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The June Mechanical Conventions at Atlantic City.

ic;l]‘he two great annual railway mechan-
ey Conventions of the American Rail-
they 11&/Iaster Mechaniqs’ Associatiqn :}nd
hel d a‘ste? Car Builders’ Association,
; Principally at Atlantic City, N.J.,
1916m-any years, were suspended after
hayy’ In consequence of the United States
£ emg entered the war, but meetings of
Chi execv._ltlve committees were h_eld in

€ago in 1917 and 1918, at which re-

Dorts 5 5
of v re-
Senteq arious committees were p

UIn 1919, the Director General of the
th'e g Ra.llroads decided to provide, during

Period of federal control, a responsi-
channel through which he might ob-
mentrecom_mendations. for the advance-
R aiIWOf railway practice. The American
Zatio ay Association revised its organi-
R«ailrn’ changed its name to the American

sco Toad Association, and enlarged its
Pe by covering the former activities

ble

of a number of other railway associa-
tions, ete., 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-
ii;lng was held at Atlantic City in June,
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.

he'shg Committee, of which Henry Gard-
Sche duperVISor of Apprentices and Shop
Wag ule Systems, Baltimore & Ohio Rd.,
Sche dch{ilrman, reported as follows:—
is notuhng and routing in railway shops
Wepe ¢V The first schedules recorded
e .sﬁlSed in the Chicago & Northwest-
bly of ODS in 1904. These consisted sim-
Mage Working sheets, and assigned dates
superv(.’u,t and followed up by the shop
15 ra'llsmn’ Since that time more than
sche'dl Ways have adopted some form of
tivesue system for repairing locomo-
in 1, all of which are more or less alike
tive islc pPrinciples. Briefly, the locomo-
termis brought to the shop on a prede-
ed ange ate or order, tank disconnect-
pit, o on&ine forwarded to the stripping
Bang Stripping is handled by a special
are d"} charge of a leader, and all parts
shop, = gel'ed to each department of the
sigm;_d redetermined dates are then as-

By for completing all parts in time
anq len[lble the engine in best practical
obtg; O8lcal sequence. These dates are
are coe from master schedules which
for oMpiled for each class of repair and
o pi‘l‘ylng‘ numbers of days required to
terjq) cc¢ the engine. All delays of ma-
ang ¢ O Operations are checked daily,

thej, CceMen are notified of the delays in
Biyey s Partment. No definite time is
fo N which operations shall be per-

Workeghand it is only necessary that the
O dat all be finished on a certain day
Qomme%- The result of scheduling the
Matlecle capacity of the shop will auto-
Stg Y develop for each operation a
°1osely Number of hours which will very
bep of happroximate the minimum num-
be ours in which that operation can
¢ .D.erfol.med. 4
safy.;‘estfdlowmg items cover the neces-
“D-tb_deps to be taken for installing an
rﬁutin ate and adequate scheduling and
Somg S SYstem as now in operation on
3Qhedu§allways 1. 1—Supervisor "of sho
fice " 8 and asgistant. 2—Schedule of-
I’lanninr Supervisor. 8-—Schedule and
& boards. 4—Shop or job black-

‘month. The

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 superintead-
ent of shops. At large shops an assist-
ant may be required. t

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 rYeady access to and examine the
records on the schedule boards. ‘i

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
nth. lanning 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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rqilway 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-
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Fig. 1. Detail corner of Schednle 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
scgedule 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 posgition 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-

e

Gl

™J

N

Fig. 3.
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Shop Blackboard.
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:%}aedules, statements for higher officials,
oq " Other reports and charts as request-
Omparative records are valuable

for Stimulating interest in this work and
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these scheduling and routing methods are
9onsu§erable. Schedule boards indicate
infallibly where delays periodically, or
persistently, occur and such departments
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thtt thi departments alive to the fact
¥ are falling behind and causing

€ work in entire shop.
®nefits 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
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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-
orab?e 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

July, 1920

side of bushing to be given by inspecto:
Inside of bushing before applying t0 rd
ground 0.004 in. larger than standd
gauge to allow for closing when applylng_'
The distance, collar to collar, of .b“sd
ings when applied must be to standa’
dimensions within limits plus or mmby
0.010 in. This distance to be obtained

- e |
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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

Fig. 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.

Fig. 9. Calendar Slide Rule.

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.

10
grinding faces of collars. Inspecto”
give thickness for bushing collars:

Renewals and Repairs. el
JAW BOLT PIN AND BUSHINGZ
When play between pin and bushing g,
ceeds 0.030 in. renewals should be Mgy
BUSHINGS. — Outside surfac® ,d
pressing into levers to be final 3r]et0
0.004 in. to 0.006 in. larger than BOZgt.
while to be applied to allow for fOf%nish
Inside bearing surface. Final
grind to standard plug gauge.
For link saddle. Inside to be gl
ground for force fit on pin of link £4%f.
or bridle. Outside to be final grouP®jer
ter applying, 0.006 in. to 0.008 in. S™ ckeb
than companion bushings in link b2 ed
casting. (See below for bushing®
in link bracket casting.) . tﬁl’d
TAPER HOLES.—Test with g
gauge. If worn or not reamed ProP="on
to be rereamed to step size as sh0
taper plug gauge. VEB'?'
HOLES FOR BUSHING IN LEV 56
FINISH.—If worn, tapered, rough 3 {rve
of round, to be rereamed or grount® =
and size recorded on blank.
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b LINKS. _ Inside surfaces for link
locks, . Grind when variations in any two
ensions exceed 0.015 in., or when out
If‘adlus more than 0.062 in.
beaNK AND SADDLE.—To be assem-
> € complete in valve motion department
o assembling fixture and properly lined
ta Work freely in the same. The dis-
Hn"ife, collar to collar, of bushings when
low 1=, 2ssembled must be such as to al-
motibet‘i_veen 0.025 in. and 0.035 in. lateral
be on in link bracket. This distance to
thiadJuSted by use of liners or varying
ckness of bushing collars.
€bartment to Make Repairs—Lift,
Shaft, Bracket and Supports.
tionl repairs to be made by valve mo-
be department. Pins and bushings to
on ed as specified above. Bearings
thy ift shaft to be trued up when more
1 0000 in. out of round. Bearing in
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L—Reline.
G—Grind.
P—Patch.
W—Weld.
R—Ream.
F—Refinish.

S—Straighten.

H. T.—Heat Treatment.

O—Not to be removed.

0. 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 GEAR
SLDE,. W CIE ookl lridiirbn:
(07 lass: £E20, £25D, £30, £350, 4, 45 E5,

® o

INSPECTOR TO0 BE COMPLETED
IR“K MO ... PRELIMINARY ___ __ _DATE ______
0Co wno - T CLASE S o ke o <o A FING G20~

FORM NO _ ..

Fig. 10. Valve Gear Inspection Sheet.

brg,
J
00001‘;;?5 for same to be rebabbitted when
« larger than shaft bearing.

Fr Eccentric Crank.
depa;l; ON CRANK PIN.—Valve motion
:eeent:.?ent to be responsible for fit of
tl.}e Sam, rank and bolts and nuts for
%nke Iirr:d must properly fit the same
Frp Valve Stem Cross-head.
Moty VALVE STEM IN SAME.—Valve
&ﬁlve stga“g_’e to be responsible for fit of
t{'“ thee{{n In valve stem cross-head and

LY D €y for same, and shall see that
Ligy 22Tts fit properly.
%I“ITTﬁg‘“e and Link Hanger Casting.
s 2Pply G.—Valve motion department
Nhslbl bushlng in hanger and be re-

te € for proper fitting.

Be Used to Designate Finish,

\Ren Etec.
R\Rebg;‘g.

Car Departments, G.T.R., was a _member,
reported as follows:—The conditions now

appear to your committee to be fayorable

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
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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-
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ed. The attachment of the heater and
pumps to the gide 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-
struetion 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.
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Appendix 5. Canadian Pacific Ry t‘f&
ficials state that they have experimen
for the past 15 years with various tYPe:‘f
of waste gas and exhaust steam i
water heaters. A great deal of informé”
tion has been obtained, although Pr“g
tically the majority of arrangemen.t‘
throughout the past have proved unsu! .
able for one reason or another. Theyak
now designing a feed water heater Wh"’-
they propose to try thoroughly in co’:s
petition with other feed water heate i
on the market. They feel there is a coﬂk
siderable amount of experimental Wo;y
to be done yet, before any satisfact"]i‘
heater is discovered for their own che
matic conditions, but they feel that b
future will bring forth a heater Wh“‘:,f
can readily be applied to any type ts
locomotive. In their past experlmenhe
the heater was placed crosswise over t 2
door of the smokebox, and in frontins
the stack. They are also experimen il
with an entirely new design, the det"”'m,'r
of which are not complete. This hea 2
will be an integral part of the loco™
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-

de-

tain basic principles rather than t0 4
velop a complete and concrete reP e
The committee is submitting a tenta®
shop layout, embodying general fea Iy
in such detail as is deemed immediat®
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:“ential, together with their general ob-
i:r}'atlons on the subject. Criticism is
% ‘lﬂted, which should tend toward the de-
Clopment of complete and specific
Frolnmendation some time in the future.
om the progress so far to be reported,
T Iscussions it is anticipated will fol-
avwz it is felt there will be currently
it ailable considerable information which
tio hoped the members of the associa-
.0 will take advantage of in considera-
c:rlllt of their immediate needs and work
i €mplated. The work of the commit-
ti:e thus heing progressively construc-
Ou};t Was decided in the preliminary lay-
el‘aIOf a repair shop to submit thp gen-
ult; characteristics of a shop with an
dMate 100 car a day output, such
e(: S providing for 25 cars a day, and
theommend_ations_ being submitted in
ha €Xpansion programme so mapped out
unit the layout would be expanded in
S of 20 cars a day until the ultimate
acity of 100 was reached.
th Ome investigations developed the fact
the ¢ Pace should be proportioned from
¢ following data:

(A) Steel Car Plant.

he;(;l) TWen_ty-ﬁve steel car spots for
$pot Tepairs will turn out from each

Ne car every six 8-hour days, or 4
IS 5 g y ys,

(2)

Twenty-five steel f

Med: y-five steel car spots for

tu:%lum eavy or heavy light repairs will

thye out from each spot one car every
€ 8-hour days, or 8 cars a day.
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(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-
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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 takin
place therein and the extent to whic
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
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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-

- Locomotive

- 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
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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
toolls{ specifically adapted to car repair
work.

July, 1920

The location of cranes and their ¥
stallation, as shewn by the committeé
plans, are recognized as facilities the I
stallation of which need not be carﬂi
on to the maximum point at the time °d
initial construction of shop, but S_h?“ls
be provided and installed as conditio®
indicate their economy. e

Other illustrations relating to this “td
t;cle appear below, and on pages 345 &0
346.

Headlights and Classification Lamps.

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:!ll‘;
equipment from one locomotive to i
other, it is believed that such an ‘eun'
ment should be of 500-watt capacitys o
the turbine driven type, and capa let
developing 32 volts and full load &
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follows:—Following the progress report the railways in this country. With such steam gauge pressure of 100 %‘z 9%

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-

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-

governor should also regulate t ang
of turbine properly, under 2 mﬁﬂ”
steam pressure between 100 1b. ™
and 250 1b. maximum. ine 1%
For the generator and t“rb’gﬁceﬂ_. '
are many details that past préd ipﬂ’eﬂ
handling somewhat similar eq" engi"“
indicate uniformity in certain di
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and arrangement on equipments, as fur-
Nished by the several manufacturers, that
Should he maintained. This is, of course,
Or the express purpose of obtaining
Prompt interchangeability in service, and
eduction in the stock of renewal parts
Where different makes of machines are
?Sed. and locomotives are interchanged.
t will be apparent that the bolt spacing
f the base should be the same on all
SQuipment, also that the size of steam
pllll)e required should be the same. In
s 1S same connection, it would be ad-
antageous if the location of the steam
€xXhaust and drain connections were iden-
Ical on all makes of headlight turbo-
8€nerators, As to the renewal parts, the
earings can be made similar,
bor}lshes can all be the same size and all
~u dt and screw threads should be stand-
) In locating the turbo-generator on the
OComotive four details must be consid-
d, all of approximately equal import-
In the first place, short steam
Dlpes are necessary. Long pipes are dif-
r::il'lt to maintain and they do increase
s latlon.losses. _The location must be
a]e that ig accessible for inspection, and
ans(f not interfere with the inspection
m care of other parts of the boiler or
achinery that require both inspection
Tenewal. It must not in any way in-
m°t§re with the vision ahead of the loco-
e 1ve crew, and the exhaust steam can-
cah bt} permitted to cloud up the front
o . Windows, condense over the cab roof,
locm any way become a nuisance to the
ah Omotive man or fireman. It is desir-
€, therefore, and seems to be the gen-
pla Practice, to have the generator set
placed near the cab. Many roads are
acing it longitudinally with the boiler

collects in and around the unit from the With either open or metal conduit wir-

whistle and safety valve discharge anding 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 of

ahead of the cab. trouble on the road no joints in the wires
There is a rather strong preference will have to be disconnected.
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%sb: further advantage in being able
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from the board, as well as being away

condensation and moisture that »
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’«‘all:e:ator end is usually set toward the indicated for the use of metal conduit in The use of a 250-watt, G-30, 32-volt
ice 0 avoid the collecting of snow and wiring of cabs. For outside wiring, that concentrated filament lamp for head-
Com T water inside the generator and s, to the headlight and the lamps, both lights of road locomotives and of a 15-
hy Mutator protection. This position at the front of the locomotive and the watt, S-17, 33-volt special cab lamp for

rear of the tender, this is the general all lights in cabs, classification signals,
practice. When used in the cab, the con- markers, etc., is practically standard
duit placed on the ceiling and on. the everywhere. For _sthch_locomotive head-
sides should not be rigidly connected. 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
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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
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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 o 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
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cab where possible, in back of and not
directly over the boiler so that they aré
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 Ral
way Electrical Engineers in developing
standard practices as to: bolt spacing Pf
the base; size of steam, exhaust and drai?
pipes; location of steam, exhaust al
drain pipe connections; size of ball beal:
ing; size of commutator brushes; bO
and screw threads.

Standard Blocking for Cradles of
Car Dumping Machines.

