saskatchewan 
Government, on behalf of Swift Current rural 
municipality 137, to make highway crossing over 
C.P.R., between Secs. 23 and 26, Tp. 15, Range 
15, west 3rd meridian, and to divert highway in 
s.e. % Sec. 26.29.669. May 22.—Approving C.P.R. relocation 
of station building at Cassils, Alta.

29.670. May 21.—Authorizing Canadian Na
tional Rys. to build spur for Imperial Oil Ltd., 
Drumheller, Alta., to be completed within three 
months from date.29.671. May 15.—Dismissing application of 
City of Montreal for order directing G.T.R. to 
operate six passenger trains and one freight train 
between Cote St. Paul and Bonaventure station.

29.672. May 26.—Ordering G.T.R. to erect sta
tion at Bechard, Sask.29.673. May 26.—Ordering Canadian National 
Rys. to build two one-car stock pens at Ste. 
Rose du Lac, Man.29.674. May 27.—Authorizing C.P.R. to rebuild 
bridge 26.6, Timiskaming Subdivision, Algoma 
District, Ont.29.675. May 27.—Approving G.T.R. plan of 
express building to be built for Canadian Express 
Co. at Chatham, Ont.29.676. May 27.—Authorizing Kettle Valley 
Ry. to build spur on Lot 340, Yale Division, B.C.

29.677. May 27.—Authorizing C.P.R. to build 
two spurs for Jenckes Canadian Co., Grantham 
Tp., Que.29.678. May 27.—Ordering Canadian National 
Rys. to build 2-carload stock yard and platform 
at Steep Rock, Man.2^9,679. May 28.—Authorizing C.P.R. to build 
spur for Dominion Metal Exporting Co., Winnipeg.

29.680. May 28.—Authorizing C.P.R. Co., as 
lessee of St. Lawrence & Ottawa Ry., to build 
spur for W. Freedman, Ottawa, Ont.

29.681. May 27.—Authorizing C.P.R. to build 
passing track extension across road allowance 
north of north boundary of n.e. Sec. 32, Tp. 
24, Range 10, Canmore, Alta.

29.682. May 26—Authorizing C.P.R. to re
build bridge 1.17, over west branch of Winnipeg 
river, on Keewatin Subdivision.29.683. May 29.—Apportioning cost of build
ing and maintaining interchange track between 
C.P.R. and G.T.R. in Guelph, Ont., 70% to be 
paid by G.T.R. and 30% by C.P.R.

29.684. May 29.—Amending order 29,667, May 
21, by substituting Manitoba for Quebec, after St. 
Jean Baptiste.29.685. June 2.—Authorizing Canadian North
ern Ontario Ry. to connect with G.T.R. at Pem
broke, Ont., and to cross Park Lane, concession 
road between Lot 13 and block P and the River 
Road.29.686. June 2.—Ordering that G.T.R. crossing 
of Cherry St., Toronto, be protected in so far as 
southbound movement is concerned, by watchmen 
between 6 a.m. and 10 p.m., the cost to be paid 
65% by G.T.R. and 35% by the city.

29.687. 29,688. June 2.—Approving C.P.R. plans 
showing details of alterations to abutments and 
replacement of existing 20 ft. girder span by 22 
ft. 4 in. reinforced concrete span, bridge 73.6 over 
Gould’s Creek, Chalk River Subdivision, Que., and 
of 29 ft. girder by 28 ft. 4 in concrete span of 
bridge 6.88, on its North Bay Subdivision, Algo
ma District, Ont.29.689. June 2.—Authorizing C.P.R. to build 
spur for Dominion Brass & Iron Bedstead Co., 
Outremont, Que.29.690. June 1.—Ordering C.P.R. to have postal 
car 40, in use on Dominion Atlantic Ry., rebuilt 
in accordance with Board’s Mail Car Specifica
tions, or, in the alternative, withdrawn from ser
vice and replaced by suitable car.29.691. June 2.—Approving C.P.R. plans B-2- 
305, May 3, and B-l-1604-2, Mar. 19, showing de
tails of alterations to abutments and replacement 
of 24 ft. girder by 22 ft. 4 in. reinforced con
crete span, at mile 37.98 Thessalon Subdivision, 
Algoma District, Ont.29.692. June 1.—Authorizing G.T.R. to build

spur for Canadian Steel Foundries, Point St. 
Charles, Montreal.

29.693. June 1.—Relieving G.T.R. from pro
viding further protection at Stamford crossing, 
west of Clifton Jet., Ont.

29.694. May 31.—Approving Pere Marquette 
Rd. plans showing track circuit locking to be 
installed and detector bars to be eliminated at 
interlocking plant at Blenheim, Ont.

29.695. June 2.—Authorizing C.P.R. Co. to 
build three spurs for Cowan Co., Toronto.

29.696. June 1.—Authorizing Elk Valley Lum
bar Co. to connect with Crows Nest Southern Ry. 
at Fernie, B.C.

29.697. June 2.—Approving agreement, May 6, 
between Bell Telephone Co. and Mississippi Tele
phone Cu., Lanark County, Ont.

29.698. June 4.—Authorizing C.P.R. to rebuild 
bridge 111. over Black River, Heron Bay Subdi
vision, Algoma District, Ont.

29.699. June 2.—Authorizing British Columbia 
Government to make highway crossing over Es- 
quimalt & Nanaimo Ry. at mile 63.15, Vancouver 
Island, B.C.

29.700. 29,701. June 2.—Approving Bell Tele
phone Co. agreements, May 12, with Fraser Tele
phone Co., Oxford County, Ont., and May 14, with 
South Diagonal Telephone Co., Grey County, Ont., 
and rescinding order 25,941, Mar. 16, 1917, ap
proving previous agreement with latter company.

29.702. June 2.—Relieving C.P.R. from provid
ing further protection at crossing of highway 3 
miles east of Yamachiche, Que.

29.703. June 4.—Authorizing C.P.R. to build 
spur for Hodge Coal Co., Moose Jaw, Sask.

29.704. June 4.—Authorizing Vancouver, Vic
toria & Eastern Ry. & Navigation Co. (G.N.R.) 
to build bridge over Grand View cut at Clarke 
Drive and Eighth Ave., Vancouver, B.C.

29.705. June 4.—Authorizing Canadian Na
tional Rys. to cross and divert highway in n.e. 
14 Sec. 22, Tp. 53, Range 22, west 3rd meridian, 
Sask.

29.706. June 4.—Authorizing C.P.R. to divert 
road allowance on south boundary of s.e. *4 
Sec. 23, Tp. 19, Range 1, west 2nd meridian, and 
to carry same at grade across its tracks at mile 
79.84 Neudorf Subdivision, and to close diverted 
portion.

29.707. June 7.—Authorizing C.P.R. to build 
connection with West Canadian Collieries spur in 
s.e. % Sec. 3, Tp. 8, Range 4, west 5th meridian.

29.708. June 2.—Approving agreement. May 
14, between Bell Telephone Co. and Falkirk Tele
phone Co., Middlesex County, Ont., and rescind
ing orders 6,138 and 25,826 approving agreements 
between same companies, Aug. 22, 1907, and Jan. 
9, 1917, respectively.

29.709. June 7.—Authorizing C.P.R. to divert 
road allowance on south boundary of s.w. 14 
Sec. 20, Tp. 12, Range 21, west 1st meridian, and 
to carry same adross tracks at mile 20.4, Lenore 
Subdivision.

29.710. Ordering G.T.R. to remove trees on 
northwest corner of crossing of Kingston Ro*\d 
near West Hill, Ont.29.711. June 8.—Authorizing G.T.R. to extend 
spur for Dominion Canners, St. Catharines, Ont.

29.712. June 8.—Authorizing G.T.R. to build 
two extensions to spurs for Goodyear Tire & Rub
ber Co. of Canada, New Toronto, Ont.

29.713. June 8.—Authorizing City of Montreal 
to alt°r subway on St. Denis St., under C.P.R.

29,714 to 29,716. June 8.—Authorizing Canadian 
Northern Quebec Ry. plans, profiles and books of 
reference of proposed revisions of line at East 
Yamachiche, mile 94.82 to 96.43 from Quebec, 
St. Boniface parish ; at St. Paulin, St. Lawrence 
Subdivision, mile 100.60, St. Paulin, St. Severe 
and St. Barnabe parishes, and near Ste. Ursule, 
mile 110.15 to 114.89, through St. Justin and Ste. 
Ursule parishes, Maskinonge county, Que.

29.717. June 9.—Authorizing British Columbia 
Electric Ry. to cross Vancouver & Lulu Island 
Ry. at Twelfth Ave., Vancouver.

29.718. June 8.—Authorizing G.T.R. to take 
up one of the sidings authorized for Expanded 
Metal & Roofing Co., Toronto by order 5,682, 
Nov. 17, 1908.

29,719 to 29,722. June 8.—Approving Bell Tele
phone Co. agreements, Mar. 29, with St. Paul de 
Chester Telephone Co., for interchange of mes
sages, and rescinding order 22,864, Nov. 12. 1914 : 
May 18, with Riverside Telephone Co.; May 18, 
with Brant Telephone Co., and May 13, with 
Admaston Rural Telephone Association, and re
scinding order 26,120, May 11.

29.723. June 8.—Approving Canadian Northern 
Quebec Ry. plan of proposed revision of line n^ar 
St. Boniface, mile 87.6 to 91.60 from Quebec 
through St. Boniface and St. Flore parishes, Que.

29.724. June 8.—Approving plans and specifi
cations of Maidstone Tp., Ont., showing work to 
be done on Pike Creek drain crossing.

29.725. June 8.—Authorizing G.T.R. to build
spur at Cainsville. Ont.

29.726. June 8.—Approving G.T.R. plan of
new s+*»tion a* Clandeboye, Ont.

29.727. June 8.—Authorizing C.P.R. to cross
Place d’Armes St., Kingston, Ont., at grade.

29.728. June 9.—Authorizing C.P.R. to build
snur for Hydro Electric Power Commission of 
Ontario, at Peterborough, Ont.

29.729. May 29.—Approving C.P.R. route map, 
showing revised general location of its Langdon
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North Branch from Sec. 36, Tp. 24, Range 15, 
mile 10, to Sec. 5, Tp. 24, Range 2, west 4th 
meridian, mile 215, Alta.

29,7£0. June 10.—Authorizing C.P.R. to build 
its Neebing ballast pit spur, at grade, across road 
allowance between Lots 20 and 21, Con. 3, Nee
bing Tp., Ont., at mile 5.83 Kaministikwia Sub
division.

29.731. June 10.—Authorizing Canadian Na
tional Rys. to build bridge over Rosebud River at 
mile 319.2, Calgary Subdivision in Sec. 28, Tp. 
28, Range 19, west 4th meridian, Alta.

29.732. June 9.—Approving change in location 
of C.P.R. station at Bowell, Alta.

29.733. 29,734.—June 10.—Approving Bell Tele
phone Co. agreements, May 31, with Port Hope 
Telephone Co., Durham County, Ont. ; and May 
28, Dunsford Telephone, Light & Power Co-opera
tive Association, Victoria County, Ont,, and re
scinding order 25,055, June 12, 1916.

29.735. June 10.—Authorizing Quebec, Montreal 
& Southern Ry. to build two additional sidings 
in Sorel, Que.

29.736. June 10.—Approving Canadian North
ern Saskatchewan Ry. revised location in the west 
half of Sec. 36, Tp. 12, Range 8, west 2nd meri-

29.737. June 10.—Ordering C.P.R. to stop on 
flag, trains 23 and 24, and on Sundays in lieu of 
these trains to stop trains 33 and 34, at Norwood, 
Ont.

29.738. June 12.—Approving agreement, May
28, between Bell Telephone Co. and Point Mara 
Telephone Co., Ontario County, Ont.

29.739. June 12.—Authorizing Essex Terminal 
Ry. to build siding across MacDougall St., Wind
sor, Ont.

29.740. June 11.—Approving C.P.R. plans, Mar.
1, showing details of superstructure and three 
reinforced concrete girders to be erected at bridge 
61.48 over Aumond Creek, North Bay Subdivision, 
Algoma pistrict, Ont.

29.741. June 11.—Relieving C.P.R. from pro
viding further protection at highway crossing 
near Yamachiche station, Que.

29.742. June 11.—Authorizing C.P.R. to divert 
road allowance on north boundary of Sec. 10, Tp.
2, Range 25, west 3rd meridian, across its tracks 
at mile 19, Moose Jaw Southwesterly Branch 
(Assiniboia to Consul) and to close diverted por
tion within its right of way.

29.743. June 12.—Authorizing Essex Terminal 
Ry. Co. to build siding for Piggott Lumber Co., 
Windsor, Ont.

29.744. June 9.—Authorizing C.P.R. to build 
sidings and alterations to sidings for Quaker Oats 
Co., Peterborough, Ont.

29.745. June 11.—Approving agreement, May
29, between Bell Telephone Co. and Uptergrove 
Telephone Co., Ontario County, Ont.

29.746. June 11.—Ordering G.T.R. to install 
wigwag signal at crossing of Parkdale Ave., Ot-

. 29,747. June 11.—Approving Canadian Na
tional Rys. standard plan showing clearances at 
overhead unloading apparatus for tank cars, suc
tion pipe to be swung around clear of the track 
when not in use, and employes to be kept off 
tops and sides of cars when passing under struc-

29.748. June 15.—Approving G.T.R. bylaw, May 
21, authorizing Vice President, Passenger Traffic 
Manager or General Passenger Agent to prepare 
and issue tariffs of passengertolls, and rescinding 
orders 13,449 and 21,718, Apr. 18, 1911, and Apr.
30, 1914, respectively.

29.749. June 15.—Approving agreement, June 
2, between Bell Telephone Co. and Dingwall Tele
phone Co., Oxford County, Ont.

29.750. June 15.—Approving C.P.R. route map 
showing revision of Cutknife to Whitford Lake 
Branch from Sec. 35, Tp. 44, Range 25, west 3rd 
meridian, mile 24, to Sec. 11, Tp. 56, Range 15, 
west 4th meridian, mile 180.5.

29.751. June 15.—Authorizing Michigan Cen
tral Rd. to connect with the Essex County track 
on Lot 23, Con. 4, Gosfield Tp., Ont. "

29.752. June 15.—Amending order 29,052, Nov. 
20, 1919, re Pere Marquette Rd., crossing bell at 
Middlemarch, Ont., by rescinding paragraph 2.

29.753. June 11.—Authorizing Ottawa Electric 
Ry. to build power distribution line over C.P.R. 
on Clifton Road, Westboro, Ont.

29.754. June 15.—Approving proposed exten
sion to Grand Trunk Pacific Ry. station at Stony 
Plain, Alta.

29.755. June 15.—Authorizing Canadian Nor
thern Quebec Ry. to build spur for Jos. Dufresne 
at mile 175.40, Montreal.

29.756. June 15.—Authorizing Esquimalt & 
Nanaimo Ry. to build bridge 3.75 over Stamp 
River, on its Great Central Lake Branch, B.C.

29.757. June 15.—Authorizing C.P.R. to build 
spur for Ford Motor Co. of Canada, Ltd., Cal
gary, Alta.

29.758. June 16.—Approving C.P.R. plan of 
revised location of portion of its Lanigan North
easterly Branch from Sec. 23, Tp. 33, Range 22, 
at mile 0 to Sec. 11, Tp. 40, Range 18, west 2nd 
meridian, at mile 50.55, and rescinding order 
29.158, Dec. 12, 1919.

29.759. June 16.—Ordering Ottawa & New York 
Ry. (N.Y.C.R.) to build station at Northfield, 
Ont., including waiting room and freight shed 
combined ; and to appoint caretaker to see that 
station is kept clean, heated, ventilated and light
ed frr accommodation of passengers.

29.760. June 15.—Ordering Toronto, Hamilton 
& Buffalo Ry. to provide protection at crossing of

Wellington St. South, Hamilton, Ont., between 
7.3 a.m. and 11.30 p.m. daily.

29.761. June 16.—Ordering Dominion Atlantic 
Ry. to have postal car 40 rebuilt in accordance 
with Board's mail car specifications, or withdrawn 
from service and replaced by suitable car ; D.A.R. 
to be liable to penalty of $25 a day for every day 
it is in default in complying with this order ; and 
rescinding order 29,690, June 1.

29.762. June 16.—Authorizing Canadian Na
tional Rys. to build spur for Sanitary Buildings, 
Ltd., Regina, Sask.

29.763. June 17.—Extending to July 31, 1921, 
time within which Canadian Northern Ontario 
Ry. may install interlocking plant at junction

with C.P.R. at mile 18.4, Kingston Subdivision 
near Harrowsmith station, Ont.

29.764. June 18.—Relieving C.P.R. from Pr ^
viding further protection at highway crossing a 
Putnam, Ont. .

29.765. June 18.—Authorizing Canadian NorV 
ern Ry. to build across highway at mile 45, Kam' 
loops-Vernon line, Okanagan Branch, B.C. ^

29.766. June 18.—Authorizing Canadian
tional Rys. to connect Canadian Northern 
with National Transcontinental Ry. near 5 
Prosper, Que. . i

29.767. June 18.—Ordering Canadian Nation 
Rys. to appoint station agent at Valparaiso, Sas*» 
by July 15, and to build suitable station there.

Railway Development, Projected Lines, Surveys, Con
struction, Betterments, Etc.

Canadian Niagara Bridge Co.—A meet
ing of shareholders to effect organiza
tion, elect directors, etc., was held at 
Hamilton, Ont., on June 7, and the fol
lowing officers were elected subsequent
ly:—President, E. W. Beatty, K.C., Pre
sident C.P.R., Montreal; Vice President,
A. H. Smith, President New York Cen
tral Rd., New York; Secretary, E. F. 
Stephenson, Secretary New York Cen
tral Rd., New York; Assistant Secretary 
and General Solicitor, E. D. Cahill, Gen
eral Solicitor, Toronto, Hamilton & Buf
falo Ry., Hamilton, Ont.; General Treas
urer, M. S. Barger, New York; Assistant 
General Treasurers, H. G. Snelling and 
Edgar Freeman, New York; Treasurer, 
Ernest Alexander, Secretary, C.P.R., 
Montreal ; Auditor, John Leslie, Comp
troller C.P.R., Montreal; Chief Engineer, 
R. L. Latham, Chief Engineer, Toronto, 
Hamilton & Buffalo Ry., Hamilton, Ont.

The company was incorporated by the 
Dominion Parliament in 1918, with Lord 
Shaughnessy, J. N. Beckley, E. D. Cahill 
and W. P. Torrance as provisional direc
tors, to build a bridge across the Niagara 
River, the Canadian end to be located 
between Chippawa and Fort Erie, Ont., 
and six miles of lines to connect the 
bridge with existing railways. In 1919 
the act was amended to enable the com
pany to build 12 miles of line, instead of 
six, to connect with existing lines from 
Welland to Bridgeburg.

Great Northern Ry.—We are officially 
advised that there is no truth in a recent 
press report that the company has filed 
plans for dock and wharfage improve
ments on Semiahmoo Bay, White Rock,
B. C., in connection with its B.C. lines. 
(June, pg. 297.)

Hudson Bay Railway.—A special com
mittee of the Senate, appointed to take 
evidence, and report, upon the navigabil
ity and fishery resources of Hudson Bay 
and Strait, and of the character of the 
ports on the bay, with regard to their 
fitness as a railway terminus, has report
ed that sufficient care was not taken in 
the selection of Nelson as the railway 
terminus and that the government should 
not make further important expenditures 
upon that port without first making a 
new and thorough examination into the 
relative merits of Churchill and Nelson 
as a terminus. To utilize Churchill would 
necessitate the building of 80 miles of 
railway, across a country about the char
acter of which there is considerable di
vergence of opinion. The committee’s 
report is given very fully in the Marine 
Department of this issue, under “Senate 
committee report on the Hudson Bay 
route and ports.”

Kettle Valley Ry.—A press report 
states that it is expected to have about 
13 miles of the branch from Princeton 
to the Copper Mountain district opened 
for traffic at an early date. '

Mount McKay & Kakabeka Falls 
Co.—The Ontario Legislature has passed 
an act providing that this railway nw 
be operated by steam for a further P,eI' 
oid of two years, except on Neebins 
Ave., north of Montreal St., Fort W11' 
liam, Ont., and extending the time f° 
the completion of the unconstructed sec* 
tions of the line to Squaw Bay urn 
1922. (April, pg. 176.)

Northern Light Ry.—A press repoj 
states that the first car load of steel rah 
for the construction of the 36 in. gaug 
light railway from Elk Lake to Gowga1'" 
da, Ont., has been delivered at Elk Lak • 
The report also states that surveys 0, 
the projected line are being proceed6 
with. *

A meeting of shareholders of this ne'' 
ly incorporated company has been call 
to be held in Toronto, July 5, to reÇe1' 
and adopt the provisional directors’ 1 
port and accounts; to elect directors; ' 
let contracts for the construction ot ^ 
light railway, and to authorize the dn"e 
tors to issue bonds for $10,000 a mile 
the whole undertaking, or on any bran 
or part contracted to be built. A pr6 
report of June 12 stated that $300,000 
7% first mortgage bonds were being ® 
fered by the company as part of the n , 
ancing necessary for the construction 
the projected light railway from * 
Lake to the Gowganda mining can 
about 30 miles.

Pacific Great Eastern Ry.—The Rre'^ 
ier of British Columbia on his retu 
from a trip of inspection over .j 
line recently is reported to have s 
that the foundation work for the viad 
at Deep Creek was completed, that , 
steel work was expected to be comp1® ^ 
in July, that track laying would t ^ 
be resumed, and that it was expected 
have rails laid into Quesnel some tn 
in September. The site for the stan j 
building and terminal yards in Que? 
was selected during the Premier’s v 
(June, pg. 297.) tj»

Springfield Ry. Co.—The Nova g 
Legislature has passed an act amena 
the company’s charter. The Dav 
Tramway Co. was incorporated hy 
Nova Scotia Legislature at its 
session to build a railway to be oper ^ 
by electricity, steam or any other n^er- 
power, near Alpena, and from near g r„ 
rifield, on the Halifax & Southwest^ 
Ry., and from any point on the Caled 
branch of that railway to points 0,1 
Davison Lumber Co.’s lands. The 
of the company was changed in the çg 
lowing year to the Springfield Rf"^gs 
Construction of a line from Hast 
Jet., one mile from Springfield, °n 
Halifax & Southwestern Ry., was D 
in 1905, and about 9 miles of line j,. 
reported in operation in Nov., 1906- ~ 
sequent additions were made, and it 3O 
ported that the company is operatme
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Üyles of standard gauge track, carrying 
, a'l to Crossburn, N.S., 10 miles, and 
'Umber and general freight traffic over 

1 its lines. The company’s head office 
s a.t Crossburn.

1 'miskaming & Northern Ontario Ry.

The Ontario Legislature has authorized 
the construction of an extension of this 
railway from its present terminus at 
Cochrane, Ont., to James Bay, with 20 
mile branches and spurs as may be ne
cessary. The location of the extension

and branches is to be subject to the gov
ernment’s approval, and the cost of con
struction is to be paid out of such sums 
as may be appropriated therefor by the 
legislature from time to time. (June, pg. 
298.)

Canadian National Railways Construction, Betterments, Etc.
j, Halifax Ocean Terminals.—A recent 

uhfax, N.S., press report states that 
t. e °nly permanent work in progress at 
ae. new ocean terminals there is the 
^jn shed, which is nearing completion, 

de ■ rview Locomotive Terminal.—Ten- 
atn.are under consideration for grading 

the locomotive terminal at Fairview, 
near Halifax, N.S.

Sydney Mines Freight Shed.—Tenders 
fe under consideration for the erection 

m a freight shed at Sydney Mines, N.S. 
lsn are officially advised that it will be 
tj u * 40 ft. and be of wooden construc
tin'!' ** will replace a similar structure 

'stroyed by fire recently.
iall 6W Glasgow Station.—We are offic- 
Nn . advised that the work in hand at 

w Glasgow, N.S., consists of the erec
ts n °f an extension 79 ft. 8 in. long and 
to* r.ern°delling of the existing building 
p glve modern facilities for handling 

ssenger and baggage business, 
lav'■ dohn Train Shed Damaged. — A 
at st section of the roof of the train shed 
arirt ■ ' ,*d°hn, N.B., collapsed on June 15, 
*ooflVn*aid that 15,000 square ft. of the 
The
roof’V’5 aam tnat uo.uuu square tt. of the 
The1 on the platforms and tracks, 
srnl r°°^ was condemned some time ago, 
(j0 Work has been in progress taking 
be n the entire station. A start had 
trvK • made June 14, on taking down the 
liev hS supporting the roof, and it is be- 
tiaiv *'*lat the jar from the operation of 
thp ,°ut of the station, brought about 
*as Elapse. The St. John City Council 
Jja Reported to have been advised in 
fo/ that appropriations had been made 
hew ,,’h0p>000 towards the erection of a

M Nation, and additions to the yards. 
\\r. c',|vney Jct.-Fredericton Division.— 
ar(.>are officially advised that R. B. Stew- 
lip , tender for improvements on the 
ietnv xWeen McGivney Jet. and Freder- 
aCcep’t ^ B., for about $186,000 is to be

Coti«?r?Ct°u Yards.—Tenders are under 
Mon aeration for grading for a yard forwicton, N.B.
Tend hswrence Subdivision Revisions.— 
in,, ®rs were invited recently for clear- 
tles îen.c*nS, grading, and building tres- 
°n thCUjVerts’ anc* bridge substructures 
on following deviations of main line 
dian x- St. Lawrence Subdivision, Cana- 
t'on Y°rthern Quebec Ry.: Burrel devia- 
GlpJ between mile 87 and 92, between 
ehigifua and St. Boniface; East Yama- 
96.R t, deviation, between mile 94.5 and 
St! ’pbetween St. Boniface and Charette; 
and ,pUlin deviation, between mile 100 
St. tj , between Charette and St. Paulin; 
and i Hule deviation, between mile 109 
tin to, between Fremont and St. Jus-

Thfi-op^St- Lawrence Subdivision extends 
in nu oliette to Quebec, and is made up 
CaJ of the Great Northern Ry. of 
^°rth ’ a Hne acquired by Canadian 
the q eiu Ry. interests, and in part by 
tin Quebec, New Brunswick & Nova Sco- 
teresr •> which was built by the same in- 
0arn s’ and leaves the former line at 
Rive»-au Jct-» just east of the St. Maurice 
f>r6a. a*)d 80 miles from Quebec. The 
strjn Northern was built under rather 
Migp ,n,t financial conditions, and in days 

1% grades were considered quite

good enough, especially as its connec
tions at either end were built to that 
standard and worse, but for some 30 
miles out of Joliette it runs over the 
Montreal plain, and it was difficult to get 
1% grades even if one tried. The Que
bec, New Brunswick & Nova Scotia, on 
the other hand, was built to the same 
standard as the National Transcontinen
tal Ry., which it parallels for some dis
tance, so that on the whole subdivision' 
of some 140 miles there are only about 
30 miles on which the 6/10% standard 
was seriously exceeded, where the old 
line brushed up against the foothills of 
the Laurentides, and about one half of 
this was compatible with modern stan
dards.

The location staff had made more or 
less of a study of this section for many 
years back, but capital was scarce and 
traffic none too heavy, and until recently 
it did not seem worth while to call at
tention to it, but the recent boom in 
paper and pulp products, and the growth 
of Northern Quebec generally has caused 
quite a change of conditions. Heavier 
locomotives and cars became the rule, 
and it happened, as it very often does, 
that the worst sections in point of grades 
and curvature were also those which re
quired considerable bridges and viaducts. 
The bridges were built about 1900, and 
were not equal to the heavier loading of 
the present day, rebuilding became ne
cessary, and it turned out that the bridges 
could be built on the revised locations 
just as cheaply, and in one instance much 
more cheaply than on the existing loca
tion. The intervening grading was a 
comparatively unimportant matter. The 
result is a reduction of the grades over 
the subdivision from 1% to 6/10%, and 
a corresponding increase in train load of 
80%, at a cost (excluding bridges) of 
some $250,000, while the capitalized value 
of the increased trainload is estimated at 
from $4,000,000 to $6,000,000 with pres
ent traffic, and the traffic shows every 
sign of increasing even faster in the 
future than in the past..

From the west the diversions are: 1, 
the St. Ursule, 4.75 miles, which entails 
a viaduct 700 ft. long and 150 ft. high; 
2, the St. Paulin, or Riviere-du-Loup, 3 
miles, and including a viaduct over the 
Riviere-du-Loup 1,000 ft. long and 140 
ft. high; 3, the East Yamachiche, only 
1(4 miles long, but involving a viaduct 
550 ft. long and 100 ft. high; 4, the Bur- 
rill, some 4 miles long. This extends 
over two ravines, one of which is to be 
filled in solid, and the other is crossed 
by a steel trestle 450 ft. long and 80 ft. 
high. The intervening grading is com
paratively unimportant, although there 
is some rock on both the first and last 
sections. Aside from the reduction of 
grades, the distance has been shortened 
somewhat, and the curvature flattened 
from 8° to 5°, and much reduced in total 
amount. These revisions when complet
ed will furnish the C.N.R. with a first 
class line from Montreal to the St. Mau
rice, and from Garneau to Quebec, the 
only break in the standard being across 
the valley of the St. Maurice River, some 
7 or 8 miles.

Levis Station.—The repairs and im
provements at Levis, Que., station, upon 
which the Minister of Railways advised 
the House of Commons in Oct., 1919, the 
government proposed to expend $125,000, 
have been completed and the renovated 
building was expected to be opened for 
public use June 27. A party of C.N.R. 
officials made an inspection of the build
ing June 5. The renovated station is 
provided with three entrances, viz., from 
Laurier Ave., from Commercial St., and 
the third facing the platform. The ground 
floor contains a general waiting room, 
75 x 40 ft.; a ladies’ waiting room, 28 ft. 
square; smoking room, 30 x 40 ft.; Cana
dian Express Co.’s office; ticket office, 
lavatories, etc., for passengers, and con
ductors’ rest room. The upper floors will 
contain division officials offices.

Charney to Quebec Bridge.—Tenders 
were received to June 25 for grading 
and track laying for direct connection 
between Charney, 8 miles west of Levis, 
Que., and the Quebec bridge.

Western Lines Betterments.—Tenders 
are under consideration for the following 
betterments, etc., on Western lines:— 
For excavation and laying of cast iron 
pipe lines at Maymont, Humboldt, Dana, 
Alsask, and Margo, Sask.; for fencing 
(labor only) on 24 track miles on the 
Swan River subdivision; for construction 
of stream diversions at miles 333.1 and 
335.6, Calgary Subdivision, Alta., and for 
grading and culverts, on line diversion 
between miles 333.2 and 335;1 Calgary 
Subdivision, Alta.

Western Line Extensions.—The House 
of Commons on June 10 passed an act 
authorizing the Canadian Northern Ry. 
Co. to build and operate the following 
lines of railway:—From Prince Albert, 
Sask., to Tp. 57, Range 25, west 2nd 
meridian; from the company’s main line 
between the crossing of the North Sas
katchewan River and Radisson, generally 
northerly and westerly to Meeting Lake; 
and from the Maryfield branch in Ranges 
23 to 26, west of the 2nd Meridian, gen
erally southerly and westerly to Tps. 2 
or 3, on the 3rd Meridian.

We are officially advised that the invi
tation for tenders for the construction 
of a 16 mile extension of the Maryfield 
branch, in the direction of Bengough, 
Sask, was withdrawn, on account of a 
deputation requesting another route to 
be investigated. The management ac
ceded to the request and the route sug
gested is being investigated.

Lampman Mines Branch.—We are of
ficially advised that the work to be done 
on the Peebles-Lampman, Sask., Branch 
for this current year will include the 
completion of the 20 miles south from 
Peebles which was started in 1919.

Turtleford Extension.—We are official
ly advised that it is proposed to com
plete the grading on the Turtleford ex
tension, Sask., to mile 83 this year, but 
it is not expected that any rails will be 
laid on the extension this year. We are 
also advised that a contract for grading 
on this extension has been let to the 
Western Construction Co., North Battle- 
ford, Sask.
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Railway Rolling Stock Orders and Deliveries. Grand Trunk Railway Construe-
__________ tion, Betterments, Etc.

Imperial Oil Ltd. has ordered 300 tank 
cars from Canadian Car & Foundry Co.

The G.T.R. is reported to be in the 
market for 12 eight-wheel switching lo
comotives.

The C.P.R. has ordered 15 vans from 
its Angus shops, Montreal, and between 
May 19 and June 13, received 2 Santa Fe 
locomotives from its Angus shops, and 
2 vans from its Winnipeg shops.

U.S. Bureau of Foreign and Domestic 
Commerce figures shows that 5 locomo
tives valued at $41,900, 91 freight and 
miscellaneous cars valued at $91,531, and 
car parts valued at $41,512 were export
ed to Canada during April.

Canadian National Rys. have received 
20 mail cars and 7 first class passenger 
cars, ordered in 1919, from Canadian Car 
& Foundry Co., and 6 medium Pacific 
locomotives from Montreal Locomotive 
Works, ordered this year.

The Interstate Commerce Commission 
has announced the immediate appropria
tion of $125,000,000, out of the $300,- 
000,000 revolving fund provided in the 
Transportation Act, for the purchase of 
rolling stock for U.S. railways.

Canadian Car & Foundry Co., between 
May 15 and June 12, delivered 15 first 
class passenger cars to Canadian Na
tional Rys., 336 repaired box cars to 
Grand Trunk Pacific Ry., 63 tank cars 
to Imperial Oil Ltd., and 85 dryer cars 
to Citadel Brick & Paving Block Co. The 
G.T.P.R. cars were delivered from the 
Fort William shops and the others from 
Montreal.

Canadian Railway and Marine World 
for June gave particulars of the amounts 
voted by the Ontario Legislature in the 
supplementary estimates for the year 
ending Oct. 31, 1920, for the Timiskam- 
ing & Northern Ontario Ry., including 
$225,000 for additional locomotives. The 
main estimates for the year ending Oct. 
31, 1921, passed subsequently, contained 
$450,000 for new locomotives and equip
ment, as capital expenditure.

The Kipawa Co., Ltd., has ordered a 4- 
wheel switching locomotive from Mont
real Locomotive Works. Following are
the chief details:—
Weight in working order ............................79,000 lb.
Wheel base ................................................................... 7 ft.
Cylinders, diar. and stroke ...................14 x 22 in.
Cylinder spread ........................................................ 80 in.
Driving wheels, diar...................................................40 in.
Driving wheels, material ..............................Cast iron
Driving journals ............................................. 7 x 8 in.
Boiler, type ...............................................  Straight top
Boiler inside diar first ring ................................ 45 in.
Boiler pressure ...................................................... 190 lb.
Firebox, length and width .................46% x 50% in.
Tubes, no. and diar.........................................Ill 2 in.
Tubes, length ................................................. 11 ft. 8 in.
Heating surface, tubes .............................. 674 sq. ft.
Heating surface, firebox .............................. 60 sq. ft.
Heating surface, total ................................734 sq. ft.
Grate area ...................................................... 16.2 sq. ft.
Tractive power ............  17,400
Factor of adhesion .........................................................4.5
Reverse gear .................................................... Hand type
Cab ....................................................................... Steel plate
Tank, type ............................................................... Saddle
Capacity, water .......................................1,700 U.S. gal.
Capacity, coal ...................................................... 1,600 lb.

The Timiskaming & Northern Ontario 
Ry. has ordered 2 eight-wheel switching 
locomotives from Montreal Locomotive 
Works. Following are the chief details:
Weight in working order ......................... 202,000 lb.
Wheel base ....................................................14 ft. 6 in.
Cylinder, diar. and stroke ....................... 23 x 28 in.
Cylinder spread  .................................................. 88 in.
Driving wheels, diar................................................ 53 in.
Driving wheels, material ......................... Cast steel
Driving journals .................Main 9% x 12 in.,

others 9 x 12 in.
Frames, width .................................................... 4% in.
Boiler, type......Extended wagon top radial stayed
Boiler, inside diar, first ring ....................... 69% in.
Boiler pressure ...................... ....... -................... 180 lb.

Firebox, length and width.............. 89% x 75% in.
Tubes, no. and diar..................202 2 in. ; 32 5% in.
Tubes, length ............................................... 14 ft. 6 in.
Heating surface, tubes ........................... 1,533 sq. ft.
Heating surface, flues ...................  653 sq. ft.
Heating surface, firebox .......................... 153 sq. ft.
Heating surface, f. b. tubes ......  25 sq. ft.
Heating surface, total ..................  2,364 sq. ft.
Superheating surface .................................... 570 sq. ft.
Grate area ..................................... .’...............46.26 sq. ft.
Tractive power ........................................................ 42,760
Factor of adhesion ........................................................ 4.72
Superheater ..........................................................  Schmidt
Reverse gear .........................................................Ragonnet
Cab ...................................... Steel plate vestibule type
Tender frame ..................Commonwealth cast steel
Tender wheels, diar............................................... 33 in.
Tender truck, type ................ Cast steel side frame
Tender journals ...........................................5% x 10 in.
Tank, type ................................................Water bottom
Capacity, water .................................... 5,700 imp. gal.
Capacity, coal ....................................................... 10 tons

The Roumanian Government has or
dered 25 consolidation (2-8-0) locomo
tives from Montreal Locomotive Works. 
Following are the chief details:—
Weight on drivers ......................................... 158,000 lb.
Weight on truck ............................................. 16,000 lb.
Weight, total .................................................... 174,000 lb.
Wheel base, driving ................................... 15 ft. 6 in.
Wheel base, engine ..................................... 23 ft. 8 in.
Wheel base, engine and tender............ 57 ft. 4% in.
Cylinders, diar. and stroke ....................... 21 x 28 in.
Cylinder spread ..................................................78% in.
Driving wheels, diar...................................................56 in.
Driving wheels, material .......................... Cast steel
Driving journals .......................................9% x 10 in.
Frames, width .............................................................4 in.
Engine truck wheels ................................................33 in.
Engine truck journals .................................. 5 x 10 in.
Boiler, type ............................................... Straight top
Boiler, inside diar. first ring ..........................70 in.
Boiler pressure ....................... 13% kg. per sq. c/m.
Firebox, length and width............122% x 37% in.
Tubes, no. and diar.................... 165 2 in. ; 26 5% in.
Tubes, length .............................................13 ft. 9 in.
Heating surface, tubes ......................... 1,181 sq. ft.
Heating surface, flues .................................. 500 sq. ft.
Heating surface, firebox ..............................181 sq. ft.
Heating surface, total ..............................1,862 sq. ft.
Superheating surface .................................. 420 sq. ft.
Grate area .............................  32.3 sq. ft.
Tractive power .........................................................35.600
Factor of adhesion ...................................................... 4.15
Superheater ............................................................. Schmidt
Reverse gear ....................................................Screw type
Cab .........................................................................Steel plate
Tender frame .......................................... Steel channels
Tender wheels, diar.....................................................33 in.
Tender truck, type .......................................Arch bar
Tender journals ...........................................5% x 10 in.
Tank, type .................................................Water bottom
Capacity, water .................................... 4,630 imp. gal.
Capacity, fuel ......................................... 4 metric tons
Capacity, oil ...........................................1,320 imp. gal.

C.P.R. Special Farming Train. — The
C.P.R., in connection with the Saskatche
wan Agriculture and Education Depart
ments, and Saskatchewan University Col
lege, provided a special train of 13 lec
ture and demonstration cars to travel 
over the Saskatchewan lines and give 
instruction on the raising of live stock, 
field husbandry, poultry raising, farm 
mechanics, household science and instruc
tion for boys and girls. The first stop
ping place was Macklin, on May 31, and 
the trip was timed to end at Yorkton, 
June 19. The schedule provided that two 
centers were to be visited each day, the 
period of instruction being four hours— 
from 9 a.m. to 1 p.m., and from 2.30 to 
6.30 p.m.

C.P.R. Boys Club, Montreal.—Alfred 
Price, General Manager, Eastern Lines, 
C.P.R., and President of the club, occu
pied the chair at the annual meeting in 
Montreal, May 31. The report showed 
the various branches of work carried on 
and the prize list showed the standing 
obtained by the boys in their studies in 
railway accounting, railway auditing, ele
mentary shorthand, and advanced short
hand. Physical exercise is not neglect
ed, the C.P.R. providing tickets for mem
bers for physical instruction at the Y. M.
C. A. The prizes were presented by A.
D. MacTier, Vice President, Eastern 
Lines, C.P.R.

Arthabaska, Que. — Senator Laverg»6 
called the attention of the Senate recent
ly to the necessity of building a G.T-I*' 
branch line from Victoriaville to Art»*- 
baska, Que., 3 miles, and asked whether 
it was the government’s intention, now 
that the G.T.R. is being taken over W 
the Dominion, to build such a line, »e 
stated that Victoriaville is on the G.TJ4;themain line, and that Arthabaska is 
chief town of a district with a pop'd*' 
tion of 100,000. Arthabaska is the sea 
of all government and other public bu»®' 
ings, and is also an industrial center, 
and its only present outlet is at Victor'*' 
ville. Sir James Lougheed in reply sta_ 
ed that the G.T.R. had not come abso
lutely under government control ; it w*,
being administered by representatives o
the company and the government. ** 
had no doubt that in due course eve» 
consideration would be given to the sug
gestion.

Ottawa Cross Town Tracks.—A Pet1' 
tion is being signed asking the Domin'0 
Government to take steps to discontinu 
all through traffic across Ottawa and * 
remove all cross town tracks with tn_ 
exception of a switching track for ser ' 
ing existing industries, such track to 0 
used only at certain hours, and to be r 
moved at some future date. _

London Grade Separation Proposals-'^ 
Several meetings are reported to ha 
taken place between a special comni»' , 
of the London, Ont., City Council a* 
G.T.R. representatives to discuss > 
elimination of level crossings in the enr 
The Board of Railway Commissioners h* 
had officials in London investigating 1 , 
situation and a report has been recen 
on the necessity of increased protect! ^ 
at the crossings. The city council is 
favor of eliminating the crossings a11 
gether and of so saving the cost of keer 
ing watchmen, and G.T.R. officials are 
ported to have expressed a willingness 
meet the city on the matter. A PHef 
report states that the company’s i n 
Engineer will visit London shortly 
prepare plans for subways at Water ^ 
and Rectory streets as the beginning 
the work. It is estimated that these s» 
ways will cost about $200,000 ea 
(June, pg. 292.)

Reported Sale of Edmonton, puff'
vegan & British Columbia 

Railway.
A recent press report stated that c® 

trol of the E., D. & B. C. Ry. and of 1 j 
subsidiary, the Central Canada Ry;- n]y
been secured by eastern persons clo ( 
associated with the C.P.R., and 1 t. 
pending a definite settlement of the w* 
ter, a report on the condition of the ^ 
railways was being prepared by 
James, Assistant Chief Engineer, cx'e$i 
Winnipeg. An Edmonton, AIta., P*^r.
report of June 3 stated that J. d h»°thur, President E., D. & B. C. Ry- so 
said it would be about three weeks °r gS
thereafter before any announcement
to the contemplated change in the 0 
ership of the line and its subsidi*1
could be made. net*The Premier and the Attorney Pf; »r- 
of Alberta, together with J. D. ¥TrljoH 
thur, and the solicitor for the v\^c. 
Bank, which is interested in the tran8 .[, 
tion, were reported to be in Monttj 
June 12, in connection with the pr°P 
sale of the line.
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height and Passenger Traffic 
Notes.

C Canadian National Rys. and the 
“•RR. put into effect summer tourist 
ates to Pacific coast points on June 1. 
The number of cars which passed over 

Quebec Bridge for the seven days 
nded June 8 was as follows:—

Bri. 1920. 1919.
Chn j- Station to Chaudière Jet....... 441 326
naudiere Jet. to Bridge Station......... 358 172

Total ...................................................... 799 498
The U.S. Interstate Commerce Com
ission was reported on June 8 to have 

°Ved of the C.P.R.’s application for 
j fission to file a schedule containing 

Quced rates on shipments of paper and 
V Per articles from points in Canada to New York City.
DçJ'he Grand Trunk Pacific Ry. has an- 
]: Unc®d a second summer tour over its 

®s- The party is limited to 200 per- 
Nol’, and will start from Grand Forks, 
jr Y-h Dakota, July 6, and will travel 
t- P1 Winnipeg in a special excursion 
keain to Prince Rupert, B.C., which will 
D, ^eached in nine days, stopovers being 
Ri, at several points. From Prince 
stea6rt the Party will travel by G.T.P.R. 
tie Ur P v'a the inner channel to Seat- 
anri ,,.ash., with stopovers at Vancouver 
hav Yîftoria, B.C. Members of the party 
jn e the option of returning to the s.tart- 
Hiav °*nt by a number of routes, and 
Ôct g°mPlete the trip any time up to

Canadian National Rys. is report- 
ga o. have put in operation on June 1 a 
Win°-e m°tor car on the line between 
aCc niPeg and Transcona, Man. The car 
the !?1m?dates 75 passengers, and makes 
Seven m^e trip in 10 minutes. It makes 
an,j n.trips from Winnipeg to Transcona, 
HiD6®Igrit trips from Transcona to Win- 
Wavg every week day, and two trips each 
tional°f .Sundays. On week days addi- 
etDni trips are run to accommodate the 
Tran ’es °t the Canadian National Rys. 
Sons Scona shops. More than 1,000 per- 
°n th ar| reported to have used the car 
sUfrKie nrst day it was operated. It has 
WiU }, t Power to haul a trailer, which 
rapt. Provided as soon as traffic war-
tot Quebec & Saguenay Ry. continues 
t)ohpT,°P?rated by the contractors, Hugh 
Rys ny & Co., for the Canadian National 
°Perat‘ June 1 the contractors put in 
tfain ,jori the following train service:—A 
bec (n ,y except Sundays, leaving Que
st 2 Quebec Ry., Light & Power station) 
6,45 P.m., reaching Murray Bay at
Ray R'jn-» and a train leaving Murray 
ll,45^"45 a.m., reaching Quebec at 
feedino'"to' On June 26 and on each suc- 
e®Ve a Saturday to Sept. 11, a train will 
fay r,Quebec at 7.30 a.m., reaching Mur- 
Mli iay at 11.30 a.m. The return train 
Rujidav V6t Murray Bay at 5.15 p.m. on 
a hdav f^une 27, and each succeeding 
“15 Sept. 12, reaching Quebec at
Ihe gSniCe . Lafontaine gave judgment in 
ah act?6ri0r Court at Montreal June 8 in 
t C0 „on brought by Hodgson, Sumner 
Ss ' gainst the C.P.R. for $931.55 for 
vbverprlmerchandise. The goods were 
Searjn u to a carter driving a wagon 
;°r oti be C.P.R. sign, and were signed 
iîÿ, t,u?ne °f the company’s bills of lad- 
i be jU(, Uever reached their destination. 
;°bi held that according to the cus-
^ivin^ablished by the C.P.R. Co. for re- 
p thej8o°ds and signing a bill of lading 
5Jted transportation to places indi
gent ’ wJ16 person accredited to receive 

as not any particular individual,

but whatever person might be in charge 
of the vehicle on which appeared the 
printed initials “C.P.R.” In view of ar
ticle 1730 of the Civil Code to the effect 
that the mandator is liable to third par
ties who, in good faith, contract with a 
person not his mandatory, under the be
lief that he is so, when the mandator 
has given reasonable cause for such be
lief, the court ordered the C.P.R. to pay 
the full amount claimed by plaintiffs, 
with interest from the date the action 
was taken, and costs.

Canadian Pacific Railway Construc
tion, Betterments, Etc.

St. John, N.B., Bridge.—A press re
port states that excavation for the main 
piers for the new bridge at the reversible 
falls of the St. John River has been 
started, that the caissons to be used for 
the foundation work are being built in 
Montreal, that different sections will be 
put together at St. John and that it is 
expected the work for the supports of 
the western approach to the bridge will 
be started during the summer.

St. John-Montreal Gradients.—A press 
report states that the company has an 
engineer in the field studying the grad
ients on the line between St. John, N.B., 
and Montreal, to determine the possibil
ity of reducing them.

Timiskaming to Lac La Quinze. — 
Hon. L. A. Taschereau, Attorney General 
for Quebec, is reported to have said re
cently that arrangements had been com
pleted regarding the construction by the 
C.P.R. of the projected line from Timis
kaming to the Quinze River Falls, Que., 
and that he had been given to under
stand by the C.P.R. officials, whom he had 
seen at Montreal, that construction work 
would be carried out promptly.

Ottawa Suburban Station.—A press re
port states that the company proposes 
to build a station near Parkdale Ave., 
Ottawa.

Saskatchewan Beach Station.—A sta
tion building is reported to have been 
built at Saskatchewan Beach, Sask. 
Hitherto passengers for this summer re
sort have had to use Silton station.

Western Branch Lines.—The Senate 
railway committee on June 2 approved 
without amendment the company’s bill 
authorizing construction of certain branch 
lines in the prairie provinces, details of 
which were given in Canadian Railway 
and Marine World for June, pg. 292. The 
bill was read a third time, and was as
sented to June 16. (June, pg. 291.)

A St. Malo Shops Mare’s Nest.—As a 
sample of how time is wasted in the 
House of Commons, the ridiculous ques
tions asked, and the difficulties of car
rying on the management of a govern
ment railway under such circumstances, 
the following may be quoted: C. A. Gau- 
vreau, M.P. for Temiscouata, Que., asked 
recently, “Is it true that two first class 
machines, which were in good working 
order at the Riviere-du-Loup shops, were 
scrapped after their transfer to the St. 
Malo shops?” The Minister of Rail
ways answered “No.” The answering of 
this question probably involved, first a 
letter from a House of Commons officer 
to the Railways Department transmit
ting it, then a letter from the Railways 
Department to the Canadian National 
Rys. management, enquiry by the man
agement of the St. Malo shops Superin
tendent, a reply from him, and its trans
mission from the management to the 
Railways Department.

Traffic Orders by Board of Rail
way Commissioners.

Contracts for Live Stock Transportation.
General order 298. June 2.—Re con

sideration of special form of contract for 
transportation of live stock, to be used 
by railway companies: Upon hearing the 
matter at Ottawa, Feb. 10, 1920, the 
Canadian Manufacturers’ Association, 
Western Live Stock Shippers’ Associa
tion, Winnipeg Live Stock Exchange, 
Calgary Live Stock Exchange, Cattle
men’s Protective Association of Western 
Canada, Express Traffic Association, To
ronto Humane Society, Western Canada 
Live Stock Union, Canadian Council of 
Agriculture, United Farmers of Ontario, 
United Farmers’ Co-operative Company, 
Eastern Canada Live Stock Union, Bro
therhood of Locomotive Engineers, Bro
therhood of Locomotive Firemen, Swift 
Canadian Co., Grand Trunk and Canadian 
Pacific and Canadian National Railways, 
and Michigan Central Rd. being repre
sented, it is ordered as follows:—

1. That the forms of Live Stock Con
tract and the Special Contract with At
tendants in Charge of Stock, attached 
hereto marked Schedule A and Schedule 
B respectively, be approved.

2. That the form of Special Contract 
with Attendants in Charge of Stock 
(Schedule B) be printed on the back of 
the Live Stock Contract form (Schedule 
A).

3. That on and after July 1, 1920, the 
forms herein approved shall be the only 
contracts for the carriage of live stock 
to be used by all the railway companies 
subject to the legislative authority of the 
Parliament of Canada.

We are unable to give sufficient space 
to publish the schedules A and B.

Railway Finance, Meetings, Etc.
The Canada & Gulf Terminal Ry.—

The company received tenders recently 
for the purchase of $1,400,000 of 5% 
twenty-year first mortgage gold deben
tures secured by a trust deed in favor 
of the Royal Trust Co., and dated Mar. 
31, 1920.

New Brunswick Ry. — At a special 
meeting of shareholders at St. John, N. 
B., June 1, a resolution is reported to 
have been passed authorizing the direc
tors to sell or dispose of all or any part 
of the company’s extensive landed pro
perties in the Upper St. John River dis
trict. The company’s railway forms part 
of the C.P.R. system, and the company 
for years past has been dealing with its 
land grants only.

Thousand Islands Ry.—There has been 
deposited with the Secretary of State at 
Ottawa two instruments dated Aug. 2, 
1905, and April 21, 1920, appointing J. 
P. Ashworth, and F. Scott, respectively, 
as trustees under a mortgage dated Feb. 
28, 1894, from the Thousand Islands Ry. 
Co. to John Bell, to secure payment of 
$50,000 of 6% first mortgage bonds.

Toronto, Hamilton & Buffalo Ry.—At 
the annual meeting at Hamilton, Ont., 
June 2, the following were elected direc
tors:—Lord Shaughnessy, E. W. Beatty, 
K.C., Grant Hall, A. H. Smith, A. H. 
Harris, W. E. Scott, H. B. Ledyard, W. 
P. Torrance, W. K. Vanderbilt, Jr., D. 
W. Saunders and J. N. Beckley.

Fighting Grasshoppers. — The C.P.R. 
has had poison spread along its right of 
way in the prairie provinces to kill grass
hoppers in the infected areas.
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Transportation Appointments Throughout Canada. Telegraph, Telephone and cable

The information under this head, which is gath
ered almost entirely from official sources, is com
piled with the greatest care, so as to ensure abso
lute accuracy. Anyone who may notice any error 
in our announcements will confer a favor by ad
vising us.

Canadian Government Merchant Ma
rine, Ltd.—G. E. BUNTING, heretofore 
Ontario Freight Agent, who has been in 
Australasia for several months, in C.G. 
M.M. interests, has been appointed rep
resentative for Australia and New Zea
land. Office, Auckland, New Zealand.

Capt. L. M. HATFIELD, formerly 
master of various steamships owned and 
managed by William Thomson & Co., St. 
John, N.B., and latterly master of var
ious steamships owned by the British 
Government, has been appointed Assist
ant Marine Superintendent. Office, Mont
real.

H. M. MILBURNE, heretofore Marine 
Superintendent, Montreal, has been ap
pointed Assistant to Manager. Office, 
Montreal.

Capt. E. E. TEDFORD, formerly mas
ter and Marine Superintendent, Strath 
Steamship Co., Cardiff, Wales, and lat
terly superintending the building of 
steamships for the British Government, 
to be managed by that company, has been 
appointed Marine Superintendent, C. G. 
M. M., vice H. M. Milburne, appointed 
Assistant to Manager. Office, Montreal.

Canadian National Rys.—L. BROUS- 
SEAU has been appointed District En
gineer, Levis, Edmundston & St. Maur
ice Divisions, Quebec District, vice J. 
C. Beckwith, transferred. Office, Quebec, 
Que.

J. G. HOLMAN has been appointed 
agent for the summer, at Lake Joseph, 
Ont.

J. KIRKPATRICK has been appointed 
agent for the summer, at Bala Park, Ont.

O. I. VIRTUE has been appointed In
spector, Sleeping, Dining and Parlor 
Cars, Toronto, vice E. L. Clarke, resign
ed on account of ill health.

Canadian Pacific Ry.—W. B. BAM- 
FORD, heretofore District Freight Agent, 
Toronto, has been appointed District 
Freight Agent, Nelson, B.C., vice F. W. 
Sterling, transferred.

H. G. BUCHANAN, heretofore Dis
trict Freight Agent, Edmonton, Alta., 
has been appointed District Freight 
Agent, London, Ont., vice C. S. Morse, 
t Y2l n s f g r i*6 d

R. V. CARLETON, heretofore Locomo
tive Foreman, Toronto, has been appoint
ed Locomotive Foreman, Trenton, Ont., 
vice D. L. Jones, transferred.

W. R. JEFFREY, heretofore tax and 
assessment clerk, has been appointed As
sistant Tax Agent, Montreal.

D. L. JONES, heretofore Locomotive 
Foreman, Trenton, Ont., has been ap
pointed Locomotive Foreman, Windsor, 
Ont., vice T. Milne, retired on pension.

C. P. McGHEE has been appointed 
District Freight Agent, Los Angeles, 
Cal.

C. S. MORSE, heretofore District 
Freight Agent, London, Ont., has been 
appointed District Freight Agent, To
ronto, vice W. B. Bamford, transferred.

F. W. STERLING, heretofore District 
Freight Agent, Nelson, B.C., has been 
appointed District Freight Agent, Ed
monton, Alta., vice H. G. Buchanan, 
transferred.

W. TANSLEY, heretofore Car Service 
Agent, St. John, N.B., has been appoint
ed Car Service Agent, Toronto, vice H. 
C. Taylor, promoted.

H. C. TAYLOR, heretofore Car Ser
vice Agent, Toronto, has been appointed 
Superintendent of Car Service, Eastern 
Lines, vice R. A. Sewell, transferred. 
Office, Montreal.

J. H. WILSON, heretofore Night Lo
comotive Foreman, Brownville Jet., Me., 
has been appointed Locomotive Foreman, 
Toronto, vice R. V. Carleton, transferred.

Central Vermont Ry.—E. F. SMITH 
has been appointed Assistant to Presi
dent. Office, St. Albans, Vt.

Grand Trunk Ry.—The position of As
sistant to Vice President in Charge of 
Transportation, held by C. R. MOORE, 
with office at the company’s general of
fices, whose appointment as General Sup
erintendent of Car Service was announc
ed in our last issue, has been taken by 
C. MANNING, heretofore Assistant to 
Vice President, with office at Point St. 
Charles shops, and the last mentioned 
position has been abolished.

R. S. MOORE, recently in Canadian 
National Rys. service, has been appoint
ed chief clerk to General Agent, G.T.R., 
Toronto.

Grand Trunk Pacific Ry. — A. D. 
CAREY, heretofore Assistant Superin
tendent, Smithers, B.C., has been ap
pointed Superintendent, Edson, Alta., 
vice R. M. Halpenny, resigned to enter 
private business.

Great Northern Ry. — J. M. COPE
LAND, recently in G.T.R. service, has 
been appointed Travelling Agent G.N.R., 
Toronto.

H. E. WATKINS has been appointed 
General Agent, in charge of Canadian 
territory east of Port Arthur and Fort 
William, Ont., including the Maritime 
Provinces, but no Windsor, Walkerville 
and Ford, Ont. Office, 53 Yonge St., To
ronto.

Union Pacific Rd.—F. S. ELLIOTT has 
been appointed General Agent, Vancou
ver, B.C., vice J. H. Cunningham, re
signed to enter private business.

C.P.R. Taxation.—T. W. Caldwell, M.P. 
for Victoria and Carleton, N.B., asked 
in the House of Commons recently:—- 
“What amount was paid by the C.P.R. 
Co. in Business Profits Tax in 1916, 1917, 
1918 and 1919?” The Finance Minister 
replied: “Accounting period ended June 
30, 1915, none ;accounting period ended 
June 30, 1916, none, this was due to tax 
paid to United Kingdom ; accounting 
period ended Dec. 31, 1916, $588,600.20; 
accounting period ended Dec. 31, 1917, 
none; income tax paid for 1917 period, 
$1,765,475.13; accounting period ended 
Dec. 31, 1918, none; amount paid for 
1918 period under Income War Tax Act, 
1917, and order in council Mar. 14, 1918, 
$1,463,097.24; accounting period ended 
Dec. 31, 1919, returns for 1919 period 
not filed. The Business Profits War Tax 
Act, 1916, provides the returns may be 
filed on or before July 1, 1920. Total tax 
paid by C.P.R. for accounting periods 
1915 to 1918, inclusive, $3,817,172.57.”

Railway Lands Patented.—Letters pat
ent were issued during May respecting 
Dominion railway lands in Manitoba, 
Saskatchewan, Alberta, and British Col
umbia as follows:—
Canadian Northern Ry........................................ 240.00
Canadian Pacific Ry. grants ........................... 27.64
Canadian Pacific Ry. roadbed and sta

tion grounds ...................................................... 9.91
Grand Trunk Pacific Ry................................ 428.83
Grand Trunk Pacific Ry. Branch Lines

Co..................................................................... 29.41

735.29

B. A. Boate, heretofore local manager’ 
Great North Western Telegraph C°-> 
Brandon, Man., has been appointed 10e®, 
manager at Regina, Sask., vice R- 
Errington, transferred.

L. Black, for several years in Wester 
Union Telegraph Co.’s service at Syfl' 
ney, N.S., has been appointed local man' 
ager there, vice J. B. Colbourne, re
signed to enter C.P.R. telegraph servie 
at Calgary, Alta. , .4

The C.P.R. Telegraphs have nominate 
F. H. Phippen, K.C., as their representa
tive on a board of conciliation to cons ' 
der operator’s wages. J. T. Gunn, Sec
retary Electrical Workers Union, repie" 
sents the men. „

J. B. Colbourne, who has resigned ®“ 
local manager, Western Union Telegra" 
Co., Sydney, N.S., to enter C.P.R- te 
graph service at Calgary, Alta., was Pre 
sented with a gold chain and an addre 
by the Sydney staff on leaving for 1 
west recently.

H. Wittmaak, who died at Kitchen6 ’ 
Ont., June 3, aged 60, was formerly L 
C.P.R. Telegraphs service, and was s®,5 
to have been the first of that company 
telegraph operators in Hespeler, Ont. & 
was agent there when he retired fr° 
active service about two years ago- % 

The Great North Western TelegraL 
Co. has opened offices at Authier ® 
Kiskisink Club House, Que., Moonbea : 
Ragged Rapids, Port MacDiarmid a 
Sparrow Lake, Ont., and has closed , 
offices at Oscalanea, Que., Battersea ® 
Thamesford, Ont., and Kylemore, S»s ' 

A London, Eng., press dispatch sta ^ 
that the Pacific cable connecting Can 
with Australasia is to be duplicated , 
tween Bamfield, B.C., and Norfolk R’1®qq, 
at a cost of approximately £4,000,*'^, 
The Pacific cable was completed in, a„d 
and the distance between Bamfield qqq 
Norfolk Island is approximately y. ^ 
miles, and there are two intermed1^ 
stations, one at Fanning Island ani ,,1- 
other at Fiji. The cable between 
field and Fanning Island is said to 
the longest laid in one piece. , ms 

The British Postmaster General 
sent notices to the various chambei- t 
commerce and boards of trade in 
Britain calling attention to the fact tj)e- 
a state owned cable is in operation 
tween Great Britain and Canada, an‘ jCl 
the government’s desire that this c Je, 
which is known as the Imperial e® jy, 
should be used mainly, if not exclus!, 
for traffic between Great Britain an „t 
British Dominions. It is operated dj 
from the Central Telegraph Office in rijoh 
don, to Halifax, N.S., where c°nn®e as 
is made with the Canadian land l11?6 the 
well as with the British cable to ^ 
West Indies. Traffic for Austral 
points is sent by a special line a„d 
from Halifax to Bamfield, R;fble 
thence by the state owned Pacific e y 
to Australia and New Zealand, the1 at
ing only 
Halifax.

one retransmission, VlZ-1

Among the Express Comp»'nieS‘
------------ rn W*

The Canadian National Ex. 
closed its office at Prince Albert, ,®. th?

M. Cunningham, formerly wilted
Canadian National Ex. Co., is 
to have been appointed agent Ca 
Ex. Co., at Stewart, B.C. . r (X

J. I. M. Grant, heretofore cash'6 > ^ 
nadian Ex. Co., St. Catharines, On '’ypt-f 
been appointed agent at BrantfoP > 
vice G. A. Oliver, resigned.
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Electric Railway Department
Oshawa Railway Fifty-ton Electric Locomotive.

The Oshawa Ry., Oshawa, Ont., has 
added a 50-ton 400 horse power, steel, 
electric locomotive, which it has had built 
by Ottawa Car Manufacturing Co. The 
following are the principal dimensions:—
l'Gn^th over end sills ........................................... 32 ft.
i^ntrth of cab ..........................................................  16 ft.

is tance between bolter centers ..................... 18 ft.
ir^th over cab ...................................................... 10 ft.
flight, top of rail to top of roof ................. 12 ft.
■‘ifcight top of rail to center of draw bar....34% ft.

The underframe is of steel construc- 
tlon, built as one unit. There are 6 lon
gitudinal sills consisting of four 12 in. I 
beams and two 12 in. channels, with cross 
s,ll of 9 in. I beams and corner angle 6 
? 9 x yz in. Bumpers, or end sills, are 
built up with a 12 in. channel, fastened 
1° ends of longitudinal sills by 6 x 6 x % 
"?■ angles, with another 12 in. channel 
shaped to meet the requirements of the 
"VTC.B. coupler height, after which a %

is placed on the end window opposite the 
locomotive man. An 18 in. globe venti
lator is placed at the center of roof, to 
take away any heat generated by the 
resistors. All sash and doors are of white 
ash, with % in. white ash t. and g. sheet
ing on the interior. A frame is built of 
angle iron, surrounded with movable ex
panded metal screens, for the purpose of 
mounting the control equipment, which 
is located in the center of the cab. The 
resistors, which are installed in the top 
half, near the roof, are surrounded by 4 
sheet metal doors, with ends of perman
ent sheet steel panels rivetted to frame. 
The floors are of wood, with air 
space of IV2 in. between the 
IV2 steel plate and bottom side of floor 
boards, which are IV2 in. thick, t. and g., 
covered over with steel checker plate. 
The hoods or sloping ends are of 3/16 in.

OSHAWA RAILWAY CO. 

400 . ..in ■■ 1 1

ni.
Oshawa Railway, Fifty-Ton,

qyjbteel plate is sheared to meet the re- 
getiecl shape, and securely rivetted to- 
constr‘ bolsters are of box girder type 
liq ructed with two 12 in. channels and 
side X *n- steel plate on the bottom 
cL ’ rivetted to flanges of the 12 in. 
exte",els- A V2 in. rolled steel floor plate 
tiven j bhe full length of the locomo- 
struffi' the full width of cab. This con- 
bov J10n forms a strong girder of the 

^.type.
ti0n e cab, or body, is of steel construc
ted’of angle irons for ends 
to bars intermediates, 6 in all, bent 
tit1un,rm the sides and roof in one con- 
stee] , Piece, to which 3/16 in. sheet 
do\v a ates are rivetted, forming win- 
steenl ( ^oor openings. The roof is of 
side e type, having 3 windows in each 
dia„ bnd 2 on ends, with door at each 
side flna corner. Two windows on each 
the op6 droP> and the third, which is at 
slidi «trol comer of the cab, is of a 
6nable with hinged arm rest, to
^ith p ‘he locomotive men to look out 

ase when shunting. A storm sash

All Steel Electric Locomotive.

steel plates rivetted to angle irons. 
Doors are placed on end to permit in
stalling new carbons and oiling air com
pressors. Also on side of hoods there 
is a double door, to permit installation 
of equipment, and the same are con
structed to prevent undue heating of the 
electrical apparatus, which they contain, 
including the fan motor. There is also 
a door into the cab, so as to give the 
locomotive man easy access from inside 
of cab without going outside. These side 
doors are arranged to keep out water and 
give abundance of ventilation. An up
holstered seat, with arm rest, is pro
vided at each operator’s position.

Pilot and switchman’s steps are pro
vided at each end. The pilot is con
structed of angle iron base, with IV2 in. 
iron pipe for uprights, conforming to 
shape to meet the requirements of the 
locomotive end and coupler. A 1 Vi in. 
pipe rail is located on each end, to ensure 
safety, with an 18 in. opening at center, 
to give access to switchmen and train 
men, also train line jumpers. This rail

ing is 3 ft. high with center rail, one end 
secured to hoods, and the opposite end 
forms a grab handle on the side, where 
angle iron steps are provided, with an
other grab handle fastened to cab corner 
post, providing access to inside of cab. A 
hand brake is provided with a 15 in. drop 
handle. Marker lamps and sockets of 
standard railway type are provided with 
flags. Sand boxes are located in each 
hood and designed to carry a quarter ton 
of sand, with 2 O.B. type air sanders in 
each box. The corner wheels have an in
dependent discharge pipe of 1V4 in., 
which is attached to the truck connected 
with rubber hose to each air sander. A 
standard air operated locomotive bell is 
provided at one end, mounted on hoods. 
This bell is also hand operated by a cable 
running through a in. pipe and pul
leys, which makes a very easy hand ring
ing apparatus. The headlights, which 
are located on each hood, are of the 
Golden Glow type 12 in., 94 watts, 115 
volts, plain resistance, with mirror re
flector. Trolley retrievers are of the O. 
B. type on each end, mounted on hoods. 
The couplers have been designed spe
cially to meet the requirements of the 
underframe and trucks. A very heavy 
bumper pocket casting, rivetted to cen
ter I beams, contains the Westinghouse 
friction draft gear. This arrangement 
eliminates any buffing shocks, which the 
locomotive would get if provided, with 
the solid coupler head, therefore, is an 
important factor when one takes into 
consideration the Westinghouse h.l. con
trol, which is installed inside the cab, 
giving longer life and better service, also 
eliminating unnecessary adjustments, 
which would occure without the use of 
the Westinghouse friction draft gear. 
Coupler heads are the M.C.B. standard. 
Poling sockets are provided at each cor
ner, complying with the M.C.B. standard 
design. Air signal is installed, to meet 
future requirements for passenger ser
vice.

The trucks are the Baldwin-Westing- 
house standard electric locomotive truck, 
with rigid bolster, equalized type, de
signed especially for locomotive service, 
and built with rolled steel side frames 
located outside of wheels. The cast steel 
transom and rolled steel end frames are 
fitted together with reamed taper bolts. 
This construction is especially adapted 
to heavy traction and buffing strains met 
in locomotive service. Wheels are rolled 
steel, 36 in. diameter with 4 in. tread, 1% 
in. flange. Axles are forged steel, to 
meet requirements of A.E.R.A. standard 
in diameter and bearing area; 6V2 in. 
diameter at bearing and 7 in. at gear. 
Journal boxes are of semi-steel of the 
Symington type journals, 5 x 9 in. The 
brake rigging is actuated through a 
radial brake beam, and through a brake 
beam located adjacent to truck transom. 
This permits the locomotive to negotiate 
short radius curves.

The electrical equipment comprises the 
Westinghouse type h.l. unit switch con
trol, double end, arranged for field con
trol of motors, including forced ventila
tion to motors and train line receptacles. 
The type of motor is 562-D-5 of 100 h.p., 
600 volts, making a total of 400 h.p. per 
locomotive. The gears are Nuttall heli
cal. A smooth drive, which is free from
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vibration, exists on helical gear equipped 
locomotives.