The committee, of which J. McMulle
Superintendent, Car Department, Er€
Rd., was chairman, reported as follows
The committee appointed to make recom”
mendations covering standard blocking
for cradles of car dumping machine®
have made investigation and find tha
two machines have been equipped W1
the recommended practice for blockin®
for cradles of car dumping machines. vl
the recommended practice was adol?te
after the close of navigation, there B
been very little opportunity to observé
the working of the machines so equiP’
ped. It is felt, however, that the car®
will be better supported, and less damagg
will result to them if the recommen
blocking is applied. P

The committee would like to recel:
reports from any of the members W
may cbserve car dumping machines whl ol
are equipped with the recommen il
blocking. Members of the committee W
make inspection of the blocking on
dumping machines within their terrltory_
prior to the opening of the lake boat se{e
son, also as often as possible during the
season, to observe the condition of ¥ <
blocking and make report to the com’
mittee. It was also decided to reco™
mend to the committee on car cons +0
tion that any type of car that is liable ¥
be used in connection with dumping mgt
chines be so constructed as to readily "
to the dumping machine, with the recom_
mended standard blocking, without da™
age to the car.

Autogenous and Electric Welding

The committee, of which J .TlWallis,Chlf
Superintendent of Motive Power, Pennsg_
vania Rd., was chairman, reported a8 the
lows: The report of your committee tob 3l
last convention was adopted by letter %
lot and incorporated in the American B)
road Association Code of Rules (M. C- i1
governing the condition of, and repd: ~
to, freight and passenger cars in th"h ree
terchange of traffic. There were b ;
subjects referred back to your c°m”;rt,
tee for further investigation and rep eel
viz.: 1—Building up flat spots on 5%,
and steel tired wheels. 2—Building '
of worn collars at the journal 'endsup,
axle. 3—Welding of fractures in €O
lers. The committee has done consiGy,
able work on these subjects during d
past year, but has not to date cond‘.’tion
its investigation and tests. In addi,
to the subjects left over last year, {udy
committee is making a thorough $ 20
of the relative merits of autogenous ]
and electric welding on the various I’Youf
of car and locomotive equipment. P
committee, therefore, desires to SU
this as a progress report, pendmgmﬂ
conclusion of the investigations and ;
which they now have under way. :
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Standard Method of Packing Journal Boxes.

The committee, of which C. J. Bode-
ni‘fr, Assistant Superintendent of Ma-
Sinery, Louisville & Nashville Rd., was

lrman,
fOmmittee respectfully submits the fol-
OOW!ng report covering a standard meth-
: of packing, cleaning and assembling

Journal boxes on locomotive tenders

'd cars, and recommends that it be sub-
;mtted to letter ballot for adoption as
€ommended practice:

W Teparation of New Packing. — The
uasﬁe must be loosened, placed in a sat-
ml'atmg vat and kept completely sub-
nel'ged in car oil, at a temperature of
agt less than 70 degrees Fahrenheit, for
o 19§St 48 hours to ensure thorough sat-
Tation. It shall then be drained for the

N V777727722,
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Figure 1.
th:DOSe of removing the excess oil, until

bu

ack
c"nd?t;ion
Prepared packing in storage should be
o tﬁd over at least once each 24 hours,
bott € 0il which has accumulated in the
oft oM of the container shall be drawn
rand poured over the top of the pre-

Ped packing. :
Al Teparation of Renovated Packing.—
04 backing, when removed from journal
Paclig for the purpose of periodical re-
Into Ing or renovating, should be pulled
the a4 container, avoiding contact with
ma 8round or any other place where it
¥ pick up dirt, and taken to the waste-

ing is in a resilient or elastic
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reported as follows:—Your |

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
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SECTION 27 8-8

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

Sl " Wall of Cdr—)

same.

Never wipe the bearing surface

of the journal bearing with waste.
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Fig. 3.

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

SECTION B8 ¢
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Fig. 2. Waste Reclaiming Plant, using stove to heat water.

be :;;"mg plant. This packing mustnot

In poed until renovated. i
Dick eclaiming packing it should be first
ete, sh:\'er carefully, and dirt, metal,
Wagto 'aken out, the knotted strands of
hot oilpl_llled apart, and then placed in
e, w0 renovating tank for a short
Doge’ ggorkxng it with a fork for the pur-
Ing it. thoroughly washing and loosen-
It 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.

Solder’ witn Washers i iron?
o ter Tigh
1o Moke Woter T9h! o crr om ON LINE AR

Waste Reclaiming Plant, using steam to heat water.

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 ui) 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

:,

g

1
Lod

4’{‘—4‘:’ =&
Fig. 4.

this l;l)acking 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

t 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 g:cklng.
There should be no loose ends ing
out of the box as they would tend to
draw out the oil.

Journal Box Packing Tools.
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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

CANADIAN RAILWAY AND MARINE WORLD

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

July, 1920-

guard against the damage which joul
nals are subjected to through coming
contact with flanges of wheels as a ¢
sult of improper loading or careless
handling around shop yards. id

It is also highly desirable that rig!
instructions be issued to effect a moré
careful practice in the handling of joul
nal bearings, especially for shipment, t‘;
prevent the indiscriminate tossing ©
journal bearings against each other, thus
nicking and needlessly damaging U
smooth bearing surface of the babbitt
metal lining. p

Drawings showing two representatIve
waste-reclaiming plants and a represel”
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 1b. 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 1b. 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 1b.
arch plate wheel in comparison with the
650 1b. wheel of the former design. Figs.
1 and 2 show proposed designs for the
650 and 750 1b. 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 3% 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.
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wheels, for cars of m um gross weight not to
exceed 95,000 Ib.
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Fig. 2. Recommended practice for 33 in. cast-iron

wheels, for cars of maximum gross weight not to

exceed 161,000 1b.

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

‘the cast-iron wheel.

" dently due to lack of care in taking ™

gauge for cast-iron wheels (M. C. B.
sheet 16) wear, it is necessary to 00“%
demn the gauge; whereas, if the sides 9
the opening above the gauging p01“.t
were made parallel and perpendicular !
would be possible to regrind the gauges
and bring them back to standard; and le
is recommended that these gauges b
changed accordingly, as shown in fig: ¢
In 1912 the contour of the back ©
flange of steel and steel-tired wheels W&
changed so as to be identical with
flange contour of cast-iron wheels
tween the base line and top of ﬂanged'
the total width of rim being increas¢
from 5% to 5 19/32 in., which is *
same as the corresponding portion °f
The process is
manufacture of wrought-steel wheels
such that the present contour is very @
ficult to produce, and as far as Yo"
committee is able to learn, it is not D€
ing furnished by any of the manufact“rd
ers, but instead all wrought-steel 3"’_
steel-tired wheels are being manufactl
ed with flange in accordance with desi&”
adopted in 1909. Under the ciret™
stances, it is felt that the present ¢0 4
tour should be withdrawn from the sta .
dards and the 1909 contour adopted. ne
this connection, we wish to state that
design of the wheel check and mountl-n_
gauge is such that no errors will be ¥
troduced on account of this changeé
the back of the flange. i

Complaint has been made of errors a
billing for service metal in steel #
steel-tired wheels and the matter the
been referred to your committee by <
arbitration committee, with the reco of
mendation that we outline a metho et
measuring service metal and a Slm%n
gauge than the present one. The amg ent
of service metal in a wheel is depen®
not only upon the thickness of the tfe“og
but upon the thickness and contou* o
flange as well, and only the meta ot
maining” after restoring standard © 1.
tour can be considered as service mere—
Gauge for measuring steel wheels t0 /¢
store contour (M. C. B. sheet G'l);te
simple in operation and gives ac?“‘;ﬂﬂ]
readings, and we ‘do not feel that it uge
be possible to design a simpler £ on
that will take into account all the di™® ce
sions necessary to determine the serVo
metal remaining in wheels. The eﬂ;vi,
in billing complained of are very .o

e
urements and it is also apparent tha® g‘,.
gauge above referred to is not being g
erally used. 4 om*

In order to correct the conditions ¢ the
plained of, we would recommend t Rules
second paragraph, rule 98, 1919 {l0WS
of Interchange, be modified as fO
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g:;emodiﬁcation being shown in bold face

wh‘The price for new wrought-steel
g eels shall be based on the scrap value
I $8 for metal inside the condemning
Mit (which is % in. above the limit
seoove) plus $1.75 for each 1/16 in. of
chICe_metal (on radius of tread) in
OMnection with standard full flange con-
url'lr’ as determined by gauge for meas-
Mmg steel wheels to restore contour,
g’r. . B. sheet C-1, also base of limit
i°°Ve must not be less than 29% in. in
cr&(ril}eter; in no case shall a charge or
p €dit for service metal be made in ex-
€SS of 114 in.”
enit 1S also recommended that the pres-
recommended practice gauge for

measuring steel wheels to restore con-
&dlirr’ as shown on M. C. B. sheet C-1, be

rdﬁmced from recommended to stand-
T Practice.

of € minimum diameter of base of limit

wh Wear of grooves of wrought-steel
‘:els should be added to sheets as fol-

ace 2nd arrangements have been made

Mccordmgly ;

M O B sheet 25 ...

R B sheet 254 - Not less than 8215 in.

+ B. sheet 25B Not less than 3414 in.
one f&ommendatior} has been made by
Whe the companies ma_nufapturmg stgel

els that our specifications require
€els to be machined exact to diame-
our committee can see no justifi-

Not less than 2914 in.

%t%n for this added expense, together
from the loss of service metal, which is,

the standpoint of wear, the most
?isoenful in the VL?heel.
» therefore, is not concurred in.
cel,t:;immmendation has been made by
ﬂteelm of the manufacturers of wrought-

gfr?l’lll’ Replies to
bey oo Of enquiry indicate that the num-
theix?f such wheels used is small and that
era] use is being discontinued as a gen-
usDl‘actlce. It is, however, necessary
cage € wheels of this diameter in certain
propi under motor cars in order to afford
ang tl‘ clearancq between motor housing
whee1ka' While the use of the 38 in.
teragt should be discouraged in the in-
Sizes of keeping down the number of
fee that have to be carried in stock, we
of th at, as it is a recognized standard
€ association, it should be allowed

ag thma"-l among our standards as long
ep,  °Te is need for wheels of this diame-

ed from our standards.

an{itaappf!ars to be desirable to revise
thig ~Plify the recommended practice of
the i?SSOCI{J.tlon for mounting wheels and
ey, d° ‘Owing is submitted with recom-
the -2tion that it be adopted in place of
xll’g:e-‘!ent recommended practice for
; slng wheels:

Sure. tandard table of mounting pres-

Moy,

S Mounting Pressure in tons.

% éwheel et Cast iron wheels.| Steel Whgels.

3 lametey.,

N Mini- | Maxi- | Mini- | Maxi-

W mum | mum | mum | mum

B

8] 58 i 45 15 60

D| 6 Jn 35 50 50 70

g| 7% in. 10 60 60 80

RAR 45 65 65 85
—2& in. | 50 70 70 95

Wh

2,
0 tage l_eel_s having flanges worn so as
on yp Wit gauges for remounting cast-
A Shy) °¢!s shown on M. C. B. Sheet 16-

8. T Not be remounted.
flitteq oy thickness of flanges of wheels
iar?d Sh:u]%he same axle should be equal

never vary more than 1/16

4,
%d.}}:nénounting of wheels, new or sec-
s the standard wheel mounting

The recommenda-

Wheels that the 38 in. wheel be .
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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.

LIaximum Flange Thichness Gage lor Cost
Jron Wheels ond I'Maximurn Florge Thichness,
IHeight ond Throot Rodws Gage for Jolsd
Steel and Steel Tired Wheels.

Pe/ Flonge Th.
TronWhecls ondMmmurnm

Gage For Cost
Llange Ttuchness,
ITesght ond Throat Radivs Gage forSolid
Stecl and Steel Tired Whe=ls.

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 3 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
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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.

“¢. 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 Rd., 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 T%ec. 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 Rd. The Pennsylvania
Rd. 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

2410 water
» Column
Qpening.
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b Length of Golumn & Locdtion Xq i Qoening
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Arrangement of water glass and gauge cock, developed by committee on’ standards, Washington D

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 % 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 5 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 Loocomotive Superheater Co.

\16 Preferably

The reports indicate a wide varia.tion,"f
practice without any apparent necesSit
for such variation, and your comml_ttee
appeals to the association for its v1eW(5l
as to the advisability of preparing aP
submitting a set of tools and operation®
for setting, beading and maintaini®
tubes and flues, the same to be presel
ed next year to the association as recon’
mended practice. l
Proper Location of Blow-Off Cocks i
Locomotive Boilers, and Reasons Theré
for.—The number of blow-off cocks I
use per locomotive: varies from oneé t0
four. Some report blow-off cocks 1oca£
ed on the belly of the cylindrical pal‘t:d
the boiler, but most of them are locat
on the water legs about the firebo*
Some have one cock on each side of ﬁre;
box with one on the throat sheet at tﬁ
center. Some have only two bloW-o_
cocks, one on each side of firebox, somé
times located near the center of the sid®

Jj 00 Copper Ppe
/500 Copper Ppe
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e
and possibly more frequently near z]};e

front corners. Two roads repor one
use of a single blow-off, located on > 4
side at the back corner of fireboX; 0
connected to a perforated pipe yieﬂ
along the mud ring in the back water 1o
under the fire door. Quite a number
port the use of one blow-off cock locathe
over the mud ring at the center © tion
throat sheet. The number and 10c470,
of blow-off cocks is determined to 2 ﬁity
siderable extent by the kind and quafew
of water used for boiler feed. Very “ye
failures, or troubles, with any of 4.
blow-off valves in use were rep°
Some failures occasionally occur ",
pieces of staybolts lodging in the V”ibed
Trouble from leaking has been asC®
to lack of care in maintenance. ctio?
To reduce the danger of obstrl®‘yy
from scale and sludge, a great ’:onge
blow-off valves are provided with
form of strainer. One road places g
valve about 12 in. above the mud, the
with the idea of leaving the scale 1 ¢
water leg below the valve when blo
off. ro’d
The practice of blowing off on th:v!”d
is employed only by roads where s
conditions make such practice neces ope?
Of 42 roads reporting, 22 do nots only
the blow-off cock on the road, and he re’
occasionally, or in emergency. T'orl
commended essentials in cons.tructl the
permit blowing off and closing dﬁol"
road are; a valve rigging designe
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%erated from the cab, or from a safe
Is’}‘:sltlon on the running board, the valve
h ould be located so as to be in view of
she Operator when blowing off, the valve
p°‘ﬂd be designed so that the boiler
fressure will assist in closing and hold
beto Its seat. An auxiliary valve should
th brovided that can be closed in case
stf Main valve fails. There should be a
stralnger to prevent scale and other ob-
va Uctions from lodging in the valve. The
a"e should open full, have straight fuil
D SSage, and be rigid in construction and
Ositive in action.
£ Ombustion Chambers.—The number
cha engines reported with combustion
in Mbers was 2,152, with chambers vary-
ab% In length from 5 to 88 in. Of these
8 e‘1t 300 are reported with back flue
reet_Welded in place while the others
Ilveted. Out of 23 roads reporting
o ustion chambers, 18 use a trans-
Teare Wweld across the crown sheet at the
ey but 6 of these express a preference
tens. O0tinuous crown sheets, and the in-