Air brakes are the Westinghouse Trac
tion Brake Co.’s make, 14-E.L., arranged 
for double end operation, including two 
compressors, type D-3-E.G., also gover
nor synchronizing system, which ensures 
uniform compressor labor. Without this, 
the life of a compressor overloaded is 
considerably shortened, and the running 
and maintenance expense must be cor
respondingly high. Through the opera
tion of this system, the two compressors 
must start and stop simultaneously. A

city and mechanical design should be 
suitable for the service requirements; (2) 
the motive power apparatus; (3) the ap
paratus on the locomotive should be 
mounted in such a way that each part 
would be permitted to operate to the best 
advantage, with the chance of trouble 
reduced to a minimum; (4) all apparatus 
should be accessible for inspection, main
tenance and overhauling; (5) there 
should be no danger of the operator be
ing thrown in contact with the live parts. 
Centralization of control equipment is 
very important and one arrangement of

I

......
Oshawa Railway Electric Locomotive Cab Interior, showing installation of equipment, with screens

removed.

clarion type of whistle is installed over 
end corner window, operated by air.

Marker lamp brackets are installed on 
each corner for holding signal flags. The 
locomotive is equipped with 2 marker 
lamps, and 2 classification lamps, includ
ing 4 green and 2 red flags.

The heater equipment consists of 2 
sets of 4 heaters per set, Consolidated 
Heater Co. make, including 2-knife switch 
and fuse.

The painting is a dead black, varnish
ed, with lettering in gold leaf, which is 
a very suitable color for this type of 
locomotive.

Reliability was the most important 
factor considered in designing this loco
motive, also five essential features were 
considered; (1) The weight, type, capa-

this is shown. This has a number of 
advantages: (1) All control apparatus is 
assembled compactly in one part of the 
locomotive and the switch groups are 
located in such a manner that they are 
readily accessible from all sides; (2) lo
cation of grid resistors above switch 
groups, which are placed under the roof, 
reducing the length of connection between 
these two pieces of apparatus to a mini
mum. All the heat from resistors passes 
directly through the roof ventilators. The 
distributing valve is located inside the 
cab, as a protection against freezing. Fan 
motor and blower are located inside 
hoods, also one compressor installed in 
each hood, which eliminates considerable 
objectionable noises, which are caused 
when these two pieces are in motion.

Electric Railway Projects, Con
struction, Betterments, Etc.

Calgary Municipal Ry.—R. A. Brown, 
Superintendent, has reported that exten
sive reconstruction of double track lines 
will have to be done at the rate of front 
five to seven blocks a year, at a cost of 
about $11,000 a block, or $12,500 a block 
if heavier rail is used; and reconstruc
tion of line on unpaved streets at the 
rate of six blocks a year at a cost of 
$6,000 a block. The estimated total cost 
of this reconstruction is about $91,000 a 
year for the next five years. He pro
poses that $60,000 a a year be taken 
from depreciation fund and that the bal
ance be made up from revenue. June, 
pg. 316.) . ,

Hydro Electric Ry. (Essex Division!- 
We are officially advised that a second 
track is being built on London St., Wind
sor, Ont., from Ouelette St. to Wellington 
St.; and that the car shop on London St- 
is being rebuilt. The new work will Pr0" 
vide a new repair pit, an armature room, 
a blacksmith shop and a machine shop; 
(See Sandwich, Windsor & Amherstburg 
Ry., June, pg. 316.)

New Brunswick Power Co.—We a* 
officially advised that the project for 
extension of the company’s line fr0I\ 
Fairville to Manchester, N.B., has bee 
cancelled for this year.

We are further advised that the com' 
pany is_ installing loops on all its M®,
in St. John, with a view to operating

gard f®
this are before the city council for ‘ 
following:—Branch off at corner of Cm* 
lotte St. and north King Square ; a 11 
up Union St. from Mill St. to Chariot 
St., 1,500 ft. At West St. John it is Pr° 
posed to connect through tracks at 1 , 
head of Rodney wharf. An extension . 
3,000 ft. of track is also being arrang
for in East St. John to accommodate
Symons Parish, the new harbor dry dock,
uy 11LKJ11Q 1 tUIBll, L11C 11CW lliXL UVi. vu- V n.

etc., and the county hospital. The^n^
terials for these extensions are on
T. H. McCauley is General Managed

Porcupine Rand Belt Electric Ry- ~ 
The Ontario Legislature has revived 
charter of incorporation granted 
company in 1912, together with ,an 0„- 
tension of time until 1922 to begin <- 
struction and until 1923 for the c01?hyay 
tion of the projected line. The rai 
authorized to be built is from L-L-y, 
City townsite westerly through Me* gI1d 
Hearst, Gauthier, McElroy, Label V) 
Boston Tps., to Dane townsite. 1 
1916, pg. 460.) fhe

Quebec Ry., Light & Power C°l'LcjcS 
extension of the electric railway 
in Belvedere Ward is under consider» y,, 
by Quebec City Council. A deleg^ 
waited on the council requesting grvice 
company be asked to extend its stRoUi- 
on St. Cyrille St.,by St. Marguerite p gt, 
geois to Bells Road, so as to reach gted 
Malo section of the line, and sUK^gjoii 
the consideration of another ext 
along the cliff, by Boulevard de en
tente and the city limits. Another fe
ston asked for is a line to Belmonl 
tery. (June, pg. 346.) ding

Winnipeg Electric Ry. is, accor 
report, planning an extension of 1 estJ' 
demy Road line to Lindsay St., at 
mated cost of $20,000. ,he c»1*1'.

We are officially advised that t 
pany is building a substation t 
two motor generator sets. ^

The Guelph Radial Ry., owned ", bj 
city, will be taken over for °P j-gio11 
the Hydro Electric Power Comm 
Ontaio July 1.
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Increases in Electric Railway Passenger Fares.
Brandon Municipal lty.—A Brandon, 

•Jan., press report of June 11 stated that 
[he Manitoba Public Utilities Commission
had, approved an increased schedule of 
[ares for Brandon Municipal Ry., effec- 
l*ve June 21., as follows :—Cash, 7c.; 
ordinary tickets, 6 for 35c.; workmen’s 
lckets, 5 for 25c.; children’s tickets, 8 

f°r 25c.
, Brantford Municipal Ry.—A new sche- 
/uJe of fares is reported to have been 
Par in operation June 10 in order to meet 
ne increase of wages granted to the 
tnployes. The sale of tickets at 6 for 
°c- has been abandoned and the fare is 

n°W a straight 5c. one.
Calgary Municipal Ry.—R. A. Brown, 

uperintendent, is reported to have 
^commended that an increased schedule 
J fares be put in operation. Follow- 

S is a comparison of the present and 
Rested rates:- Prejent. suggested.
Ticket f,°r $1 ....................... 22 18

is reason for suggesting the 10c. fare 
rp.ro encourage the purchase of tickets, 
hav c’^y commissioners are reported to 
onv® approved of the suggested schedule 
the ■ne 11, and to have recommended 

. city council to authorize it.
Ser?Vls County Ry.—The Quebec Public 
side 1Ce Commission met May 25 to con- 
ina. . aP application to authorize charg- 
te, ^creased fares on this railway. Rep- 
w . atives of St. Joseph and Romuald 
apJ^rpalities refused to agree to the 
ipjji^ation or to abide by any decision 
°rde •’ ,,and asked that the company be 
to it to °Perate a service according 
thro,, franchise terms. The service 
to La ^ the two municipalities named, 
20 ?)’lzon> had been suspended from May 
Msedt comPany’s employes having re- 
ary v to operate the cars over the bound- 
St; >ne> on account of the action of the 
in1,..p0SePh and Romuald municipalities 
'Hcrea S1ilg to j°*n in the application for 
invest' .fares- The Commission, after 
oper [’.Sating the company’s finances and 
the st together with the cause of 
he n-i e> reserved judgment, so far as

BalitT7 ofT " * "
the oftike- -
Palitv y of Levis and Bienville munici- c0tVly were concerned, but ordered the 
of T ., y to operate its cars in the Town 
°bev tvon' The company was unable to 
to q thls order, as the employes refused 
ther e-ra*e- cars in Lauzon, and they fur- 
hiade tntlmated that if attempts were 
other t0 operate the cars in that town by 
string n’?n> there would be a general 
the s’ [hus tying up the remainder of 
Plied t The Town of Lauzon ap->t
to
the

to
, . me lown oi i^auzon ap-
\° the Commission, June 1, asking 

0- t°rce the company to find money 
P rate the cars in Lauzon, or that 

°Perat ’’’.mission take over the line and 
the pe ’t- . Judgment was given June 9, 
the p. oa’mission refusing to entertain 
operaip’.°n’ °r to force the company to 
the Cn ’ts cars by borrowing money, as 
|atj0n many had proved in the investi- 
fehderi V?t it was unable to do so, and 

(JWa .that no further motions of the 
derate1 ,rauzon to force the company to 
:'tion„ lts cars under the existing con-that . Wrml-i i .... -n IQ XtTr\ 1 I l/UC VV711-

\t[^ ho fuUiî entertained, and also 
od Mjfard fïP motions or applications 
e<j [util tbo Jhe matter would be accept’d th , ï “>ai.vei wouiu oe accepv- 
fr-8°t ur municipalities interest-
tio^his.^^er and agreed to revise the
rv'“ tnTt or t° submit the whole ques- 
; ” Jur, ,e Commission for its decision. 
’’clad;,.1"' \h, all the company’s employes, 

8trike the car barn men, etc., went on 
’he Mayor of Levis, on behall

of Levis and Bienville, guaranteed to re
adjust the fare schedule, so as to per
mit wages to be increased, and the ser
vice was resumed in those two munici
palities June If, the council subsequent
ly agreeing to the granting of the fol
lowing tari:—Cash fare, 10c.; tickets, 4 
for 30c., 50 for $3.50; children’s tickets, 
10 for 25c.; scholars tickets, 50 for $2. 
The situation in St. Joseph and Romuald 
is reported as unchanged.

A press report of June 21 stated that 
the company’s cars were again running 
in St. Romuald, the municipal council 
having on June 19 accepted the new fare 
schedule asked for by the company. St. 
Joseph municipality and the Town of 
Lauzon were still without a car service.

Canadian Electric Railway 
Association.

Honorary President, Lieut.-Col. J. E. 
Hutcheson, General Manager, Montreal 
Tramways Co.

Honorary Vice President, Acton Burrows, 
Proprietor and Editor, Canadian Railway 
and Marine World. x

President, A. Gaboury, Superintendent, 
Montreal Tramways Co.

Vice President, G. Gordon Gale, Vice 
President and General Manager, Hull Elec
tric Co.

Honorary Secretary-Treasurer, pro tem, 
A. Eastman, Vice President and General 
Manager, Windsor, Essex & Lake Shore 
Rapid Railway Co.

Executive Committee, The President, Vice 
President, and F. D. Burpee, Superintend
ent, Ottawa Electric Railway Co. ; C. C. 
Curtis, Manager, Cape Breton Electric Co. ; 
A. Eastman, Vice President and General 
Manager, Windsor, Essex & Lake Shore 
Rapid Railway Co. ; Geo. Kidd, General 
Manager, British Columbia Electric Rail
way Co. ; M. W. Kirkwood, General Man
ager, Grand River Railway Co. and Lake 
Erie & Northern Railway Co. ; A. W. Mc- 
Limont, Vice President and General Man
ager, Winnipeg Electric Railway Co. ; R. 
M. Reade, Superintendent, Quebec Railway 
Light & Power Co. ; Lt.-CoI. G. C. Royce, 
General Manager, Toronto Suburban Rail
way Co. ; C. L. Wilson, Assistant Manager, 
Toronto & York Radial Railway Co.

Official Organ—Canadian Railway and 
Marine World, Toronto.

London & Port Stanley Ry.—In order 
to meet increased wages, the week end 
rates between London and Port Stanley 
were cancelled June 17, and the regular 
tariff rates were put in force, viz., Lon
don to St. Thomas and return 80c, and 
London to Port Stanley and return $1.25. 
The previous week end rate from London 
to Port Stanley and return was 95c.

Nova Scotia Tramways & Power Co.— 
The Nova Scotia Legislature has passed 
an act amending chap. 180, of the act of 
1914, subsections c and f of sec. 22, which 
fixed the fares to be charged by the com
pany and sec. 1 of the new act declares 
that notwithstanding anything contained 
in those subsections and any amendments 
thereof increased fares may be charged. 
Following is a comparison of the old 
rate of fares and those now authorized:—

Old. New.
Dash...........................  5c..............................................  7c.
5 tickets for..............25c. 4 tickets for........... 25c.
26 tickets for............ $1 17 tickets for........ $1
10 workingmen’s 20 workingmen’s

tickets for.............25c. tickets for ......... $1
[0 school children’s 8 school children’s

4.’nV#>t.q for............. 25c. tickets for ........ 25c.

The workmen’s tickets are good only 
i to 8 a.m., and the school children’s 
■kets are for pupils under 16 years of 
e actually attending any public school, 
ailable for use between 8 and 9.30 a.m.

and between 1 and 4.30 p.m. of every 
regular school day.

Section 3 of the act provides that the 
new fares shall only be in effect for two 
years from the coming into operation of 
the act, viz., from May 23, and that on 
or before Dec. 31, the government shall 
appoint a commission under the Public 
Inquiries Act consisting of three mem
bers—one appointed by the Chief Justice 
of the Supreme Court of Nova Scotia, 
one by Halifax City Council, and one by 
the company—who shall make investiga
tions and report to the government and 
to the Halifax City Council by Feb. 1, 
1922, as to whether the increased fares 
granted by the act shall be continued 
further.

We are advised that very little diffi
culty was experienced in the legislature 
over the granting of the right to charge 
increased fares, but that there was con
siderable discussion over the matter of 
regulating the rates for the future. Un
der the company’s charter the matter of 
the regulation of fares, etc., in the tram
way department does not come under 
the Nova Scotia Public Utilities Commis
sion, but is subject to legislative enact
ment. The company desires that the 
Public Utilities Commission should have 
jurisdiction over its electric railway, but 
the Halifax City Council objected to this 
being done and the legislature finally ap
proved of the appointment of a special 
commission.

Sarnia St. Ry.—The Point Edward, 
Ont., Town Council is reported to have 
refused to permit the Sarnia St. Ry. to 
charge increased fares within its limits, 
unless provision is made for selling 
tickets for working women as well as 
for working men. The rates of fare are 
before the Sarnia City Council, and it is 
reported that the putting in operation of 
a straight 5c. fare may be the only solu
tion to the difficulty.

Winnipeg Electric Ry.—The hearing 
of evidence by the Manitoba Public Util
ities Commission on the Winnipeg Elec
tric Ry.’s application to permanently in
crease the fares charged on itis lines, is 
reported to have been concluded June 16, 
when the sittings were adjourned to June 
24, to hear arguments. A press report 
states that the Commissioners’ decision 
is expected to be given about the end of 
July.

One-Man Cars for St. John, N.B.—The 
New Brunswick Power Co. is arranging 
to operate on its electric railway in St. 
John, N.B., one-man cars of the McCauley 
type, similar to those on the Calgary, 
Alta., Municipal Ry., and the Moose Jaw, 
Sask., Electric Ry., on the street rail
way in St. John, N.B. The proposal is 
being opposed by the employes on the 
ground that they do not consider the cars 
to be safe. The company is arranging 
to fit up some cars and to submit the 
question of their safety and that of their 
operation to the civic authorities and the 
citizens. The company claims that it is 
impossible to give a service with two 
men on a car at the present 6c. It is 
proposed to put on a third more cars of 
the one-man type, than are now in ser
vice, and to give a night service.

Montreal Tramways Co. has declared 
a dividend of $2.50 a share for the quar
ter ended Dec., 1918. A, press report 
states that with this payment the com
pany will have paid up half of the amount 
of dividends in arrear.
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Jurisdiction over British Columbia Electric Railway. lngS“d=nT“ app,,i”g **
____________ I consider it most important, however»

that the Commission proceed with 
development of its full plans, apply11!' 
to financing as well as construction,, 11 
order that it may be in a position to »c' 
quire such existing radiais and propers 
as may be economically purchased, an 
which will later form parts of the con' 
pleted systems. T

Mr. Murray is of the firm of McHenn 
& Murray, who practice in general rai ' 
way electrification, the senior Pa?x! f 
being E. H, McHenry, at one time Çm 
Engineer, C.P.R.j Montreal. Mr.

An article in Canadian Railway and 
Marine World for June, referring to a 
bill introduced by the Minister of Rail
ways, to amend the Railway Act, 1919, 
was headed “British Columbia Electric 
Ry. Restored to Provincial Jurisdiction.” 
This was somewhat premature. The bill, 
being a government measure, and hav
ing been read a first time, it was taken 
for granted that it would pass without 
amendment, but it was amended by the 
Commons Railway Committee. The bill, 
as introduced by the Minister of Rail
ways, was as follows:—

“1. Section 6 of the Railway Act, 1919, chapter 
68 of the statutes of 1919, is amended by adding 
thereto the following subsection :—

“ ‘(2) The provisions of paragraph (c) of this 
section shall be deemed not to include or apply 
to any street railway, electric suburban railway 
or tramway constructed under the authority of a 
provincial legislature, and which has not been 
declared to be a work for the general advantage 
of Canada otherwise than by the provisions of the 
said paragraph.’ ”

During its consideration by the Rail
way Committee, W. A. Boys, M.P. for 
South Simcoe, Ont., moved, seconded by 
J. R. Wilson, M.P. for Saskatoon, Sask., 
that the following be added to subsection 
2:—

"Provided that this subsection shall not affect, 
or come into force with respect to any street rail
way, electric suburban railway, or tramway in 
the Province of British Columbia, until the ex
piration of one year from the passing of this

This amendment was carried by 35 to 
6, the Minister of Railways, Hon. J. D. 
Reid, being among those who voted for 
it. The House of Commons went into 
committee of the whole on the bill, June 
16, when the chairman read the Railway 
Committee’s amendment. Following is 
the official report of the discussion:— 

Hon. J. D. Reid: The necessity for this 
bill arises from the fact that last year 
in amending the Railway Act a clause 
was inserted, at the request of the rail
way brotherhoods, bringing under the 
Board of Railway Commissioners’ juris
diction any provincial railway leased or 
operated by a railway company holding 
a Dominion charter. The question arose 
over the Quebec Central Ry., which, al
though operated by the C.P.R. Co., was 
subject to the jurisdiction of the Quebec 
Public Utilities Commission. But the 
clause as drafted goes further than we 
intended and covers any provincial elec
tric railway or tramway leased to a rail
way company subject to the Board of 
Railway Commissioners. It was brought 
to our attention by the British Columbia 
Electric Ry. Co., which applied to the
B. C. Public Utilities Commission for ap
proval of a higher rate schedule, and was 
referred to the Dominion commission, the 
provincial commission pointing out that, 
under the amendment in question, the B.
C. E. R. Co. was no longer under its 
jurisdiction.

D. D. McKenzie: What is the clause of 
the Railway Act which is amended by 
this bill ?

Hon. J. D. Reid: Sec. 6, subsec. (c) as 
follows:

"Every railway or portion thereof, whether con
structed under the authority of the Parliament 
of Canada or not, now or hereafter owned, con
trolled, leased, or operated by a company wholly 
or partly within the legislative authority of the 
Parliament of Canada, or by a company operat
ing a railway wholly or partly within the legis
lative authority of the Parliament of Canada, 
whether such ownership, control, or first men
tioned operation is acquired or exercised by pur
chase, lease, agreement or other means whatso
ever, and whether acquired or exercised under 
authority of the Parliament of Canada, or of the 
legislature of any province, or otherwise howso- 
*.„*,*. • qti<i ovorv milwnv or nort.ion thereof, now

a ted shall be deemed and is hereby declared to be 
a work for the general advantage of Canada."

What has happened in British Colum
bia has happened in several of the other 
provinces. When the Railway Act amend
ment of last session was put through 
there was no intention of bringing all 
our street railways under the control of 
the Board of Railway Commissioners. 
This bill is simply to provide that these 
electric railways and tramways shall re
main under provincial jurisdiction as 
they were prior to the revision of the 
Railway Act last year. The bill was 
thoroughly threshed out before the rail
way committee. The only question was 
with regard to this amendment; the com
mittee were unanimous so far as the 
principle of the bill was concerned.

D. D. McKenzie: When the Railway 
Act was amended last year it was not 
discovered that the law as then passed 
was so far reaching as it turned out to 
be?

Hon. J. D. Reid: That is it.
D. D. McKenzie: Is there any judicial 

decision to the effect that the bill does 
mean more than the house intended it to 
mean ?

Hon. J. D. Reid: The British Columbia 
authorities, as I understand it, contended 
that the amending legislation of last year 
took away certain of their rights so far 
as their electric railway system was con
cerned. The B.C. Electric Ry. applied 
to the railway commission to have the 
rates fixed, and action was taken by the 
Dominion Board of Railway Commission
ers. The decision was therefore arrived 
at that we should take this step to pro
vide that these electric railways and 
tramways shall remain under the provin
cial jurisdiction.

The section was agreed to, and the bill 
reported, read the third time and passed.

The Minister of Railways’ remarks 
would give the impression that the B.
C. E. Ry. was to be restored to provin
cial jurisdiction forthwith, but, as shown 
above, the amendment to the bill pro
vides that this shall not take place until 
a year from the passing of the act. The 
effect of this is that the company will 
continue to charge 6c. fares in Vancou
ver for at least another year.

Hydro-Electric Power Commission 
of Ontario’s Radial Railway 

Projects.

v^.j: .xv., ivionireai. ivir. 
ray was Chief Electrical Engineer, Ne„ 
York, New Haven & Hartford Rd., in *u 
charge of electrical engineering and c°”' 
struction details of its electrificatm ’ 
which cost about $25,000,000.

Sunday Operation of Electric Car5 
in Ontario.

siavure oi any piwincc, ui omc» « uuwov- 
ever : and every railway or portion thereof, now 

hereafter so owned, controlled, leased or oper-

W. S. Murray, consulting engineer, 
New York, N.Y., who was employed re
cently by the Hydro Electric Power Com
mission of Ontario, to report on the pro
posed construction of the Toronto and 
Bowmanville, the Toronto, Hamilton and 
Niagara Falls, and the Hamilton and El
mira radial railways, has made a report 
which he has summarized as follows:—

I consider the construction and operat
ing estimates made by your engineering 
staff conservative.

I find the lines admirably located with 
reference to the passenger and goods 
traffic they are designed to reach, the 
density of which is not in unfavorable 
comparison to existing roads which have 
thrived in the United States.

I do not consider the act of their con
struction as one against which a charge 
of duplication can be made.

I am in full accord with the Commis
sion’s conclusion that it is inadvisable 
to proceed at this time with the full con
struction of these radiais on account of

The Ontario Railway Act, R.S.O., 1®* ’ 
chap. 185, provides as follows :—

“235. (1) Subject to subsections 2 a 
3 and notwithstanding anything in t0 
act or any other act, street railways m*' 
be operated on Sunday within a city na g 
ing a population of over 50,000 af ter 
majority of those voting of the elect0 
qualified to vote at municipal electio^- 
have voted in the affirmative in anS"0f 
to the question : “Are you in favor ,, 
operating street railways on Sunday^ 
but no person shall be entitled to v 
more than once on such question. ...

“(2) The question shall not be submy 
ted until the Lieutenant Governor■ 
council has declared that the poputo? 
of the city is over 50,000, and the Li 
tenant Governor in council may reqa 
a census to be taken and may PfeStYn(l 
the nature of the census and the time » 
manner of taking the same. ,in

“(3) When the Lieutenant Govern0 
council has declared that the poputot 
of the city is over 50,000 the 9Ue„jCi- 
may be submitted at the annual mun* jj 
pal election, if the municipal 00 jSt 
shall have decided on or before *ae uCh 
of December preceding the date of |[ 
election to submit the question, and s' 
not later than the 15th of December n ^ 
given notice of such decision by PV jp 
advertisement, for at least one weeDllb- 
each issue of some daily newspaper P 
lished in the municipality. .„:0»I

“(4) The provisions of The Mun'yto 
Act as to the submission of question^ 
the electors and the voting thereon 
the imposition of penalties and t“enpeC' 
vention of corrupt practices in c°nv0t° 
tion with elections shall apply to a geC. 
taken under the provisions of th's j to 
tion, but no person shall be entiw® 
vote more than once on the quest'0 y.

“(5) Nothing in this section s'ia‘(,)1i0*1 
title a street railway company, » 
has entered into an agreement ^ g 0fl 
municipal corporation not to run °a 
Sunday, to run any of their cars 011 
Sunday unless and until the compan)jj of 
received permission from the coun yejv 
such corporation by bylaw to runupdef 
cars on Sunday, and then only ,L;ioPf 
and subject to such terms and conn @1)(i 
as may be contained in such bylay als° 
unless and until the company °a® cof 
entered into an agreement with tn c0ji' 
poration to observe the terms an° 
ditions of the bylaw.” .. 18s

The Ontario Legislature at 11 . the 
session passed an act striking °“r 
figures 50,000, wherever they 
the the above section and subst 
the figures 15,000.



July, 1920. CANADIAN RAILWAY AND MARINE WORLD 395

Bill to Amend the Ontario Railway Act.
. C. McCrea, M.L.A., introduced a bill 

l the Ontario Legislature May 13 to 
'hange the Ontario Railway and Muni- 
‘Pal Board’s powers as follows:—

The Ontario Railway Act is amend- 
by inserting as part of section 210 the 

blowing as sub-section 4 thereof:
.'4) _ In the event of the board being 
1 opinion that the fares taken by any 
ompany are insufficient to meet the or- 
nary and necessary expenditures of the 

ompany and to provide for the mainten- 
aee and upkeep of the tracks, equip- 
.ent and rolling stock in a manner con- 
stent with the safety and comfort of 

Public, the board may authorize and 
taim’t an increase in the fares to be 
exfn any such company to such an 

.tent as will ensure the provisions of 
n*s subsection being carried into effect 

withstanding the provisions of sub
tile f°n ® or the provisions of any agree- 
cin l ■ *)et.ween the company and a muni- 
far*^ 'n reRard to the amount of the

to be charged by such company, to 
I contrary.

pj4’ Section 260 of the said act is amend- 
by adding thereto the following as ^section 9:

^tie provisions of this section shall 
ize 1apply nor shall the board be author- 
der tu° exercise the powers given it un- 
tj the terms of the preceding subsec- 
la.; *t appears that the alleged vio- 
Put°n "S- the result of a difference or dis
its 6 ar*sing between any company and 
hoa(7ployees until after such time as a 
Up/u °f conciliation has been appointed 
has6- ^he Industrial Disputes Act and 

^ousidered and delivered their award 
hoarvl 6 niatters in dispute nor shall the 
c0p, exercise such powers provided any 
rece?any shall within four days after the 
teriJPt of the said award express its in- 
the lon °f accepting and complying with 

wsame.
tpj, , eu the bill came before the Legisla
te;..® Inégal Committee on May 25 it was 
been a t° replace it by one said to have 
<£- », Prepared by the Ontario Railway 

“Wu,uicipal Board as follows:— 
ity ^uere the council of any municipal- 
i°n ,?s by resolution expressed the opin
ion a* *he wages paid to the workmen 
Way an electric railway or street rail- 
a bvi0tlerating in the municipality, under 
copp aw.°r agreement of the municipal 
that rat‘on are insufficient or unfair, and 
copp S-Vch wages should be increased, the 
Way 11 may apply to the Ontario Rail- 
qpipvanc* Municipal Board to hold an in- 
of jp and report as to the practicability 
W°r, «easing the wages paid to such 
r*ved K n’ having regard to revenue de- 
the r the company in the operation of 
Wher a,lway, and the board shall not, 
take a Question of wages is involved, 
Part passion of the railway or any 
2 of „1 the same as authorized by subsec. 
Until n?" °f The Ontario Railway Act 
tipn_ ttle council has passed such resolu-

tarjp ^er.e upon such inquiry by the On- 
fopprt ailway and Municipal Board it is 
Coipp that the revenue derived by the 
aftg^Py in the operation of the railway, 
ditpp pr°viding for other working expen- 
apCe f’ and without making any allow- 
°r cnn,°r dividends payable on preferred 
Piit «uion stock, is not sufficient to ad- 
sPch 1 an increase in the wages paid to 
J'aiiVVavv°rkmen without operating the 
*aw ay at a loss, the council may by by- 
^m’e p with or without submitting the 
Pap y }° the electors, authorize the com- 

to charge such different or increas

ed rates of fares as the council may 
deem necessary, and may enter into an 
agreement or contract with the company 
for that purpose.”

“The powers conferred by sections 2 
and 3 may be exercised notwithstanding 
the terms and limitations of any general 
or special act of this legislature or of 
any municipal bylaw, agreement, license, 
contract or other instrument heretofore 
passed or entered into.”

When the house went into committee 
of the whole on the new bill, Lt. Col. 
Price, M.P. for Parkdale, Toronto, took 
exception to it, on the ground that it 
was, as reported from the legal commit
tee, an entirely different bill to that re
ferred by the house to the committee, and 
requested that the committee rise and 
that the Speaker give a ruling upon the 
point raised. The Speaker decided that, 
while it was apparently a new bill, recom
mended to the house by the legal com
mittee, he did not feel that he could rule 
it out of order, but he advised adherence 
to the British practice and that the bill 
be withdrawn and be reintroduced as a 
new bill. Mr. McCrea accepted the Speak
er’s ruling, and introduced the bill as a 
new one. It was read a second time, but 
the motion for its second reading was 
defeated.

Lt. Col. Price then introduced a bill 
to amend the Municipal Franchises Act, 
which was in part as follows:—

2. (1) Subsection 3 of section 3 of The 
Municipal Franchises Act is repealed and 
the following substituted therefor:

(3) No renewal or extension of any 
franchise heretofore or hereafter grant
ed, and no alteration or modification of 
the terms or conditions of any such fran
chise nor in any agreement between any 
individual, firm or company construct
ing or operating upon, or using any high
way for the purpose of a railway, street 
railway or public utility, shall be lawful 
until the same has been sanctioned by a 
by-law of the council of the municipality 
which has been submitted to and has re
ceived the assent of the municipal elec
tors in the manner provided by The Mu
nicipal Act with respect to bylaws re
quiring the assent of the electors. t

(2) The amendment made by subsec
tion 1 shall take effect as if the same had 
been enacted at the time of the passing 
of The Municipal Franchises Act, chap. 
42, of the casts passed in the second 
year of His Majesty’s reign.

This bill was ruled out of order and 
the whole matter then dropped.

Proposed Sale of Moncton Tram
ways, Electricity & Gas Co.’s 

Property.

The New Brunswick Legislature has 
passed an act on the application of Monc
ton City Council authorizing it to rn 
ton City Council authorizitg it to 
bul all the Moncton Tramways 
& Gas Co.’s rights, title and in
terest in the electric lighting plant in 
the city, and all its rights and property 
belonging to or forming part of its tram
way system upon such terms as may be 
agreed upon between the city council and 
the company. No agreement for the 
purchase of the lighting plant or tram
ways, or either of them, shall take effect 
until it has been approved by the rate
payers.

The Moncton Tramways, Electricity &

Gas Co. acquired from the City of Monc
ton by lease dated May 11, 1910, the gas 
lighting and electric lighting plants be
longing to the city and subsequently 
built the tramway lines. It has 2.5 miles 
of line, 4 motor passenger cars and 1 
other car. The company is controlled by 
people in Pittsburg, Pa.

The ratepayers will vote on July 3, 
on a by-law to improve an agreement 
made between the city council and the 
company for the purchase of the latter’s 
electric light plant and electric railway 
in the city, also certain lands, from May 
31, 192Q for $165,000, to be paid before 
May 31, 1921, with interest, and subject 
to certain adjustments to be settled by 
the city auditor.

Additional Cars for Toronto Rail
way.

The Ontario Railway and Municipal 
Board, on the application of the City of 
Toronto, has issued an order directing 
the Toronto Ry. to provide 200 additional 
double truck cars for operation by June 
1, 1921, and in case of default, to pay 
the city a penalty not to exceed $1,000 
for each day it continues in default from 
that date.

The history of this matter dates back 
for several years, the board having or
dered the company to provide and have 
in operation 100 additional cars by Jan. 
1, 1918, and a further additional 100 by 
Jan. 1, 1919. Prior to this order, the 
City of Toronto promoted a bill in the 
Ontario Legislature, which provided 
among other things, that the company 
place in operation 100 new cars during
1917 and a further 100 during 1918, and 
in default to pay to the city $100 a day 
for each car less than the numbers called 
for. While in committee this section of 
the bill was struck out, on the ground 
that it was a matter entirely within the 
Ontario Railway and Municipal Board’s 
jurisdiction. At the same time as this 
matter was before the legislature, the 
city had an application before the On
tario Railway and Municipal Board lo 
enforce the company’s compliance with 
the board’s previous order. Early in
1918 further legislation was sought by 
the city to compel the company to com
ply with the board’s order and to penal
ize it for default, and an amendment to 
the Ontario Railway Act was passed 
Mar. 26, 1918, providing that the board, 
for the purpose of enforcing compliance 
with any order theretofore or thereaf
ter made upon a railway company under 
its jurisdiction, to furnish additional cars 
for its service, might order such company 
to pay to the municipality in which it 
operates, a penalty not exceeding $1,000 
a day for noncompliance. On Apr. 19, 
on the city’s application, the company 
was fined $24,000 by the board, being at 
the rate of $1,000 a day from Mar. 26, 
for noncompliance with the board’s or
der. This judgment was appealed by 
the company through various courts and 
eventually to the Imperial Privy Coun
cil, which decided that the board could not 
inflict a penalty for noncompliance with 
a previous order, unless it was mention
ed and made a part of the order. Since 
this judgment was delivered early this 
year, the city again applied to the board 
for an order to enforce its original judg
ment, with the penalty attached, and 
the board, as stated above, ordered the 
company to provide an additional 200 
double truck cars by June 1, 1921, with 
$1,000 pehalty for each day in default.
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London Street Railway Fares and Wages.
As stated in Canadian Railway and 

Marine World for June, the Ontario Rail
way and Municipal Board, after having 
taken over the London St. Ry. on May 5 
upon the city council’s application, ow
ing to iits having ceased to be operated 
in consequence of the employes strike 
for higher wages, presented a report up
on the condition of the line on May 18. 
The board stated that a consideration of 
the report it had received from its spe
cial auditors clearly established the fol
lowing conclusions:—“That the present 
fares will not produce sufficient revenue 
to operate the railway and pay an in
crease in wages to employes, even if no 
provision is made for dividends or de
preciation. That of the $637,480.00 capi
tal stock outstanding, $578,640.00 was 
paid for in cash and $58,840.00 was paid 
as stock dividends properly declared out 
of earnings. The average yearly divi- 
dents of the shareholders for the 25 year 
period was 4.82%, which was paid 4.54% 
in cash and 0.28% paid in stock divi
dends. Since Dec. 31, 1915, the total 
amount of cash dividends declared was 
$17,180.40. No dividends were declared 
in 1918 and 1919. As will be seen from 
the comparative statement of working 
capital, the company’s financial position 
as of Dec. 31, 1918, shows a deficit of 
$48,268.30, and as of Dec. 31, 1919, a de
ficit of $33,179.38.” The board has no 
power to increase fares, but the recent 
decision of the Appellate Division of the 
Supreme Court of Ontario indicates that 
the city council has such power, but un
der the Ontario Railway Act such in
crease is limited to an increase not ex
ceeding 5c. a passenger. The board add
ed:—“If railway operation is to be car
ried on, it is absolutely necessary to pro
cure additional revenue. The board can
not operate at a loss, as there is no fund 
available to which it can resort to meet 
losses in operation. In the board’s view 
there is only one possible source of addi
tional revenue and that is by way of an 
increase in fares. It seems to the board 
that the question of a new wage scale 
and the question of increased fares are 
so interdependent that the duty of de
termining by negotiation with the com
pany’s employes the minimum demands 
of the latter, as well as of making such 
alterations in the agreement in respect 
of fares as may be necessary to provide 
additional revenue and ensure the con
tinued operation of the railway, properly 
falls upon the London City Council as 
one of the original parties to that agree
ment.”

Following the receipt of this report 
several propositions were made to the 
council in order to permit the charging 
of an increased fare so that an increase 
of wages might be given to the men. 
The first proposition was for the fixing 
of the fare at 5c. and abolishing all 
tickets, with the exception of the limited 
hour tickets, which it was proposed to 
sell at 6 for 25c.; this being defeated, an 
attempt was made to increase the num
ber of limited tickets to be sold to 7 for 
25c., but this also was defeated on June 
9, and the men again went on strike. The 
Ontario Railway and Municipal Board 
presented another report to the Council 
on June 10, in which it expressed its wil
lingness to operate the line on a basis of 
a 5c. cash fare, with unlimited tickets at 
6 for 25c. and limited tickets at 8 for 
25c. and to pay over to the city any sur
plus remaining after paying the men an 
advance of 8c. an hour. After several

days negotiations the men returned to 
work June 16, having, it is reported, 
agreed to accept an increase of 4c. an 
hour, with a rearranged service which 
will have the effect of reducing the num
ber -of cars on certain routes. The fare 
schedule remains unchanged, the railway 
still being under the Ontario Railway 
and Municipal Board’s charge.

The London Free Press of June 17 
said:—“The Ontario Railway and Muni
cipal Board has effected an agreement 
with the street railway employes that 
may be said to represent a victory for 
all concerned. The employes are to re
ceive an increase of 4c. an hour, and 
more if the earnings will warrant it. The 
company is to have its bonds retired at 
the rate of $36,000 yearly, which is equiv
alent to about 6% upon the money in
vested in the railway. The patrons of 
the railway are to retain the dates of 
fare named in the agreement made be
tween the city and the company 25 years 
ago.”

The London Trades and Labor Council 
on June 16 asked that the council arrange 
for taking a vote as early as possible on 
the question whether the existing fares 
are to be continued, or whether the price 
of tickets is to be amended by selling 6 
for 25c., unlimited, and 8 for 25c., limited.

Electric Railway Finance, Meet
ings, Etc.

British Columbia Electric Ry. and allied 
companies:—

10 mos to 10 mos. to 
Apr. 30, Apr. 30, 

Apr. 1920 Apr. 1919 1920 1920
Gross $749,081 $631,988 $7,306,918 $6,022,107
Expenses 544,276 458,674 5,146,419 4,449,003
Net 204,805 173,314 2,160,499 1,573,104

Calgary Municipal Ry.—R. A. Brown, 
Superintendent, is reported to have sub
mitted a statement to the city commis
sioners showing that there will be a to
tal deficit of $82,221.72 in street railway 
funds this year, of which $38,688 is re
quired to be placed in depreciation ac
count. The total deficit to May 31 was 
$10,629.29 without counting two carloads 
of wheels the city has bought, making 
the actual deficit $18,139.04. The gross 
earnings of the railway this year are es
timated at $900,000.

Cape Breton Electric Co. and allied 
camponies:—

4 mos. to 4 mos. to 
Apr. 30, Apr. 30, 

Apr. 1920 Apr. 1920 1920 1920
Gross $47,111 $46,456 $186,058 $184,554
Expenses 41,116 33,317 168,816 136,732
Net 5,995 13,137 17,242 47,802

Sudbury-Copper Cliff Suburban Elec
tric Ry.—We are officially advised that 
the Sudbury-Copper Cliff Suburban Elec
tric Ry. Co. has offered to sell its sys
tem to the town of Sudbury, Ont., for 
$222,921. This amount is said to repre
sent $208,680, the actual cost of the sys
tem and $14,251 representing three years’ 
dividend on preferred stock. The com
pany offered to accept payment in 10, 15 
and 20 year municipal debentures.

The company’s railway was opened 
for traffic in the Town of Sudbury, and 
from Sudbury to Copper Cliff, a distance 
of 6.27 miles, Nov. 11, 1915, and subse
quent extensions brought the total mile
age up to 9 miles. It owned at June 30, 
1918, 3 closed passenger cars, and has 
its own power plant, a description of 
which was given in Canadian Railway 
and Marine World, Sept., 1916, pg. 377. 
Its capital consists of $173,100 of stock,
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and $94,000 of bonds, a total of $267,100- 
Toronto Civic Railway.—

May 1919 
$36,004

2,120,776Receipts . . 
Passengers

May 1920 
$45,303 

2,678,059
Toronto Railway.—

1920
City

1919 City
Receipts percentage Receipts percental;®

$ 88,33» 
96,563 

123,166
•Tan. $ 652,350 $110,950 $ 588,923
Feb. 595,861 119,172 545,771
Mar. 745,706 149,141 615,526
Apr. 653,340 130,668 600,231
May 644,458 132,892 620,068

$3,311,715 $642,823 $2,970,519
Toronto Ity., Toronto & York

Ry. and allied companies :—
4 mos. to 
Apr. 30, 

Apr. 1919 1920

4 mos. to
Apr. 30'

192°
$1,211,708 $1,051,960 $4,711,579

1,612,847 1,781,7363,098,732 2,'
1,7

Apr. 1920

Expenses 799,048 573,597 
Net 412,660 478,363

Winnipeg Electric Ry. and allied com 
panies :— ..

4 mos. to 4 mos. 
Apr. 30, Apr. ^’ 

Apr. 1919 1920
$367,196 $1,832,310 $1,513-%) 

272,626 1,385,434 1,11 fjji 
94,570 446,876 401.*

Apr. 1920 
Gross $431,685
Expenses 338,964 
Net 92,721,

Electric Railway Notes.

The Hydro Electric Power Comm1 
sion of Ontario has ordered 6 motor ca 
and 6 trailer cars for the Hydro Elect1, 
Ry. (Essex Division), formerly San 
wich, Windsor & Amherstburg Ry-

R. A. Brown, Superintendent, Calgal^ 
Alta., Municipal Ry., is reported to ha 
advised the city council against adopt" 
the pay-as-you-leave system on the Ç 
cars, and in favor of continuing the Pre 
ent system of pay-as-you-enter cars.

The Montreal Tramways Commissi?1^ 
the Montreal Administrative Commiss 
and the Montreal Tramways Co. are 
ported to have agreed to have snow ^ 
moved from the streets next winter a 
flat cars operated by the Montreal lr 
ways Co.

The St. Thomas, Ont., Municipal 
is reported to be operating two oi'■ 
one-man cars, but pending the insta ^ 
tion of the protective devices ordereo ^ 
the Board of Railway Commissioner^^ 
the steam railway crossings the 
are in charge of a motorman and con 
tor.

A Hamilton Accident Suit.-*-Judg t]y, 
was given by Mr. Justice Kelly r^c®niiie 
in an action brought by Mrs. Jea gI1d 
Ellis, against the Hamilton St. 1^
H. K. Stiles, which was heard a ry. 
Hamilton, Ont., assize court in Jaamol1 
The plaintiff alighted from a Ham ^ 
St. Ry. car on its stopping at a f ce. 
other than a regular stopping 
Stiles was driving an automobile D rgii 
the car, and not expecting it to a.Rrivê 
alongside it, knocking down and inJ ^el- 
Mrs. Ellis. In his judgment Justm ^ 
ly said:—“While I do not lay tWee/ 
that the stopping of a street car pe .^eli 
the regular stopping places is P?.y 
an act of negligence, there is a 6 
those operating a street car to ta* j,y 
sonable means to safeguard one w 
their act, may be exposed to sue oJjS 
ger. It is likewise incumbent °n P j^ei* 
in the position in which plaintiff V .0ji- 
herself, or was placed, to take 1 pu1 
able means to avoid such dang6'; 
the jury have exonerated her frolL 
ligence in that respect.” Judgm6 jgii1' 
given against the company for * gCtWL 
ages assessed and costs and the ^jt‘ 
as against Stiles was dismiss6 ^ 
costs. A 15 days stay was gran»
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Nova Scotia Tramways and Power Co’s Annual Report.
Following are extracts from the an- 

oual report for the year ended Dec. 31, 
Early in the year your newly 

•ected directors . deemed it advisable to 
ecure the services of Stone & Webster, 
oston, Mass., to manage and operate 

j company. This was accomplished in 
sane- In accepting the management 
tone & Webster stated that in view of 

tL6 conditions which have arisen during 
ne past two or three years it was im- 

Q??.s'ble for the company to fulfil its 
Rations either to the community or 
to stockholders, if it were compelled 

continue to attempt to meet its in
cased charges with its present rate of 

come. The results of the past year 
that this statement was accurate. 

a,any adverse causes had tended to bring 
out certain undesirable operating con
tons, but certainly the prime causes 

sudt tb? war conditi°ns in Halifax, its 
of den increase in population, but lack 
si available labor, the disastrous explo- 
com and.the impossibility of financing in 
w/“Petition with Victory Loans and other 
diti activities. As a result of these con- 
sati°?S’ tramway service was not 
la 'r act°ry to anyone and the need of 
strfe .sums for construction and recon- 
tioni*0n was Perfectly evident. Addi- 
aient cars were needed, as the equip- 
traffi Was entirely unable to handle the 
trihi t- pr°perly. A portion of the dis
part’011 iines °f the light and power de- 
t0 then* were in very bad shape. Due 
ity n<r finality of coal available, the qual- 
tory01 the gas was entirely unsatisfac-
entinantinK-—While the outlook was not 
\vas UraSing for the immediate future, it 
everv nevertheless, determined to use 

e"ort to better the service, in the 
of aP®nt belief that the imperative need 
eil Ly dional revenue would be recogniz- 

*-and granted by the authorities. 
b)0 '“tons were entered into with well- 
keces “ankers in order to finance the 
•friTir Sary reconstruction and essential 
3 yearV^ments and finally F.OOO.OOO of 
quart ‘°^c notes were sold About three- 
ly an0ra °f the proceeds was immediate- 
struL.. npriated to definite items of con- 
Tram,'on’ and reconstruction as follows: 
at<U^ay department, $480,000; light 
SartmoWfr department, $188,000; gas de- 
•teml16 v 1 $58,000; and to miscellaneous
?ble , out $12,000. Owing to unavoid- bo _ neiavs j.i------- 1-------be much of the work remains to
for tv*Pleted in 1920. Present nlans call 
quarts expenditure

Present plans call 
of the remaining

v0tis: -rln about the following propor- 
jSht an/amway department, $133,000; 
ii6partrnl. p°Wer department, $60,000; gas 
1» :V30,000. While the business
>e Sl 1VlH call for the expenditure of 

ln addition to the above, such 
°SjPanvUle® car,not be made until the 

st^ramwÔS m a Position to finance them, 
reaction Construction and Recon- 

orriô ,enty-four steel safety cars 
42y c,ered, at a cost, including duty, 

tn. l2<o nàn f approximately $10,000 each, 
uî0tniseri x-f°r the lot, and delivery was 
>°st °y- 1» 1919. In spite of the 
CtUfacti,r°Jts ,.by y°ur company, the 
ofS,tpone(j y?1!8 have from time to time 
Kn, ,bor 18 date because of shortage 

r6aand materials. There now seems 
ta; Win k-n. t°. believe that actual deliv- 
°f *{. °r af1? ln Feb., 1920, and that the 
b’or cast a substantial number
dig1 .city WU1. be in operation in March. 
8ati ?cin» „i, the safety car is rapidly 
6aic#fnctio^d others. The general public 

ai*y ‘ Wlth its performance is gra-
monstrated by the fact that

during 1919 three of every four cars or
dered for city lines in the United States 
were safety cars. As traffic conditions 
in Halifax are not as difficult as in many 
cities on the continent, the fact that the 
safety car meets adequately the require
ments of the more exacting conditions in 
many other cities assures its success in 
Halifax. During the year 21 of the more 
modern old cars were rebuilt and painted 
in the company’s shops. One new snow 
sweeper was purchased and a new snow 
plow constructed.

Much of the tramway overhead con
struction was rebuilt during the last half 
of the year, and reasonable progress 
made in carrying out the programme of 
double tracking all of the belt line.

The track reconstruction was very ex
pensive, one of the heaviest portions of 
this expense being the paving of the 
street itself, which under the law falls 
upon the company. This is particularly 
heavy, as the best grade of paving ob
tainable is required, even though the 
balance of the street, paved by the city, 
is covered with a less permanent sur
face. The work in connection with the 
rehabilitation of the track system was 
accomplishsed under very adverse con
ditions. Labor was scarce, and wages 
high, and the weather was particularly 
bad, hampering the progress of all out
side work in the city. In addition to the 
completion of the paving programme al
ready started and financed out of the 
proceeds of the notes authorized, the 
city’s street paving programme for 1920 
will call for an expenditure by the com
pany of about $400,000, along tracks 
which need not be reconstructed at pres
ent.

Tramway Earnings and Expenses.— 
The gross earfiings of the tramway de
partment have increased substantially 
over those of the previous year, but the 
increase has been more than offset by 
the growth in operating expenses and 
taxes. During the year, the labor cost 
of this department, already high, has in
creased over 15%; materials even to a 
greater degree. Shareholders familiar 
with the financial difficulties which have 
recently overtaken tramway lines in the 
U.S. will understand the greater difficul
ties which have confronted this company, 
when it is realized that materials in 
Halifax cost from 30% to 60% more 
than they do in the U.S. This is mostly 
because of high customs tariffs, which 
affect Canadian prices as well as goods 
purchased in the U.S. The average tram
way fare in Halifax is 4.3c a passenger. 
In the United States such a fare has 
been found inadequate and ruinous and 
has been increased very generally. The 
street car fare in Boston is 10c, in St. 
Louis, 8c., in Cincinnati 7c., in Montreal 
and in Quebec 7c. There are 460 cities 
in the U.S. serving a population of oyer 
31,000,000 in which fares have been in
creased.

Following the determination to better 
the service, the car mileage in 1919 was 
increased 432,227 miles, or 40% above 
that of 1918. The earnings per car mile 
in 1918 were 39.3c and fell to 33.2c. in 
1919, because of the increased number 
of car miles operated. As there is still 
overcrowding in rush hours, further in
creases in car mileage will be made dur
ing 1920 and from 40 to 50 cars will be 
operated against the usual 31 during 
1919.Fares.—The Nova Scotia Legislature 
will be asked to authorize an increased 
tramway fare. The thinking public real

ize fully that no street car company can 
carry passengers at 4.3c. each, and, if 
they can be assured of good service, 
should not oppose the legislation neces
sary to compensate the company for the 
cost of that service. It certainly is ab
solutely essential that the requested leg
islation be prompt and adequate, if the 
company is to be put into a position to 
borrow the additional funds which it is 
imperative that it should have if it is to 
give the service that the city needs.

Other sections of the report deal with 
the company’s gas, electric light and 
power departments. The gas department 
has been self sustaining for a number of 
years and should be on a paying basis 
before the end of this year. The light 
and power department’s growth of gross 
earnings has been satisfactory, and it 
should show even better earnings than 
it did last year.

Tramway Difficulties.—The difficulties 
which the company is endeavoring to 
meet are in the tramway department, 
which is not receiving income sufficient 
to cover the cost of service. It is in the 
interest of both shareholders and public 
that this situation be corrected. The 
City of Halifax is forging ahead rapidly. 
Its public utilities must keep pace with 
it or both they and it will suffer. Your 
company will need to make arrangements 
for additional funds during the coming 
year if it is to fill its place in the com
munity. Unfortunately, with the present 
and prospective price of wages and ma
terials, the net earnings from all de
partments are not sufficient to warrant 
a further increase in the company’s lia
bilities. It seems hopeless to expect that 
operating expenses as a whole will be 
reduced; in fact, the tendency will be 
rather upward. The only way to increase 
the net earnings is to increase the oper
ating revenue. This will be accomplish
ed to some extent by the better service 
which the company will be able to give, 
as better service always brings increased 
use of that service. The increase from 
this source, however, will be but a frac
tion of what is necessary. The balance 
must be obtained by increased charges 
to the public. Experience in other cities 
has shown that the public is willing to 
make use of good facilities at an in
creased price. They do wish, however, 
to feel assured that they are not paying 
too much and giving the owners of a 
public utility an undue profit. In this 
connection the cry of “watered stock” is 
often raised. By “watered stock” is 
meant capitalization in excess of the 
value of the property. Most people now 
realize that under the law such excess 
capitalization has no effect on rates. The 
company is not entitled to earn a fair 
return on the par value of its securities, 
but upon the value of its property.

In authorizing the issue of securities 
the Board of Commissioners of Public 
Utilities valued the plant at about $3,- 
700,000, which was a much smaller 
amount than that determined by the corn- 
company’s appraisal. Since that time 
large additions have been made, so that 
the present book value is about $4,700,- 
000. Owing to the increased cost of con
struction, the real value of this property 
today is materially in excess of this lat
ter amount. To encourage new capital 
it is evident that a fair return must be 
earned on the present capital. The con
stant need of new capital is emphasized 
when it is realized that in a growing city 
it is necessary to nearly double the fa
cilities every seven to ten years. There-
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fore rates must be based on the cost of 
acquiring new capital and the cost of 
installing new facilities.

The trouble with the general public 
utility situation today is that it is try
ing to function by meeting a post-war 
outgo with a pre-war income. It cannot 
be done. The currency has been inflated. 
The dollar today, measured by its pur
chasing power of five years ago, is less 
than 50c. Many years must elapse be
fore this condition can be fully corrected. 
It can only be met by permitting the in
dustry to charge rates which will give 
it an income commensurate with its out
go. This report has gone into consider
able detail because your directors feel 
that the shareholders are entitled to full 
information. They are, however, by no 
means discouraged, as they feel confi
dent that the citizens and the governing 
bodies in Halifax have a clear realization 
of the situation, and realize the wisdom 
from their own standpoint of support
ing the company in its endeaver to give 
them a public utility of which they can 
be legitimately proud.
Results of operation for year ended Dec. 31, 1919.

Gross Operating 
Earnings Expenses Balance 

Railway dept. $532,368.11 $462,349.16 $ 70,018.95
Light and power

dept................... 538,780.12 324,330.05 214,450.07
Gas dept............  121,539.72 133,524.87 *11,985.15
Steam heat dept. 46,861.98 28,484.68 18,377.30
Mise, earnings

(rents) . .“.... * 2,559.00 2,559.00
Revenue interest 16,392.99 16,392.99

Total ............$1,258,501.92 $948,688.76 $309,813.16
Taxes .................................................................. 98,303.13

Net earnings .................................. A..........  $211,510.03
Int. and Amort, charges ....................... 144,618.89

$ 66,891.14
Dividends paid on preferred stock.... 62,364.00

$ 4,527.14
Prior surplus (Jan. 1, 1919) .......... 16,630.52

$ 21,157.66
Deferred dividends restored to sur

plus acct.................................................... 62,280.00

$ 83,437.66
Net direct charges to reserve and 

surplus (applying to prior year’s 
operations) .............................................. 34,311.49

$ 49,126.17
Appropriation for replacements ........ 47,557.75

Current surplus ......................................... $ 1,568.42

t3% June 1st. *Deficit.
The foregoing report was prepared be

fore the N.S. Legislature had authorized 
the increase of fares.

At the annual meeting all the 
directors were re-elected, except F. 
B. Adams, who was succeeded by W. E. 
S. Griswold, New York, N.Y. The di
rectors are as follows: A. Stuart Pratt, 
President; W. H. Covert, K.C., Vice 
President; W. L. Weston, Manager; F. 
P. Royce, A. J. McAllister, W. E. S. Gris
wold, M. L. Sperry, R. Ernst and H. H. 
Hunt. Stone & Webster are General 
Managers ; H. A. Lemmon, Secretary, 
and J. R. Blackett, Treasurer.

The Canadian National Rys. Toronto 
Association held its annual picnic at 
Orillia, Ont., June 26, travelling by spe
cial train from Toronto and back. Sev
eral hundred people attended, including 
President D. B. Hanna, and a number of 
other prominent officials.

Montreal Incline Ry.—A press report 
states that the tracks, etc., have been 
taken up and the plant dismantled. The 
property was sold to be removed, the 
price received for the material being re
ported as $2,000.

Steel Rail Order.—The Canadian Na
tional Rys. have ordered 7,500 tons of 
steel rails, 85 lb. C.P.R. standard section, 
from Dominion Iron & Steel Co., Sydney, 
N.S., for immediate delivery.

Nova Scotia Public Utility Commissioners Show 
Necessity for Higher Rates.

The Board of Commissioners of Public 
Utilities for Nova Scotia’s last an
nual report states that of the 276 
public utilities in the province re
quired to report to the board, five are 
tramways. Referring to these, the com
missioners say: “It is being generally 
recognized that the present are strenu
ous times for public utilities of every 
class. The difficulty of obtaining new 
capital and the higher interest rate de
manded, the increased cost of labor, fuel 
and materials all contribute to make 
more severe the struggle, and a move
ment for an increase of rates is observ
able all over the continent. It was not 
to be expected that the utilities of this 
province should prove an exception to 
the rule, or escape the general stress. 
A number of them, including several 
incorporated towns, notwithstanding the 
advantage which a lower interest rate 
and exemption from taxation gives them, 
have found it difficult to continue service 
on the old schedules.

“The general movement towards high
er rates is nowhere more noticeable 
than in the case of tramways. Not
withstanding that it is said that 53% 
of the urban population of the United 
States is paying higher fares on tram
ways than a year ago, it appears that 
10% of the companies are under re
ceivership. Similar figures are not avail
able for Canadian centers, but it may 
be observed that increases have been 
granted in a large number of Canadian 
cities. What makes the problem more 
difficult is that indisputable fact that 
any increase over what has apparently 
come to be considered the standard 5c 
fare, does not bring a proportionate in
crease of revenue. It might be sup
posed that the trifling difference between 
5c and 6c would deter few from using 
tram service. Experience, however, 
teaches that whether it be higher cost, 
inconvenience of making change, or re
sentment at a departure from long estab
lished standards, a falling off in traffic, 
not inconsiderable, follows any advance 
in rates. Some attempts at a solution 
of the problem thus presented have been 
suggested, amongst others, state or mu
nicipal aid to the utility, while the 5c 
fare is continued.

“Recently in New Brunswick a com
mission of experts called in to investi
gate the N.B. Power Co.’s affairs filed 
its recommendations. Among others, be
sides joint control, may be noted a pro
posal to relieve the company from any 
special taxes; from street repairs, ex
cepting those made necessary by own 
way or structure; from removal of snow 
from any street or road; from cost of 
new pavement, and from rental of any 
street or bridge beyond the expense of 
maintenance of tracks. While on the 
one hand it may be said that it is illog
ical and unfair to impose any part of 
maintaining tram service upon others 
than those who use and directly benefit, 
it may with considerable force be argued 
that inasmuch as facility in transporta
tion and the maintenance of a low-priced 
and efficient service benefits the whole 
community, giving in most instances an 
added value to real estate, no injustice 
is done in placing at least a portion of 
the burden upon those who may be non
users, but still derive a benefit, substan
tial if indirect.

“Under existing conditions the board

deems its duty dear. Public utiliti65' 
in common with other companies an 
ordinary citizens, must be expected 1 
bear their fair share of the burden whjc 
war conditions have imposed, but the. 
are entitled to such a revenue as "L
meet operating cost and yield a fair. if
™v,x,v v*Ale, v-vv>_- „ twm ~ -- , g

somewhat modified return on the van 
of the property used. To withhold rev
enue sufficient to operate must resu 
in decreased efficiency of service an 
ultimate bankruptcy or a receivership 
To withhold return on investment 'v* 
discourage capital and retard develop— v„arument of necessary enterprise. The b°asing

en-

aF*

rad'

realizes the responsibility of exercr 
the wide powers which have been - , 
trusted to it in dealing with matters 
great importance to the public * 
often vital to the utility.”

The companies operating electric 
ways under the board’s jurisdiction ®L ’ 
Cape Breton Electric Co.; Nova Scot 
Tramways and Power Co.; Pictou Cow1 • 
Electric Co.; Sydney and Glace Bay "'j' 
and Yarmouth Light and Power Co. 1 , 
Sydney and Glace Bay Ry. is °Pel?lius 
by the Cape Breton Electric Co., tn 
making four companies, all of wh 
operate electric light and power P‘® 
in their respective areas. The Cape 
ton Electric Co. also operates a te s 
service and the Nova Scotia Tramway 
and Power Co. also operates a gas PJ®,.0 
The Inverness Ry. and Coal Co., arC. 
comes under the board’s control in 
spect of its electric light plant. 8r

The commission’s receipts for the y e 
ended June 30, 1918, including a baia„ 
brought forward of $772.10, were f* s 
191.47. This amount was made up ot .- 
of $25 each, collected from 25 comp®1 ^0, 
including the Cape Breton Electric j 
and the Nova Scotia Tramways t. 
Power Co., and of assessments am® 
ing to $11,794.37, of which comP®1, -y--, . —.- fob
operating electric railways paid tnevays 

•lowing amounts. Nova Scotia Tranm 
and Power Co., $2,868.49; Cape B1®Ay 
Electric Co., $1,913.20; Pictou <>u j, 
Electric Co., $996.87, and Yarm0^.
Light and Power Co., $208.14.

Salaries
The
of the

penditures including: Salaries 0i. 
commissioners, $9,620; expenses °* e<- 
commissioners, $728.59; salary an° aIid 
penses of counsel, $916.67; aJ>d
expenses of the secretary, $565.6°'.^v- 
sundry other items were $12,480.-)J> 
ing a balance of $710.88.

—----- „ pat
Railway Lands Patented.—Letteifjp- 

ent were issued during April for 
ion railway lands in Manitoba, Sask® as 
wan, Alberta and British ColumD 
follows:—
Calgary and Edmonton Ry.
Canadian Northern Ry..........
Canadian Pacific Ry. grants
Canadian Pacific Ry. roadbed and station

grounds
Central Canada Ry.......................................  ,
Edmonton, Dunvegan & British ColumD

Ry................................................ .......
Grand Trunk Pacific Branch Lines Co-— 
Nicola, Kamloops & Similkameen Ry*"

Total

*80

IS»'
fr0i“

The G.T.R. motive power team 
the Stratford, Ont., shops won the Yppe' 
berlin trophy in the fifth annual ^ j rC 
tition in first aid work at Monti‘Ctre» 
cently. Two teams each from Wj: 
and Stratford shops, and one ®aCfurcS 
Bonaventure station, Montreal, j t® 
Que., and Belleville, Ont., enter 
competition.
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Electric Railway Employes’ Wages, Working Conditions, Etc.
Retford Municipal Ry.—A press re- 

bee s*at;es that a new wage scale has
en agreed upon between the commis- .«.v, .ciumcu uu wuik, ai me rate» ox
oners and the employes, the increase wages fixed by the conciliation board, but 

«■anted being equal to about 15% and that if the management found it possible
^ ® Hew T9 foe? -Kxz-iT» V« " 1---—— ---- 1 1

London & Port Stanley Ry.—In our 
last issue it was stated that the employes 
had returned to work, at the rates of

rates per hour being worked 
as follows:—First year, 46c.; second 

ar 48c.; third year, 50c.
çjjj^ainilton St. Ry.—The board of con-
°f Wage |__r__|
nïÜLi*'8 motormen and conductors being 

mbers of Division 107, Amalgamated 
"av°vat'on Street and Electric Rail- 
e(jy SnipiQygs of America, was compos- 
8 g* Judge C. D. Snider, chairman; G. 
ainl v'r’ representing the company,
The k Bancroft, representing the men. 
ties board met April 29, when the par- 

bot being ready, the sittings were 
the?.Ulried to May 10, from which date
der)ority
the

to pay higher wages in the future it 
would do so. The increased wages recom
mended by the conciliation board were 

•«won . - — made effective from Feb. 1, and some
°f Wap-go PP°lnted to deal with questions slight further advances have now been 

id . c., as between the company made to freight conductors and motor-
men, and to brakemen, also effective from 
Feb. 1. Following is a comparison of 
the rates per hour, prior to the concilia
tion proceedings, the conciliation board’s 
award and the new rates.
Passenger conductors and motormen—

___ _ *j«y, wucii cue par-
ad! not being ready, the sittings were 

tourned to May 10, from which dat 
y Were continued to May 18, when „ 

der°rity report was signed by Judge Sni- 
tbg and G. S. Kerr. During the sittings 
a„ various sections of the proposed 
adne®nienh were discussed and finally 
hon r by both parties with the excep- 
tjni °r those relating to wages and over

rent
^ded"

Folio
r in force under the old agree-111 Paw»—- — - *11 1 '

tel* hour°i°Wing are t1he rates of wages

Old Conciliation New
1st year ............. ........... 44c. 46c. 46c.
2nd “ .............. ........... 46c. 48c. 48c.
3rd “ .............. ........... 47c. 50c. 50c.
4th “ .............. ........... 48c. 52c. 52c.

Freight conductors and motormen—
1st year .............. 46c. 48c.
2nd “ .............. .......... 46c. 48c. 50c.
3rd “ .............. .......... 47c. 50c. 52c.
4th “ .............. .......... 48c. 52c. 54c.

Brakemen—
1st year ............ 41c. 43c.
2nd “ ............... .......... 42c. 43c. 44c.
3rd “ ............... 45c.

Baggageman ............ .......... 37'/,c. 40c. 43c.
Linemen ..................... .......... 55c. 60c. 60c.

wages. After hearing all that was urged 
by both parties the board concluded that 
it was not desirable that the request for 
a closed shop should be granted. The 
company has no objection to its men 
joining the union, but desires to leave 
them free to join or to remain out; it 
has not in the past and will not in the 
future discriminate against any employe 
who does not desire to join the union. 
The men have been working a nine hour 
day, and are being paid overtime rates 
for all work done in excess of that time. 
The service rendered to the public is be
tween 6 a.m. and midnight, covering a 
period of 18 hours, and the board did not 
think it practicable to introduce the 8- 
hour day under these circumstances. Fol
lowing are the rates of pay per hour for 
motormen and conductors, as agreed up-* 
on, compared with those in force former
ly ■ Old. New.
First year ....................................... 39c. 49c.

41c.
43c.
45c.

51c.
53c.

comparison with the rates recom- 
in the major it 

respectively:—
''«cu in 4_iT ----  —

P°rts Tpl maJ°rity and minority re-

six .monthsSSr “onths

yr. ;
tin?6

Old rate.

34c
38c.
41c

Majority Minority 
report. report. 

38c.
40c.

45c.
52c.

50c
55c.
65c.

majority report recommending 
eggi^d.a half for all overtime, also for 
VrT. holidays, and 7c. an hour extra forh rK on <3... ’

Conductors, motormen and brakemen 
are paid time and a half after 10 hours. 
Line men are paid time and a half after 
9 hours work, previous to 10.30 p.m., and 
after that double time. Some advances 
have also been given to other classes of 
employes.

Montreal Tramways Co.—Following the 
failure of efforts to secure a new agree
ment with the company at greatly ad
vanced wages, as detailed in Canadian

fCe ^horitySundays, which is not overtime Railway and Marine World for June, pg. rvwi*4-,. k overtime. , qiQ 4.L.... Z-,™ mmc o-nnliorl tn +1*19 TVTim’QfPT
report recommended thatL. *- and r, i: 1 /x,,xxxxii„xivtvn tuai

b0|ald holidays f b6 paid ^°r a11 overtime’
of „ - and Sunday work. The 

theWas ,unanimous in fixing the date 
"'an-,. c®ming into operation of the new 

Aft* edule as April 1. 
tartig some negotiation between the 
"age s’ the men agreed to accept the
Poh ' recommended in the majority re-

-

318, the employes applied to the Minister 
of Labor for a board of conciliation, 
which was appointed June 10 as follows: 
Justice Archambault, Chairman; E. W. 
Villeneuve, representing the company, 
and J. A. Woodward, representing the

,- „uu majority re
el itigiy an aSreement was signed ac-

The Montreal Tramways Commission, 
which, under Quebec provincial legisla
tion, has control of the company’s ex
penditures, fares, etc., has been carrying 

>Sed 'y'c'"tric Co.—We were officially larf?e advertisements in Montreal papers 
ht betw Cn^y that the wages agree- to sb°w that the wages asked are unrea- 

‘I’es w eeu the company and its em- sonable and could not be paid without 
tor hou,. uUnj exPire July 1. The rate another increase in fares.

■ 1)1 en an.i „er that agreement for mo- Nova Scotia Tramways & Power Co.—

ISsed P:lectric Co.—We were officially

Si)f

Second year ....................
Third year ........................
Fourth year and over

The men asked for a minimum rate of 
65c. an hour. In regard to the other em
ployes the board granted an increase of 
20%. Time and a quarter is to be paid 
for work on Sundays and legal holidays 
and time and a half for all overtime.

The agreement is dated from May 1, 
and is to be operative until May 1, 1921, 
and from year to year thereafter, unless 
either party shall give 30 days notice to 
the other of a desire for a change.

Quebec Ry., Light & Power Co.—We 
are officially advised that an agreement 
has been made between the company and 
the Fraternité National des Employes 
de Tramways de Quebec (Union of con
ductors and motormen of the city street 
railways division, Q. R. L. & P. Co.). It 
is dated May 15, and is to be continued 
unless cancelled by either party giving 
the other two months notice. It pro
vides for the recognition of the union; 
that the company is to engage only con
ductors and motormen who are members 
of the same ; the appointment of a com
mittee to deal with engagements, sus
pensions or dismissals and working con
ditions, consisting of two employes and 
two representatives of the company with 
a president elected by the four, who, 
however, has no vote; for respecting the 
present agreement, which does not ex
pire until Mar. 1, 1921, and fixes a new 
scale of wages effective May 16. Fol-ouaic vx cilcvxiyc x.xajf XU. X- Ul--v,, — , - ----- cfexucuic.ix xux mu- TT ‘jpi.-xke" provisions of an act passed iowjng is the new scale ot wages perhionH»nd conductors has been:—First TJnde^ Sr,nHn T-eedslature at its }j0ur as compared with that in operationhs’ 34p • ■*“—J gj------- H| ” formerly:34,.; ïiïâSh», Mel by th=

iedl,eand JUune I’. concfuctors'aml motormen is 52c anhoUrN 12 resuIt- At a meeting held with 5c. an hour extra for operators of 
at<3 of be men decided to apply for a one-man cars. The rat P y n(,Cord- 

. Hvri f conciliation. graduated up to the maximum accord
**o 4. • ^ _ ... i*n(r to length of service. It is estimatedSandwi^ Rw? PSSe^ ?1ViS10n;’ thlt the increase of pay granted will add

WR R’kWVnds°rr»& Am,horSt" about $100,000 a year to the company’s ihi>dentWw^ Robe,rtson, General Sup-

Ottawa Electric Ry.—Justice F. S. 
Maclennan, chairman; G. D. Kelley^ rep-

j-wucrusuii, general tiup- Ssioi»uenj' Hydro Electric Power Com- 
j Ontario’s Electric Railways, 

Ve er»,r. d to have had a conference with
oj?ve stat°ZiCS ,in Windsor June 19, and to 

jJuiy j that wages will be increased

were officially lB30CEmXyls Sliee as a

‘SL!Z bWT^ot conciliation in Ottawa, May 25,

resenting the company, and A. E. Fripp, 
K.C., M.P., representing the employes, 
members of Division 279 Amalgamated

‘ - -l:--- ------------------4.----J T7M _ T>„;i

Old. New.
On appointment . . ........................ 31c. 34c.
After one year service ............. 36c. 40c.
After two years service ............. 36c. 42c.
After five years service ................. 38c. 45c.