Ntion ¢ i
0 a W
Tenewas. pply continuous crowns on

“h‘(i)l?ni road with about 200 combustion

of - th ers, is of the opinion that the cost
fllél €Ir maintenance .overbalances any
% €conomy obtained from their use.
thap02d states that the combustion
er bo']er permits of construction of long-
ti 11 ers than otherwise would be prac-
Another, without definite tests,
no advantage in the combustion
Three 1.,0Ver those of other designs.
dllceg believe that flue troubles are re-
tion hfrom the application of combus-
eco oc ambers, and 11 believe that fuel

Tromy 13 obtained from their use.
Chap, ubles._ reported from combustion
: P€rs include: the collection of cind-
ing of e chamber resulting in the warp-
1 sheets. Six have reported trouble
Cracks in the throat sheets, one re-
Compy, Touble from broken stays on long
ed 1, Stion chan_lbe_rs, which was correct-
anogp the application of flexible stays,
waterel' reported trouble in keepinz the
Mmyq -Pace under the chamber free from
bla »rone 18 of the opinion that the trou-
the oM combustion chamber increases
tro“bl"St_Of maintenance, ten report no
eq sOn?S In maintenance, and one report-
g € trouble due to faulty design, and
AYs the flue sheets are easier to

Can k
¢ See
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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 onlys 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-
tinet 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 léssen 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
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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 back flue
sheet. It also has a series of 2 in. tubes
at intervals along each side to conduect
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.

I\“’stall_ation, Operation, Care and Maintenance of Superheater Equipment for

T
hOclile Committee, of which H. R. War-
Powér eneral Superintendent Motive
Ry “0 Chicago, Milwaukee & St. Paul
Befy o S Chairman, reported as follows:
tieg ° OUtlining the recommended prac-
ey, 18 subject, we will present an
g ¢ t?}; received some consideration at

Which committee meetings, and about
::Pnt Was not considered that, on ac-
Iy, e contradictory results ob-

e .
"!end‘i' 1t Should be included in the recom-
Viding, Practice, It is the matter of pro-
lo e:“’a bing on piston rods. Very
::Ynmittgcl‘%e data were furnished the
inipg < Telative to the value of main-
Ong Yo, dSWabblpg on piston rods, only
j“t. Teéporting at length on this sub-~

Thj
%‘ v:h:'Oad has been making a study of
wh-piﬂto; of swabbing on different types
,nalc m“’?‘i packings, the identity of
inttion g <ings is withheld. The infor-
dig, € ac, t has been reported is shown
Metey COMpanying table. On the 5 in.
rods considerably better service

Locomotives.

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 goog 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. A
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 header 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 frie-
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

CANADIAN RAILWAY AND MARINE WORLD

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.

Mallet locomotive
Passenger service. h.p. engine
. Kind of 5-in. diam. rods. 3%-in. diam. rods.
packing ITEMS
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 .........coowcmininn 3 8 3 3

C Number sets renewed 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 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 mileage . 8 379 13 357 | 5329 3 271

a limited amount
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.

of steam for use when

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
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against its seat.

The special tools recommended by I
Locomotive Superheater Co. for mstald
ling and maintaining superheaters shov
be employed.

When, for any reason, superheate;
units are removed from boiler the
should be tested before being retul'nest'
with a cold water pressure of at leie
20% in excess of nominal boiler pressu_n_'

Unit bands and supports should be lnd
spected whenever units are remove_d, a o
renewed if necessary, to ensure units &
ways being properly supported an
correct relation to the flues. " It

When replacing superheater units, PO
should be renewed when there is any €~
dence of deterioration either in the 'iged
dition of the thread or worn or P!
condition of the bolt. In all case% P
new nut should be applied and u»“:e,t in
the pulling nut in setting the um]ied
place. An old nut can then be aPPhas
as a locking featurg after the unit
been properly seated. &

In lgegzgnding the ball joint of the “tri:e
and the socket joint of the headel, 1
original contour of these surfaces sho
be maintained. ho ald

After removal of the units, seats ST,
be protected with a protecting co# t5,
and covered to prevent injury to S nto
and entrance of foreign substances 1
unit pipes. ¢

Allp(}i)irt should be removed from fgl;e
top of the header or T bolt slots be
the superheater is reassembled. | 2

Comparative merits of hydrostatic oyk
force-feed lubrication for locomotive thod
inders and steam chests and best M€%
of application.—The committee gav¢ o
matter considerable study,and for the tio®
son that there is no definite mnforma g
available on which to base conclt tions
is unable to make any recommen ao
at this time. The committee proP sub”
if continued, to further study the 15 10
ject and outline a programme of t“;:v ay®
be followed on several different ral’F’ “4o
the data obtained from thesc tesﬁni”
furnish a basis for drawing som¢ dee of
conclusions as to the relative VAL~

hydrostatic and force-feed Iphl‘icatfolves
Economical diameter of plgtoﬂ“pom,
of superheater locomotives, with »#
bner pﬂlfkryua%cﬁgg’ S
Steorn Fpe and ouler periphery,
to Smoke drch by Autsgensus
M/ng
[Xﬁlblf/d ) ﬂgz
) . coﬂ'
mendation for standard practice I roré
nection with various cylinder dl“’zl qui®
This question has been studied 275y
some length, and a number of 102 = e

ported to the committee relativé otiv'es
dimensions of their leading !oco}ﬂg se”
for passenger, freight and sw1tchlﬁ wefe
vices. Among the items rePOTt.ametG:i
the valve diameter, the cylinder di ter
the stroke of the piston, diames .’
drivers, area of steam ports, maxi!”-
cut-off, port opening at said mteﬂ l’g
cut-off, and several other item# he"“w
to work out a relation between t
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dla' mete d -
s T ar
in l ) steam del]'land Of the C y]

thAmong the variables encountered are
€ travel of the valve, the port openings,
€ cross sectional area of the various

elemen g of the entire steam passageway
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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
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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.

w};Ii‘h}f ccmmittge on car construction, of
gin: W. F. Kiesel, Jr., Mechanical En-
maner’ Pennsylvania System, was chair-
T and of which J. Coleman, Assistant
ang %neral Superintendent Motive Power
Rob; ar Departments, G.T.R., and W. J.

lder, General Master Car Builder,

tior. ? Were members, reported on ques-
i;l(’gnscﬁeferred to the committee, suggest-

ra -danges to existing standards and
ﬁ)w‘s:t.lce- with reasons therefor, as fol-

iorll)l‘essed Steel Journal Boxes.—An opin-
#io Was requested whether the applica-
Dair of bressed steel journal boxes in re-
S constituted wrong repairs.
5 leets 8 and 8-A, standard journal box
4] Journal 5 by 9 in.; sheet 11, standard
ahdmil 6 x 11 in., contain notes per-
jOur: eet 12-B, standard journal box for
mitt'al 6 by 11 in., contain notes per-
; °nmg the use of cast iron, malleable
ed élpressed steel, or cast steel, provid-

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

here d the essential giignensions are ad- manufacturers- who ship raw materials
to. In the opinion of your com- or parts to automobile manufacturers, to
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mj;
ar:tee the bottom lugs on these boxes

Stren, £SSential part of the box, both in
Which, and location, for all trucks
groperdeper}d for their integrity on the
ars, b holding power of the bottom tie
an E’ss ut that these bottom lugs are not
Wit cntial part of the box for trucks
whicheé"st steel or other sides frames
& Re O not require the bottom tie bar.
ing rl(:’tmmendatlons.——-l. Add the follow-
f“eighte to each sheet showing standard
With o ,C8r journal boxes: When used
bOttO,s,:de- frames of such design that the
ESsent; le bar is omitted or is not an
the 10131 strength member for carrying
°”‘itte?1 » the bottom box lugs may be
Othey o hen used in connection with
Mgy bs ide frames, the bottom box lugs
Strep .y ©dUivalent, both in location and
2 gtdh’ to those shown..”
fl‘eight d the completed notes to all other
Autg car journal box drawings.
teg'g 19"loblle Side Doors.—The commit-
Quegt 10 Teport made reference to a re-
tion thof the General Motors Corpora-
Moyap1at 10 ft. double side doors with
Capg ¢ Post should be used on all box
land Voup .S request has been renewed,
OWing© COmmittee has adopted the fol-
Ing tesolutlon, and recommended send-
ciatio,l, 0 the American Railroad Asso-
§ 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 38, 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. g

3. Increased the height of lip of bot-

tom door guides from 1 to 13% 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

D0OR HASP
t (freight Cors)
Molleable ron

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
1:?iuch d)esign for addition to sheet 30. (See
T 8

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-
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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 hottom 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
1% x 1% 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-
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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-
gign 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 3 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 % in. carriage bolts
through the closed door stop, and one
additional % 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 1% in. over
the door, to support it against bulging
outward. Where all-wood closed door
stops are used, they should be strength-

N 775 Guide Used o Gars Hoving
=~ Steel Side Sills fo Which Gurdes
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000k sorTow svoe

; For Freight Gors
v Ak Moliestic bio
-7 b
= =
¥ o
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 2% in.

21. The proper clearance must be pro-
vided, so that 3 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 laf) 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.
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Fastening of End Doors.—Resoluti’y
adopted by the Association of Railroa
Chiefs of Police, communicated by R. d
Mitchell, Chief of the Secret Service a"‘
Police Section, recommending the'fa.sde
ening of small end doors on the inst il
before loading, and removal of seal fasd
ening from doors that are so fastene:
In 1913, the Master Car Builders’ Ass¢"
ciation adopted as recommended Pracd
tice, that end doors must be construCt,e_
that, when closed, they lock automati®
ally from the inside of the car, 1
avoiding the necessity of taking e
records. Sheet 30 shows a design 0 1,’;
side fastening which is not automﬂt"’;
and your committee recommends thfs
recommended practice adopted in 191;
should be advanced to standard, and th"t
the design of inside latch shown on She":_
F should be removed, and a note SUbsge
tuted that the fastening should log:k t
door automatically from the inside is
the car. Your committee has made th"
recommendation to the executive CO{’:“
mittee, and has advised Mr. Trenho
accordingly. L
Revision of Manual.—Your committe
has modified certain details on sheet r:
and has added others for your consid®
ation, as follows: d
(a) Door hasp has been strengthené”
by the addition of ribs, and certain U
important dimensions have been mo‘ts
fied, which will greatly increase ']n-
strength. The new design is entirely !
terchangeable with the former desig™
(See fig. 2.) i
(b) The bottom door guide has bedi_
considerably strengthened by the ad
—
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Figure 5.
e beel

tion of ribs, and two designs have de 8
shown, one for use where the guifv 4
riveted directly to steel side sills, ard
the other, which is extended doWﬂwuse
to provide more bearing surface £or

.when bolted against wooden sheaﬂ{;:eg!;

(See figs. 3 and 4). A note hasld pe
added that door guide bolts shott the
applied with nuts on the inside © over
sill, and bolts thoroughly riveted

the nuts.

(c) A design of burglar proof bt;ftgh”;
door guide has been added, in Whlcb oltss
guide is fastened with carriage ap”
with the heads inside, and the nuts the
plied with a socket wrench. When .
door is in place the bottom Z-bar CO¥%,
up the nuts so that the guide cann? ad-
removed. This design has angtherbolts
vantage in having the fastening trail
directly behind the point where the $
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g:m% on the guide so 'that the tendency
th Du_ll guides downward and away from
¢ side of the car will be much less than
d designs where the bolts are lower
OWn. (See fig. 1.)
B (d) The construction of the door itself
gas been changed to eliminate four dia-
ONal hraces and add one more horizontal
tten, the object being to reduce the
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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.

—
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sgst Of‘ constructing the door, and at the

Stres time provided greater stiffness and

(e"g'th- (See fig. 5.)

f €) The section at C-D has been modi-

face to show a distance of 1 in. from the
of the sheathing to the edge of floor

Sty 00rway, to permit the use of a spark

as% at the back of the door. A detail

Stri en added to show one form of spark

Perny: the door clearance provided will
it the use of other forms.

Side '] e cross section at C-D, also the

een évation of the complete door, have

5/3 Mmodified to show the additional of

for t}lln' steel plates, inside and outside,
tom Zeb purpose of supporting the bot-
~bar.

do(()f) The cross section through closed
WidthPOSt has been modified to reduce the
ang j of the wooden door stop to 3 in.
oor n;;’:ssze th2e lap of the doordov;a)r the
0 in. t i
watel'proo e ‘;é o provide better
tignre"entioq of Grain Leaks and Reten-
of Bg Grain in Pockets Behind Lining
tiong X Car.—A number of communica-
ics 81;7"91‘}! submitted, including statis-
Aceqyny "ing considerable loss, both on
ang 1§t of grain leaks between side sills
of Do i){Se siding boards, and on account
be emc ets back of lining, which cannot
R cpi‘vll%d without cutting the lining.
lay o °Mmendation: Section 10, of circu-
Di"is’i 1Ssued by the Assistant Director,
Mipjgo? of Operation, U.S. Railroad Ad-
texy Tation, modified as indicated in the
: ere1°W, should be made standard:—
Side ofe sheathing is nailed to the out-
Dlace bsllls it should be further held in
s N Y angle iron, channel iron, or
Shegit, SeCurely bolted in place to ensure
8il]) omg being held tight against side
Sing)e Prevent grain leaks, bolts to have
s;ilaein Nuts and be riveted over. The
The & of bolts shall not exceed 12 in.
dropple)referable construction is to use
logy !(‘)bar D-24, Jones & Laughlin cata-
TS 4 -84 1h. per ft. These reinforcing
all be located as near top of side

“When wooden lining is used it should
have a space between floor and bottom of
lining of about 21% 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-
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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.
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Fig. 7. Tabulation of Journal Bearings.

tical dimension of the opening for this
free passageway above the point of
pocket, formed by the intersection be-
g;wsen 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% x 10 in. journals from 88,000
to 40,000 1b., the present dimensions be-
ing such that the allowable stresses will
not be exceeded. It was suggested to
add another axle with 61 x 12 in. jour-
nals, capacity 60,000 1b. 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 5% x 10 in. journals, un-
til they have received permission to do
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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:

000
Allowable stress—= 3 =17,460 1b.

W W 32
N e
M 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. ;

Required diameter— 12

Tabulation of Journal Wedges.
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allowable load, and to base this on 50 1b-
unit cylinder pressure. This will servé
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 5%
of the light weight of car, based on 50
1b. unit cylinder pressure. The formulaé
for brake power will then be as follows:

(W—w
0.402

)
+w; =0.1W+0.3w.

but not more than 0.75w.

in which W=Loaded weight of cal
maximum,

w=Empty weight of car,

W-w=Maximum allowable load.