The company has also entered into an 
agreement with the shopmen on its city 
division, effective June 1, and to continue 
in force from year to year thereafter 
unless 30 days written notice is given by 
one or other of the parties prior to each 
recurring May 31.

Sarnia St. Ry.—A press report states 
that there is little likelihood of a strike 
taking place in Sarnia, Ont., in connec
tion with the employes’ application for 
an increase of wages. It is stated that 
many of the older employes are share
holders in the company, and that they are 
likely to discourage a strike.

s 40e.

safety cars are 32c. an 
yea-i; yeaF men> increasing 2c. 
in„ y until in the fifth year the

board
and presented a unanimous report May 
28. The report deals with three matters, 
viz., a closed shop, an 8-hour day, and

The St. Thomas, Ont., City Council’s 
street railway committee has recommend
ed the submission to the ratepayers of a 
bylaw providing for the operation of cars 
on the municipal railway on Sundays.
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Another Toronto Railway Strike.
The agreement as to wages and work

ing conditions between the Toronto Ry. 
Co. and its employes expired June 15, 
prior to which the employes union made 
a demand for amended working condi
tions in several details, and for the pay
ment of a flat rate of 85c. an hour for 
motormen and conductors in place of the 
rates fixed in the award of the 1919 board 
of conciliation, viz.: First three months, 
50c.; next nine months, 5214 c; thereafter, 
55c. and hour. The company applied for 
the appointment of a board of concilia
tion, which was granted, and the board 
was constituted as follows:—Justice Mac- 
lennan, Montreal, chairman; W. H. 
Moore, General Manager, Toronto & York 
Radial Ry., representing the company, 

<and J. T. Vick, business agent Bricklay
ers Union, Toronto, representing the 
men.

The board held its first sitting June 9, 
and made its report June 11. The re
port was signed by the three members 
of the board. The working conditions in 
force were recommended by the board 
of conciliation of 1919, and the modifica
tions thereof asked had reference to a 
number of matters, the most important 
being the demand for a closed shop, and 
the payment of overtime after 8 hours 
work instead of 8%. The board, after 
taking into consideration everything that 
was said by the parties, came unanimous
ly to the conclusion that no change should 
be made in the working conditions.

After reviewing the conditions as to 
wages, particularly in cases where rates 
have been fixed by boards of concilia
tion, and conditions as to cost of living, 
the report said:—“Briefly stated, the re
sult of the evidence on wages and the 
cost of living shows: The wages now 
paid are equal to or exceed those paid 
by any other street railway in eastern 
Canada. The wage increases during the 
past few years, going back to the com
mencement of the war, are fully equal 
to all increases in the cost of living. The 
amounts actually paid to motormen and 
conductors are wages during the last six 
months of 1919, and during May, 1920, 
show that, on an average, motormen and 
conductors were paid amounts equal to 
or averaging more than the skilled trades 
of the city, without taking into account 
uniforms and free tickets, or other ad
vantages which the employes enjoy in 
the company’s service. The company’s 
franchise expires on Aug. 31, 1921, and 
the board was informed by the mayor 
that the city will take possession of the 
road on that date. The board, having 
considered all evidence and representa
tions made to it, recommend unanimous
ly as follows: That the working condi
tions and rates of pay in force since July 
4, 1919, should be continued until Aug. 
31, 1921, and trust that this recommen
dation will be accepted by all parties 
concerned.”

On June 12, J. T. Vick, the men’s rep
resentative, who had signed the award 
along with the other two members of the 
board, forwarded to the Minister of La
bor a letter in which he said:—“I have 
been reading the award carefully and I 
find that I signed it under a misappre
hension. I am agreeable to recommend 
most of the conditions as they prevailed 
and which have been recommended. I 
certainly had no idea that my signature 
placed me in the position of agreeing 
with the other two of the board on the 
rates of wages. I contended for an in
crease and am going to recommend the

same. While the figures and evidence 
presented show that at the present time 
wages paid equal and exceed in some 
cases that paid on other roads in Eastern 
Canada per hour, but not per day, yet it 
was shown by the evidence that the 
wages in border cities of a like size ex
ceed that paid in Toronto both in hourly 
and daily rates, Cleveland paying 75c. an 
hour, Detroit 75c, Chicago 65c, and the 
corporation of the city of Toronto pay
ing their street railway employes from 
60 to 65c. with holidays added. The 
amounts actually paid some motormen 
and conductors show that these men wrok 
a great deal of overtime in order to make 
the amounts submitted by the company, 
and without working overtime the men 
would not earn the rates paid skilled 
trades. That for the sake of harmony 
and everybody concerned I recommend 
that the present working conditions be 
continued until Aug. 31, 1921, which is 
the expiration of the franchise, and also 
recommend that in my opinion the men 
working for the Toronto Ry. should re
ceive at least the same wages as paid by 
the City of Toronto, where there was an 
exhaustive investigation by the heads of 
the departments and the Board of Con
trol before striking the rates named, 
namely: 60c. an hour for the first three 
months; 63c. for the next nine months; 
66c. thereafter.”

The employes at a meeting held after 
receipt of the conciliation board’s report 
refused to accept it, and passed the fol
lowing resolution, which set out:—“That 
we agree to accept a scale of wages 20% 
in advance of existing scale for all men 
included in the draft agreement present
ed to the company, which equals the rate 
paid by the City of Toronto, for like ser
vice; all other conditions to remain as 
provided in existing arrangements be
tween the Toronto Ry. employes repre
sented by the union and the Toronto Ry. 
Co.” The men gave the company until 
June 18, at 3 a.m., to accept the terms, 
threatening an immediate strike if they 
were not conceded. As it was found im
possible to hold a meeting of the com
pany’s directors within that time, the 
men extended the time for the accept
ance of their terms to June 23 at 3 a.m. 
The directors met on June 22 and decid
ed not to grant the demands and the men 
struck on June 23 at 3 a.m., the opera
tion of the whole of the company’s cars 
ceasing.

It is important to note that while the 
men demanded the same rate of wages 
as paid by the Toronto Civic Ry., they 
also demanded the Toronto Ry.’s work
ing conditions, not those of the Toronto 
Civic Ry., and as the company pointed 
out in an advertisement the wages paid 
on the civic line, viz., 60c., 6214c. and 66c. 
an hour, combined with the Toronto Ry.’s 
extra allowance of time and a quarter 
for Sunday work, would be equivalent to 
8214 c. an hour, and combined with time 
and a half for overtime and holiday work 
would be equivalent to 99c. an hour, 
neither of which is paid by the city.

On June 24 the Mayor notified the To
ronto Ry. that it had failed to operate its 
service and demanded that it resume 
operation. The company’s General Man
ager replied that it was prepared to 
operate a service immediately, upon re
ceiving the Mayor’s assurance that effi
cient protection would be given, so that 
the lives of its employes, and its proper
ty, would not be endangered. On June 
25 the Ontario Railway and Municipal

»>
,ro*i'

Board issued the following statement^ 
“The Board met representatives of 
company and of the men at noon, und , 
an appointment issued at the instance 
the Toronto Ry. Co. A lengthy disc»- 
sion took place, and was continued »» 
about 1.30, and a number of propos» 
and counter proposals were made, »° ^ 
of which, however, was accepted by b° j 
parties to the conference. The Boa ^ 
then intimated to the conference that 
was prepared to make a proposal, » 
would do so after the adjournment i 
lunch. At 3 o’clock the conference 
sumed, and the Board submitted this P 
posai : ‘That the wages payable to 
motormen and conductors and other e 
ployes on strike should be raised to » 
5714c., and 60c. an hour, according 
classification. This increase is aPP1 
mately an increase of 10% upon c 
wages heretofore paid to them, tn 
terms are to be incorporated in the 1 j 
of an agreement binding on the men 
on the company until the expiry 01 
company’s franchise., The represe 
tives of the men agreed to lay the V ^ 
posai before a mass meeting of the st* ^ 
ing employes tomorrow (June 26) ■ y. 
the proposal is accepted the repres6' t 
tives of the men are of the opinion y 
the cars could be started on °,.red 
morning (June 27). The Board assp 
the representatives of the men tna 
the proposal is accepted by the str -, 
employes, the Board would enforce v « 
formance on the part of the compte 

One June 26 the men decided, by 8 ,e 
of 841 to 333, to return to work °ncili'5 
terms offered by the Board, and the 
resumed running on Sunday mo» pi 
June 27, after having been stopPe“ jSe 
four days. It is said that the »c- (h6
will add about $375,000 a year to 
company’s pay roll.
Mainly About Electric Railw3' 

People.
--------- . \fi !>'

Verschoyle Cronyn, who died ^don, Ont., June 1, aged 88, was the P 
moter and principal owner of ph ej 
ginal London St. Ry., prior to Rs 
trification. 9lid

G. Gordon Gale, Vice Preside»1 j$5 
General Manager, Hull Electric Lo^n 
been appointed chairman of the Ga» <j» 
Standards Association’s sub-comm1 
wire strand. . ],>*

Charles Johns, of Cleveland, 
been appointed Manager, St. 1 t S1' 
Street Ry., by the city council 
Thomas, Ont., at $175 a month. ^(te- 

A. Laçasse, heretofore private 
tary to Hon. H. Seguin, of the « bee» 
Government, is reported to hf 
appointed Secretary, Montreal!Tra sjgF 
Commission, vice W. R. Beaudry, Qpo- 
ed to resume the Dorval Jockey 
Secretaryship.icretarysnip. er,

E. L. Milliken, formerly Manah t
i -mi 1 • /I _ O___i.' *

c4a»1
Breton Electric Co., Sydney, 
subsequently, successively, - 
Houghton County Traction C°* :c y ' 
ton, Mich., and Houston Ele®.„rreJ.l 
Houston, Texas, has been twins . p»- 
Stone & Webster’s home office . $ 
ton, Mass. . n05.]ht

C. U. Peeling, who resigned m v pig.. 
as Manager Cornwall Street ”a 1 
& Power Co., Cornwall, 0”Kg P*s 
months ago, to enter the I\‘in ill., 1 # 
tion Co.’s service at Peoria, „gy/e' 
transferred to the Palmetto '.0ii»a' 
Light Co. at Florence, South G*
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Marine Department
Canadian Government Merchant Marine, Ltd., Shipbuilding, Operation, Etc.
Steel Supplied for Shipbuilding.—J. H. 

, Eclair, M.P. for Antigonish and Guys- 
orough, N.S., asked the following ques- 

thons in the House of Commons recently, 
answers being given by the Minister 

01 Marine.
, Referring to an item of expenditure 
®?cribed as steel for shipbuilding to be 

f„ ®4ed by contractors, $3,283,965.05, 
Und on page ZZ42 of the 4th volume of 
e Auditor General’s report, has all this 

a]?n®y been refunded?” Answer:—“Not 
because the department has not fin- 

, settled with the builders for the ships 
hsu wbich the steel was purchased. The 
°aiance outstanding is $289,252.10.” 
tio^ S0’ wben?” Answer:—“By deduc- 
iqJl8 from progress payments during 
282 15 » $861’430-80; 1919-20, $2,133,-

arw6*'s Laid.—Since Canadian Railway 
w n Marine World for June was issued, 
the # a,ve been advised of the laying of 
shi tod°wing keels for steel cargo steam- 

, Ps, for Canadian Government Mer- thant Marine Ltd:—
QJune 5, s.s. Canadian Rover; Marine 

Partaient contract 57; builder’s yard 
p ",..”7; approximately 3,890 d.w. tons; 

‘bngwocd Shipbuilding Co., Colling- 
Ont.

D Une 9, s.s. Canadian Racer; Marine 
no Partit contract 54; builder’s yard 
Mü, > approximately 3,890 d.w. tons;

“land Shipbuilding Co., Midland, Ont. 
j,'ames of Steamships.—The Marine 

Partment has decided on the name 
st"adian Harvester for the steel cargo 
th„attl8bip being built by the Port Ar- 
iq-J". Shipbuilding Co., Marine Depart- 
a contract 61; builder’s yard no. 45; 

jOximately 3,890 d.w. tons.
ha.i?unchings of Steamships.—Since Ca- 
jUn an Railway and Marine World for 
of 'vas issued, we have been advised 
sten 6 flowing launchings of steel cargo 
M ai^ships, for Canadian Government le,^hant Marine Ltd.:— 
t)e ane 22, s.s. Canadian Victor; Marine 
ho 7»4ment contract 50; builder’s yard 
Can ]■’’ approximately 8,390 d.w. tons; 

adian Vickers Ltd., Montreal.
to th*'Ver*es Steamships.—In addition
^aii s^eamships mentioned in Canadian 
th6 f fy and Marine World previously, 

hollowing deliveries have been made: 
ri„p 15, s.s. Canadian Prospector; Ma- 
yarri UePartment contract 37; builder’s 
t°ns. nT°- 14; approximately 8,390 d.w. 
B.c ’ “• Goughian & Sons, Vancouver, 
couve ship took a cargo, at Van-

ju®r> for New Zealand and Australia, 
^'he n s-s- Canadian Observer; Ma- 
i'aj-r] UePartment contract 47 ; builder’s 
tong, r.0",,.3®! approximately 3,990 d.w. 
hhe^j hhgwood Shipbuilding Co., Col- 
for °c‘> Ont. She went to Huron, Pa., 
Will t var®° c°al ^or Montreal, and 
to p a*e a general cargo from Montreal 

On; rba^os> Trinidad and Demerara. 
offiC6rCe[s °f Steamships.—The following 
Govpr8 have been appointed by Canadian 
first ,niî1ent Merchant Marine Ltd. The 
ships ^onin contains the names of the 
and e second those of the captains, 
heers °e ^hird those of the chief engi-
C8h«d!g” Aviate
C ’’“•’Ian £?nn*

6n»<lian

P. J.Murphy 

M. Fraser
B. Rogers

'an Ma J M. r raser ..................
navigator W. H. Miller J. Borland

Canadian Observer D. M. Dickson .............................
Canadian Prospector H. S. Hilton .............................
Canadian Raider E. C. Sears .............................
Canadian Rancher .............................John Still
Canadian Sealer E. Randell .............................
Canadian Signaller R. D. Maxwell ...........................
Canadian Trapper ......................... C. E. Thompson
Canadian Warrior W. G. McConechy R. Cook

Regarding the appointments mention
ed above, C. J. Murphy succeeds H. S. 
Hilton as master of the Canadian Avia
tor, the latter having been appointed 
master of the Canadian Prospector; W. 
H. Miller succeeds E. C. Sears as master 
of the Canadian Navigator, the latter 
having been appointed master of the 
Canadian Raider, succeeding Capt. Wat
kins; R. D. Maxwell has been appointed 
master of the Canadian Signaller, suc
ceeding J. E. Faulkner, and W. G. Mc
Conechy has been appointed master of 
Canadian Warrior, relieving C. R. Bis- 
sett, who is on leave of absence.

Dominion Marine Association.
President, A. E. Mathews, Managing Di

rector, Mathews Steamship Co., Toronto.
First Vice President, H. W. Cowan, Di

rector of Operation, Canada Steamship 
Lines, Montreal.

Second Vice President, A. A. Larocque, 
President, Sincennes - McNaughton Line, 
Montreal.

Executive Committee, E. H. Beazley, 
Union Steamship Co. of British Columbia, 
Vancouver; W. E. Burke, Canada Steam
ship Lines, Montreal ; T. R. Enderby, 
Montreal Transportation Co., Montreal ;
L. Henderson, Montreal Transportation 
Co., Montreal ; W. J. McCormack, Algoma 
Central Steamship Line, Sault Ste. Marie, 
Ont.; G. J. Madden, George Hall Coal Co. 
of Canada, Montreal ; E. W. Oliver, 
Niagara, St. Catharines & Toronto Navi
gation Co., Toronto ; W. H. Smith, Ontario 
Car Ferry Co., Montreal ; J. F. Sowards, 
Sowards Coal Co., Kingston, Ont.; J. F.
M. Stewart, Point Anne Quarries Ltd., 
Toronto; Jno. Waller, Keystone Transpor
tation Co., Montreal ; Lorne C. Webster, 
Webster Steamship Co., Montreal ; J. 
Wilkie, Imperial Oil Ltd., Toronto; A. A. 
Wright, honorary member, Toronto.

General Counsel, Francis King, M.A., 
Kingston, Ont.

Official Organ, Canadian Railway and 
Marine World, Toronto.

Freight Steamships on Inland Waters. 
J. E. Armstrong, M.P. for East Lamb- 
ton, Ont., asked in the House of Com
mons recently:—“Does the government 
intend to place freight ships built and 
owned by them on our inland waters 
during the present season ? If so, how 
many of said vessels will be so placed? 
If the Canadian Government Merchant 
Marine organization has the handling of 
the government owned ships, what rea
son, if any, do they give for not using 
some of the vessels under their control 
in the carrying trade on our Great 
Lakes?” The Minister of Railways re
plied:—“Ships owned by the Government 
through its Government Merchant Ma
rine are being operated by that organiza
tion in connection with the Canadian Na
tional Rys., as will appear in the public 
interest. Cannot say at present time 
what ships may operate on the inland 
waters during present season.”

Extension of Service.—A London, Eng., 
press dispatch of June 8 states that the 
Times financial editor indicates the in

stitution this year by Canadian Govern
ment Merchant Marine Ltd. of further 
cargo service between Canadian Atlantic 
ports and India, Ceylon and the Far East, 
via the Mediterranean, and also to South 
Africa, and from Pacific ports to the Far 
East and Calcutta. This “information,” 
which originated in Canada in April, and 
which was published in Canadian Rail
way and Marine World for May, eventu
ally found its way into English papers, 
and has apparently been cabled to Can
ada in June as “news,” with special credit 
to the Times financial editor for per
spicacity. We have been further officially 
advised that the plan which is now be
ing worked on by the C. G. M. M. man
agement covers a service from Atlantic 
ports the year round to India, Ceylon, 
Straits Settlements and Java, the ports 
of call not having yet been settled, but 
they will be arranged in accordance with 
the desires of shippers whose traffic will 
be carried. It is also contemplated to 
establish a service to China, India and 
Singapore, but no details have been work
ed out. The first sailing in the first 
named service will be towards the end of 
August by the s.s. Canadian Conqueror, 
approximately 8,390 d.w. tons, now un
der construction by Canadian Vickers 
Ltd., Montreal.

Australian Trade.—C. Harlett, As
sistant Canadian Trade Commissioner at 
Melbourne, Australia, wrote April 28:— 
“Already two steamships of the Cana
dian Government Merchant Marine, Ltd., 
the Canadian Raider and Canadian Im
porter, have arrived at Sydney and Mel
bourne. These ships are to be followed 
by the Canadian Exporter and two other 
ships of similar size at regular monthly 
intervals. The Canadian Raider depart
ed from Newcastle for Auckland (with a 
cargo of coal) to load at the latter port 
for Eastern Canadian ports. In a few 
days the Canadian Importer, which has 
discharged her cargo of lumber, paper, 
etc., and is now loading cargo for New 
Zealand and Vancouver to her full capa
city at Melbourne, will depart for Wel
lington and Auckland, where she will 
complete loading for Vancouver. Apart 
from filling a long felt want in the ship
ping facilities between Canada and Aus
tralia, these ships, in carrying cargo 
from the Commonwealth to New Zealand, 
are relieving considerable congestion ex
isting for some time in Australian ports, 
and the available space is eagerly sought 
by shippers of Australian products to 
both New Zealand and Canada. Upon 
her arrival in Melbourne the Canadian 
Importer was visited by a number of pro
minent Australian shipping men, and 
most favorable comment was made upon 
her design, her exceptional clear holds, 
large hatches and powerful winches for 
the rapid loading and discharge of car
go.”

s.s. Canadian Inventor.—Hon. W. L. 
Mackenzie King said in the House of 
Commons June 8: “I have a message 
sent on behalf of some British Columbia 
shippers complaining about the delay in 
sailing of one of the Government Mer
chant Marine vessels. I will ask the 
Minister of Marine if he can give any 
information in regard to the questions 
asked. The telegram reads: ‘Information 
that steamship Canadian Inventor booked
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freights March-April loading has not yet 
sailed or any indication of sailing. Ship
pers have had orders cancelled on them 
with tremendous loss. Understand that 
this ship held up owing to some dispute 
between government and contractors over 
painting boat which means at most few 
hundred dollars and in any case would 
not prevent ship going to sea. Owing to 
falling market, incompetency and delay 
on part of government has made tremen
dous loss to shippers here. Suggest you 
make enquiries in respect to this matter.’

The Minister of Marine replied: “At 
the moment I have only a slight knowl
edge of the matter, but I shall be very 
glad to give a more complete answer to
morrow. The delay is not due to any
thing that could be avoided by the build
ers. I understand it is due to the fact 
that a strike has existed in the shipyards 
at Vancouver for some time.”

On June 10 the Minister said:—“As I 
stated the other day, one of the causes 
of the delay was a strike of the painters. 
Happily, that has been settled. I have 
also ascertained that J. Goughian & Sons

arately on Mar. 25, and April 13, would 
leave there, June 24, in tow for Mont
real, to be joined together. The company 
also advised that the s.s. Canadian Squat
ter; Marine Department contract 45; 
builder’s yard no. 5; approximately 4,575 
d.w. tons, will be launched early in July.

Canadian Vickers Ltd., Montreal, 
launched the s.s. Canadian Victor; Marine 
Department contract 50; builder’s yard 
no. 77; approximately 8,390 d.w. tons; 
June 22, the christening being performed 
by Mrs. J. W. Norcross, wife of the Pre
sident and Managing Director, Canada 
Steamship Lines, and also a director of 
Canadian Vickers Ltd.

The Canadian Victor is the ninth 
steamship built by the company for Ca
nadian Government Merchant Marine 
Ltd., making a total of 68,000 d.w. tons. 
She was built under the supervision of 
C. F. M. Duguid, Naval Architect, Ma
rine Department, and W. J. Alderson, 
representing Lloyd’s Registry of Ship
ping. Her dimensions are,—length over 
all 413 ft., beam moulded 52 ft., depth 
moulded 31 ft., draft loaded with 8,400

kse&St “lb!

Mr 4k

Steel Cargo Steamship Canadian Observer, approximately 3,990 d.w. tons, built for Canadian Government 
Merchant Marine Ltd., by Collingwood Shipbuilding Co., Collingwood, Ont.

did not make the ship’s shaft according 
to specifications, and therefore the in
spection by Lloyd’s and by one of our 
Marine Department inspectors has been 
withheld until the shafting has been ad
justed. I understand this also has been 
attended to. The vessel is now in dry 
dock, owing to her having been in the 
water since January last. One of the 
clauses in the specifications provides for 
the docking of the vessel if the Marine 
Department finds that is necessary. I 
do not anticipate that there is anything 
wrong with the bottom of the ship, but 
inasmuch as she has to make a very long 
trip to Australia it was thought wise to 
have her docked. As far as I can judge 
at the moment, she ought to be ready to 
sail within two weeks, and probably less.”

British American Shipbuilding Co., 
Welland, Ont., has advised us June 17, 
that the two sections of the s.s. Cana
dian Otter; Marine Department contract 
44- builder’s yard no. 4; approximately 
4.575 d.w. tons, which were launched sep-

tons of cargo, 2514 ft. She is equipped 
with triple expansion engines and 3 
Scotch boilers with Howden’s forced 
draft. The machinery for handling car
go is fully up-to-date, the cargo winches 
and windlasses being of Clarke-Chapman 
design, and the steering gear of the 
Hastie Wilson-Pirrie type, all manufac
tured by Canadian Vickers Ltd. The 
steering is arranged from the navigating 
bridge by a telemotor of the MacTag- 
gart-Scott type, and there is also a hand 
steering gear on the poop deck, and the 
usual complement of mechanical engine 
room and steering telegraphs, wireless, 
etc. The accommodation for officers and 
crew is very complete, and there are two 
spare cabins and a smoking room for 
passengers. The engine room equipment 
includes the Contraflo system of con
densing and G. & J. Weir’s pumps and 
other auxiliaries. Refrigerating machin
ery is being fitted in no. 3, ’tween decks, 
which will be insulated in the usual man
ner for perishable cargo.

Collingwood Shipbuilding Co., Collinf?" 
wood, Ont., delivered the s.s. Canadi»1' 
Observer, Marine Department contra® 
47; builder’s yard no. 66; approximately 
3,990 d.w. tons; for Canadian Govern
ment Merchant Marine Ltd., June 15,an 
laid the keel for the s.s. Canadian Rove” 
Marine Department contract 57; build®1 
yard no. 67; approximately 3,890 da
tons, for Canadian Government Merchan 
Marine Ltd., June 5. 0

The s.s. Canadian Observer’s trial run-
gave the following results :—Duration of
full speed trials, 6 hours ; mean speed 0 
6 runs over measured miles, 11.783 knots, 
indicated horse power 1,450. r

J. Goughian & Sons, Vancouver, BA-; 
delivered the s.s. Canadian Prospecte’ 
Marine Department contract 37; bun 
er’s yard no. 14; approximately 8,390 d-w 
tons, to the Marine Department and sj* 
was transferred to Canadian Governm® 
Merchant Marine Ltd. June 15. . l

The s.s. Canadian Prospector, w*1' 
underwent her trial trips early in Jun ’ 
maintained an average of 12.6 knots. .

Halifax Shipyards Ltd., Halifax, 
which is building four steel cargo steal 
ships for Canadian Government Mercha 
Marine, two of approximately 8,390 d- ; 
tons each, and two of approximate > 
10,500 d.w. tons each, expected to laun 
the first one, Canadian Mariner ; Mat* , 
Department contract 21; builder’s yaL 
no. 1, on June 21, but advised us June ^ 
that no work had been done in its ya. 
since June 1, the employes having stru • 

Harbour Marine Co. advised us Jun 
that the s.s. Canadian Winner, Mar' , 
Department contract 29; builder’s ya 
no. 1; approximately 8,390 d.w. to ! 
would probably be launched on Ju116..^,' 
and that the s.s. Canadian Travel' ' 
Marine Department contract 30; bui 
er’s yard no. 3; approximately 8,390 u- t 
tons, would probably be launched ab 

weeks later. The company sta ..six
that these are the first steel ships t° be
built in Victoria, and that nearly all the 
work on them is being done by return 
soldiers, the company employing °. 
85% of ex-service men and the rema 
ing 15% including boys. inC

A deputation of the Harbour Mar 
Co.’s workmen, who went to Ottawa 
cently, to urge the Minister of Mar t5 
to give the company further contra ^ 
for steel cargo steamships for Cana<i 
Government Merchant Marine Ltd., ' ^ 
informed that no more orders would 
placed. ...

Midland Shipbuilding Co., Midi®. 
Ont., laid the keel for the s.s. Cana 54; 
Racer; Marine Department contract ^ 
builder’s yard no. 10; approximately », 
d.w. tons, for Canadian Government 1
chant Marine Ltd., June 9. p0rt

Port Arthur Shipbuilding Co., rgS. 
Arthur, Ont., expected to launch the J,t 
Canadian Carrier; Marine Depa^. ap- 
contract 33; builder’s yard no. 44; y 
proximately 4,350 d.w. tons, about 1 ^ 
30, but, owing to a strike on May -ng 
which lasted until June 8, the launc ^ 
was delayed, and we were advised e 
June 16 that it would probably take P 
on June 26. . h is

Tidewater Shipbuilders Ltd., wmc e[ 
building two out of the four 
cargo steamships, of approximately ’cts 
d.w. tons each for which it has c°nreCted 
from the Marine Department, eXP 
to launch the s.s. Canadian Fisher, . ^5 
rine Department contract 15; buu 
yard no 7, in June, and the s.s. Can® ct 
Forester; Marine Department c°, jSe<* 
16; builder’s yard no 8, in July, aa, the 
us June 16 that the launching 
Canadian Fisher had been delayed, 
to lack of steel for ’tween decks.



Orders for Steel Cargo Steamships for Canadian Government Merchant Marine Ltd.

The following is a complete list of steel cargo steamships which the Dominion Marine Department has been authorized, by order in council, to place orders for. and which orders are to be carried out. 
The figures given in the coiumn headed "Long tons d.w” and which are preceded by an asterisk (*) show the total deadweight capacities as determined after the ships have been completed. The other 

figures in that column, not preceded by an asterisk, show the approximate total deadweights, subject to modification as they may vary above or below the figures given and as may be ascertained after the ships
are completed, and of course, the total prices will vary accordingly.

Where the total price does not agree with the finally ascertained deadweight tons multiplied by the price per ton,the extra amount is for changes from specifications, additional equipment, accom
modation, etc.

The following contractions are used in the column giving the type of the vessels to be built : s.d., single deck ; 2.d., two deck ; 3.d., three deck ; lake, lake type ; p. poop ; b., bridge ; f’c’s’le, forecastle.

Con
tract Contract 

date
1 Mar. 4. 1918
2 May 22, 1918
3 May 18, 1918

Name

Canadian Voyageur 
Canadian Pioneer 
Canadian Warrior

Long Price
Builder Yard tons per

ton d.w.
Canadian Vickers Ltd.......... ................. 66 *4,575 $207.« “ ................. 67 *8,408 180.
Collingwood Shipbldg. Co., C’wood. 61 *3,595 205.

Total
$ 948Î660.75 
1,519,459.99 

819,385.58

Type Classifi
cation
Lloyd’sS.d., p., b. and f’c’s’le............

2.d., p., b and f’c’s’le............
Lake, s.d., p., b. and f’c’s’le Bri. Corp.

Speed
knots

11
11

Keel laid

June 11, 1918 
July 17, 1918 
Not stated

Launched

Nov. 23, 1918 
Dec. 3, 1918 
Dec. 21, 1918

Delivered.

Feb. 22, 1919 
May 9, 1919 
Apr. 26, 1919

4 Mar. 15, 1918
5 Nov. 25, 1918
6 Nov. 25, 1918
7 Nov. 25, 1918

10 July 5, 1918
11 Oct. 17, 1918
12 Oct. 17, 1918

Canadian Volunteer 
Canadian Trooper 
Canadian Aviator 
Canadian Raider 
Canadian Recruit 
Canadian Signaller 
Canadian Gunner

Wallace Shipyards Ltd..

Collingwood Shipbldg. Co., C’wood.

100 *4,495% 207. 930,620.25 S.d., p., b. and f’c’s’le............ Lloyd’s 11 Oct. 1, 1918 Apr. 5, 1919 June 19, 1919
, 106 *4,540 217. 985,180 S.d., p., b. and f’c’s’le............ 11 Nov. 15, 1918 May 31, 1919 Aug. 7, 1919
. 101 5,100 210. 1,071,000 S.d., p„ b. and f’c’s’le............ 11 Apr. 5, 1919 Oct. 9, 1919 Nov. 15, 1919
. 102 5,100 210. 1,071,000 S.d., p., b. and f’c’s’le............ “ 11 May 31, 1919 Dec. 11, 1919 Jan. 17, 1920

62 *3,964 205. 813,252.07 Lake, s.d., p., b. and f’c’s’le Bri. Corp. 9 Jan. 3, 1919 May 3, 1919 June 7, 1919
63 *3,97514 205. 814,926.25 Lake, s.d., p., b. and f’c’s’le “ 9 Jan. 16, 1919 June 28, 1919 Aug. 30, 1919
64 *3,978% 205. 815,514.25 Lake, s.d., p., b. and f’c’s’le 9 Feb. 10, 1919 Oct. 4, 1919 Nov. 6, 1919

. 5 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ Lloyd’s 11 Jan. 8, 1919 Sept. 20, 1919 Dec. 2, 1919
6 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Jan. 10, 1919 Nov. 1, 1919 Dec. 27, 1919
7 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Sept. 20, 1919
8 5,100 200. 1,020,000 S.d., p„ b. and f’c’s’le............ 11 Nov. 1, 1919

. 459 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Mar. 11, 1919 Oct. 9. 1919
460 5,100 200. 1,020,000 S.d., p.. b. and f’c’s’le......... . 11 Mar. 28, 1919 May 7, 1920

13 Aug. 9, 1918
14 Aug. 9, 1918
15 Jan. 24, 1919
16 Jan. 24, 1919
17 Sept. 4, 1918
18 Sept. 4, 1918

1918
1919
1918
1919 
1918 
1918

19 Sept. 4, 
19a Mar. 1,
20 Sept. 4, 
20a Mar. 1,
21 Sept. 13,
22 Sept. 18,

Canadian Settler Tidewater Shipbuilders Ltd.................
Canadian Rancher “ “ “ ............
Canadian Fisher “ 44 44 .............
Canadian Forester 44 44 44 ............
Canadian Trapper Davie Shipbuilding & Repairing Co. 
Canadian Hunter “ “ “
Canadian Trader 
Canadian Adventurer
Canadian Sailor 44 44
Canadian Sower 44 44
Canadian Mariner Halifax Shipyards Ltd,
Canadian Explorer 44 44 44

Port Arthur Shipbuilding Co. 39
41 
4.0
42 

1 
2

*3,341
*3,408
*3,357
*3,405

8,390
8,390

205. 686,762.88 Lake, s.d., p., b. and f’c’s’le
210. 715,652.49 Lake, s.d., p., b. and f’c’s’le
205. 690,409.84 Lake, s.d., p., b. and f’c’s’le
210. 715,649.13 Lake, s.d., p., b. and f’c’s’le
195. 1,636,050 2.d., p., b and f’c’s’le.............
195. 1,636,050 2.d., p., b and f’c’s’le.............

9
9
9
9

10
10

Dec. 9, 1918 
Mar. 31, 1919 
Dec. 10, 1918 
Mar. 31, 1919 
Feb. 24, 1919 
Mar. 15, 1919

May 5, 1919 
Sept. 8, 1919 
May 31, 1919 
Oct. 9, 1919

July 18, 1919 
Oct. 29, 1919 
Aug. 7, 1919 
Nov. 18, 1919

23
24
25

Oct 11, 
Oct. 11, 
Oct. 11,

26 Oct 11,
27 Oct. 11,
28 Oct. 11,

1918
1918
1918
1918
1918
1918

Canadian Navigator Canadian Vickers Ltd.
Canadian Ranger 44 44
Canadian Seigneur 44 44 44
Canadian Miller 44 44
Canadian Spinner 44 44 44
Canadian Planter 44 “ 44

73
68
69
70
71
72

*4,581
*8,382
*8,391
*8,390
*8,393
*8,393.3

215.
188.
188.
188.
188.
188.

984,915
1,575,816.00
1,687,643.15
1,577,320

1,589,700.00
1,579,068.40

29 Jan. 24, 1919
30 Jan. 24, 1919
31 Dec. 11, 1918
32 Mar. 1, 1919
33 Mar. 1. 1919

Canadian Winner 
Canadian Travgljer 
Canadian Beaver 
Canadian Runner 
Canadian Carrier

Harbour Marine Co. Ltd.

Collingwood Shipbldg. Co., Kingston 15
Port Arthur Shipbuilding Co............ 43

44 44 44

8,390
8,390
3,750
4,350
4,350

198.
198.
205.
215.
215.