As this is based on 50 lb. air pressur®
per sq. in. in the cylinder, and the maX!
mum unit pressure may be from 85 f"i
88 1b. the maximum brake pressure wil
be 1.75 (0.1W-+0.3w), which, divided b¥
the number of brake beams, will be the
required deflection load per beam.

The brake beam set load, which sh.Oul"1
be somewhat within the elastic limit ¢
the beam, should be approximately
of this amount.

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

W =Loaded car weight, maximum,

w=Empty car weight,

and arm of force (X) on which these N=Number of brake beams on the car*
values are based. Required brake power —0.1W +0.3%
i
Near center. Inside of collar. At wheel fit.
Axle.
X R X R X R
)
A 3615 in. 7.85014 159 in. 11.91714 14 in. T 12.23214
B 3615 in. 7.85014 15%, in. 11.91714 14 in. 12.23214
@ 87 in. 8.09821 161 in. 12.24821 1414 in. 12.59821
D, 36 in. 8.66628 16% in. 12.58365 15 in. 12.93978
E 3614 in. 8.92720 19 in. 12.55145 15%4 in. 13.27630
F 37" in. 9.02622 1914 in. 12.77112 16" in. 13.55682

Resultant theoretical diameters based
on above tables, and standard method of
calculation.

(Y=distance from center of axle.)

Necar center. Inside of collar. At wheel fit.

Axle, for
Diameter Diameter Diame
N in. Y in. Y in.
A I 1% in. 4.096 247, in. 4.707 24 in. | 4.148
B | 1% in. 4.650 2214 in. 5.348 24 in. 5.395
G 1% in 5.271 2214 in, 6.050 24 in. 6.108
D 8 in. 5.870 2214 in. 6.647 24 in. 6.709
E 8 i 6.386 2014 in. 7.154 24 in. 7.289
F 3 in 6.811 2015 in. 7.646 24 in, 7.800

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

M W 83

Axle. Capacity Ib. L+1 in. ;V -; X -’:
15,000 76 in. 15.00414—.196X 8751

g . 22,000 76 in. 15,00414—.196X 12.885
C 31,000 77 in. 15.49821—.200X 18.085
D 40,000 78 in. 15.99228—.2085X 23,385
E 50,000 79 in. 16.48685—.2071X 29.170
F 60,000 80 in. 16.98042—.2106X | 35.003

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

BRAKE POWER o

Axle,
Four-wheel trucks | Six-wheel w
C 13 200+ 3w 19 800+ ‘;:
D 16 900+ .3w 25 ssoi e
E 21 000+ 3w 31 500+ 47
F 25 000+ .3w 37 500+ 3% —

: d
2. That the brake beam deflection lo#

1.75
be?(0.1W+0.3w) ,

3
3. That the brake beam set load beﬁ
(0.1W+40.3w). il
If the above is adopted the 12,000 Ib. bea™
be required as follows:
Car class Car weight
4B All cars,
4 C Less than 50,00% lﬁ;
4D Less than 40,00/ . 110"'=

The 15,000 Ib. beam will be required #s 0
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Car weight
50,0001b. and over,

4D 40,000 1b. to 60,000 Ib.

4E Less than 45,000 lb.
d 4. That the 6,500 lb. capacity beam be
1r°DDed from the standards and that the
2,000 1b. capacity beam be denominated
a8 the no. 1 beam, and that the inter-
Change rules should be amended to con-
Orm to theforegoing.

Car class
4 C
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opening to hold wedge to be so provided.
Increase width of dust guard cavity in
the 3% in. by 7 in. box to 63 in., and in
the 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.

ze ; »*
Box Bolt Holes rg /1 — /,
Must be Gored o g T ;
Give @ Gonstruction 4™ 2% ] /3 24
Soocing of I1* 4R = £

Steel or Malleable
Gasting

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 ial di ions, 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
::y be placed on the top between hinge lug and the arch

seat.

Figure 9.

ﬁ]ll:f%mmendations:—l. Make radii of
couas for all axles % in. on journals at

Y, and % in. on journals at dust
Seatrd Seat, on dust guard seat at wheel
tapy 20d on wheel seat at collar. (See

Ulation of axles, fig. 6.)
1 Ncrease all Tugs on journal bear-
tapy] as shown in columns 12 and 13 in
of 5. ation of bearings. (See tabulation
Journal bearings, fig. 7.)
as s ake slight changes in dimensions,
begy: 0WN by asterisks in tabulation of
arlngs. -
do n°te-.~Recommendations s e 71 o i
Ot interfere with interchangeability.
terg AdOPt classification of axles by let-
] C, ete., as indicated in tables.
ang *dopt same classification for boxes
jolmfohtamed parts. (See tabulation of
21 Wwedges, fig. 8.)
2 dopt classification 24, 2B, 2C, etc.,
for 3'aX1e trucks, and 3A, 3B, 3C, etc.,
the a:xaléle tr&lcks, the letter designating
f used.
anq Adopt classification 4A, 4B, 4C, etc.,
deSign s 6B, 6C, etc., for cars, the letters
degjor2ting the axle used, and the figures
the o0ating the number of axles under

g
§ car

40,{)‘05{&‘38 the capacity of the D axle to

. No 1b. without changing dimensions.

i, ®Xisting cars shall be marked up

M a2ty on account of this increase

deteng‘?”able axle load until it has been

Saf ,ned that the body and trucks are

9, And_el‘ such a load.

be&rin 4 axle F, journal box F, journal

ay givg F, wedge F and dust guard F,

8 ang esn)m tabulations. (See figs. 6, 7,

10, . .

g‘}ardhiake distance from center of dust

With " -© t0p suci: that when in place

Stan r°x’ bearing, and wedge of full

Buapg 'd dimensions, the top of dust

8ugpq % 1% in. below the top of dust

Drovidecé“'lty in box; the boxes not now
With an offset at dust guard

]ng

tor‘

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% x 8 in. and 5
x 9 in. journals be eliminated.
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terial to be not less than 38/32 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 if 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.

(¢) 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
ghe inside face will drain back into the

0X.

(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 %2 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.

xeeT 418 ) yore i % Al e
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Figure 10.

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
1b. 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 wultimate 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 1b. 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. ’ 2

The specifications should clearly cir-
cumseribe 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 B
Minimum elastic limit (Ib.)... 26 000 32 000
Product of elastic limit and

elongation . . ... 700 000 850 000
Product of elastic lim d
reduction of area ... 975 000 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
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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 2734 in. and to the U. S. R. A.
height of 253 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 263 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 273%
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 7% 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
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20%. The formulae on which the former
requirements were based as as follows:
Unit stress 1 X
R=Ratio = —%
End load A SM
A=Area of section in square inches:
X =Eccentricity of load in inches:
SM=Section modulus. y
For draft gear and draft attachments:
a. The minimum tension area—=1-
b. The minimum shear area—1.25 1*
¢. The minimum bearing area—
0.625 T. 3
d. The maximum ratio R= —
2

For center sills between rear followers:
e. The minimum tension area—=2.9 >
f. The minimum shear area—3.125 T
g. The minimum bearing area=—
1563 T. 3
h. The maximum ratio R= ;T
Our recommendation is to increase the
area T from 10 to 12 sq. in. of grade
steel, or an equivalent area of othe®
grades of steel, and change the oth€®
values approximately in accord ther®
with, which will be given in the reco™
mendations.

Distance from Center of Bolster to F“c:
of End Sill Casting.—In order to hth
uniform construction for draft and draf_
attachments, it is important that this ‘;’
mension should be definitely fixed. 5
committee has selected this distance 88
ft., which seems to meet all necess# 1
requirements for cars with four-whee€
trucks.

Draft Gear Travel, Coupler Horn Cle”:
ance, and Coupler Side Clearance: re
Many cars of a length of 40 ft. and m0
are deficient in side clearance for couP:
lers, and we believe it imperative i
the side clearance be increased. EXPe]ro_
ence with cars with the draft gear
cated between center sills indicates
it is undesirable to permit the hor?
the coupler to strike the end sill, “.ned
that all of the strain should be car™’’
through the rear follower into the €&
ter sills at a distance of about 1 18- Gy
low the neutral axis of the center
construction. Until the committee P
couplers and draft gear has had an ﬁst
portunity to demonstrate by test t ¢
some other travel is preferable
recommend adopting a draft gear
with draft gear in place on the €ar
2% in. The coupler horn clearance Shoup'
be % in. more, or 3 in. The total cosed
ler side clearance should be INCT®4..,
from 2% in. to 3 in. In this conne™ ¢
the minimum draft gear capacl
150,000 Ib. is recommended.

Recommendations:—The values
in the tabulation below should be
proved as standard fundamentals £0F
ture design:

1. Height from rail to center of brake g im
L T RN i e e s e 1

. Height from rail to brake beam haﬂsﬂ'u%ﬂ'
fulerum . . ...

. Height from rail bo

give?
¥ ap
fu

(empty car) .
. Heizght {from rail to center plate wwr’zs% in

ing surface .
. Height from rail
bearing . .
. Distance from

[T T T R S )

truck:
Minimum . . ..

CnIntOwNs) Rk bl

10. Height from rail to floor of ref
tor car (minimum)

11. Distance between center sills

12. Area of center sill construction
rear followers (minimum)

13. Distance from center of truck to eV
sill face for cars with 4-wheel 1t 0 i
trucks . . 5
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15 Draft gear travel (on car)
16 oupler horn clearance ...
17, Inimum draft gear capacity ... 1
18' oupler shank side clearance, to .3 in.
19’ praft gear follower thickness 214 in,
* fatio of unit stress to end load (maxi-
20, gaim) for center sills ... .05
™ atio of unit stress to end load
91 im) for draft attachments ... 4
* ¥Or draft attachments the area of steel
In  square inches equivalent to the
21 Mminimum required strength values is:
€nsion or compression (square inches,
2§ grade A steel) 12
* ¥or shear (sq. in.)

%, 1 nside dimensions of box ecars

25 wength . | N 4015 ft.
2. ngth ok Sﬁ ft.
9y Height ", 85 ft

"‘iu ardwood, when used, must have strengt};
€S for times those given for steel.
'VM}“OI' Car Construction Matters. —

cal::rlous enquiries on the subject indi-

fo € the necessity of adopting fixed rules

T repairs to existing box car ends.

i €Commendation:—1. When ends of
IS are broken they should be replaced
th endg specified for new cars.

be 3.2 rules for box car ends should

% dmOdlﬁed by eliminating paragraphs 5

Dine 6p permitting hard wood or yellow

8¢ of steel posts and braces obligatory.
€ revised rules are as follows:

Ne X Car End, Design and Strength.—
endW cars should have corrugated steel
ing 2 Or steel plate ends % in. thick, re-
eql;’.rCed between corner posts with the
bra“'alen_t of either two vertical steel
Ylotcles with a total section modulus of
i €8s than 9; or one vertical and two
8onal steel braces with a total section
horiulus of not less than 10; or three
mo dz°ntal steel braces with a total section
Ulus of not less than 10.
temew- cars may have the following al-
stEQlatlve arrangement: Three or more
ally b}‘aces, two of which run diagon-
TR With a total section modulus of not
thiey, 020 12%, and wood lining 1% in.
ﬂo'gg Concentrate strength at a point near
diag line on vertical center line of car,
eent°n81_braces should extend from the
fmmel‘ sills to the side plates, and not
The S bottom corner to the ridge.
the € attachments for the braces and
mus?embers to which they are attached
fug) be sufficiently strong to realize the
is'.:rength of the braces.
at 1Irlltlgfv alt car ends should be supported
a
the thicknesés.m)t greater than 30 times
haye © 4 by 3 in. Z-bars, 12.4 Ib. per ft.
a total section modulus of 9.34.
a t°t:15 in. I-beams, 9.75 1b. per ft. have
Thy Section modulus of 9.6.
a tOta?e 4 in. I-beams, 9.5 lb. per ft. have
Thre. cetion modulus of 10.2.
a totaee 3 in. Z-bars, 14.2 1b. per ft. have
¥ Section modulus of 10.3.
be ms, d°0rrugated ends referred to may
f one € of one or more pieces. If made
In, th-plece it should not be less than %
Diece ltck, If made of more than one
tha, the lower third must be not less
shom di In. thick, and the remainder
oppeC 7Ot less than 3/16 in. thick.
Requeper and Gondola Car Cross Ties.—
the D:t was made for specification of
Ugeq s OPer number of cross ties to be

i

Re Opper gondola coal cars.
t?’eeﬁommEHdgtions:—The distance be-
hlgh .CT0ss ties or braces in hopper or

20 ti:‘lde gondola cars shall be less than
Cap sides the width of the top chord of
to D!‘ove’ . Consideration should be given
?1& shldmg necessary space for use of
g Ifell buckets in loading or unload-
twee, '+ the dimensions for distance be-
l'equirefimss ties is less than the space
the Yiea for operating clam shell buckets,
Xteng;> Shall be alternated with braces

Ng from the center ridge or floor

0sts and braces, thereby making .
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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 7% 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
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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 shoveled 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,
ete., 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 loe tive
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
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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, ashestos 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, there
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
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lighting of sufficient power and prope’
height to afford a good light on point
where needed.

Analysis of the replies indicates the
widest divergence of opinipn on nearly
all subjects connected with locomotive
house and locomotive terminals; this ré"
fers to design, equipment, maintenancé
and operation. It is entirely natural tha
varying local conditions should develoP
different . systems at locomotive terml
nals, and your committee feels, after 1¢
viewing this subject, that there is little
opportunity for standardizing on
general layout for the reason that, as 2
rule, there is no choice of location, ?nd
the ground available is usually Jimited
both in area and in relation to its Sul’
roundings. It is, therefore, apparel
that the layout of each locomotive ter”
minal is properly a separate problem—
again, the entire problem is largely #
function of the size of terminal, ?he
power handled, the estimated expansio?
of future business, and similar question®
The replies, however, do indicate a de&
cided trend in the last few years towal
improvement in facilities in modern ter
minals, especially in the art of heatin®
lighting, ventilating, tool equipmen®
boiler washing, cleaning fires, coalif®
and sanding. %

It is the committee’s opinion that while
the standardization of locomotive term
nals as to general layout is imposslble
it might be desirable to standardize lo-
comotive house design as to general d
mensions and structural features, i
some progress may be made in the futur
toward the standardization of such equP
ment as locomotive house cranes, rOt‘
pits and washout systems; also in ligh
ing, heating and ventilation. S

The time available has been entlr‘?’;
too short to prepare a comprehensw'
report on such a large, important SE&
ject, and your committee desires to'Oﬁe
the above as a progress report Wi
continuation of the committee if the
sociation feels that this is desirable.

as”

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 1b.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

. of locomotives in territory where

the responses were not as numerous ’:.:
it was hoped, 30 railways answering ax,
representative lines which have had
perience with the mechanical stoker aal
are qualified to make answer from actun
knowledge. We will state the questi®™
and comment on each in its turn. 15
State the number and kind of StOkend
you have and type of locomotive ae.
tractive power on which they are U8 s
Replies were received from several 08,2
using over 100 and one road reports Tlet
in use. The mikado, Santa Fe and M"o
type predominate, with tractive €7,
from 54,000 to 135,000 1b. There WeTE
limited number of consolidations a5 ent
as 51,000 1b. It is, therefore, appa:haﬂ
that to date the locomotive of 1esS %o,d
55,000 tractive effort has not rece:vith’
much consideration as to equipping
the mechanical stoker. yp°
What is the tonnage rating on o%ep
ated? Is there any difference in theé::d
nage rating on hand-fired and stoker" e
locomotives of the same type in the sﬁared
territory? Do you load t}Ix)e stoker-" 19
locomotives heavier than the hand- o
If not, why? With the increased Zne
nage, do they make better or poorer *.
over the division? These questlonssep'.
practically the same but were asked uch
arately in an effort to bring ou ren?
views as would be possible by diffé
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f.:lgns of interrogation. The tonnage
e &ng is controlled locally by gradients
1 type of commodities hauled. The
et del'8nce in rating between hand-fired
jOritStoker-ﬁred_ locomotives, in the ma-
i Yy of cases, is hard to determine, few
t eWays having both types of firing, as
fon stoker came with the inception of
ir‘l’ler power, and prevents comparisons
o 2 made. However, some of the larger
oa;'s of the stoker report increasing
Ing 150 tons on a 2,400 ton train, and
Stok 00 on a 4,600 ton train, with the
I.edel'-ﬁred locomotive, over the hand-
stok on the same division. Where the
mel‘ and hand fired are used on the
tin€ type of locomotive, with one excep-
ance replies indicate as good perform-
Witﬁ can be procured with the stoker,
Wi Increased tonnage, as the hand-fired
reduced rating.
ha &)W does the condition of fire of the
sto ~fired locomotives compare with the
er-fired locomotives when arriving at
lles:,'na]s ?‘ The general answer to this
red 1on, “Better condition on stoker-
. demonstrates that the firemen soon
wil] Ze the advantages of the stoker and
Whicﬁndeavor to carry a light, even fire,
ding can easily be accomplished by or-
of t}fy attenthn. It lightens the labors
labore 1(f>comot1ye crew and also shortens
the as}? pictl.eamng or knocking fires at
in }?O.Sl’our records indicate any decrease
red ller maintenance with the stoker-
hap, d ﬁOcomotlves as compared with the
One ~fired locomotives, in parallel cases?
bOile road notes changes in locomotive
uesl‘ construction, largely in welding
ma deand other parts of the fire box, have
te Comparisons difficult. The commit-
vant‘;hshes to call attention to the ad-
Deratges of maintaining a fire box tem-
i_llre while trains are on sidings
on:’&_for orders, or any stop of the
8'51"8, especially in single track
mehtallon’ that will minimize the detri-
lal‘ge results of rapid contraction in
f&ctof re boxes. This can be very satis-
®ven .Y Overcome by keeping a light,
D Te easily controlled with the stoker.
aYOH use two firemen, or a relief
aneg 1 OF give the fireman any assist-
M&jor'on your hand-fired locomotives?
1ty of roads report “No.”
Stok re what prompted you to apply
tiveg S to particular classes of locomo-
Yeport o ith one exception all answers
l°°°mot' Inc;eased tonnage and size of
Which, ves.” One representative reply
better appealed to the committee was “A
helg aCIass of men can be recruited and
Can des firemen,” another, “The fireman
Sgl¢ +-'ote more time to improving him-
Qiyeg tt e necessary knowledge he re-
]arge g 0 become a locomotive man.” One
freq , ad states “The stoker is consid-
§ ti Positive necessity where coal con-
an Ou°n” averages more than 5,000 lb.
tig 4 c"]- All replies, with one excep-
lapgy, ©a1l attention to the operation of
“ongjg; be locomotives under maximum
Stoke, 208, stating that the mechanical

Wiihls essential.
; kep.g.. ¢ eXperience you have had with
- Trop, " ired Jocomotives generally, and

Views ‘:)ctuﬂl tests, please exprens your
na“m: economy as to amount of fuel
» and efficiency of the locomo-

0 SII.).eed artxg tonm;.lge compared
® b ing, either with run-of-mine
:lder:ggred coal. Naturally in the con-
thiocomoré, of applying any new device to
Shopt. ¢ the thought of economy, by

Cag st r i
V’h{z of th oute, appears, and in the

1 h it € mechanical stoker, the coal
itieet its delivers to the fire box, and in
m o Cef function, being the largest

€Xpense connected with the loco-

CANADIAN RAILWAY AND MARINE WORLD

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 seri-
ious 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-
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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. Existine
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
sefvice Mar. 1, 1920, with following re-
sult:
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committee from time to time by the
manufacturers. All such suggestions
have been carefully investigated, and, if

|

‘ Moun-

Kind of Mal- | Mi- | Santa | Centi-| 12- [ Deca- | Con- | t3IR g

stoker | let | kado | Fe | pede | Wheel| pod |solida-| 3nd |Pacific) Total

1 tion | pawk
Street . . .. .| 424 | 638 | 857 21 3 36 1.497
Duplex . . W 422 1,180 | 441 22 28 20 | 2195
Standard . . L aa0 " PTAsR 36 TR % e RS i A /31
Hanna . . .. % 70 6 ‘ 73 4 169
Elvin . . 19 19
Crawford . . Sl R T ey g 337 938 | 515
Watal, oes ! |2171 | 961 | 4 | 68 | 128 | 4oL | 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

Other

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,

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

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
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of the data. From the study of this daté
your committee will be able to prepares
programme of such further tests a0
investigations that are essential, whic
will be submitted to the general commits
tee for approval, to the end that find
recommendations may be made to

association on this subject.

Snow Fighting Equipment.

W. H. Winterrowd, Chief Mechanlc*‘i
Engineer, Canadian Pacific Ry., read .’_
the Atlantic City convention an indiv}
ual paper on snow fighting equipmel
in which he traced very fully the hlStolg
of snow ploughs, ete., and described the i
various types. The paper, as printé
for the convention, and which contain®
74 illustrations, occupies 87 pages
9 in., so that it is impossible to repr”
duce it in this issue, on account of '’
large amount of space required for Otgst
matter relating to the convention, 1t
we hope to utilize it in future issues.,
deals with locomotive, pilot, push, ng:
spreader and machine ploughs; the C. A
R., the Fuller, and the Russell St?:i—
ploughs; the C.P.R., Grand Trunk Pa -
fic and Union Pacific rotary ploughs; f-s‘
so with flangers, ice cutters, sweepe™’
the operation of equipment, and prevey
tive measures. The whole subject
most exhaustively treated, and the Papef_
will undoubtedly become a standard ¥
erence work.

Atlantic City Convention Reports.

recommends a number of changes 1 the
rules. o
Research Bureau.—C. B. Young, M s,
ager, Inspection and Tests Section, t'he
Railroad Administration. This favors the
establishment of a research bureal; ety
cost to be assessed, in the usual manfy,
on railways which are members of
association. als:
Specifications and Tests for Materl®o,
F. M. Waring, Engineer of Tests, Peom_
sylvania Rd., chairman. This Te‘l’wﬂ.
mends specifications for steel cars; s
er and fire box steel for locomotive edsg
ment; line journal bearings; anned
and unannealed carbon steel axles, 8% ;.
and other forgings; solid wrought for
bon steel wheels; bronze bearings
locomotives; carbon steel axles for “y;
locomotive tenders and locomotive mteﬂ‘
solid and hollow staybolt iron, and
der tank hose. f ticer
Standard and Recommended Pﬂcsup’
W. E. Dunham, Assistant to General Der
erintendent, Motive Power and Car Riv
partment, Chicago & Northwester?
chairman. W. J. Robider, General ;iﬂg
Car Builder, Canadian Pacific RYs "yin-
a member. This deals with the o™
ing of the standards and recomm®
pratice, as recorded for the Master joa?
Builders Association and the Am,erﬁon,
Railway Master Mechanics Associd
and in preparing the manual in the >4
in which it has been furnished rec®ysp.
Tank Cars.—A. W. Gibbs, Chi )
chanical Engineer, Pennsylvania Sys haé
chairman. The committee’s Wor* ,;p-
been large devoted to details fOF nd,
struction calling for improvemeﬂ’d the
as the details ha\rlela not bet;_n setgtll: o
report is principally one of pro
Train Brake and Signal Eq‘ulp“'enua;
T. L. Burton, Air Brake Engineel» \ -
York Central Rd., chairman. This resub‘
mends a number of subjects to
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Mitteq :
standarg? letter ballot, for adoption as

Train Lighti i
ghting and Equipment.—J. R.
810‘“16, Chief Electrician, Central Re-

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

Train Resistance and Tonnage Rating.
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0. 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.

laEt}'le railway supply exhibits at the At-
afralc City convention were, as usual,
Mannged for by the Railway Supply
of ufacturers’ Association, the officers
Vice i)ch were: President, Geo. R. Carr;
Chie resident Dearborn Chemical Co.,
Viceago; Vice President, J. F. Church,
Chig President, T. H. Symington Co.,
Wayagq; Secretary Treasurer, J. 0. Con-
chag Pittsburg, Pa. Mr. Carr was also
an man of the joint committee of ar-
of }g)eYYIents, comprised of representatives
ag‘s(x‘:’_i’-}l_the railway and manufacturers
increlathns. There was a considerable
the :se In the number of exhibits and
agﬂin{:ace occupied was 100,000 sq. ft.,
cipa] §t 93,000 in 1919. Among the prin-
exhibitors were the following:—

Newmerlcan Brake Shoe & Foundry Co.,
brak ork.—Standard patterns railway
SteelebshOES; steel back driver shoes;

o ack engine truck shoes; steel back
freig}?ger and tender shoes; steel back
tive t car shoes; malleable iron locomo-

Tlver brake head and keys.

Alc()merlcan Locomotive Co., New York.
tere Teverse gear; flexible staybolts; in-

€dting valves.
Ec(’;lnerlcan Steel Foundries, Chicago.—
Ste l°mY cast steel draft arm; Davis

beams‘;?V}éqel; Ajax and Hercules brake

Step. o Slmplex coupler; cast steel bol-
ler o Implex clasp brake; Simplex coup-
Pocket; Vulcan truck.

eq Cszoclation of Manufacturers of Chill-
625 Mr Wheels, Chicago.—One 33 in. no.
Ong gg C. B. car wheel for 30-ton cars;
40.t0n n. no. 700 M.C.B. car wheel for
Cay yp, CATS; one 33 in. no. 725 M. C. B.
850 Meel for 50-ton cars; one 33 in. no.
Algy ', C B. car wheel for 70-ton cars.
pmce: moving picture showing various
Irg, cSes of manufacturing the chilled
ing. piatT_WheeI, including moulding, pour-
In aq d_t{ng and drop testing of the wheel.
showinltmn thereto, a series of pictures
Sseg measurement of temperature
¥ in d's to which the wheels are subject-
Banlcated by test gauges.
°°altarett. Co.,, New York.—Carbosota,
Water.> Pitch and felt products; roofing;
DProte, Toofing; wood preservatives; metal
O:tl"e paints.
bojge > Nut Co., Chicago.—Boss lock nut;
and riyetg,

Str
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B
TappVSer & Co., S. F., Fort Wayne, Ind.

“’ibts:{"‘i self-measuring pumps for re-
oflg -orage, distribution and checking
a’;:lli similar liquids; paint handl-
N Xing equipment.
Yalv:'sne Co., Chicago.—Locomotive brass
lon ﬁt’t.l‘allroad unions and railroad un-
9com°t’."gs; locomotive blow-off valves;
t‘lngs_ Ve pop valves, brass railing fit-

avij .
Py "\i8 Boring Tool Co., St. Louis, Mo.
sho. 2f Davis expansion car wheel
ad.‘lstap boring tools; Davis micrometer

%)&visble reamers. .
}}-J.\ ‘BOUrnopville Co., Jersey City,
Mg oponeral line of oxy-acetylene cut-
I)Dearb Welding apparatus.

Carhop 2 Chemical Co., Chicago. —
gre"entin Water treating preparations for
ond- anr} of scale formation, corrosion
Xiq oming in locomotive boilers; No-

_Electr-st é)re‘f_entive.
fhia, ' Service Supplies Co., Philadel-
| Shts o0 den Glow locomotive head-
stt(,ne €et metal and cast iron types;

urbo generators; golden glow

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, I1l.—
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; ashestos 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 ecar 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. 385 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., Pittsbuirg, 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, Il.—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
IP;cower and Car Department, Grand Trunk

V.