1,661,220
1,661,220

768,750
935,250
935,250

S.d., p., b. and f’c’s’le............
2.d., p., b and f’c’s’le.............
2.d., p., b and f’c’s’le.............
2.d., p., b and f’c’s’le.............
2.d., p., b and f’c’s’le.............
2,d., p., b and f’c’s’le.............
2.d., p., b and f’c’s’le..............
2.d., p., b and f’c’s’le.............
Lake, s.d., p., b. and f’c’s’le
S.d., p., b and f'c’c’le.............
S.d., p., b and f’c’s’le............

Bri. Corp.

34 Nov.
35 Nov.
36 Nov.
37 Nov.
38 Dec.
39 Dec.

22, 1918 
22, 1918 
22, 1918 
22, 1918 
10, 1913 
10, 1918

J. Goughian & Sons .............................. 11
“ ................................................ 12

Canadian Importer 
Canadian Exporter 
Canadian Inventor “
Canadian Prospector 44
Canadian Cruiser Halifax Shipyards Ltd, 
Canadian Constructor 44

13
14

*8,381 198. 1,659,438 2.d., p., b and f’c’s’le............
*8,380 198. 1,659,240 2.d., p., b and f’c’s’le...........

8,390 198. 1,661,220 2.d., p., b and f’c’s’le...........
8,390 198. 1,661,220 2.d., p., b and f’c’s’le...........

10,500 197.50 2,073,750 3.d, p., and f’c’s’le......................
10,500 197.50 2,073,750 3.d, p., and f’c’s’le......................

11
11
11
11
11
11
11
11

9
11
11
11
11
11
11
12
12

Jan. 22 1919 
Aug. 26, 1918 
Nov. 30, 1918 
Dec. 2, 1918 
Apr. 23, 1919 
May 10, 1919 
July 14, 1919 
Aug. 9, 1919 
Apr. 7, 1919 
Aug. 29, 1919 
Aug. 29, 1919 
Apr. 26, 1919 
May 3, 1919 
July 24, 1919 
Sept. 26, 1919 
Oct. 2, 1919 
Oct. 6. 1919

Oct. 18, 1919 
Apr. 19, 1919 
May 7, 1919 
Aug. 16, 1919 
Nov. 8, 1919 
Nov. 22, 1919

Dec. 10, 1919 
May 8, 1920

Nov. 22, 1919 
May 23, 1919 
Aug. 14, 1919 
Sept. 24, 1919 
Dec. 6. 1919 
Dec. 27, 1919

May 11, 1920

Dec. 6, 1919 
Dec. 27, 1919 
Jan. 24, 1920 
Feb. 24, 1920

Feb. 6, 1920 
Mar. 6, 1920

June 15, 1920

40 Mar.
41 Mar.
42 Feb.
43 Feb.

81, 1919 
81, 1919 
21, 1919 
21, 1919

44 Jan. 23,
45 Jan. 23,
46 Sept. 11,
47 Sept. 11,
48 Sept. 2,
49 Sept. 2,

1919
1919
1919
1919
1919
1919

Canadian Sealer. 
Canadian Miner 
Canadian Reaper 
Canadian Thrasher 
Canadian Otter 
Canadian Squatter 
Canadian Farmer 
Canadian Observer

Nova Scotia Steel & Coal Co.............

Prince Rupert Dry Dock & Eng. Co. 

British American Shipbuilding Co. 

Collingwood Shipbldg. Co., C’wood.

5
6
1
2
4
5

65
66

Canadian Pathfinder Dominion Shipbuilding Co................... 10
Canadian Engineer 44 44 ........ 11

*2,776%
*2,778

8,390
8,390
4,575
4,575
3,990
3,990
3,500
3,500

210.
210.
198.
198.
215.
215.
180.
180.
180.
180.

Sept. 18, 
Sept. 18, 
Sept. 18, 
Sept 18,

1919 
1919 
1919
1919

54 Feb. 26, 1920
55 Mar. 18, 1920
56 Mar. 18, 1920

1920 
1920

Canadian Victor Canadian Vickers Ltd..........
Canadian Conqueror 44 44 44 .. ••
Canadian Commander 44 44 44 .......
Canadian Leader 44 44 44 .......
Canadian Racer Midland Shipbuilding Co.

57
58
59
60 
61 
62 
63

Mar. 13, 
Mar. 13,

Feb. 2, 
Feb. 26, 
April 7, 
April 7,

1920
1920
1920
1920

....... 77 8,390
........ 78 8,390
........ 79 8,390
........ 80 8,390
....... 10 3,890

Canadian Highlander Wallace Shipyards Ltd.......................  103 8,390
Canadian, Skirmisher 44 44 44 ........ . 104 8,390
Canadian Rover Collingwood Shipbldg. Co., C’wood. 67 3,890
Canadian Coaster Collingwood Shipbldg Co., Kingston 16 3,890
........ .............................. Nova Scotia Steel & Coal Co  8 2,800
Canadian Challenger Davie Shipbuilding & Repairing Co. 476 8,390
Canadian Harvester Port Arthur Shipbuilding Co  45 3,890
Canadian Transporter J. Cough lan & Sons .............................. 20 8,390
Canadian Freighter 44   21 8,390

383,519

170.
170.
170.
170.
182.50
167.50
167.50
182.50
185.50 
190.
167.50
182.50
167.50 
167.50

583,065
583,380

1,661,220
1,661,220

983,625
983,625
718,200
718,200
630,000
630,000

1,426,300
1,426,300
1,426,300
1,426,300

709,925
1,405,325
1,405,325

S.d., p., b. and f’c’s’le............
S.d., p., b. and f’c’s’le............
2.d., p., b and f’c’s’le............
2.d., p., b and f’c’s’le............

8% Mar. 27, 1919 
8% Mar. 31, 1919 
1 Sept. 27, 1919 
1 Oct. 20, 1919

Oct. 8, 1919 
Apr. 3, 1920

Dec. 20, 1920 
May 7, 1920

S.d., p., b. and f’c’s’le............ Bri. Corp.
S.d., p., b. and f’c’s’le............
Lake, s.d., p. b., and f’c’s’le Lloyd’s 
Lake, s.d., p., b. and f’c’s’le 
Lake, s.d., p., b. and f’c’s’le 
Lake, s.d., p., b. and f’c’s’le 44
2.d. p., b. and f’c’s’le............ Lloyd’s
2.d. p., b. and f’c’s’le.............
?.d. p., b. and f’c’s’le............
2.d. p., b. and f’c’s’le............
Lake, s.d., p., b. and f’c’s’le Bri. Corp.
2.d. p., b. and f’c’s’le............ Lloyd’s
2.d. p., b. and f’c’s’le................... 44

Lloyd’s709,925 Lake, s.d., p., b. and f’c’s’le
709,925 Lake, s.d., p., b. and Fc’s’le
532,000 2.d. p., b. and f’c’s’le.............

1,405,325 2.d. p., b. and f’c’s’le.............
709,925 Lake, s.d., p., b, and f’c’s’le

1,405,325 2.d p., b. and f’c’s’le.............
1,405,325 2.d p., b. and Tc’s’le.............

10 
10 
11 
11 
11 
11 
11 
11 
11 
11 
11 
11
11____________
11 ...... ..... ......
11 May 6, 1920 
8% May 4, 1920 

11 .................
11 Mar. 30, 1920

11 .................
11

Mar. 29, 1919 
July 14. 1919 
Sept. 3, 1919 
Sept. 12, 1919 
Nov. 8, 1919 
Nov. 8, 1919 
Dec. 10, 1919 
Jan. 17, 1920

June 9, 1920

Apr. 13, 1920

Dec. 27, 1919 
May 8, 1920

Apr. 28, 1920 
June 15, 1920

June 22, 1920

$72,890,476.03

July, 1920. 
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Senate Committee Report on the Hudson Bay Route and Ports.
The special committee appointed by 

the Senate to take evidence and report 
upon the navigability and fishery re
sources of Hudson Bay and Strait, and 
of the character of the ports of the bay 
with regard to their fitness as railway 
terminals, reported on June 9, over the 
signature of the chairman, Senator G. 
W. Fowler. Following are the principal 
portions of the report:—The committee 
examined 21 witnesses, drawn from all 
parts of the country. It had in view ac
quiring information on the following 
points:—1. The length of the season dur
ing which the bay and strait are reason
ably navigable having in view the pres
ence of ice, the occurrence and persist
ence of snow storms, the advantages to 
be gained by aids to navigation such as 
wireless telegraphy, light houses, fog 
signals and hydroplanes. 2. The style 
and size of ships to be used for the car
rying trade. 3. The relative merits of 
the two ports, Nelson and Churchill, and 
the relative cost of the development of 
each. 4. The fishing resources of the 
bay and strait and of the rivers empty
ing into the bay. 5. The mineral re
sources of the country tributary to the 
bay. 6. The utilization of the country 
for the production of meat and furs to 
be obtained from reindeer and musk ox, 
which would subsist upon the extremely 
nutritious grasses grown throughout that 
part of the country.

A large number of witnesses were call
ed with respect to the length of the sea
son during which the bay and strait can 
be safely navigated. There was some 
variation among them regarding the 
length of the season of navigation, but 
all agreed that the minimum would un
der ordinary circumstances be at least 
four months, while the maximum would 
not likely exceed five months. Voyages 
have been made through the strait as 
early as June 5, and as late as the first 
part of November, with the ordinary type 
of ship, without meeting any difficulty, 
but these were admittedly rather excep
tional cases. All were agreed, however, 
that modern navigating appliances, such 
as lighthouses, wireless stations, hydro
planes and fog signals, would greatly 
facilitate navigation in these waters and 
in a large measure overcome the natural 
difficulties from ice and snow. In order 
that the route would be able to compete 
with the more southerly channels of 
communication between this country and 
Europe, it would be necessary to have a 
type of freighter capable of carrying 
from 5,000 to 10,000 tons of dead weight, 
and in the committee’s opinion, from the 
evidence adduced, there would be no dif
ficulty in handling so large a ship on the' 
route, provided it was properly strength
ened and protected in the forward part. 
Of course, heretofore only ships of small
er size have been used, because ships of 
larger capacity have not been required.

The concensus of opinion is that Hud
son Bay remains open all the year 
through and that the ice does not extend 
beyond 30 or 40 miles from the shore. 
The strait is also open for the greater 
part of the year, and would probably be 
open all the time, except for the ice which 
comes down late in the autumn from Fox 
Channel, and obstructs navigation in the 
strait. It was generally conceded by the 
eight witnesses who gave evidence on 
this point that the aids to navigation 
which might be installed along the strait 
would greatly facilitate the passage and 
considerably extend the season of naviga

bility.
The committee took a large amount of 

evidence regarding the relative merits of 
the two western ports, Churchill and 
Nelson, and there was a considerable di
vergence of opinion among the different 
witnesses as to which of the two should 
have been selected, having in view the 
shorter railway haul in the one case and 
the cheaper construction of the port 
itself in the other. Churchill was shown 
to be an absolutely land locked harbor, 
entirely protected from every wind, no 
matter from which quarter it should 
blow, where a few ships could at all times 
ride at anchor in perfect security. Nel
son, on the other hand, has no natural 
protection from the sea, except such as 
it receives by reason of its remoteness 
from the body of the sea, there being a 
20 mile stretch of shallows between it 
and deep water. A narrow channel bor
dered by wide shallows connects the pro
posed harbor of Nelson with the open 
bay. A very large amount has already 
been expended upon the harbor improve
ments of Nelson, but a much larger sum 
is still required before the present plans 
can be carried out. There seems to be 
considerable doubt, whether or not, even 
when the proposed plans are completed, 
the harbor at Nelson will be an entirely 
safe one against an easterly gale. To 
utilize Churchill it would be necessary to 
build about 80 miles of road across a 
country which has been described by one 
witness as very difficult, it having a 
stretch of 30 miles of morass almost im
possible to cross, owing to the difficulty 
of getting a firm foundation for a road
bed. This was, however, denied by two 
witnesses, by each of whom the commit
tee was greatly impressed. Both J. B. 
and J. W. Tyrell testified that there is a 
perfectly good and comparatively short 
route from the present route, deflecting 
at a point some 56 miles from Nelson and 
going north and east to Churchill. The 
present harbor of Churchill is rather 
small, but, accordingly to the evidence 
of the Messrs. Tyrell, uncontradicted, 
could easily be enlarged enough to ac
commodate all the trade likely to offer 
for many years to come. Beyond the 
present deep water harbor there is a 
large basin of shallow water, the bottom 
of which is composed of hard clay mixed 
with boulders, which could be easily 
dredged and the resultant harbor would 
be of its size one of the finest in the con
tinent. The Tyrell brothers are very fa
miliar with the country around Hudson 
Bay, having spent several years each in 
research and in examination of these re
gions. J. W. Tyrell spent one winter at 
a station in Hudson Strait taking obser
vations for the Canadian Government, 
and also looked over the country from 
Pas to Churchill, on behalf of a com
pany who had some intention of build
ing a railway in that part of the country, 
a scheme which was afterwards aban
doned. He had no hesitation in saying 
that no difficulty whatever would be 
found in extending the railway to 
Churchill. It is the committee’s opinion 
that the government would be well ad
vised if, before expending any more 
money on the harbor works at Nelson, 
they were to appoint a committee of ex
pert engineers and railway builders to 
examine the route to Churchill and as
certain whether or not it is really possi
ble, as the Messrs. Tyrell say, and what 
would be the cost and advantage of mak
ing Churchill the port and terminus of

the Hudson Bay Ry. rather than Nelson- 
In the meantime, the laying of the rails 
could be completed to Nelson, and that 
port could be used for the present in ds 
present state.

While no one was able to speak wit*1 
certainty as to whether cod fish are plea" 
tiful in the bay or not, there is no doubt 
as to the strait. All the rivers flowing 
into the bay teem with fish, and walms 
and seal are also found in large numbers 
in the strait. No doubt as soon as the 
Hudson Bay route is established, a very 
large and lucrative fishing industry wd* 
be established there. Recent discoveries 
have shown that the country surrounding 
Hudson Bay is strongly and richly nunj 
eralized, particularly so in regard to g°la 
and copper. ,

Mr. Stefansson, the distinguishes 
Polar explorer, gave evidence before the 
committee. He is a devout believer >n 
the possibility of utilizing what have al
ways been known as the Barren Land» 
of the north, and the islands within tne 
Arctic Circle, in the cultivation of rein
deer, cariboo and musk ox for the P1?" 
duction of meat. He gave evidence as t 
the splendid quality of the flesh of the» 
animals as food for the people, and as j- 
the cheapness with which it might b 
produced. He said that the wild lan0^ 
of the north, which have always bee 
looked upon as worthless, could carry * 
least 50,000,000 reindeer and 10,000.IJI' 
musk ox, and that the cost of hanoli»” 
these huge numbers would be trifling " 
comparison with the profit to be mad • 
The effect of this upon the world’s 
supply would be tremendous, and ta 
committee strongly recommend that t” 
matter be energetically taken up by 1 
government. . »

The committee makes the following 
findings upon the evidence adduced 0 
fore it:—

That the Hudson Bay route is feaSLie, 
and will, probably, in time, be profitât>• 

That the season of navigation un?j,5 
present conditions is at least four mom^
in length, and may, by improvements 
aids to navigation, be considerably 1 
creased. jfl

That sufficient care was not taken, 
the selection of Nelson as the termin 
of the railway, and that the governm 
should not make further important j 
penditures upon this port without n 
making a new and thorough examina1 j 
into the relative merits of Churchill a 
Nelson as a terminus for the railway- 

That the waters of the strait and r j, 
ers tributary to the bay teem with ^ 
and valuable marine animals, and we ^ 
lieve that the bay is equally well stoc 
but there has not yet been sufficient a 
collected as to the extent of the fis.h®Lve 
of the bay to enable an author: ta , 
statement to be made as to their P 
pective value. , jji

That the mines already discoverti t 
the Hudson Bay district are of sU?V e*' 
number and richness to indicate the 
istence of great potential mineral wea j 

The committee feel that they ca eS- 
too strongly endorse the valuable sU£jVs- 
tion of Mr. Stefansson as to the cV'urge 
tion of reindeer and musk ox, aUdtgri°r 
upon the government that the |nt j,0ld 
Department be empowered to tok® 0t- 
of this matter, earnestly taking ad -8rd 
age of what has been done in this res 
by the United States Government- ort 

After considerable debate the r ^ a 
was adopted by the Senate June 
division.
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General Shipbuilding Matters Throughout Canada.

. B.C. Marine Ltd., Vancouver, B.C.— 
*~s mentioned in our last issue, this com
ply is building an auxiliary powered 
schooner for the Hudson’s Bay Co. She 
will be rigged as a three masted bald 
"eaded schooner, with jib headed mizzen 
and top sail for running purposes, and 
will carry a large square sail forward, 
and will also be fitted with a triangular 
“haped top sail. The total area of fore 
nd aft sails will be about 10,960 sq. ft., 
nd the approximate total of all sails 

p UI be 15,610 sq. ft. She will also be 
quipped with a 350 b.h.p. semi-Diesel 

,ngme, for a speed of about 7 knots an 
°ur. Her dimensions will be,—length 

?^er an 200 ft., length l.w.l. 188y2 ft., 
i®am 36 ft., moulded depth 15 ft., draft 
i aded 12 ft., deadweight for freight 700 

tons.
, B.C. Yacht & Boatbuilders Co., Vic- 
nria, B.C.—The Dominion Marine De- 

tekj ent has accepted this company’s 
for»r ^or building 2 motor patrol boats 

,r British Columbia coast patrol service, 
mat total Price of $62,750. The approxi- 
ftat® dimensions are,—length over all 75 
. breadth 17 ft. 8 in. Each boat will 
». ^.Snipped with heavy oil engine of the 

mi-Diesel type of 100 h.p. 
tj British Empire Shipbuilding Corpora- 
thfi T\d; bas been incorporated under 
00o Uominion Companies Act, with $100,- 
Montauthorized capital, and office at 
nnd ea1, *'° build, own and operate steam 

other ships, steamship and railway 
t0 mmals, dry docks, shipyards, etc., and 
v,'he°n<^UCt business in Canada and else-

NtmwJ*an Concrete Shipbuilding Co., 
ship ^Bydney, N.S.—The concrete motor

e necessitated a prolonged delay, 
^nl have a deadweight capacity of

Co,? Bermarmncia was launched by this 
1,0^7 in May. She was built under 
ratin S sDecial survey for the highest 
Plete ‘ ^Be BuB was practically com- 
19x9 ,an<i ready for launching in Dec., 
Which a Bre on board caused damage 
Shi
Bbttl acfn““vc a ucou'C°m 4o0 to 500 tons, and sleeping ac-
tiop t°°a^on for 16 passengers in addi- 
Witb’'0 9le.crew. She is being equipped 
b.h.p a Bolinder crude oil engine of 240 
ap 1"’ for a speed of from 9 to 10 knots 
ifc tn ?r> supplied by the Swedish Steel 
Pleted °^ring Co., Montreal. When com- 
Brety ’ s*le will be operated between Cape 

’ prince Edward Island and New 
Cana?-d Ports.

latuicV,a<jan Vickers Ltd., Montreal, 
May the s.s. Loch Tay, at the end of 
Mst’ ,r Norwegian owners. She is a 

Whip?111 °f the Tatjana, the launching 
?er diy? Was announced in our last issue, 
ft., r ^mensions are,—length over all 413 
,lraft x^dth 52 ft-. depth 31 ft. 0% in., 
So, or- ben loaded with 8,300 tons of car- 
Vçg;ari 1/3 ft. she is classed in Nor- 
tripie Veritas, and is equipped with 
boil6r e*Pansion engines and 3 Scotch 
Carg0 , htted with forced draft. The 
bf B,_andling equipment, etc., which isCÿanyateSt type’is

Snci, S,0chrane, Port Greville, N.S., 
tonschTed the schooner Frederic H., 425 

C’.une 5, for the lumber trade.
>od 'new°od Shipbuilding Co., Colling- 
5^0 „î, nt., advised us June 9 that the 

St"1' ,tons ship, which it is building 
*y Plat b,dard Oil Co., was then complete- 

Colv d’ and would be launched in July.
î?.'!., W8?°°d Shipbuilding Corporation, 
1">nirjh 5, been incorporated under the Do- 

Connpanies Act, with $100,000 au

thorized capital, and office at Montreal, 
to build, operate and charter steamships 
of all kinds, dry docks, shipbuilding 
yards, etc., to take over any existing busi
ness, which it is authorized to do and to 
carry on its business in Canada and else
where.

J. Goughian & Sons, Ltd., Vancouver, 
B.C., launched the s.s. Margaret Gough
ian May 18 for Western Canada Steam
ships, Ltd., a subsidiary of the building 
company. She is of the standard 8,800 
ton type, steel cargo steamship, of the 
following dimensions,—length over all 
427 ft., breadth moulded 54 ft., depth 
moulded 29% ft., and she is equipped with 
triple expansion engines, with cylinders 
27, 44 and 73 in. diam. by 48 in. stroke, 
supplied with steam by boilers equipped 
for burning oil fuel. She has been char
tered to carry railway ties from British 
Columbia to Great Britain. This is stated 
to be the first steel cargo steamship built

2 vertical inverted direct acting com
pound surface condensing engines, with 
cylinders 12 and 24 in. diar. by about 
16 in. stroke, turning outboard when go
ing ahead, developing about 275 i.h.p. at 
175 r.p.m.

Dominion Shipbuilding Co., Toronto, 
launched the s.s. Gonzaba, June 19, for 
the Gulf Navigation Co., New Orleans, 
La. The christening was performed by 
Miss Abaunza, daughter of the owning 
company’s President and General Man
ager. The ship was designed for ocean 
service to carry approximately 2,560 d. 
w. tons, and has the following dimen
sions,—length over all 261 ft., length be
tween perpendiculars 251 ft., breadth 
moulded 39 % ft., depth moulded 19 ft. 
4 in. She is classed to Lloyd’s 100 Al, 
and equipped with triple expansion en
gines 950 h.p., and 2 Scotch boilers sup
plying steam at 180 lbs. A sister ship 
is under construction for the same com-

IarmmimiMiM

-, steamship Co. of British Columbia, to run between
teamship Capilano, bul*t J , way ports, to Powell River, B.C.

Vancouver, for Vancouver interests, 
id to sail from that port.
Hull 16, which was under construction 
r Vancouver Steamships Ltd., one of 
e company’s subsidiaries, has been sold 
J. A. Sturrock, for Swedish interests, 

te is of a similar type to the s.s. Mar- 
iret Goughian, and it is expected that 
le will be delivered about the end of
By.Davie Shipbuilding & Repairing Co., 
tuzon, Que.—A wooden steamship, one 
: 12, of 1,500 tons d.w. each, ordered 
st year by the Anderson Co., New York, 
ir the French Government, was launch- 
1 at this yard June 3, and christened 
ubemale. Her dimensions are,—length 
rer all 204% ft., length between per- 
mdiculars 195 ft. 8 in., beam moulded 
) ft. 8 in., beam extreme 40% ft., depth 
oulded 17 ft., depth of hold 15 ft., draft 
iaded 16 ft. The hull is of Douglas fir, 
ad the propelling machinery consists of

pany, to be named Floraba, and it is ex
pected she will be launched early in July.

Foundation Co., Victoria, B.C. — This 
company’s shipbuilding interests in B.C. 
are being closed up, and the shipbuilding 
plant and machinery at the Point Hope 
and Point Ellice yards are reported to 
have been sold to private interests. The 
leases on the yards expired at the end of 
June. During the war, the company built 
several wooden steamships for the Bri
tish Government, under orders from the 
Imperial Munitions Board, and also built 
a number of wooden steamships for the 
French Government, which latter order 
was completed recently. The Point El
lice yard was operated formerly by Cam- 
eron-Genoa Mills Shipbuilders^ Ltd., and 
the land, in both cases, forms part of the 
old Songhees Indian Reserve, and was 
leased from the B.C. Government.

Harbour Marine Co., Victoria, B.C.— 
The steel car ferry tow barge, which this
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company is to build for the C.P.R., will 
cost approximately $200,000. Her di
mensions will be, length 270 ft., beam 
42 ft., depth moulded 12 ft. She will 
have a single deck, equipped with three 
tracks for 18 standard railway cars. 
When completed she will be placed in 
service between the mainland and Van
couver Island.

B. M. Melanson, Gilberts Cove, N.S., 
is building a steamship of the following 
approximate dimensions,—length over all 
150 ft., length on keel 127 ft., breadth 28 
ft., depth 11 ft., and approximately 600 
d.w. tons. She will be fitted with triple ex
pansion engines with cylinders 12, 19 and 
30 in. diar. by 20 in. stroke, 450 i.h.p., 
suppled with steam by a Scotch boiler at 
150 lb., to be supplied by the New Burrell 
Johnson Iron Co. The ship is being built 
for general freighting work, but can 
easily be adapted for sealing. The deck 
machinery will include powerful steam 
winches, windlasses, etc., and she will 
be equipped with all the necessary der
ricks, etc., for handling cargo.

Nova Scotia Shipbuilding & Transpor
tation Co., Liverpool, N.S., launched the 
tern schooner Olive Moore, June 5. Her 
dimensions are,—length 136 ft.; breadth 
25 ft.; depth of hold 11 ft. She is owned 
by J. & S. Moore, St. John’s, Nfld.

Port Arthur Shipbuilding Co., Port Ar
thur, Ont.—After a strike lasting about 
three weeks, the employes returned to 
work at the old scale and conditions, 
June 10. It is stated that the number of 
employes is at present somewhat less 
than before the strike, one report stating 
that only 50% of the men returned at 
the old rate. When the strike occurred, 
the management stated definitely that it 
was absolutely impossible, under exist
ing conditions, to make any increases in 
pay, or changes in the working condi
tions, and that if the men ceased work, 
the plant would have to be closed down.

Port Arthur Shipbuilding Corporation 
Ltd. has been incorporated under the 
Dominion Companies Act, with $100,000 
authorized capital, and office at Mont
real, to own and operate steamships, dry 
docks, shipbuilding plants, etc., and to 
carry on its business in Canada and else
where.

St. John Dry Dock & Shipbuilding Co.’s 
annual meeting was held at St. John, 
N.B., June 8. The directors are: James 
Playfair, Midland, Ont., President; D. S. 
Pratt, Midland, Ont., Vice President and 
Managing Director; Thomas A. Duff, To
ronto, Secretary-Treasurer ; D. L. White, 
Jr., Midland, Ont.; W. E. Phin, Hamil
ton, Ont.; W. J. Sheppard, Waubashene, 
Ont.; J. B. Craven, New York. It was 
announced at the meeting that the com
pany had bought the 24 in. hydraulic 
dredge Tornado of Canadian register, for 
work in the St. John harbor.

Victoria (B.C.) Shipowners Ltd., Vic
toria, B.C.—Considerable progress is re
ported on the construction of the first of 
the four wooden barkentines of 2,400 tons 
each, which are being built at the Chol- 
berg shipyard, under Dominion Govern
ment aid. The keel of the first was laid 
May 1. Thos. McConkey, of the Dominion 
Marine Department, Ottawa, has been 
appointed to act as the naval architect 
in connection with these ships, on the 
government’s behalf.

About the middle of June it was re
ported that there was some delay in con
struction work, owing to delayed deliv
ery of certain special lumber, but it was 
expected that this would be overcome 
within a few days. Keels for three of 
the ships have been laid and the first 
frames are in on hull 4 with the stern 
posts set.

July, 1920-

Act to Amend the Canada Shipping 
Act (Steamboat Inspection).

A bill introduced in the House of Com
mons by the Minister of Marine was 
passed by the House April 28, its provi
sions being as follows:—

The Canada Shipping Act, Revised 
Statutes of Canada, 1906, chap. 113, sec. 
578, is repealed, and the following is sub
stituted therefor:—

“578. The Governor in Council may 
make rules and regulations,—

“(a) for the testing of boilers and all 
matters connected with the construction 
and working thereof;

“(b) for the inspection of safety valves 
and boiler cocks and all matters connect
ed with the construction and working 
thereof;

“(c) for the inspection of hulls and 
equipment of steamboats ;

“(d) respecting boats and life-preserv
ers, fire-buckets, axes and lanterns and 
other life-saving appliances to be car
ried by steamboats or by other vessels 
mentioned in this part;

“(e) respecting the qualifications ne
cessary to entitle a person to an engin
eer’s certificate ;

“(f) requiring steamboats to carry 
chemical or other fire extinguishers, and 
prescribing the number of such fire ex
tinguishers to be carried by steamboats 
of different sizes and classes, respective
ly;

“(g) for the inspection of the machin
ery and equipment of steamboats pro
pelled by gas, fluid, naphtha, electricity, 
or any other chemical, or any mechanical 
power, and, in the case of such vessels, 
for making such changes in forms S and 
T as he deems advisable;

“(h) for the establishment of a scale 
of fees and the collection thereof, for 
examining plans of the hulls, boilers and 
machinery and equipment of steamboats; 
for the inspection of steamboats, their 
machinery and equipment, during con
struction, and for such like examina
tions or inspection in connection with 
the Steamboat Inspection Service.”

The Canada Shipping Act, sections 643 
and 644, are repealed, and the following 
are substituted therefor:—

“643. (1) The Governor in council may 
from time to time fix a duty to be paid 
yearly and every year by the owner or 
master of every steamboat registered in 
Canada.

“(2) The amount of such duty shall 
in each case be paid at such times and 
in such manner and to such officers as

the Governor in council may direct, an_ 
such duty shall be paid into the Con
solidated Revenue Fund of Canada.

“644. (1) No inspector shall make o 
deliver a certificate respecting any 
steamboat under this part, unless,7- 

“(a) it is established to his satisfaf" 
tion that the fees and duty payable 1 
respect to such steamboat for the cu ' 
rent year have been paid; and,

“(b) he is satisfied by careful exam 
nation that all the conditions and re
quirements of this part and of any reg 
lation made thereunder have been tu 
filled and complied with in respect 
such steamboat. a

“(2) Every inspector shall report to^ 
chief officer of Customs any case ^ 
omission to pay such fees or duty, °r 
any omission to apply for such insp1 
tion as aforesaid, for more than one ye 
from the date of the last inspection, 
of any refusal to submit to inspection 
any time which in any way or at 3 
time comes to his knowledge.”

Proposed Government Aid to Shipbu , 
ing.—A deputation consisting of aD 
40 representatives of shipbuilding c° 
panies in the Maritime Provinces, 
bee, Ontario and British Columbia, wt. 
ed on the Dominion Government at ^ 
tawa, June 10, to urge government 
to shipbuilding in Canada. Two V.^ 
posais are reported to have been m .^y 
one that the government grant a sub 
of $10 a displacement ton, and 
i.h.p., and another that the governm 
assist the trade by financing 
shipbuilding contracts. It was st t
that a very large shipbuilding c°nt/een 
from a foreign country had actually D nt 
offered, provided that the govern» t
assist in the financing during the Pre 
adverse conditions of exchange- -j,
foreign country concerned, it was . „ 
was willing to put up a large PrPP01mier 
of the amount involved. The PreJ tie 
promised that the proposals woU\ier8- 
given the government’s best consi 
tion. _ j/

Transportation of Stock and Ie ..
The further supplementary estim3tes,

re
passed by the House of Common r. 
cently, contained two items for tranvgt 
tation of stock and feed under G°v 2$ 
General’s warrants as follows:—Am,- 
1919, $375,000; Nov. 24, $25,000.^^,

Alberta Motor Boat Co., Edm°3
Alta., is building a 40 ft. schooner, ® 1 f0r 
ped with 12 h.p. auxiliary engr>n ^jld- 
use on northern waters. It is also ^ e)i. 
ing 2 gasoline boats for northern 
ploitation by Imperial Oil Ltd.

Sault Ste. Marie Canals Traffic.

The following commerce passed through

Articles
Lumber ...........................................
Flour ...............................................
Wheat .............................................
Grain, other than wheat..........
Copper ............................................
Iron Ore .......................................
Pig Iron .......... ..............................
Stone ..............................................
General Merchandise ..............
Passengers ....................................
Coal, soft ....................................
Coal, hard ....................................
Iron Ore .........................................
Manufactured Iron and Steel..
Salt ...................................................
Oil .....................................................
Stone ...............................................
General Merchandise .................
Passengers ....................................

Summary
Vessel Passages ........................
Registered Tonnage ..................
Freight—Eastbound ..................

Westbound .................
Total Freight ...............................

Eastbound

Westbound

the Sault Ste. Marie Canals during May, 1920:

M. ft. B.M.

Canadian
Canal

4,082
Barrels 322,830
Bushels 2,435,728
Bushels 4,347,845
Short tons 1,903
Short tons 243,667
Short tons
Short tons 14,325
Short tons 4,039
Number 352
Short tons 31,900
Short tons
Short tons
Short tons 1,077
Short tons 1,570
Short tons 1
Short tons
Short tons 26,974
Number 565
Number 665
Net 969,295

Short tons 465,246
Short tons 61.522
Short tons 526,768

U.S. Canal 
8 888 

336,080
11,062,267
7,557,097

2.755
6,440,153

700 
,602 
171 

,476 
.000 
.064 
.697 
,620 
.045 
,573 
,378..

49 
,646 
167

2,
7,

499,
202,
22,
13,

9
53
48,
27,

1
6,305,

7,018,
875,

7,894

,590
,852
,442

TofJtOJS’S 1»65°’n()i)

'3
6,683

“ft

3

its!
S3- S 
« 
54'6lf

'•d
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Dominion Government Aid for Shipbuilding.
u On motion of the Finance Minister, Sir 
Henry Drayton, the House of Commons 
iyent into committee of the whole on 
June 21, to consider the following pro
posed resolution:—

‘1. That it is expedient to bring in a 
Measure to provide that in any case 
yuere a person (hereinafter called the 
Purchaser’) has entered into a contract 
p’fh a shipbuilder for the building in 
panada of a vessel of not less than 3,000 
;?ns> and such contract is approved by 
he Minister of Finance and Marine, and 

® sum not less than 10% of the price of 
Ueh vessel is paid by the purchaser to 
"e shipbuilder in cash at the time the 
untract is entered into, and, if such cash 

Payment is less than 20% of such price, 
ne Payment to the shipbuilder of a fur- 

A*er sum which with the said cash pay- 
ment will amount to not less than 20% 
I such price, not later than six months 
Her such time, and the payment of a 
urther sum not later than nine months 
iter such time, if the previous payments 

-A? |ess than 25% of such price, which 
>U be sufficient with the other said pay

ants to amount to at least 25% of the 
tal of such price are contracted for and 

teCUrec* the satisfaction of the Minis- 
aL.°f Finance, and the payment of an 
UpUitional 25% of the price is arranged 
er nf6n purchaser and the shipbuild
er’ the Governor in council may authorize 
^.Minister of Finance to endoihalf
dr5

endorse on be- 
°f His Majesty promissory notes

sUj'Yn.by the purchaser in favor of the 
n. Puujlder for the remaining 50% of 
Uor ^r’Ce the said vessel. The Gover- 
xyL ln council shall prescribe the place 
od 6rf su.ch notes shall be paid, the meth- 
xyL °i discounting them, and the time 
ed 7? sueh notes are to be paid. Provid- 
alaïhat the first of such notes shall be 
iHonfyf^yuMe at a date not less than 21 
ent t“s utter the time the contract was 
shalM^ *nt°i and the last of such notes 
thar k made payable at a date not later 

“2 m months after such time, 
the f n at a mortgage on the vessel for 
by amount of the notes so endorsed 
as Minister of Finance, in such form 
shall 1 ^'mster of Justice may approve, 
said be given to His Majesty, and the
a*d thlVessel shall be registered in Canada,

register shall not be transfer

red, until the amount secured by the 
mortgage has been fully satisfied and 
paid.