For members of General Committee:—
J. 8. Lentz, Master Car Builder, Lehigh
Valley Rd.; H. R. Warnock, General Sup-
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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

July, 1920-

modifications are made in sections (k%
and (o) in rule 3 of the 1919 Rules ¢
Interchange: Rule 3, Sec (k) modified
read as follows: “After Mar. 1,1910, 1
car will be accepted in interchange unlesg
properly equipped with TUnited Stal._
Safety Appliances or U.S. Safety App!
ances, Standard, except cars moV! g
home on car service orders for equ}PPlug
with safety appliances. Cars vylll no;
be accepted from owner at any time “ﬁ’
less equipped with U.S. Safety AP =
ances or U.S. Safety Appliances, Stal
ard.”’ -
Rule 3, section (o), modified to re8d2
follows: “Cars built after Nov. 1, 1973
will not be accepted in interchange uR
less equipped with 6 x 8 in. shank A«*
A. Standard Type D Couplers.” s
This circular should be considered “e
a supplement to the Rules of Interchﬁ“gl]
and necessary instructions issued t0 '316
concerned. These modifications t0 B¢
Rules of Interchange will be incotpor’;s'
ed in the next supplement to these rul

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-
chanie, 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, 18717.

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, 18717.

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

C. 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-
hg,;ré, born at Thamesville, Ont., July 6,
1 "

T. King, Superintendent, Detroit Divi-
sion, Western Lines, G.T.R., Detroit,
l\%xé:;x, born 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,
Trunk Pacific Ry., Prince Rupert, ¥
born at Montreal, July 31, 1876.
H. D. Mackenzie, Master
Canadian National Rys., Edmunds 929,
N.B., born at Churchville, N.S., July

1864. per”
M. H. MacLeod, Vice President, OB,
ation, Maintenance and Construc

Canadian National Rys., Toronto,
in Skye, Inverness-shire, Scotland,
13, 1857. gt
J. M. Macrae, Assistant General F1€ o
Agent, Canadian National Rys., lJuly

peg, born at Stornoway, Scotland,
1

31, 1884, L
W. G. Manders, Assistant Frei#

Julf

d

Traffic Manager, Canadian Nationa onts

Winnipeg, born at Owen Sound,

July 24, 1876. bk
Neil Marple, General Foreman, Mboﬂ‘

gan Central Rd., St. Thomas, Onts

in McKillop Tp., Ont., July 1, 1860: nd-

J. E. Morazain, General Supel'";iongl
dent, Quebec District, Canadian N# 2
Rys., Quebec, born at Wheatland;

July 31, 1875. 3 A48 B
P. C. Perry, Assistant Resident i
Re! ruly

gineer, Grand Trunk Pacific Ry
Sask., born at Fort William, Ont-
27, 1889. gt

R. E. Perry, Assistant General Freogt'
Agent, Canadian National RyS. 1376
real, born at Drayton, Ont., July 5 adi?

G. G. Ruel, General Counsel, CanJomh
National Rys., Toronto, born at St
N.B., July 5, 1866. Mal

George Stephen, Freight Traffi¢ ront?
ager, Canadian National Rys. To
born at Montreal, July 5, 1876. o

H. G. Studd, Auditor for EuroP®am
g., L?Im}on,l Eng., born at Totte 2

ng., July 10, 1883. 4

Sir Thos. Tait, President, Fredettf
ton & Grand Lake Ry. & Coal C0x Iy o
real, born at Melbourne, Que., Jus
1864. ] af

M. M. Todd, Vice President pg?
Treasurer, Grand River Ry. an
Erie & Northern Ry., Galt, Ont»
there, July 22, 1891. inee”

H. B. Walkem, Assistant Bt
C.PI.R‘.I, l\lagcog\é%lé, B.C., born at
real, July 31, .

G. A. Walton, General P‘.:snei it
Agent, Western Lines, C.P.R., Wi o
born at Montreal, July 17, 1881

R. H. Webster, Commercial pic“ﬂ'
G.T.R., Moncton, N.B., born at ™
N.S,, July 2, 1885.
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Canadian Northern Railway Co’s Annual Report.

re;l;he ,Canadian Northern Ry. Co.s di-
holdors report, addressed to the share-
tureers’ has been issued over the signa-
lows_f D. B. Hanna, President, as fol-

thé‘f:tentlon is particularly directed to
°Deraatc't that this report covers only the
Railw lons of the Canadian Northern
nadiaay lines, forming a part of the Ca-
hn National Rys.
nu: directors submit herewith the fifth
the ¢ report covering the working of
the yanadlan Northern Ry. System for
Grog, ggfmgnded Dec. 31, 1919.
il

pf:;;}?zer tratt”. :
E"Dresz traffic . 39,175,552.09
iscatyes, Mail and 1,588,902.18
Im&!’est a;‘(lis SOONINER,  foirsdens iilsios 2,022,014.84
and othey sll).lli?s‘:}ésia:m?o by

IVEStIments, ete. oo 1,791,752.61

$10,775,708.46

g’i"!‘ki $55,353,930.18

g ex
re Xpenses ... $60,034,023.92
ren(::iqumment, taxes,
lane‘ms and miscel-
charges ...... 1,020,553.96
Deﬂ —$61,054,577.88
cit
e o $ 5,700,647.70
Tog B tiarges I 19,969,710.36
d .
The efleit | $25,670,358.06

of the total mileage operated at the end
9’5665 year was 9,685.7 compared with
1199° 8t the end of 1918, an increase of
operat.mlles. The average mileage in
6369, on throughout the year was 9,-

Ober+:
by ggrgstmg Revenues for 1919 increased
The 1»252,165.66 over 1918, or 13.22%
Pa"““zecrrezi%‘si were derived from
2,951,264, .
%erht. tratfic ., 3150, 69.05 323%

e 861,219.01  31.32%
Dagg, affic  Movement.—The increase in
Wit},engel‘ earnings in 1919 as compared
of 1218 is due in part to the removal
Way yottictions on travel applicable to
Mepg 'Me traffic, augmented by the move-
arequlo roops for demobilization. As
Den({en: of the cessation of activities de-
f:neg ™ ;’;;1 thg war, and the consequent
bu?-utiol’ls, foo()dsglof;'emr?ent odrdeig's for
: ‘g:ss took place si’n et}clg grstechgig (]);l
10d o¢ 4" This was inevitable in a per-
logg - Pansition from war to peace. The
J‘lly él freight tonnage from Jan. 1 to
the” ¢} Was 1,500,000 tons, after which
loig 2““age showed an increase over
Veg,' 0 the extent that by the end of the
to 850 ; et loss in tonnage was cut down
ihe'si{;uiz.ton_s- A gratifying feature of
e"“‘“eas 1on s the additional long haul
Teage o Which is indicated by the in-
t&nce Of 23 miles in the average dis-

ile $3¢h ton of freight was hauled
fgld bu]irl‘gi"ements of live stock, lumber
mg:cyear’ ?}%e I(lllate_arial show gains over
thesenaneous tedfli?es in grain, coal and
Ay Baing, resfx‘liti nc _molre thi?l; offset
MR manes g in loss of tonnage

o\ oned as compared with
hel]the 10: decline in coal traffic is due
T Car(sl' of shipments from Drum-
0{{ anq Alﬁ' and Wayne during June,

he 1 AUgust, caused by the strike

- 1 BergieTS in the Alberta coal fields,

gy V71,0 Xpenses.—The increase of
e::lr]y alfi’gs in operating expenses is
&q dlarge inue to higher wages. The gen-
of Qul'ing lgreases in rates of pay grant-
hl‘tdYanceg 18 under the McAdoo series
Vo, In tp o Which were reflected only in
g, eNde D°Deratmg expenses for the
int In ths “¢C. 31, 1918, show their full
Sy, lcrease d Year’s figures, and the total
Uyidlemep s DY the effect’ of additional
taq o3 issued during 1919 by the
tate : BRIy o
$ 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 ne. % 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 256% 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, ete., 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 5% % 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, Ono-
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 Fald-
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

resent improper relation between earn-
ings and expenses have been stated. Un-
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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
1t;o be of great benefit to the national sys-
em.

Traffic returns since Jan. 1 indicate
that tonnage on your lines is running
about 8% % 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
Drumbheller and Munson Jet. has been
completed, and the output of the 23
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mines in the district is being distributfg
to a constantly widening field of ¢
sumers, with increasing gross revenué
your company. ; pat
It is a matter of congratulation th%
the Prince of Wales has chosen the P“rs
chase of a ranch in Western Cana .a_
one means of practically identifying hi?
self with Canadian development, and.
a permanent reminder of his first lset
to Canada. Your directors can}lot
this opportunity pass of expressing fol-
hope that the royal example will be
lowed by many from Great Britall nof
only in the matter of making a tour o
Canada, but in acquiring property herin,
Your directors feel this can only resuu.si
good for the Imperial cause. The ¥
of the Prince of Wales to various 90“;5,
on the lines of your system was succes
fully accomplished, and the entire U2
dian tour was one unbroken success: out
It is with the greatest regret that ¥’ o
directors have to record the dea LD
Jan. 24, 1920, of Z. A. Lash, K.C., L&
Senior Counsel of your company: m
Lash, as chief legal adviser of the ¢ le
pany for nearly 20 years, gave myal“ﬁur,
advice and counsel to the executives * ¢
ing the construction and developfi
period of the railway, and extended {ime
service to your directors up to the
of his death. diret”
Organization and Staff.—Your 1
tors are glad to report that the el
rangement of official personnel, and % of
eral amalgamation of staff with tha

v:
the Canadian Government Rys. has Psy,,
ed to be most satisfactory. The tW0 i

tems have worked together as oneé i
there has been the fullest co-oper®iyj
between employes and managemen® nks
the board desires to express its the
for the loyal and efficient services
ered during the year. no

Income Statement for year ended Dec. 31,
Revenue . . .. ...$58,562,177.57
Subsidiary misce us

1,791,752.61

ATNINES . . .uccrcssinns 930.1’
Working expenses é..f...$60,084.023.92

Taxes, rentals, joi i 8
cilities, ete. ..o 1,020,553.9 61,054’571
647

$55,35

Loss on operating.... $ 5,700

Fixed charges— 3
Canadian Nort!
o 8,012,969.65

Affiliated Companies. 4,895,112.71
Interest on demand and
short term notes &
loans—
Government . ...
Other (net balance).

6,939,373.68
122,254.32

19.959,'11"“”
Deficit carried to profit and loss

statement . . $25,

Profit and Loss Statement, Dec. 31
Deficit on income ac-

count for the year...$25,670,358.06
Discount, ete., on fund-

B0 THEBE SRl Rl 472,682.09
Delayed income,

and credits, debit w’
~ balance . . 1,324,711.98327'“7,1

Deduct surplus brought forwardﬁc.//

Operating Revenues. ty
% 1919 Class 1918 1e
20.12 $10,775,708.46 P er . . $ 7,824,444.44 e
73.14 39,175,552.09 Freight . . 36,735,869.46 "“
.70 374,926.26 Mails . . 245,187.12 ’:‘5
2.26 1,209,645.65 Express . . 964,617.55 M-"
3.78 2,026,345.11 Miscellaneous . . ecccssisssnsmssrsesssses 1,539,893.34 1
100.00 $53,562,177.57 TORRE g spsvsbe shibpims Khbvsnsemd itasansrnioh ool $47,310,011.91
Operating Expenses. ’tﬁ
% 1919 ass 1918 i
26.49 $15,905,058.62 Maintenance of way and structures.. $ 9,060,264.79 §
19.27 11,569,896.52 Maintenance of equipment ... 8,498,673.11 “j
1.72 1,031,282.13 Traffic exp . 3 97,181.68 1
48.31 29,002,877.63 Tra rtation exp o 28,907,348.28 ﬂ
1.60 958,449.37 Miscellaneous operations. . 576,071.12 ”,0‘
2.61 1,566,459.65 General ex p 1,223,410.96 1
100.00 $60,034,023.92 Total . . $44,062,949.94 @
Summary of Revenues :
% 1919 Class 1918 ol
$53,562,177.57 Operating revenues . ... $47,310,011.91 i
112.08 60,034,023.92 Operating exp a 44,062,949.94 '00-"
—1-%‘2).?)‘8) —6,471,846.35 Net T grrninge: . Jedllfslaiiiaiiag 3,247,061.97 1
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31, 1918 |

Tox?eld deficit at Dec. 31, 1919, car-

to balance sheet ... $9,585,527.52
Description of Freight Carried.
1919 1918
’J&li;: sacks (100 1b.) .......... 8,978,640 8,904,498
iy swbush. SR LA 91,373,574 93,985,078
Logs "¢k, head (all kinds) 834,991 654,583
pi,ewﬂnd lumber, ft. (m.f) 1,928,698 1,614,829
cm’m RS .. Gt 329,138 362,118
ey
Ston .S , Material
n N
3 . 34,076 29,794
.. 3,142,961 4,048,065
25, Expenses and tI;Tst Earnings per mile
an AVe}'&ge e Net
omlles Earnings Expenses Earnings
1917 Oberateq
g 9433 $4,396.27  $3,607.19  --$789.08
1919 9.452 5,005.29 4,661.76 - 343.53
,636 5,558.55 6,230.18 — 671.63

toTII,’e amount required per mile of road
Iilles;ly fixed charges (including leased
19187 was as follows:—1919, $2,072.41;
) $1,093.60; 1917, $1,695.24.

Nger, Freight and Miscellaneous Statistics.