“3. That until the amount secured by 
the mortgage is fully satisfied and paid, 
the vessel shall be insured and kept in
sured in favor of His Majesty for such 
amount and against such risks and in 
such insurance companies as the Minis
ter of Finance may determine.

“Provided that if the vessel is being 
built for an alien, and the provisions 
above mentioned with respect to mort
gaging the vessel cannot conveniently be 
complied with, such security for the 
amount of the said promissory notes en
dorsed by the Minister of Finance shall 
be furnished by the purchaser as may be 
approved by the Governor in council.”

The resolution was discussed at length, 
a number of Liberal members, and Hon. 
T. A. Crerar, leader of the farmer’s 
group, opposing it. A notable exception 
was Jacques Bureau, M.P. for Three Riv
ers, Que., who strongly supported it. 
Finally it was carried on a division, re
ported and concurred in, and Sir Henry 
Drayton then introduced bill 199, based 
on it, which was read a first time. The 
bill was read a second time on June 24, 
and referred to committee of the whole, 
when a number of Liberal members again 
opposed it, but two Liberals, P. R. Du 
Tremblay, of Laurier-Outremont, Que., 
and T. Vien, of Lotbiniere, Que., joined 
Jacques Bureau in supporting it. W. 
Duff of Lunenburg, N.S., moved two 
amendment, one to give aid to the build
ing of wooden as well as steel ships, and 
to strike out the tonnage minimum; the 
other to keep the ship on which the loan 
is made, on the Canadian register until 
the debt is discharged. The first amend
ment was defeated by 42 to 18, and the 
second amendment was defeated on a di
vision. Sir Henry Drayton moved an 
Amendment, which was carried, as fol
lows: “The whole amount that notes may 
be endorsed on behalf of His Majesty, as 
herein provided, shall not exceed $20,- 
000,000.” The bill was then passed by 
the committee without further amend
ment, and on June 25 was read a third 
time and passed.It is said that the Government’s action 
will result in sufficient foreign business

coming to Canada to keep the shipyards 
busy for from two or three years. France 
has been in the market for a large num
ber of steel cargo steamships for some 
time, but it has been impossible to ar
range for credits, and in addition to this 
the conditions of exchange have prevent
ed orders being placed. It is now said 
that a credit association, in connection 
with which Sir Henry Pellatt’s name is 
mentioned, has been formed, and has ar
ranged to secure money in the United 
States to help to finance the business.

Steamship Northumberland Trans
ferred from Atlantic Coast to 

Lake Ontario.

The s.s. Northumberland, owned form
erly by the Charlottetown Steam Navi
gation Co., Charlottetown, P.E.I., and 
for several years operated between Prince 
Edward Island and the New Brunswick 
mainland, and which was sold to the Do
minion Government when the company 
ceased business in 1916, since which she 
has been operated at intervals in the 
same service by the Railways and Canals 
Department, has been transferred to ser
vice on Lake Ontario, between Toronto 
and Port Dalhousie, and is being oper
ated by Canadian National Rys. in con
junction with the Niagara, St. Cathar
ines & Toronto Ry. The Northumber
land was built at Newcastle-upon-Tyne, 
Eng., in 1891, has a steel hull, and is 
screw driven by engine of 350 h.p. Her 
dimensions are,—length 220 ft., breadth 
33.1 ft., depth 20.4 ft., tonnage 1,255 
gross, 542 net. After being brought from 
Cape Tormentine, N.B., where she had 
been berthed, to Toronto, she went to the 
Dominion Shipbuilding Co.’s yard, where 
a passenger stairway was put in and 
some other minor alterations made. It 
is said that further alterations will be 
made after this year’s navigation closes.

The service by the steamships North
umberland and Dalhousie City was put 
into effect June 18, and is run on day
light saving time, leaving Toronto on 
weekdays at 8 a.m., 2 p.m. and 5 p.m., 
and Port Dalhousie at 8.30 a.m., 11 a.m. 
and 7 p.m., and on Sundays, leaving To
ronto at 8 a.m., 2 p.m. and 7 p.m., and 
Port Dalhousie at 9.30 a.m., 11 a.m. and 
7 p.m.

Vessels Registered in Canada During March, 1920.
saiV0rnpilinK thc following lists of vessels registered, steamboats and motor boats, operated by engines of less than 10 n.h.p., are eliminated, as also 

uig Vesses of less than 100 tons register. STEAM

Mo.

*41256

l41703

Name Port of Registry Where and when built
to

26.3 12.4Bernard M...................Yarmouth, N.S..............Wedgeport, N. S................ 1919 1431

BC.................. 1919 400.1 52.4 28.8

Eg |g
OH KH 
370

CoS

w z
Owners or managing owners

Canadian Exporter..-Vancouver, B.C............ Vancouver,

194 66 Sc. Wedgeport Steam Trawling Co.,
Wedgeport, N.S.

. .Qo oooic 133 Sc. Minister of Marine and Fisheries,54 Ottawa.

SAILING.

Name Port of Registry Rig Where and when built

B. Creaser........La Have, N.S...............^“’^jiWest^La^HaveT N.S.....................

“^Sl

sign-ils
*41420

’41633

Grace D. Boehner^^La Have, N.S.

Hillcreft.......................Lunenburg, N.S.

Independence.............Lunenburg, N.S.
Kathleen Spindler.... Lunenburg, N.C.
JJanuata.......................La Have, N.S. ..
Mary j. Wood............Quebec, Que............

....Lunenburge, N.S.

1919

1916

..1920

..1920
..... «« ..Liverpool, N.S...............................1920
..... Cn> ^.Northumberland, N.Y., U.S...1902

°=ean Maid..................Lunenburg, N.S...........Schr....Liverpool, N.S..........

Versailles.....................La Have, N.S.

...................1919

....Bridgewater, N.S......................... 1919

Le
ng

th

Br
ea

dt
h

D
ep

th

To
ns

To
ns

Re
g.

127.1 26.6 10.4 172 114
112.4 26.4 10.6 157 100

132.6 32.5 11.8 365 299

130.5 27.4 10.6 201 141
125.4 27.2 10.6 174 112
121.6 26.8 11.5 173 114
94.3 18.3 8.8 130 130

122.0 26.7 11.3 173 112

124.0 26.7 10.1 155 100

Owner or Managing Owner.

H. Greaser, M.O., Riverport, N.S. 
T. A. Mossman, M.O., Rose Bay, N.S. 
Hillcrest Shipping Co., Lunenburg, 

N.S.
A. Himmelman, M.O., Lunenburg, 

N.S.
R. Spinkler, M.O., Lunenburg, N.S. 
F. Risser, M.O., Kingsburg, N.S. 
Auorer & Son, Quebec, Que.
A. Himmelman, M.O., Feltzen South, 

N.S.
F. Gerhardt, M.O., East La Have, 

N.S.
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Atlantic and Pacific Ocean.

The International Shipping Conference 
at Genoa, Italy, is reported to have de
cided in favor of the principle of a 48 
hour week for seamen.

Manchester Liners’ s.s. Manchester Di
vision grounded on the mud banks at the 
mouth of the St. Charles River June 7, 
being caught by the strong winds when 
heading for Louise Basin, Quebec. She 
was released without serious damage.

Furness, Withy & Co. state that they 
anticipate making sailings from Halifax, 
N.S., to London, Eng., about every three 
weeks, during the summer, and to Liver
pool, via Newfoundland, also about every 
three weeks, with occasional sailings to 
Glasgow and Manchester.

The British Government has appoint
ed an imperial shipping committee to en
quire into complaints regarding ocean 
freights and similar matters and also to 
survey facilities for inter-empire trade. 
Sir George Perley, Canadian High Com
missioner, will represent Canada.

Early in June, the following four 
steamships cleared from Montreal simul
taneously, carrying well over 4,000 pas
sengers among them: Minnedosa and 
Tunisian, Canadian Pacific Ocean Ser
vices; Cassandra, Anchor-Donaldson 
Line, and Megantic, White Star-Domin
ion Line. This is an unusual thing for 
Canada.

A Halifax press dispatch of June 15 
stated that it was reported there that a 
fast transportation service between Hali
fax and an English port is contemplated, 
with especially built modern steamships, 
equipped with oil fuel burners and hav
ing a speed about a knot faster than the 
s.s. Lusitania, which will necessitate on
ly three nights being spent on board on 
the trans-Atlantic trip.

The Canadian Robert Dollar Co., which 
acquired the s.s. War Melody recently, 
has changed her name to Grace Dollar, 
and has placed her in its trans-Pacific 
service. She was delivered to her own
ers at New York a few weeks ago, and 
went to the Pacific coast via the Panama 
Canal, arriving at Bellingham, Wash., 
June 5, after which she proceeded to 
Vancouver, B.C., to take on cargo for 
Japan and China. She was built at Bel
fast, Ireland, in 1918, and has 4,040 d.w. 
tons capacity.

The Isthmian Line, controlled by the 
United States Steel Products Co., is re
ported to have completed arrangements 
for the operation of a steamship line be
tween New York and Puget Sound, and 
British Columbia points, and the steam
ships Steel Maker and Bantu have al
ready been placed in the service. The 
ships which are being utilized were oper
ated formerly as the Maple Leaf Line, 
and calls were made at Victoria, but, on 
the reorganization, Vancouver is said to 
have been substituted for Victoria.

It was announced recently that a 
steamship service was about to be inug- 
unted between Vancouver and Havre 
and Calais, France, and that the s.s. Pa
cific would be ready to load at Vancouver 
earlv in July. We have been officially 
advised that the Johnson Line, of Stock
holm, Sweden, will operate the service, 
which will be opened during the early 
half of July with the motor ship Pacific, 
which will load at Seattle, Wash., and 
Vancouver, and that she will be followed 
during the latter half of August by the 
motor ship Kronprinsessan Margareta, 
and that thereafter there will be regular 
sailings at intervals of about six weeks.

It has not been decided whether the ships 
will call at both Havre and Calais, as it 
is considered that the call at Calais will 
be sufficient, this port being only 186 
miles from Paris, and having the best 
railway connections with northern French 
ports, and also being connected by canals 
with points in France, Belgium and Al
sace-Lorraine. C. Gardner Johnson Co., 
represent the line in Canada, and W. R. 
Grace & Co., at Seattle and Tacoma, 
Wash.

Maritime Provinces and Newfound
land.

The harbor revenue at St. John, N.B., 
for May was $14,600, an increase of over 
$4,000 compared with May, 1919, due, it 
is stated, to the larger number of steam
ships handled.

Canada Steamship Lines Ltd. announc
ed the inauguration of a steamship ser
vice between Montreal and Prince Ed
ward Island, Sydney, N.S., and St. John’s, 
about June 30, with the s.s. Mapledene.

The St. John Dry Dock & Shipbuilding 
Co., contractors for the harbor improve
ment work in Courtenay Bay, St. John, 
N.B., is reported to have submitted plans 
to the Dominion Government for a change 
in the original plans covering the pro
jected improvements, and calling for the 
erection of four piers at the head of the 
bay with accommodation for six steam
ships, and the reclamation of ground for 
railway yards to some of the piers.

The Newfoundland Government sub
sidy for the carriage of mails and pas
sengers between Newfoundland and North 
Sydney, N.S., is stated to have been re
duced from $75,000 to $35,000 a year, 
until such time as the Reid Newfound
land Co., which operated the service, 
shall restore it to its full capacity. The 
company lost two of its steamships re
cently and of necessity of the service has 
been interfered with. It is reported that 
negotiations are proceeding in England 
for the purchase of additional ships and 
it is expected that they will be in opera
tion during this year.

An order in council has been passed 
authorizing the following pilotage rates 
for the pilotage district of Miramichi, 
N.B.:—For steamships a flat rate of $25 
inward and outward and an additional 5c. 
a registered ton. For sailing ships, up 
to 300 tons register, a flat rate of $25 
inward and outward, with an additional 
6c. a registered ton outward. For sail
ing ships over 300 tons register and not 
exceeding 700 tons register, a flat rate of 
$25 inward and outward, with an addi
tional 5c. a registered ton inward and 
outward. For sailing ships over 700 tons

register a flat rate of $25 inward and 
outward, with an additional 4%c. a reg
istered ton outward.

Province of Quebec.

The Gulf of St. Lawrence Shipping & 
Trading Co.’s s.s. Lady Evelyn was con
siderably damaged by fire at Carey P°int 
June 9.

Canada Steamship Lines’ s.s. Quebec, 
which went aground at Three Rivers, 
June 3, during foggy weather, was re
leased June 8, apparently undamaged-

The s.s. Columbia has been bought fron’ 
U.S. owners by A. A. Larocque, Presi
dent, Sincennes-McNaughton Lines Ltd-, 
Montreal, and has been transferred 1 
the Canadian register under the name oi 
Dougalmac.

Canada Steamship Lines Ltd. has ha 
a pontoon landing for the use of passe»' 
gers and freight at its Quebec dock”’ 
built by the Davie Shipbuilding & 
pairing Co., Lauzon, Que. It is built » 
Douglas fir, and is 235 ft. long, by 43 1 • 
wide, by 7 ft. deep.

The Canada Steamship Lines’ s.s. R» 
pids King has, according to a press r 
port, been stationed near Victoria P1®^ 
Montreal, to provide for night acCO»^ 
modation for travellers unable to »!.n 
rooms in hotels or boarding houses 
the city.

The barge Cuba, from Quebec to 
densburg, N.Y., with pulpwood, fouv,e 
ered in deep water, in the St. La wr en 
River, June 8, and became a total 1° . ' 
She was originally built as a steams»» 
at Kingston, Ont., in 1875, and was o« 
ed by the George Hall Coal Co. of L" 7 
ada. Her dimensions were,—length V>' 
ft., breadth 25.6 ft., depth 11 ft., tonna? 
386 register.

Ontario and the Great Lakes-

A Kingston press dispatch says * r 
in view of the low water in the »ai 
there, the Dominion Public Works ^ 
partment has decided to remove 41, 
yards of material, and that tenders 
be called for the work at once. ,s 

The Ogdensburg Coal & Towing ^j, 
s.s. Nicaragua, westbound June 3, 
lided with the gates at lock 18 °» 
Cornwall canal, and dislodged one 0l, ut 
gates. Traffic was delayed for 
seven hours. The cause of the acci 
is given as an engineer’s mistake m 
signa!. »

The s.s. H. P. Bigelow, operated » r, 
ferry between Brockville, Ont., and 
ristown, N.Y., was destroyed by » xVâs 
her slip at Morristown, June 5. She

Vessels Added to and Deducted From the Canadian Register Duri^
March, 1920.

Added.
Built in Canada ...........................................
Purchased from foreigners.......................
Transferred from United Kingdom......
Transferred from British Possessions
New registers ................................................
Re-registered after wreck .......................

Totals ........................................................
Deducted.

Wrecked or otherwise lost.......................
Broken up or unfit for use.......................
Sold to foreigners...........................................
Transferred to United Kingdom............
Transferred to British possessions........
New registers ................................................

Totals ........................................................

No.

Steam.
—Tonnage— 

Gross. Registered. No. Gross- “9^
9 6,326 3,907 9

•is»

*3 133 96
~ï

1

365

"'Ï30
*"j3«

12 6,459 4,003 11 1,898
i»1

6 2,060 1,291 6 568
618
61912 471 273 17

4 4,402 2,760 2
2 512 115

"2 .....69
...

24 7,445 4,439 27 1,764
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oak, built at Baldwinsville, N.Y., in 
1893, and had the following dimensions,— 
length 60 ft., breadth 14 ft., depth 8% 
It-! tonnage, 46 gross, 36 net.

The George Hall Coal Co. of Canada’s 
elaim against the owners of the s.s. Sam
uel Marshall, for damage caused by the 
«amuel Marshall colliding with the s.s. 
Liberty, at Kingston, recently, has been 
Settled out of court, by the payment of 
approximately $10,000. The s.s. Liberty 
18 at Kingston drydock undergoing -e-
Pairs.

The United States Lake Survey re
jets the stages of the Great Lakes in 
leet above mean sea level for May, as 
allows: Superior, 602.40; Michigan and 
lluron, 580.75; St. Clair, 575.24; Erie, 
U72.31; Ontario, 245.60. Compared with 
the average May stages for the past ten 
^?rs, Superior was 0.44 ft. above ; Mi- 
r"gan and Huron 0.17 ft. above; Erie 

'*2 ft. below, and Ontario 1.10 ft. below. 
The contract for the building of a sea 

wall at Toronto, which has been awarded 
y the Dominion Public Works Depart- 

r'ent to Randolph Macdonald Co., Toron- 
.°> as mentioned in our last issue, calls 
?r the construction of a breakwater 
l0hg the southern shore of the center 
^rtion of Toronto Island 1,700 ft. long, 

h brushwood fascine mattress 60 ft. 
JUh, the base of the breakwater being 
./ /2 ft. wide, and the top 10 ft. wide, 
a ®re being a slope of lty :1 on one side, 
j/JU 1:1 on the other. The height of the 
rj ®skwater above low water level will be

British Columbia and Pacific Coast.

cJhe Union Steamship Co. of British 
tai Umbia has appointed G. Whalen, cap- 
of”, and P. J. V. Farina, chief engineer 
tain e S-s- Capilano; and J. Findlay, cap- 
s sn’und J. Hogan, chief engineer of the 

' Lhilkoot, for this season. 
on contract for dredging and filling 
BUr . 6 site of the Ballantyne pier, in 

j iniet, is reported to have been 
n1i„„. ed by the Vancouver Harbor Com- 
co,„ loners. to Grant & MacDonald, Van- 
^er> for $513,121.50.

Wùl1? C-P.R. s.s. Princess Alice has been 
\vag | Wn from the Gulf service and 
in P'aced on the Alaska route June 11, 

'^jonction with the s.s. Princess 
has h s,s- Princess Royal, which
instaif j additional deck accommodation 
cessAu ’ takes the place of the s.s. Prin- 

Alice on the Gulf route, 
ship ptîrand Trunk Pacific Coast Steam- 
t° s':?- s s.s. Prince John was returned 
run j lce °n the Queen Charlotte Islands 
and’ovUn? 4> after having been repaired 
Wit^ X®rhauled, subsequent to a collision 
bert Pc same company’s s.s. Prince Al- 

Dead Tree Point about the end 
*Val];,!.rcP' The repairs were made by 
v<?r, Ce Shipyards Ltd., North Vancou-

'J'L

Carv° auxiliary powered schooner Janet 
Shi.., ,hÇrs, which was built by Wallace 
in iq1lrds> Ltd., North Vancouver, B.C., 
tion À7’ for Canada West Coast Naviga- 
Copai.0 > and which was wrecked on the 
hynawf Beach over a year ago, was 
ter k 'ted about the middle of June, af- 
PienSir bttings were salvaged. Her di- 
U.l Pfns were,—length 240 ft., breadth 
|roSs 7 depth 19-3 ft.; tonnage 1,466 
DieSeî 1,<253 net. She was equipped with 

f, engine of 36 h.p., driving a screw. 
Whit! British Yukon Navigation Co., 

orse’ Yukon, has appointed the 
this officers for its steamships for 

year:—Canadian, C. M. Coghlan,

captain, J. Scotland, chief engineer; Cas- 
ca> J- O. Williams, captain, J. P. Borne, 
chief engineer; Selkirk, M. Campbell, 
captain, W. C. Vey, chief engineer; Ta- 
rahne, D. McKay, captain, F. Vey, chief 
engineer; Tutshi, J. McDonald, captain, 
J. Lauderdale, chief engineer; White 
Horse, F. D. Turner, captain, P. Larssen, 
chief engineer.

Canadian Notices to Mariners.

The Department of Marine has issued 
the following:—

British Columbia, Strait of Georgia, 
Fraser River.—Range lights established 
on Woodward’s Islands, Deas Island, Til
bury Island and Annacis Island.

New Brunswick-Bathurst Harbor. — 
During the past season the Dominion 
Public Works Department cleaned the 
dredged channel through the outer bar 
leur Bay, to a least depth of 15% ft.; 
at the entrance to Bathurst Harbor, Cha- 
inside the harbor, on the Ripple, Ballast 
bar and Seal bar, the channel was clear
ed to a least dept hof 13% ft., and in the 
Tetagouche channel, leading to West 
Bathurst, a section 900 ft. long and 40 
ft. wide, was dredged to a least depth of 
13 ft., but inside this section the con
trolling depth is still 10 ft.

New Brunswick-Miscow Island.—With
out further notice the steam fog whistle 
on Birch Point, Miscow Island, Chaleur 
Bay, will be replaced by a diaphone, op
erated by air compressed by an oil en
gine, giving one plast of 3 seconds dura
tion a minute.

Nova Scotia and Newfoundland Radio
telegraph Direction Finding Stations.— 
The British Admiralty published a cir
cular letter recently relating to these 
stations at Chebucto Head and Canso, 
N.S., and at Cape Race, Nfld., calling at
tention to the immense value of these 
stations, but indicating that while mar
iners are beginning to use them more 
extensively, the advantage does not seem 
to have become general. The attention 
of mariners is called to a previous notice 
early in 1919, which gave the regulations 
to be used when communicating with the 
Canadian stations, and it is extremely 
necessary that both masters and radio
telegraph operators should make them
selves fully acquainted with the proce
dure.

Nova Scotia, Barrington Bay.—Gas 
and bell buoy to be established without 
further notice, in position formerly oc
cupied by lightship, in 6 fathoms, % 
mile eastward of Wesses ledge; steel cyl
indrical buoy, surmounted by a steel 
frame supporting the bell and lantern, 
painted black with white vertical stripes, 
showing a white acetylene light, auto
matically occulted at short intervals.

Ontario, Lake Superior, Port Arthur 
harbor.—Work will be started in the 
near future on the extension of the Bare 
Point breakwater. This extension will 
leave the south end of the present break
water, and proceed southwesterly for 
1,600 ft. Mariners are warned that they 
must use caution when in the vicinity.

Ontario, Ottawa River, Chats Lake, 
Arnprior Island.—On an islet, opposite 
the town of Arnprior, the 6th order diop
tric light will be replaced, without fur
ther notice, by an unwatched occulting 
white acetylene light, automatically oc
culted at short intervals.

Quebec, Gulf of St. Lawrence.—About 
June 15, the front range light in Thun
der River will be changed in position to 
228 ft. southward of its previous posi

tion in the line of range, and 112 ft. back 
from the water’s edge. The light is at an 
elevation of 30 ft. on a structure, con
sisting of a mast 25 ft. high, with wide 
diamond shaped day mark attached.

Quebec, River St. Lawrence, channel 
north of Island of Orleans.—Four steel 
can buoys, painted black and white, have 
been placed, two on the north side and 
two on the south side of the channel, be
tween red gas buoy HOB and black can 
buoy 121B, at the eastern end of the 
channel, north of the Island of Orleans. 
These buoys are not to be used as aids 
to navigation.

Wreck Commissioner’s Enquiries 
and Judgments.

An enquiry has been held and judg
ment delivered in connection with the 
following casualty:—

Prince Albert-Prince John Collision.
Enquiry held during May by Capt. J. 

D. Macpherson, Wreck Commissioner for 
British Columbia, assisted by Capt. G. E. 
Budge and J. R. Stewart as nautical as
sessors, and judgment delivered towards 
the end of that month, into the collision 
between the Grand Trunk Pacific Coast 
Steamship Co.’s steamships Prince Al
bert and Prince John, off Skidegate, at 
the end of April. The court found that 
the collision took place in such a manner 
and in such unusual circumstances that 
it could not have been prevented by or
dinary skill on the part of those in charge 
of their vessels, and no blame is there
fore imputed to any of the officers con
cerned. The court expressed the opinion 
that both masters exercised considerable 
care and nerve, when they found them
selves placed in an unpleasant and diffi
cult situation, and that after the colli
sion had occurred, the conduct of all con
cerned was worthy of highest commen
dation, it being the court’s opinion that 
the s.s. Prince John would undoubtedly 
have foundered, in comparatively deep 
water, with probable loss of life, had it 
not been for the presence of mind, re
source, energy and coolness displayed by 
the masters, officers and crews of both 
steamships.

Steamships Lady Evelyn and Cham
plain.—Rt. Hon. A. L. S if ton stated, in 
the House of Commons, recently, that 
the s.s. Lady Evelyn was sold April 24,
1919, and the s.s. Champlain in March,
1920, to the Gulf of St. Lawrence Ship
ping & Trading Co. The Lady Evelyn 
was included with other ships advertised 
for sale by the Naval Service Depart
ment in Feb., 1919. The only tender re
ceived was for $20,000. The s.s. Cham
plain was also advertised for sale. The 
Lady Evelyn was sold for $40,000, and 
the Champlain for $61,050. For the Lady 
Evelyn $34,000 had been paid to June 
16, the balance of $6,000 being held pend
ing settlement of a claim that the com
plete equipment was not handed over 
with the ship. For the Champlain, $13,- 
102.50 was paid in cash, the balance be
ing secured by endorsed notes, maturing 
in 3, 6, 9 and 12 months, with interest at 
6%.

Marine Public Works Contracts.—The 
Dominion Public Works Department has 
let the following contracts : Rubble mound 
stone breakwater off southern shore of 
Toronto Island, May 26, Randolph Mac
Donald Co., Toronto, at schedule of 
prices ; dredging northwest Miramichi 
River, Que., June 2, Miramichi Dredging 
Co., Newcastle, N.B., at 54%c a cu. yd. 
scow measure.
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Steamship Service Between Canada 
and West Africa.

Elder Dempster & Co. have issued the 
following:—Our new service from Can
ada to West Africa will consist of steam
ships sailing at about monthly intervals, 
although at first while the business is in 
course of development, the regularity and 
frequency of sailings may be governed 
by circumstances and the demands.

The first sailing will be the s.s. Mel
ville from Montreal on or about June 
10. This will be followed by the s.s. 
Bassam on or about July 15. Future 
sailings will be announced later. The 
Melville will call at the folowing ports : 
Dakar, Bathurst, Sierra Leone, Seccon- 
di, Cape Coast Castle, Saltpond, Winne- 
bah, Accra, Lome, Contonou, Lagos, Bu- 
rutu, and Port Harcourt.

There are a great number of ports on 
the West Coast of Africa, extending over 
2,000 miles, and following the practice 
adopted by our lines from Liverpool and 
from New York, the ports of call may 
vary with each sailing. One month’s 
ship will call at certain ports, and the 
following ship may omit some of these 
served by the previous one, and include 
others instead, but in practically every 
case each ship will include the principal 
ports, like Sierra Leone, Seccondi, Accra 
and Lagos. The other ports will depend 
upon the cargo that may be offering 
from time to time. We have advertised 
the s.s. Bassam for the above ports and 
are now ascertaining from shippers what 
other ports they have shipped for, and 
would like the ship to call at.

This service is intended to be a regular 
one to and from Canada and the West 
Coast, and we are just as much interest
ed in bringing back to Canada imports 
from West Africa, which we are in hope 
will develop into substantial proportions 
as the service and opportunities become 
better known, and we desire to bring to 
the notice of Canadian importers and 
manufacturers the opportunities afford
ed by bringing out by direct steamship, 
cocoa, palm oil, ground nuts, hides and 
skins, ginger, piassava, mahogany, ivory, 
manganese ore, etc.

Our service from West Africa to New 
York, consisting of steamships about 
every 10 days, is bringing out full car
goes every voyage, a very large propor
tion of which consists of cocoa from the 
Gold Coast, which is producing this ar
ticle in enormous and ever-increasing 
quantities, and it seems to us that Can
ada should be able to import and use 
quite a large quantity of this West Afri
can cocoa, now that it be brought out 
by direct vessel.

Halifax Dry Dock Expropriation.—The 
question of the price to be paid by the 
Dominion Government for the Halifax 
Graving Dock Co.’s property at Halifax, 
N.S., came before the Exchequer Court 
of Canada June 14. The company claims 
$5,000,000 for its property, which has 
been expropriated by the Dominion Gov
ernment and the government has named 
$1,100,000 as the outside price it will pay. 
The property is now operated under lease 
by Halifax Shipyards Ltd.

Victoria Drydock.—The Minister of 
Railways stated in the House of Com
mons recently that the government had 
reached a conclusion on the proposal to 
build a drydock at or near Victoria, B.C., 
as a government work, that it would be 
commenced as soon as conditions will 
justify, and that the cost would be be
tween $5,000,000 and $6,000,000.

Trent Canal Construction.
J. A. Campbell, M.P. for Nelson, Man., 

asked the following questions in the 
House of Commons recently, the answers 
being given by the Minister of Railways 
and Canals:—

“What is the total amount which has 
been spent by the Government on the 
Trent canal during the last 25 years?” 
Answer:—$20,049,130.28.”

“What amount was spent on this canal 
last year?” Answer:—$1,434,713.49.”

“How many persons were permanently 
employed thereon ?” Answer:—“Ninety- 
three employes permanently employed 
throughout the year, and 91 employed 
during the season of navigation only.”

“What was the total maintenance cost 
last year? Answer:—“$428,851.22.”

“What was the total revenue derived 
therefrom during the last fiscal year?” 
Answer:—“$2,954.37, from rentals under 
hydraulic leases. There are no tolls 
charged on any canals.”

“What amount of freight was trans
ported on said canal during the last fis
cal year?” Answer:—“Season of 1919— 
69,118 tons of freight.”

“What is the draft of the canal?” An
swer:—“Trenton to Peterborough, 8 ft. 
4 in.; Peterborough to Lake Couchiching, 
6 ft.”

Icebreaking Steamship for the St. 
Lawrence River.

The Marine Department will, we are 
officially advised, call for tenders early 
in July, to be in by Aug. 9, for the con
struction of an icebreaking steamship for 
service in the St. Lawrence River and 
Gulf. The estimates for 1920-1921, de
tails of which have been given in pre
vious issues, contain an appropriation of 
$2,000,000 for this purpose. The plans 
and specifications are being prepared in 
the Marine Department. The general di
mensions will be,—length between per
pendiculars 275 ft., breadth moulded 57% 
ft., depth moulded 32 ft.; tonnage, 3,520 
gross; indicated horse power, 8,000; speed 
16 knots. The dimensions are practical
ly the same as those of the icebreaking 
steamship J. D. Hazen, which was built 
for St. Lawrence River service, by Cana
dian Vickers Ltd., in 1914, but which was 
not finished when the war broke out. At 
the request of the British Government, 
the ship was then completed and sold to 
the Russian Government, for use in the 
White Sea.

Canadian Pacific Ocean Services to 
the Far East.

The direct steamship service from Van
couver, B.C., to Singapore, Straits Set
tlements, which was inaugurated by the 
Canadian Pacific Ocean Services in Oct., 
1919, with the s.s. Methven, is to be aug
mented by the addition of the s.s. Matta- 
wa, formerly in the Atlantic trade. The 
Mattawa sailed from Liverpool on April 
23 via the Suez canal with a general car
go for Karachi, India, and will load for 
Vancouver at Karachi, Bombay, Colom
bo, Singapore, Hong Kong, Shanghai, 
Kobe, and Yokohama, arriving Vancou
ver early in July.

The direct Singapore service will be 
in addition to the regular service to 
China and Japan ports and Manila, main
tained by the C.P.R. for many years with 
the Empress fleet. Shipments of rub
ber, tea, tin, etc., originating in the 
Straits Settlements and Indian ports, can
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now be carried on either of the ships di
rect from Singapore to Vancouver, sav
ing transhipment at Hong Kong.

From Vancouver it is expected a fa1*' 
ly heavy volume of traffic will move in 
connection with these ships to Singapore 
as shipments for such ports as Calcutta. 
Colombo, Bombay, Rangoon, Madras, Ba
tavia, Samarang, etc., can be tranship
ped at Singapore at considerably lesS 
than via Hong Kong. To these ports a 
regular weekly service is maintained hy 
local steamship lines.

With the addition of these two ship5 
the Canadian Pacific Ocean Services no" 
has 6 steamships in its Oriental service 
aggregating 60,000 tons gross, with ap
proximately three sailings a month.

Another feature of this service is th 
issuance of through bills of lading f*°a 
shipping points to ultimate destination, 
thereby eliminating the usual trouble o 
arranging clearance at the seaboard.

Superintendent of Pilots for Mont
real and Quebec District.

The Civil Service Commission has i , 
vited applications for the position 
Superintendent of Pilots for the Mpn 
real-Quebec pilotage district at an in1*1 
salary of $3,060 a year, which will, 
increased on recommendation for effic>e 
service, at the rate of $180 a year, un 
a maximum of $3,600 is reached. ** 
duties will be, under direction, to SUP 
vise the pilotage service in the Mon 
real-Quebec district, to call and ass’Pj 
pilots to ships, receive pilotage dues, a 
make the required reports and returns _ 
the Marine Department, to conduct 
vestigations, when required, into wrec^ 
collisions and strandings, to make reco 
mendations and handle correspondence^
connection with such work and to P^e 
form other related work as required, 
must hold a master’s certificate of c ,gr 
petency, must have been actually nia,)1jp 
of a sea going ship, or a passenger s^gt 
in coasting trade, for at least a year, m 
be thoroughly familiar with all shiPP' j 
matters, especially those of the Gul1 
River St. Lawrence, and have a kn je 
edge of both English and French. *' y 
no definite age limit is fixed, age t„ 
be a determining factor when the se 
tion is made.

Government Steamships to be So • . 
The Naval Service Department is 0 tj,e 
ing for sale by tender, to Aug- 2>js, 
ships, Niobe, Rainbow, Grilse and Can" 
as they lie, the Rainbow at Esquj1 
B.C., and the others at Halifax, N-S- tj,e 
Niobe is a steel armored cruiser 
Spartiate type, built in 1892, and^h" j;.

ft.displacement of 11,000 tons.d. uiapidverneiiL ui ii,uuu luii». n\/
mensions are,—length over all 462 /s 
beam 43% ft., draft 27% ft. The *Lpe, 
bow is a steel cruiser of the Apollo J^t 
built in 1891, and having a displace / 
of 3,400 tons. Her dimensions a ^ 
length over all 300 ft., beam 4o/4,vVjtb 
draft 18 ft., and it is stated that, 
slight alterations she could be U*V at 
a cargo ship. The Grilse was bu , gS 
Glasgow, Scotland, in 1912, of ste ’ bf 
a pleasure yacht, and is screw drij 0;1 
turbine engines of 6,000 h.p, uSin^oUJ’' 
fuel, and has a speed of 32 knots an ft. 
Her dimensions are—length 202- »e,
breadth 18.3 ft., depth 9.2 ft., ton 
287 gross, 157 net. The Canada ^ 
built at Barrow-in-Furness, Eng-, i*L,e oi 
of steel, and is screw driven by eiejigtii 
209 h.p. Her dimensions are,'' , ft, 
206 ft., breadth 25.1 ft., depth Id- 
tonnage, 411 gross, 185 net.
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Welland Shin Canal Construction.

J- A. Campbell, M.P. for Nelson, Man., 
®sked the following questions in the 
f*ouse of Commons recently, the answers 
being given by the Minister of Railways 
abd Canals.

“When was the work in connection 
^•th the new Welland canal scheme 
started ?” Answer:—“Preliminary sur
veys date back to 1908 and were con- 
t'nued until 1913. Actual construction 
commenced Sept., 1913.”

‘When was the work discontinued ?” 
ftnswer:—“The work of construction ac- 
mally ceased in April, 1917, but the work 
ct closing up the contractors’ estimates, 
■Maintaining government property and 
M'ant was carried on until Dec. 31, 1918.” 
, What was the total cost of the work 
bone during the above period of con
duction?” “Answer:—
.Preliminary surveys (approx.) ........$ 187,232.15

°*istruction work and plant taken 
oyer from contractors, as per 
final estimates for sections 1, 2,

4A, an^ 5 and materials pur- 
cfiassd by department, etc............. 16,550,883.17

••gotal to Mar. 31, 1919 ........................$16,738,115.32
xpenditure incurred between Jan.
1 and Mar. 31, 1919 ....................... 683,315.84

^tal expenditure incurred up to 
tJec. 3i, 1918 ...................................$16,054,799.48”

m When was the work recommenced in 
and when did it stop ? ” Answer:— 

'■«ntracts were dated Jan. 17,1919; work 
tually commenced in February. C on

sets expired Dec. 31, 1919.” 
d What was the nature of the work 
t ,ne during 1919, and what was the to- 

c'°st thereof?” Answer:—“Purchase 
Plant, equipment, plant materials and 

Î Pairs, and general construction work. 
„j 6 cost for 1919 was as follows:

1. 1919, to Mar. 31. 1920.......... 3,768,760.22

•'Jan . $4,453,076.06
n- 1. to Mar. 31, 1920 ................. 61,449.23

'^“1 expenditure incurred during 
calendar year 1919 ........................$4,390,626.83”

on ?ow many men were employed there- 
n‘during 1919?” Answer:—The largest 
ippttfr employed at one time was dur
ing a® *ast week of July, when the force, 
Avo lng engineering staff, was 2,786. 

r&ge monthly force was 1,458.
^erger of Canadian Steel, Coal, 

Shipping and Shipbuilding 
Companies.

anm' the Dominion Steel Corporation’s 
the p meeting, at Montreal, June 18, 
bflSci ),esident, R. M. Wolvin, who is also 
shin aT • connected with Canada Steam- 
tion J?lnes Ltd., Montreal Transporta- 

Halifax Shipyards Ltd., etc., 
had u that a short time ago a proposal 
join • ? submitted to the directors to 
the %V*th various other enterprises in 
Steeire^nt*y organized British Empire 
Whick .Corporation Ltd., the object of 
*arge 1Si to put under single control the 
to 6 known deposits of ore and coal, 
WojkPcrute ore and coal mines, steel 
Pajr v 8îeamships, shipbuilding and re- 
teron aros, and other complementary en- 
'h<lus(-S^Si This would be the greatest 
Promis enterprise in Canada and would 
>n thPSfc tester economy and efficiency 
biUch production of coal and steel, with 
tion f needed shipbuilding and organiza- 
teriai °r transportation of raw ma- 
With and finished products, together 

AtY,n« ouHet for ship plates.
Wifi k ng the enterprises which it is said 
c°rritlw^ abs°rbed by the newly organized 

y are: Dominion Iron & Steel Co.,

Dominion Coal Co., Nova Scotia Steel & 
Coal Co., Canada Steamship Lines Ltd., 
Black Diamond Steamship Co., Halifax 
Shipyards Ltd., Tidewater Shipbuilders 
Ltd., Three Rivers, Que., Collingwood 
Shipbuilding Co., Davie Shipbuilding & 
Repairing Co., Lauzon, Que., Maritime 
Nail Co., and possibly Canada Foundries 
& Forgings Ltd., Welland, Ont., and Do
minion Shipbuilding Co., Toronto. In 
addition to the Canadian companies con
cerned, various British interests will prob
ably join, including those controlled by 
Viscount Furness and Sir William Beard- 
more, who are associated with large steel, 
iron, coal, shipbuilding and shipping com
panies in Great Britain.

Considerable discussion relative to the 
projected merger centered round the Do
minion Steel Corporation’s annual meet
ing, and at this meeting the election of 
a new board of directors was taken to be 
an indication as to the company’s policy 
regarding its future movements in this 
connection. The directors elected are:— 
Senator C. P. Beaubien, E. Bristol, K.C., 
M.P., director of Canada Steamship Lines 
Ltd.; S. Elkin, M.P., President, Maritime 
Nail Co., St. John, N.B.; Viscount Fur
ness, head of Furness Withy & Co., and 
associated with Canada Steamship Lines 
as member of the London, Eng., Advis
ory Board; Sir William Mackenzie, ex- 
President, Canadian Northern Ry.; Sir 
Newton Moore, London, Eng.; Senator 
F. Nicholls, President, Canadian General 
Electric Co.; J. W. Norcross, President 
and Managing Director, Canada Steam
ship Lines Ltd., and President, Halifax 
Shipyards Ltd., etc.; Sir Henry M. Pel- 
latt, Toronto ; Sir Wm. D. Reid, ex-Pre- 
sident Reid Newfoundland Co.; Sir Clif
ford Sifton, Toronto; J. F. M. Stewart, 
director, Canada Steamship Lines Ltd., 
and Point Anne Quarries Ltd., Toronto; 
H. B. Smith, President, Collingwood Ship
building Co., and Northern Navigation 
Co., Toronto; B. Talbot, London, Eng., 
and R. M. Wolvin, Vice President and 
Managing Director, Halifax Shipyards, 
Ltd., and President Montreal Transpor
tation Co.

Lighthouse Keepers’ and Caretakers’ 
Pay.—In answer to a question in the 
House of Commons recently, the Minis
ter of Marine gave the following infor
mation as to the names and salaries of 
lightkeepers and lighthouse caretakers 
on St. Lawrence river from Lake St. 
Louis to Lancaster, and on the Ottawa 
river from Lake St. Louis to Point For
tune: Lachine Range, J. B. Malo, $390 ; 
Melochville, E. Julien, $420; Windmill 
Point, M. O. Phaneuf, $100; Caron Point, 
F. Robert, $100; Ile Perrot, D. Leduc, 
$180; Ste. Anne de Bellevue, E. Pilon, 
$220; Ste. Anne de Bellevue locks, S. 
Brisbois, $170; Pte. à Cadieux, S. Poir
ier, $260; Oka, A. Lacroix, $140; Oka 
Wharf, T. Hamelin, $100; Pte. aux An
glais, A. Labrosse, $420; Graham Wharf 
(b), E. Lavigne, $100; Graham Wharf 
(f.), A. Bertrand, $100; Ste. Placide, H. 
Dubreuil, $260; Jones Island, J. Charle- 
bois, $140; Rigaud, O. Mallette, $220; 
Argenteuil Bay, J. Giroux, $140; Knight’s 
Point, W. Sharmon, $820; McKie’s Point, 
D. Daoust, $260; St. Anicet Bar, D. Mc- 
Kellop, $505; Lancaster, J. J. Munroe, 
$765.

Canada River Steamship Co. Ltd. has 
been incorporated as a private company 
under the Dominion Companies Act with 
$1,700,000 authorized capital and office 
at Kingston, Ont., to build, own and op- 
opera te steam and other ships, marine 
railways, drydocks, wharves, elevators, 
etc., and to carry on a general transpor
tation and forwarding business.

Probable Effect of U.S. Merchant 
Marine Act.

London, Eng., June 23, copyright cable 
to Montreal Gazette:—An official of the 
Ministry of Shipping stated today that 
Canada will benefit from the forthcom
ing rate war between British and United 
States ship owners. A number of U.S. 
shipping firms carrying on business at 
San Francisco and Seattle, have applied 
to be allowed to transfer their headquar
ters to Vancouver, B.C., and so come un
der the British regulations, he said. The 
reason is that the U.S. Merchant Marine 
Act aims to keep foreign ships out of 
U.S. ports and thus give a monoply to 
the new and vast U.S. mercantile marine, 
which, by the end of the year, will amount 
to 7,000,000 tons, against the British 17,- 
000,000 tons. The act imposes a tax on 
all foreign vessels proportionate to ton
nage, and gives preferential railway rates 
for goods going abroad in U.S. ships.

In connection with the latter, the Bri
tish Government has instructed Sir Auck
land Geddes to mak^ enquiry of the U.S. 
State Department. The probable out
come will be a big rate war, according 
to the Ministry of Shipping official. He 
added: “If the U.S. people, by adopting 
means laid down in the new law, under
cut rates, without doubt the British com
panies will follow suit immediately, and 
it must be remembered the U.S. people 
are novices at ship management compar
ed to the men at the head of our ship
ping industries. One curious effect is 
that already U.S. shipping firms in San 
Francisco have applied to transfer their 
headquarters to Vancouver. It does not 
look as though the U.S. people have lost 
faith in British supremacy.”

Fisheries Protection Tugs on Lake 
Erie.

The Naval Service Department has se
lected the steam tugs Becancour, Laval- 
trie and Laviolette for the Fisheries Pro
tection Service on Lake Erie. They were 
all built of steel by the Marine Depart
ment, at Sorel, Que., and have the fol
lowing chief details respectively :—

Becancour, built in 1914, length 93 ft., 
breadth 22.5 ft., depth 9.9 ft., tonnage 
213.74 gross, 84 net, equipped with two 
fore and aft compound engines 48 n.h.p., 
450 i.h.p., driving twin screws, speed 11.5 
knots an hour. Station, Port Dover.

Lavaltrie, built in 1912, length 84.5 
ft., breadth 21.7 ft., depth 10.8 ft.; ton
nage 194.99 gross, 84.12 net; equipped 
with two fore and aft compound engines 
40 n.h.p. and 200 i.h.p., driving twin 
screws, speed 10 knots an hour. Station, 
Port Stanley.

Laviolette, built in 1912, length 84.2 
ft., breadth 21.7 ft., depth 10.8 ft.; ton
nage, 213.49 gross, 82.34 net; equipped 
with two fore and aft compound engines 
40 n.h.p., 200 i.h.p., driving twin screws, 
speed 10 knots an hour. Station, Kings
ville.

Miramichi River Services Ltd. has been 
incorporated under the New Brunswick 
Companies Act, with $24,900 authorized 
capital and office at Chatham, N.B., to 
own and operate steam and other ships 
and to carry on a general navigation 
business between places on the Miramichi 
River, and ports within the province, on 
the Gulf of St. Lawrence. The provi
sional directors are:—Hon. J. P. Burchill, 
Nelson, N.B., W. B. Snowball, J. K. Logie, 
G. J. Sproul, and C. Reinsborrow, Chat
ham, N.B.
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Mainly About Marine People. SoreI Government Shipyard Super-
___________ intendency.

John Barnsley, heretofore Assistant 
Manager, Union Steamship Co. of British 
Columbia, has been appointed acting 
Manager, consequent on the death of E. 
H. Beazley, Managing Director, who was 
killed May 24 in an aeroplane accident. 
The chief owners of this company, who 
are in Liverpool, Eng., are being consult
ed in regard to permanent appointments 
and changes in the directorate. Mr. 
Barnsley has been connected with ship
ping in British Columbia for several 
years, and was Managing Director of the 
Boscowitz Steamship Co., Vancouver, 
when it was absorbed by the Union 
Steamship Co. of B.C., since when he has 
been Assistant Manager of the latter 
company.

E. H. Beazley, Managing Director, 
Union Steamship Co. of British Colum
bia, Vancouver, whose death in an aero
plane accident, was mentioned in our last 
issue, was born at Birkenhead, Eng., in 
1876, and entered the shipowning busi
ness of Gracie, Beazley & Co., conducted 
by his father in Liverpool, after complet
ing his education in England and Ger
many. He later became connected with 
J. H. Welsford & Co., shipowners, also 
of Liverpool, and was their outside man
ager for 10 years, and when that firm ob
tained control of the Union Steamship 
Co., he came to Canada as Managing Di
rector in Aug., 1911, which position he 
retained to the time of his death. He 
was intimately associated with the busi
ness and social life of Vancouver, and 
was a prominent member of the local 
board of trade, and President of the Em
ployers Association of British Columbia.

Jos. R. Bennett, wharfinger, and Dock 
Superintendent, Pickford & Black, Ltd., 
Halifax, N.S., died there June 8, aged 74. 
In his younger days he served in the 
Royal Navy. He was in Pickford & Black 
service for over 30 years.

George E. Bunting, who has been ap
pointed Representative for Australia and 
New Zealand, Canadian Government Mer
chant Marine Ltd., Auckland, New Zea
land, entered transportation service with 
the G.T.R. when 19 years old, and later 
transferred to the Lehigh Valley Ed. at 
Buffalo, N.Y., and again to Canada At
lantic Ry. service at Ottawa. He was, 
subsequent to the absorption of the C. 
A.R. by G.T.R., Travelling Freight Agent, 
Allan Line Steamship Co., and in 1913 
was appointed General Agent, Chicago, 
111., remaining there until the control of 
that company passed to the C.P.R. On 
the organization of C.G.M.M. Ltd. he was 
appointed Ontario Freight Agent, with 
office at Toronto, and in Dec., 1919, was 
sent to Australia and New Zealand co 
look over the shipping situation gener
ally on behalf of C.G.M.M.

E. L. Cousins, General Manager and 
Chief Engineer, Toronto Harbor Com
missioners, who returned from England 
recently, after an extended business trip, 
was' entertained to dinner, at the Engi
neers Club, Toronto, May 31, by the com
missioners and staff.

Lt. Commander C. P. Edwards, R.N.C. 
V.R., Director of Radiotelegraph Service, 
Naval Service Department, Ottawa, has 
been appointed an officer of the Order of 
the British Empire, Military Division, 
for services rendered during the war.

Sir Thomas Fisher, K.B.E., R.N., Gen
eral Manager, Atlantic Lines, Canadian 
Pacific Ocean Services, London, Eng., 
visited Canada during June, for a con
ference with the executive relative to ex
tensions to the steamship service. This

is his first visit to Canada since his ap
pointment to his present position. He 
was recently made a Knight of the Order 
of the British Empire for general ser
vices during the war.

Commander Hugh E. Holme, R.C.N., 
heretofore in command of H.M.C.S. Rain
bow, has been appointed Commander in 
Charge, H.M.C. Dockyard, Esquimalt, 
B.C., vice Capt. Edward H. Martin, C.M. 
G., R.N., retired.

A. B. Mackay, who carried on busi
ness as steamship manager and agent, 
at Hamilton, Ont., has leased Kent 
House, East Cowes, Isle of Wight, which 
at one time was the Duchess of Kent’s 
home, and was occupied latterly by Prince 
Louis of Battenburg, who is now known 
as the Marquis of Milford Haven.

J. T. Mathews, of the Mathews Steam
ship Co., Toronto, who died May 19, 1919, 
left an estate valued at $454,165, the 
bulk of it being in the company’s shares.

J. W. Norcross, President, Canada 
Steamship Lines, and H. B. Smith, Pre
sident, Northern Navigation Co., accom
panied by Sir James McKechnie, Manag
ing Director, Vickers Limited, James 
Whalen, President, Port Arthur Ship
building Co.; T. P. Phelan, President 
Canada Railway News Co.; H. W. 
Brown, President Union Transportation 
Co., New York; and a number of other 
prominent men in the Atlantic shipping 
trade, and several Canada Steamship 
Lines officials, visited Sarnia, Sault Ste. 
Marie, Port Arthur, Fort William and 
Duluth at the end of May, on the North
ern Navigation Co.’s s.s. Hamonic. Mr. 
Norcross entertained at lunch at Sarnia 
and Port Arthur, about 200 of the promi
nent business men of each city being 
present.

George William Roome, C.B.E., whose 
appointment as Chief Superintendent 
Engineer, Canadian Pacific Ocean Ser
vices Ltd., Liverpool, Eng., was an
nounced in a recent issue, was born in 
Kent, Eng., Sept. 13, 1865. He entered 
the Royal Navy as an engineer student 
in July, 1881, at Keyham College, Devon- 
port, Eng., and subsequently served on 
the following ships,—1887, Mohawk; 
1888, Mersey; 1890, Barham; 1891-92, 
Euphrates; 1893-95, Hood; 1905-06, 
Prince George; 1911-12, Indomitable; 
1918-19, Tiger. He has also served as 
assistant in the Royal Dockyards at 
Devonport and Malta, and as Chief En
gineer in the Royal Dockyards at Hong 
Kong and Pembroke. From 1915 to 1918 
he was Engineer Manager at the Rosyth 
naval base, when the whole of the plant 
and machine shops were erected and the 
yard put to the work of repair and refit 
of the greater part of the Grand Fleet. 
During 1892 and 1893, he served at the 
Admiralty, and from 1895 to 1898 and 
1906 to 1911, was Instructor at the Royal 
Naval College, Greenwich, Eng. While 
on service on the staff of the Admiral 
commanding a battle cruiser squadron, 
during the latter part of the war, he was 
promoted to the rank of Engineer Rear 
Admiral, and made a Commander of the 
Order of the British Empire.

J. W. Troup, Manager, British Colum
bia Coast Service, C.P.R., Victoria, B.C., 
has applied for naturalization as a Cana
dian. He was born at Portland, Ore., 
Feb. 5, 1855, and came to Canada in 
1892.

W. F. Wasley, Manager Muskoka Lakes 
Navigation & Hotel Co., Gravenhurst, 
Ont., has been re-elected President of the 
Highland Motor League.

In Dec., 1919, the Civil Service Con1" 
mission advertised for applications f®1 
appointment as Superintendent of the 
Dominion Government shipyard at Soret 
Que. On May 11, the Commission ad
vised us that the Marine Department had 
requested that no appointment be made, 
and that the matter would be held 111 
abeyance for some time. On May 20 the 
Marine Department advised us of Louis 
Lacoutre being acting officer in charge. 
On June 15 the Commission again invit
ed applications for thé position, as f°1- 
lows: —

A shipyard superintendent for the Gov
ernment shipyard at SoreI, Que., at ajj 
initial salary of $3,000 a year, which wn 
be increased upon recommendation i°T 
efficient service at the rate of $180 a 
year until a maximum of $3,540 has been 
reached. This initial salary will be sup
plemented for the present fiscal year oy 
the bonus provided by law. Duties.-' 
Under executive direction, to have charg 
of the SoreI shipyard; to be responsib1^ 
for the design, estimates for costs con
struction, and repair of ships; to super" 
vise safekeeping of stores and stock an 
the work of all employes, and to perfÇ!’? 
other related work as required. Qua fin- 
cations.—Education equivalent to gradK 
ation in engineering from a school 
applied science of recognized standing" 
at least five years of experience in sh K 
design and construction, two years 
which shall have been in response* 
charge of such work; thorough know 
edge of various types of ships and sh P 
machinery and the construction and J 
pair thereof; firmness, tact, good juU| 
ment, and ability to manage men. h> 
amination..—Subjects and weights as 1 
lows: Education, training and experien ' 
7; oral interview, if necessary in 1 
opinion of the Commission, 3.

St. John, N.B., Harbor Develop' 
ment.

A St. John, N.B., press dispatch 
that important changes are sugge* 
in connection with the harbor devei 
ment at Courtenay Bay, which is t 
contract from the Dominion Govern111,!, 
to the St. John Dry Dock & Ship®11 ,g,
ing Co., and a very full illustrated n 
scription of which appeared in Cana11 
Railway and Marine World for May- 1 e 
contract calls for the building of 
deep water wharves on the north 
side of the bay, which would narrow ^ 
channel considerably, and make it „ce 
cult for ships to berth, as the assist8 
of tugs would be required. , t0ÿî

The change proposed is to build ^e 
wharves, instead of three, each to t 
1,000 ft. long, and to project from Eg 
St., straight towards the entrance 
bay. It is claimed that this change w^jpS 
afford a wider channel, and enable 
to dock and leave port without the yI1. 
culties which would be encountered ^ 
der the present plan, as they w?ui gai11 
straight to their docks, back °uîiAreby 
and turn in the turning basin, tn 
avoid the effect of the high tides. uid 

It is also claimed that the change gy5„ 
provide, for the Canadian National ad- 
a large acreage of land immediately^ s 
joining their present yards, on 
large number of tracks could be ngeS' 
which would obviate the present c ^de1 
tion, and avoid the grades, which, 
the present plan, would be serious-
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Shipbuilding Profits in Great 
Britain.

p According to a statement published in 
“ngland recently shipbuilding in the 
United Kingdom has made a very good 
“Randal record. Ships built there, it is 
stated, were turned out at a lower cost 
than those of other countries, and sold 
a“ higher prices. Of the 821 ships order- 

hy the Ministry, 129 were cancelled 
iter the armistice was signed, 155 were 
ransferred to private owners under the 

agreement with Lord Inchcape, 120 were 
Ransferred on similar terms to their 
adders, 104 were sold to foreign own- 

Rs’ 156 were sold to British owners di- 
Rct; while of ships built abroad, 101 

sold to foreign owners and 18 to 
ritish owners, while of the total 20 

2ftete sunk and 18 are yet unsold. The 
a ships built in the United Kingdom 

j,ere sold for £47,900,000—a profit of 
of >°00,000, as compared with their cost 

, £36,300,000; but the 119 vessels built 
e, £°ad cost £26,400,000 and realized only 
itiJ’200’000—a loss of £9,200,000—leav- 
or co ne* Profit on the whole programme 
be ^>400,000. Put another way, it may 
c0 ,Sa,d that the United Kingdom ships 
for an average of £139,615 each and sold 
ij, an average of £184,231—a profit of 
ah,. , a ship; while the ships built 
fi ,?ad cost £221,848 each and sold for 
s6eoi 38—a loss of £87,310 a ship. This 
the u-*0 Prove pretty conclusively that 
as shlPyards of the United Kingdom are 
in„ aPable as ever they were of compet- 
aiiri foonomically with those of Canada 

the United States.

Shipbuilding in Australia.
hiis!16 Assistant Canadian Trade Com- 
Wf ifloner at Melbourne, Australia, 
th6 6S:—Some interesting particulars of 
iVer„Cost of shipbuilding in Australia 
ter jnmade public recently by the minis- 
that0 c“arge of shipbuilding, who stated

stee'im?1?wealth Government to have six 
tyn ships built in Australia of the same 
Kij, ?s the five being built in the United 

but that the Government of 
J>outh Wales, after submitting an 

, if build three at Walsh Island at 
C°htra e 0.60) a ton, declined to sign the

35oonne shiPs are 12,800 tons each, with 
W Da.*U" ft- refrigerator space, and 
for g art of the government’s proposals 
lhe iareet of eleven 12,800 ton ships of 
tw0.,r.te?h type which would maintain a

an attempt had been made by the

"u'Wp il "vr>c wmcn wouiu maintain a 
(L,y. service between Australia 

RaV United Kingdom. The New South 
10il(j .government afterwards offered to 
ab°r O'® six ships at the actual cost of 

5VerhpJ!i Material, plus a percentage for 
% n-T1 charges and profits, but this 
, hich „ a?reed to by the Commonwealth, 
3. (», yt.lrnated the actual cost at £28 

shi^8-70^ a ton, at which price the 
constructed at the Government 

>tly t, ^ dliamstown, Victoria, was re- alt^rned out.
V^t undptUrt^er stated by the minister, 
ih e firwieJ.an agreement with two pri- 
^ Australia, which are build-
ï°h\vea1l.^>000-ton vessels for the Com- 

k • Profit was to be on a
6°.60)

uaterf , pront was to be on a 
bafls- If the ships cost £33 

.i Rt, but ,on> the firms received no 
a^itb bat the rate of profit increas-a with '-Pat the rate of profit hat thl £1 ($4.87) a ton below £33 

v H i„e Rhips were built for.
VeParPaai<i that the Commonwealth is 
pew to----- • • - -

'the
**«0 t-iie vummunwean.ii is
South -Negotiate further with the 
3 &hips Government in regard

s which it desires to have built

in Australia, as the government yards 
at Wash Island, at Newcastle, and Cocka
too Island, at Sydney, are the only yards 
in Australia with slips wide enough for 
the construction of ships of the size re
quired, but any agreement arrived at 
would have to be on the basis of £33 a 
ton previously offered.

United States Shipping and Ship
building Notes.

Major General G. W. Goethals has re
signed the presidency of the American 
Ship and Commerce Corporation.

The U.S. Shipping Board will, it is 
stated, obtain, from the charter of 15 
ex-German steamships, to the U.S. Mail 
Steamship Co. for five years, a minimum 
hire of $22,054,917.

The U.S. Shipping Board has issued 
the following statement of ships which 
it owned and controlled on June 5. Con
tract steel ships, 956; requisition steel 
ships, 205; wooden composite ships, 271; 
concrete ships, 4; bought ships, 24; seiz
ed German and Austrian ships, 31; ships 
chartered from Peru, 2.

The Atlantic Coast Shipbuilders’ As
sociation states that U.S. shipyards had 
orders on hand May 1 for 296 ships of 
1,404,698 gross tons, on private account, 
an increase of 67,253 gross tons, com
pared with average gain of 198,000 for 
preceding six months. This is the small
est net increase in steel steam tonnage 
orders since U.S. shipyards began to take 
contracts for private account in any quan
tity.

Lighthouse and Buoy Service Esti
mates for 1920-1921.

The estimates for the year ending 
Mar. 31, 1921, submitted to the House of 
Commons recently contain the following
items:—Agencies, rents and contingencies ...... $198,000
Salaries and allowances to lightkeepers 650,000 
Maintenance and repairs to lighthouses 750,000 
Construction of lights and aids to navi

gation, including regulation of traffic 
in Detroit river and such other places
as may be found necessary ............... 400,000

Signal Service ................................................ 65,000
Administration of pilotage ................... 400,000
Maintenance and repairs to wharves.. 10,000 
Breaking ice in Thunder Bay, Lake Su

perior and other points deemed ad
visable for good of navigation ........ 40,000

Pensions to retired pilots ........................ 9,900
Telephones at different points in connection with aids to navigation ...... 500
Allowance to Harbor Master, Amherst- 

burg, for supervision of lights and 
buoys on St. Clair river and Lake 
Erie ; and other services in connec
tion with lighthouse service for season of 1920 .................................................... 600

Job Bros, for use of wharf at Greenly
Island .............................................................. 375

$2,524,876

Sale of Montreal Transportation 
Co.

special meeting of shareholders of 
ada Steamship Lines Ltd. was held 
lontreal, June 26, to ratify the pur- 
le of the Montreal Transportation 
s property. The price to be paid is 
ed to be $3,000,000, $1,000,000 being 

in cash and the balance by July 1, 
., at short intervals, lie Montreal Transportation Co. Ltd. 
n old established business and until 
; had an authorized capital of $300,- 

In that year the company reorgan- 
, with an authorized capital of $1,- 
000, the paid up capital early in 1916 
g $913,300, with no bonds outstand

ing. In addition to other property the 
company owns the entire capital stock 
of the Prescott Terminal Co., $500,000. 
At the end of 1916 the company’s proper
ty and assets were acquired by L. L. 
Henderson, Vice President and Managing 
Director, and his associates, Mr. Hender
son becoming President and Managing 
Director. In 1918 a number of changes 
took place, R. M. Wolvin being elected 
President, L. L. Henderson, Vice Presi
dent, and T. R. Enderby, Managing Di
rector, and subsequently the authorized 
capital stock was increased to $4,000,000, 
of which $3,000,000 was issued and paid 
up. Holders of Montreal Transportation 
Co.’s stock are asked to deposit it with 
the Prudential Trust Co. as trustee, and 
they will receive in return negotiable 
certificates to the extent of their hold
ings until the property is fully paid for 
on July 1, 1921.

The company owns the following 
steamships : Advance, Alert, Arabian, 
Atikokan, Cataract, D. G. Thomson, Es
cort, Glenmount, H. F. Bronson, India, 
Joyland, Manola, Mary P. Hall, Mc- 
Naughton, Nicaragua, Oatland, R. G. A. 
Weaver, Simla, Stormount, Valcartier, 
Vinmount, Westmount, and Windsor, in 
addition to a number of tugs, barges, etc.

Change in Wavelength at Canadian 
Direction Finding Stations.

The Director of the Radiotelegraph 
Branch, Naval Service Department, Ot
tawa, Lt. Commander C. P. Edwards, has 
issued the following notice:—The atten
tion of masters of merchant ships fitted 
with radiotelegraph apparatus is called 
to the following notice of change in 
wavelength, at Canadian direction find
ing stations:—

On and after Aug. 1, 1920, the Cana
dian radiotelegraph direction finding sta
tions at Chebucto Head, N.S.; Canso, N. 
S.; and Cape Race, Nfld., will use the 
wavelength of 800 meters exclusively for 
transmission and reception.

It will be necessary for all ships to 
have their transmitters adjusted to trans
mit on 800 meters if they desire to ob
tain bearings from the stations named.

All use of the wavelength of 600 me
ters by Canadian direction finding sta
tions will be discontinued after Aug. 1, 
1920.

Vancouver Dry Dock.—J. H. Sinclair,
M. P. for Antigonish and Guysborough,
N. S., asked in the House of Commons on 
June 16: “Has an agreement been made 
by the Government and J. Goughian & 
Sons to build a dry dock in Vancouver, 
under the provisions of the statute re
lating to the construction of dry docks ; 
what is the date of the agreement; has 
it been accepted by both parties thereto 
and if not what is the cause of delay?” 
The Minister of Railways replied that 
the form of agreement was submitted to 
J. Coughlan & Sons legal representatives 
on May 10, but has not as yet been 
signed, and returned to the department 
for completion. There is no information 
in the department as to the cause of the 
delay.”

The Transportation & Shipping Co.
Ltd. has been incorporated under the 
Quebec Companies Act, with $48,000 au
thorized capital and office at Quebec, 
Que., to own and operate steam and sail
ing ships, wharves, (locks, etc., and to 
carry on a general freighting business. 
The provisional directors are:—J. L., J. 
E., and B. C. Lachance, H. T. Beriau, 
Quebec, Que., and J. A. Cardinal, Limoi- 
lou, Que.



414 CANADIAN RAILWAY AND MARINE WORLD July, 1920-

Navigation on Northern Alberta 
Waters.

The Lamson Hubbard Canadian Co., 
which acquired the assets of the Peace 
River Development Co. recently, is oper
ating under the latter name the steam
boats D. A. Thomas, Hudson’s Hope, 
Slave River and Distributor, as well as a 
number of gasoline boats on the northern 
waters of Alberta. J. H. Boyan is Vice 
President and General Manager, Edmon
ton, Alta., and A. Sutcliffe is Transpor
tation Manager, Peace River, Alta.

The D. A. Thomas is a stern steel- 
steamboat of 3,000 tons with accommo
dation for 250 passengers, and operates 
a weekly service from Peace River to 
Vermilion Chutes, a round trip of 700 
miles; master, J. A. Hurling, chief engi
neer, H. J. Hutchinson.

The Hudson’s Hope, formerly North
land Call, is of the stern wheel type of 
80 tons, with accommodation for 50 pas
sengers, and operates a weekly service 
from Peace River to Hudson’s Hope, a 
round trip of 500 miles; master, C. Smith, 
chief engineer, A. Aitkins.

The s.s. Slave River, stern wheel type 
of 100 tons, with accommodation for 75 
passengers, operates a weekly service on 
Slave River from Vermilion Chutes to 
Fort Fitzgerald, a round trip of 600 
miles; master, —. Alexander, chief engi
neer, —. Denison.

The Distributor, stern wheel type of 
200 tons, with accommodation for 250 
passengers, operates from Fort Smith to 
all points on the Mackenzie River, mak
ing two round trips during the season, 
between June 1 and September. The first 
sailing will take place from Fort Smith 
July 1; master, —. McLelan, chief engi
neer, —. Conevear.

The company also operates two large 
type gasoline boats on the Athabasca 
River from McMurray to Fort Fitzger
ald, and on Athabasca Lake from Fort 
Chipewyan to Fond du Lac.

Trade and Supply Notes.
The matter which appears under this heading is 

compiled, in most cases, from information sup
plied by the manufacturers of, or dealers in, the 
articles referred to, and in publishing the same 
we accept no responsibility. At the same time we 
wish our readers distinctly to understand that we 
are not paid for the publication of any of this 
matter, and that we will not consider any propo
sition to insert reading matter in our columns for 
pay or its equivalent. Advertising contradts will 
not be taken with any condition that accepting 
them will oblige us to publish reading notices. In 
other words, our reading columns are not for sale, 
either to advertisers or others.

Canadian Fairbanks-Morse Co.—C. J. 
Brittain, heretofore Managing Director, 
Toronto, Winnipeg, Saskatoon and Cal
gary branches, has been appointed Vice 
President and General Sales Manager, 
with office at Montreal, succeeding C. 
Graham Drinkwater, who has been Vice 
President in charge of sales, for many 
years, and has joined the banking firm 
of Aldred & Co., Ltd. Mr. Brittain was 
one of the first salesmen employed by 
Canadian Fairbanks-Morse Co. in its 
early days. Kenneth Forbes, heretofore 
Manager, St. John, N.B. branch, has 
been appointed Manager of Winnipeg 
branch, also of Regina branch, which is 
under construction; W. J. Hill has been 
appointed Manager, St. John, N.B. 
branch; Malcolm Cordell has been ap
pointed Manager Montreal branch; Geo. 
L. Nies has been appointed Manager Cal
gary branch; and Archibald Turnbull has 
been appointed Manager Saskatoon 
branch.

Davis-Bournonville Co., Jersey City,

N.J., has issued a catalogue of oxy-ace" 
tylene apparatus, acetylene generators 
welding and cutting torches, pressure 
regulators, and portable outfits.

Electric Service Supplies Co., Phib' 
delphia, Pa., has issued to superintend
ents of motive power, and electrical en
gineers in the steam railway field, ”, 
engineering report 303, “Discussion ? 
golden glow glass reflectors, and the' 
relation to the locomotive headhSn 
question.”

Northern Electric Co., Montreal.^; 
Dwight Smith has been transferred fr°' 
the position of Sales Manager, to tn 
General Head Office Sales Departure” ’ 
where he has jurisdiction over sales 
railways, marine concerns and fire ala” 
departments throughout Canada. He 
one of the first to study and introdu 
telephone train dispatching in Cana” ' 
as it is today, and was a pioneer in tel 
graph construction on the later built ”” 
ways in the west. He is a son of A- ' 
Smith, who was Manager of Telegrap” 1 
G.T.R. and G.T.P.R., until his retirement 
a few years ago, on account of ill hea*

Trawler and Drifter Sales.—The A 
derson Co. of Canada has sold T.R- oJ ,J 
T. M. Kirkwood, Montreal, who has J. 
ranged options on a further nine thr°l! 
the Naval Service Department. This 5 
left Halifax for Montreal early in 
The British Admiralty has arranged ^ 
the sale to the Rose Street Foundry ^ 
Engineering Co., London, Eng., oI n. 
drifters and 8 trawlers, and 20 meIHr0iii 
der Capt. Munro, have been sent iL.g 
England to Halifax to take the s m 
over. Drifters 3, 4 and 81, lying rece 
at New York, and drifter 5, lyi11^. ep 
cently at Norfolk, Va., have also ” 
sold by the Anderson Co., New YorK-
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Made in Canada

Hand set wedges are uncertain.
In service they wear quickly and start 
knocking. The engineer reports it— 
but is too late—the damage is done.
Franklin Automatic Wedges avoid this 
uncertainty.
They adjust themselves mile by mile, 
at running temperature as the engine 
works.
They protect every bearing on the loco
motive.
Their use means more locomotive miles 
between shopping.