P
P‘:;ehger Rraiss 1919 1918
ing g:em carried (earn-
"lenge Venue)  .......ne 4,925,547 4,114,965
pMile TS carried one
"!eng' L e 344,773,029 288,067,800
4 Mile :"8 carried one
Tve,.age ?ll'. mile of road.. 36,256 30,477
Aot,, DasslStance carried.. 70.00 70.01
Ve, . enger revenue $ 9,629,460.01 7,128,141.55
A‘?Q, Da::;:unt received
® Re ey $ 1.95.50: .78.225
Der = @Mount received e A
Tmﬂe x Dassenger per
Scoeiriails .Cts. 2.793 2,474
ain 3
EIBEDT 18 1551w+ vosshtonssoss $11,811,612.85 8,783,084.63
&;‘gm e, 1.53.575 1.28.903
8. ton, §
eny, S carried...... 12,439,314 13,289,641
&vmue e. tons carried one

en s RN e 4,046,023,363 4,021,275,
Amﬂg‘l ﬁbetons carried one B
"hge d’_‘ mile of road 425,472
One istance haul of
T ton
302.59

Avey, Treighy * 325.26
101;4 e nmounrevenue $88,276,419.06 35,674,816.63

425,442

t received
A o o
1::,'“ e il $  8.07.705 2.68.441
Totay Mile . e Per ton
v ri!nkgtl:eight t a(i-::s-‘ .946 .887
NI ---$39,010,667.80 $36,719,136.76
Tel‘:i train lll:lileearnmgs
kﬂ,,g: R T — $  3.34.877 3.24.220
Mﬁ'&in. : of  passenger
W{EaRe of 7, o % 5,864,271 5,044,607
B%e op cight traing 9,822,281 9,556,238
Ypi\Dengeg Mixed trains 1,826,898 1,769,124
“tennneeber traffic train mile—
Waipctures” °* Way and
; LR T 89.45 54,
T,{‘g;t .,,.ce. equép_ 54.67
& expanin ts. 65.05 51.12
"Ii]n?"fation exl.).;ﬁg;s; 5.82 4.79
hi:""“::mtio 1.61.96 1.43.69
o 0.11 -
*Ta] o, 5.34 3.52
t),‘;r"tnl 8.51 7.10
g TR $ 3.36.24 2.64.89
. .64,
Ph“’tﬁ of Electric Lines not included in above
% ® Tine Statement.
2 r"’enn" % statistics—
Otg] NUe) ‘l’l‘ied (earning
A 11,281,694 6,036,625
Torehyg 3 o
Lomg e 909,985.72  504,319.84
Trejgp, Carried .. 383,130 409,704
9'88 € tota] o $ 280,489.07 $252,756.20
1835'7- Vi Mileage operated in 1919 was
%-1: joing; owned by C.N.R. Co., 9,-
Yy 3Paciﬁc lil_lnnxng rights, 155.3; North-
3, Ines in Manitoba, leased,
C =i
011 onlw !
Wa] :
tayiy ! Bridge Assessment. — The

g, Wa]; mC®Islature has confirmed a
:;lt betv;l;p- bylaw validating an agree-
of ti& en the township and the Ot-
G%De assey ork Ry., fixing the amount
Ri\re:ny’s beent of the portion of the
Vag,. at C;‘ ge across the St. Lawrence
8, ™wall, at $150,000 for ten

17,932,224.61
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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 Commissioners at the sessions
at Ottawa on Oct. 8, 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 publie, 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 muniecipality; 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 diserimination
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
muniecipalities 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 neiughborhood. 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 ingpection 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 =0, 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.
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The West Indies Cable.

When an item of $38,933.33, for .Wesff
Indies cable, in the estimates for this §7
cal year, was under discussion in i
House of Commons recently, WD‘:hé
M.P. for Lunenburg, N.S., asked if %
government pays that amount tov_Va"
cable service with the West Indies

Sir GEORGE FOSTER replied: er_'
I think about eight years ago an ”;1-,
rangement was made between the B i
tish Government, the United States GOV'
ernment and the West India Islands G
ernment, which had two things in Vi
an extension of the cable service, al¢ o8
cheapening of the costs of that Sel“”ed
The subsidy that was given was shal
in equal proportions by Great Bl'lt?or
and Canada. I think if was $8,000 5,
each, and the West India administrd ;dY
contributed $10,000 a year. That subs A
has yet three years, I think, to run[')oﬂt
cheapening in the cost was broughta this
at once, and has continued up toHali‘
time. That cheapening runs from the
fax and other Canadian points, all 1l
way through down to Bermuda, %
through the other lines down as fart,ef
Demerara and connecting all that "“hag
rim of the islands. That service
within the last two years been a have
deal troubled and interrupted, and I o
had the fullest explanations and ! et
mation with reference to it. The Gy
vice has been intermittent, and the “
dition has been extremely annoymgd it
business men, but on the other hanuck
has been up against the hardest ith
that I have known in connectioll Zior
the service. Owing to the war, anc PO
circumstances, it was absolutely ‘mwgs
sible to get repair ships, and tha con”
where the trouble arose. I got lntooﬁce
munication with the British Post ““g
authorities, who manage the servi®
far as Great Britain is concerned, ge in
thorough examination is being ma ne of
to the matter. That also will be s
the questions which will come up ¢ g i
cussion when our conference me
Ottawa. Jad to

Mr. DUFF said:—I am very gbe e
hear that the cable service will P% g0
sumed, because for the last year g e
it has been very unsatisfactory- “gr#
times it takes as much as a week st
cable to go from Canada to the aﬂd
Indies and the reply to come bacs{ne!"
that seriously interferes with DUSqef
It is absolutely necessary for butth*"x
men that their cables shall arrive sy o
destinations quickly, so that the¥ g
get replies as soon as possible: ary w0
petition is keen, and it is necesssaﬂin‘
catch the steamships that are Indiﬂ’i
between Canada and the West Iy ge?
and sometimes the cables are °¥‘]B
24 hours before the steamer $8!
Halifax or St. John.

tsv
Grain Inspected at Western poi

by 9
The following figures, compiled %m

Dominion Bureau of Statistics’ Igge i
Trade Division, show the number 4

of grain inspected at Winnipeg 2%4 (
points on the Western Division d Me
May, and during 9 months en

31, 1920 and 1919:— gmily
9 mons* o
toMay  8h

31, 1’,‘,'5
foz0 1020 g

Canadian National Rys... 8,854 48'789 1"5

Canadian Pacific Ry. .. 2,757 65'021

Grand Trunk Pacific Ry. 654 19.584 /"‘

Great Northern Ry. ... 39 //9 1”'

Totals . . .o 1,804 18417

5%
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Cong; N8 Were exceedingly crude, by a
& th’él.lous series of improvements rea{h-
_gcident Present degree of excellence. Co-
4 ;l'e With this great physical change
elg V
;v‘!’yi:gll‘i.ent in methods of operation,
%aéd rom' time to time as traffic-in-
Ay oneand conditions altered.

Way fielq Surveys today, the whole “rail-
on this continent, and considers

a8 naturally and necessarily a

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 mot
the oldest, is the American Railroad As-
sociation, which was organized in 1872,
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Railway Operation and Maintenance Under a Divisional Organization.
Vg:t’ By Alfred Price, General Manager, Eastern Lines, Canadian Pacific Railway.
the OHI'tlh.the very early days of railroading the number of miles of railway under its object being the discussion and recom-
yu}ilfe; for ax:S lcontment there was no necessity operation, the extent of the territory mendation of methods for the manage-
tds can’ ime aborate official organization. One served, and the prodigious sums of money ment of American railways. Probably
ar of operag}ne that the rules and methods invested in property, material and equip- the oldest organization og the kind is
s imily ation first adopted were somewhat ment, it is almost impossible to realize the Master Car Builders’ Association,
yes: eros to those now in effect on rural that the first railroad in the United formed in 1867. Its objects are the ad-
ar h nulcblmes. The trains were then few States was built only about 90 years ago. ~vancement of knowledge concerning the
?ﬂ- tol‘ilymh er; they cannot now be satisfac- Since then, not only have the achieve- construction, repair and service of rail-
o locon, t?‘ndled on single track lines. The ments in railway building been stupen- Wway cars, to bring about uniformity and
iV the la(t): ives weighed from 4 to 6 tons; dous, and the improvement in equipment interchangeability in their parts, and to
1e12 The 2test achievement weighs 427 tons. and facilities marvelous, but the organi- adjust the mutual interests growing out
d 5 QOaChléaSSenger cars were simply stage zation which has been developed to han- of their interchange and repair. There
nrced elegans coupled together; they are now dle the immense traffic over an inter- are also important associations, repre-
wre! Were o palaces on wheels. = The rails laced system of rails, with its compli- senting all branches of railway work, in-
wt Strap, | ort wooden beams, covered with cated movements, has been amazing. In cluding maintenance of way, car service,
'fon mechau:on’ and after a short use failed this development each railway company railway telegraph, railway- signal, pas-
tio they nhically under 6 ton locomotives; was at first a law unto itself and worked senger traffic, freight traffic, accounting,
sidy are now from 30 to 41 ft. long, and independently. All roads were not built baggage, stores and claims agents, which
. ’% discuss and legislate upon the various
sol matters over which they respectively have
th# Penbian jurisdiction. Through the recommenda-
fal tions and decisions of these associations,
th; T agreements have been reached on almost
al : every known railway subject and almost
: ”’f. Vice every article used in connection with rail-
Uht:s President way construction, maintenance and oper-
ation.
’0"2 : Upon one subject, however, no agree-
8% General ment has ever been arrived at. Both the
o Manager divisional and the departmental organi-
set” zations are in effect upon railways that
coa, are known to be efficiently and economic-
it ally managed and neither system is with-
d k out its champions. It is believed by some
lu.zh successful railway executives that the
mer maintenance of way department should
tbs_ be under the direct supervision and sole
po control of men who are technically train-
Wﬂf ed engineers, and that the track and
:orﬁe bridge maintenance should be something
'ﬁso entirely separate from the operation of
2y the railway. Similarly it is their opinion
ldiﬁ' that the mechanical department should
af be managed exclusively by mer having
b had a thorough mechanical training and
dli,; that there should be a well defined line
i of demarcation between it and the oper-
10 ating department. The theory is that,.
15 i in this day of specialization, the right -
40 (Dwision) principle is to have experts in sole charge
e of the three important departments, op-
'mp -erating, maintenance of way and me-
Dtegt chanical, and that they should be handled
‘:nd as separate entities.
s Organization has been defined as “The
e : systematic union of individuals in a body
J,ei; Whoii ofﬁfcers, agents and (;r}:em%grs wo;k
o together for a common end.” Those who
o ! favor the divisional organization believe
qﬂg A Railway Operation and Maintenance under a Divisional Organization. ;g:]tor? ez‘ﬁge:eg:ltieil&e :F ttahl:aﬁll:e:) )ilma
‘ % ¥ %
iiest' heaft’“}fde of steel by the Bessemer, open to the same gauge, and the interchange portant departments referred to above,
g olq da Or other processes. In those good of cars ‘was thereby rendered impossible. and that by such an organization “the
ot °°lnm°ys the trains were known as ac- The necessity of standardizing the gauge officers, a.gents“and members” are much
Wepg - ace, o0 trains. The passengers was therefore recognized. Every rail- more likely to “work together for a com-
that thecomm_odating, for it is recorded ~way ran its trains according to the local mon end” than if the departments are
até on ﬂteey habltug,l]y alighted from trains time of the city in which its head offices kept separate.
tothe sD ascending grades and climbed were located, or on some other arbitrary The departmental idea is carried a
) Senge,.UMmits on foot; the modern pas- time.. The various railways had their great deal higher up on some roads than
ﬂ:] Tth ‘)}?Ject to climb even into upper -own system of operating rules; and in on others. In some cases the general
il nl\lltip'lie d ut as traffic increased, trains - giving “sug'ng’ls by hand or lamp, what superintendent, besides being in charge
od. o locomotives and cars were en- was a “stop” signal on some roads was of operation, controls all maintenance
ﬁeht > and all railway facilities, equip- a “proceed” or “back-up” signal on and mechanical work on his district, the
i appurtenances, which at the others. : 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
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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 indieate 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,
ete, ete. 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., ete.
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., ete. All three officers re-
port to the genmeral 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 mueh 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
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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-
ni)ailn 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 .Whlch
officers in the lower positions receive: >
man occupying the position of ge%znﬂ
manager, or general superinten
should not only know something the%‘:ut
ically, but a great deal practically, ainzs‘
the maintenance of track, bu di ves;
bridges, signals, cars and locomot‘ﬁon
besides being a competent ‘crza.nqul'fr"'this
officer, and the best way to acquire,
general knowledge is to be placed 1‘;ﬁ_
position to gain the practical exP o
ence. A superintendent given suc ot
opportunity will naturally make 2 u];ose
capable general officer than one W it
training is confined to one departm e

It has already been stated that SO 4
railways are being efficiently an he
nomically manager under a departmé allf
organization. The question natﬂrro_
arises “Would still better results be %’n
duced under a divisional orgamzza,tlofore

The foregoing paper was read bffalor
the Central Railway Club, at BU
N.Y., recently.

Limited Liability for Loss of
Baggage.

of
Commissioner Boyce, of the Bomi‘]iow‘
Railway Commissioners, gave the fo nd
ing judgment recently:—Apphcatl‘iMcg
made by a firm of solicitors for & 8¢
as to the legal interpretation to be Py,
ed upon the Baggage Regulatlons& sire
3 (b) of General Order 151. They it
to be informed as to whether the s
of $100 for liability for loss by the Jie
rier is applicable to all manner O opi
in respect of baggage. The board’s olin
ion is sought, presumably as a Prceed-
inary to the institution of legal pro ould
ings in a provincial court, wl:uch etd”
involve the construction and interP i
tion of the regulation as regards Pa% .
ular circumstances under which i}he.s 10
occurred. I am of opinion that it lthi5
part of the functions or duty ©0* i
board to give such opinions or leg2 4
terpretations for the purpose of 'f‘ho’e
ing or supporting legal claims. boﬂ’d'
functions are of courts, and this of
whose functions are administrative, oy,
advisory, should not appropriate d i
This has long been the practice an nl; .
ciple adopted by this board. In @ .
orandum, dated Nov. 11, 1907, T€ ryief
ville Ice Company’s switch, the then
Commissioner (A. C. Killam) state gite
while the board is always willing t0 tat
information as to the contents © o the
utes to which parties may not nsid‘
means of convenient access, he €9 it
ered that it should not undertake tgs e
legal opinions as to parties’ righ exﬁet
der circumstances stated to if, "
where it became mnecessary for it ¥y
o in dealing with applications and d st
plaints coming before it in due e
for adjudication; that in the PaIiof
case submitted, rights and ob«hgatw'
the parties might be affected b ‘n'dwt
stances not known to the board; @ 4
the board could not properly un
to advise in the matter. i pun;
The Commissioner then cited & "gpnd
ber of similar rulings by the | M’”
coneluded as follows:—The &PW
should be advised that, for the Tt
given, the board is unable to comp!y

their request. *
The Union Pacific System %ﬁ

th!(’iee offices in Canada, for bofﬂ;‘ 7

and passenger purposes, as

Toronto, G. W. Vaux, General G‘ﬁﬁ:‘

Calgary, Alta., L. J. Canfield, Euio“’

Agent; Vancouver, B.C, F. S
General Agent.
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The Locomotive as an Investment.

By G. M. Basford, President, Locomotive Feed Water Heater Company.

The following indivi 3
X ing individual paper was
I‘g:d at the Sec. 3, Mechanical, Conven-
W American Railroad Association:—
7no£'°re Ton Miles per Hour.—The loco-
Uve is a big investment, and it must
oth:O considered and so treated. In mno
hag T branch of engineering development
beenso much progress and improvement
in ¢, made in efficiency as has been made
ent € Steam locomotive during the pres-
mengfﬁcml‘ generation, and the improve-
S has just begun. If all new and all
‘eientmg locomotives are made as effi-
ma as the best, and it is possible to
ande them_ nearly so, private ownership
% OPeration of railways will be put in
efﬁciway of success. But, no matter how
itg ent the power unit may be as ‘a unit,
the Ogleratlon must be such as to obtain
the enefit of the possible efficiency for
hOurMammum number of ton miles per
v s.l Mqre ton miles per hour is the on-
°thea Vation of the railways. Among
Otil\'r things, this calls for the best loco-
QUickes and the best use of locomotives,
tion far}d continuous movements, reduc-
mento idle hours, quick terminal move-
maini’ improved dispatching, improved
air €nance and repair facilities and re-
rmEthods, also fuel and labor saving
cal SOfVements of every possible kind. It
mOtiv or resourcefulness in keeping loco-
anq € wheels turning most continuously
stmost effectively.
ha?;am Locomotive Here to Stay. —
day tﬁ"EI’ we may have in the future, to-
ta] inﬂe steam locomotive is the most vi-
tion,  sence in the progress of civiliza-
Meet; ts possibilities for assisting in
fllturng the problems of the present and
bati 0: lgy reducing the cost of transpor-
Whe lie beyond the imagination of all
4 imave not made a careful study of
Creag; Provements now available for in-
Whmg capacity.
the enever you wish you may put on
3 ance i i
§ *¢ and particularly an efficiency
han Iboint, will hold their own with the
op 5q 0N-condensing power plants on land

'fomi‘ails locomotives that, from a per-
d

8 gy 22t You may at any time produce
flb‘“r%“’bar horsepower per hour for 2.25
Ty coal at the speed giving the maxi-
is ho#’(’wgr of the engine. The problem
oy, &  make all the locomotives in this
Set, h? approach the standard already
&8 thar to make the best use of facili-
k’eepa?'; are already available, also how
‘ abreast of further improvements.
a illb'jr Speaker innocently suggested as
io o;‘?t for this convention: Moderniza-
Wbmb t_EXlstmg‘ locomotives, a study of
iy ofwe operation from the point of
a large investment, believing
. ¢ the greatest problem before
g Withour general c¢ommittee honored
tiyg as . he request, which is as effec-
:&eﬁman order, to do it myself. I ap-
Culgy, s the responsibility. The only dif-
t}{" to make the facts clear and to
mpa. case strongly enough.
g“'lbhl\qe of Overhead.—I have said
bi = comotive must be considered as
'°°“’§im Véstment and must be used ac-
of It has been stated that the
ayy g Gt}ocdmotives used on our rail-
Maghi 50% of the total value of all the
Iy of 3y, implements and tools used
x> tilthe other industries in the coun-
ang "N eﬂris equipment used as efficiently
ectively, when it is used, as is
&sb’““ s Talehey cavepu abogt Bl
,000 1S y careful about his
€y %uand $100,000 machines to keep
8y. If he does not, he goes

= g
L P
g

o'

“f“g

A manu-

“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 mgkes 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 mien 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. g‘hey
reveal the fact that those built most re-
cently are up against a serious handicap.
They must earn several times more than
their 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

andicap 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
opérating officers have come to their high
places with sufficient knowledge and in-
timate eontact 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 implofed the mechanical offi-
cers of American railways to compel the
locomotive problem to take its proper

lace in railway organizations and there-
fore in railway operation. For years the
speaker has urged a more commanding
'{)051_1_;%:1 for the mechanical officer and
he mechanical department. In the pres-
ént erisis this means more than it ever
did. As a matter of course, traffic, ac-
counting, legal and sometimes purchas-
ing responsibilities are given récognition
and high standing by being administered
by officérs 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
261 % 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 thah a cheap one, which
is wasteful in its workings. Railway
executives have realized this point in
eléctric 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 bést pos-
sible économic 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
thachine. 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 argumients the strength of
which is mads cléar 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
money-making improvements out of his
appropriations. The president always
defers to some authority in mechanieal
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 wunbalanced 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 890 1b. 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
uality 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
91% 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-
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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
mednt 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 ecyl-
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
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the task before them if they were asked
to explain to a successful manufac
the reason why this has not been _donie;
How often a 12 or 15 car locomotive
seen on a 4 or 5 car train. This happ 7
on roads having hundreds of locomotive
that if modernized would handle li& 1
trains economically while the big Opng
do not. This is somewhat like tul',mis
piston rings in a wheel lathe. This S
difficult for a manufacturer to unde
stand, especially when it is so easy
bring small, old engines up. to date. i
What Has Happened to Some Locom 3
tives.—Turn to page 55 of the proceé
ings of this association for 1917 to 5%
how a single modernizing factor cha."ge
ed the maximum power of a locomOtlvn_'
By applying this improvement to a €
solidation locomotive on the Blg_Foa,,
Railroad, the power of the locomotiveé j
27 miles an hour was increased one- o0
The speed at which the locomotive P
duced its maximum power was stePP.li_
up 42%. This is typical of the pOsSlbls,
ties on other locomotives with COfriu
pondingly greater improvement when
the modernizing factors are applie Po-
Not long ago, one of the largest the
cific type passenger locomotives 1 !
country gave up .its train because 0 ok
loose tire. A 20-year-old 8-wheeler t?;he
the train of 8 steel cars 40 miles into the
terminal in time to save refunding
excess fares. The little 8-wheeler
been modernized. The locomotive Bese
said: “The bosses don’t know what ¥ do-
modernized little locomotives will e
They do not know what we have to WO'C
with, and they do not use the old lOcorﬁd,
tives as they should after they are nllook
ernized. The tendency is to over this
their possibilities.” Due in part t0 "’y
experience, thirty more of these S ing
locomotives on this road are now b€ ps-
modernized as they go through the sho! 45
When one of our big railways v
considering the application of a fuel for
ing and capacity increasing factor aa
modernizing existing locomotives ot
improving old ones, the problem of ke
ing one of its important passenger traid
on time was pressing. The regular ool
had, six passenger and one parlor Jule
and was hauled on a very fast sche ive
by a Pacific type saturated locom?
which usually was unable to makeloco_
schedule with nine cars. One of the that
motives was modernized in the hope test
it would handle 10 cars. In the ﬁrﬂth of
the train had seven cars. On eac ondl
the following test runs one addifti%i,
car was put on until the locom‘; e
handled 15 cars on schedule time. 1€b %
here make record of the fact that 0P%y
our great railways declined to eVe.ll‘ its
this particular improvement untl with’
owner agreed not only to furnish it il
out obligation on the part of the "'
way, but to remove it at his own expﬁoﬂp
if it did not satisfy the representd®
made for it. d 300
In another case modernizing save< 440
old 8-wheel lomocotives which wersverﬁ'
ineffective to be maintained as they ™yt
They were good to haul wooden €ar$:
were outclassed by steel equipment: o
proximately 80% in fuel was saV g
modernizing and they were made .
ciently powerful for steel car tfamgood
Modernizing received its ﬁrStlot of
start by the improvement of 2 rairi®
Mallets. Another road has rebuilt ﬂ 21%
type locomotives into mikados wit ro'd
increase in tractive effort. Anotl}ezo i
changed over 300 consolidations 1
kados. At speeds of 35 miles aP oti"‘
the last mentioned rebuilt locom®
have a drawbar pull of 22,300 1b., goo 1b
as the consolidations gave only ©
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-:itvthat speed. These were: comprehen-
t le changes which have proved success-
- o Modernizing usually need not be

Itied as far as to change the type or
*y ee arrangement. Its greatest field
eh: In adding improvements without this
he ﬁi’e- Every railway man knows that
sy S this opportunity before him. It
il 1illecessary to cite further notable ex-
ﬁlle%es’- although this paper could be
get With them. The thing to do is to
hlot'mto action, survey all existing loco-
J'llvelves’ plan the modernizing and re-
3 yo 2t€ a certain number per month on

shozasl_ time card as they go through the

twi’é 1915 a comparison was made be-
soli dn two locomotives. One was a con-
ldation, . which represented best prac-

efore the time modernizing of de-
tors l?nd introducing of fuel saving fac-
in 19 IEgan, the other was a mikado built
Work 1{5 The mikado delivered 82% more
s hOI‘ the same amount of coal, which
manc case was as much coal as the fire-
des; could handle. The locomotives were
ercied for the same road and the same
10 yce and represented the advance of
inelu(eigrs in modernizing on that road,
i Ing design and the use of fuel sav-
> Capacity increasing factors.

€ locomotive of 10 years ago, and
gﬁ'lfg ernized, is very little more effi-
emig; than one of 70 years ago. Mod-
ally 20g three of them, however, is usu-
tive gqulvalent to an additional locomo-
Droblo the same size. The rest of the
of th M is to get the utmost service out
tain € Improved locomotive and to ob-
kn()wgn the road the increased capacity
impro to be available. The available
Mag Vements should be capitalized and
the 1, to earn money. Not only should
mvestcomotlve itself be considered as an
alg, bment, but the improvements should

€ 80 considered.

Elect

!Ocom ric Locomotive Fallacy.—Electric
in al?twe partisans are propagandists
Steg 8uments for electricity versus
bESis * They argue, however, on the

ol ,Otf.the steam locomotive as they
t"dayl in the past rather than as it is
by ab, They further weaken their case

i Surd claims to the effect that elec-
the :comotlves‘ can save two-thirds of
tiveg o burned by all the steam locomo-
laimg € country, and they base their
Yeaps, 00 the steam locomotive of 10
of ¢ isago' The truth is that in five years
City & fDerlod the economy and the capa-
than G the steam locomotive has more
to i oUbled. The object is not merely
Steg, 28ainst the electric, but to pit the
of eve OComotive against the high cost
Dolicy t¥thing. Constructive, systematic
OQer&ti OL locomotive engineering and
Wil domilt 1s the way to do this and it

ing s 2T¢ told that electrics are replac-
%nou?ﬁam locomotives. We do not Iiear
eplac about the 88 steam mikados that
tong iy 2 moguls and 38 consolida-
sevel‘al the Missouri, Kansas and Texas
:?e.ase Iéears_ago, and of the 41.8% in-
I\}on ot train load, also of the reduc-
Orfo]y % in the number of trains. The
?lotives and Western replaced 57 loco-
U the ,Vith 40, with a reduction of 26%
h’atﬁc. Mumber of trains for the same
‘Itg a a0 ¢ Delaware and Hudson show-
ting ~ & of 43.8% in coal by substi-
5 llet % allets for consolidations. Each
beter eac}lzlaCed two consolidations. A year
v gy IOf these Mallets showed 7.6%

€l records and each of them con-

0 do the yvorkl of two1 co}:l:olida-
burning less coal than one
Anq oﬁ‘i’nsolldations. On the Chesapeake
0 25 Mallets replaced 44 con-
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solidations, saving 87% 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 og 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 Railway Club (see Cana-
dian Railway and Marine World, Feb.,
1920, pg. 56). Officers who desire to
make a good record should study it. If
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Mr. Spidy’s “up-to-the-minuté” shop in-
formation were also applied to locomon-
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 86% in
actual running ? Mr. Ballantine revealed
an opportunity for remarkable saving by
lengthening locomotive divisions that
this association ean 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 pewer plant, shop plant and
pumping station. These use enormous
amounts of fuel in the a%gregate and are
proverbially wasteful. ecords 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
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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 0f 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
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encouraging; but quick, hard work is né
cessary, because the situation as it stal
today demands the best we have.

What are you going to do about th f
new things?  Eight hour day. Time a0
a half for overtime. 100 to 200% increasé
in wages. 100 to 200% increase in fué'
cost. What are you, the individual, go&
ing to do? You know the conditions
the remedies. Put them before your ?K
perior officer in a convincing way—W: a
a foundation and structure of facts. GiV
them the arguments that will get
money necessary to economical opeI_‘at""fé

Nothing that lies ahead is as diffict
as the pioneering that gave the countr¥
its wonderful railways.

Tree Windbreaks on C.P.R. West"
ern Lines.

In response to a request for infol'_ms’
tion in regard to the prices of tree W“ive
breaks on the C.P.R. Western Lines, s
are advised that the last two summ:he
were exceedingly trying on trees On W
prairie, particularly from Moose J’:n,
west, where the greater part of the oL
pany’s windbreaks were planted.during

hot winds, that swept the prairie +h
the dry spell, played havoc even Wlnd
stock that had been well established 2

had survived many hard winters. i1led
some cases entire plantations were ki s
back and what trees survived wereé %ad
erely checked in their growth and a
to be cut back in order to give then}ie,
fresh start. Another feature in the Jab
struction of trees is the panel and 5 il
fence, which has to be maintained 1;;:)1(1
the trees are sufficiently thick to ile
the snow. This causes the snow t0 oV
up, and in some cases to completely cthf’
er the trees, with the result'thab 1ed
young stock are badly shaken up, Y oy
the snow thaws, and settles in he&
masses in the spring.

Of course tree windbreaks are
necessary on knolls and hills, where get
track is in a cut. Trees so situated ol
less than the average amount Of-men‘
ture, due to quick run off. For this I
son trees along the right of way areum
a greater disadvantage than they Wond.
be around a farm or on low lying E’°‘:vho

It is generally conceded by & iries
have tried tree planting on the Pﬁl‘ ast
that the windbreak must be of ab ‘%
eight rows of trees, and that it .o
carry a percentage of dense shadeb-ect
ing, or close foliage, trees. The © vJBP'
of this is to reduce the amount of o i
oration from the soil, bank the sno¥ o
the center of the plantation and con‘-".v-,apg
needed moisture. It also reduces €' qy
oration from the leaves in the hot
spells. .. free

When the C.P.R. started thi® s
planting there had been no experimz oy
carried on west of Moose Jaw, by € on”
government or private individuals, ac
sequently the company adopted th€uge
cepted planting practice of eastef?d not
katchewan and Manitoba, and di s for
plant trees in sufficiently thick striP% -
territory farther west. When Moos?
breaks have been planted east of Xige-
Jaw they have been decidedly satl
tory. 2 reﬂl
Prairie farmers are beginning t0 ougd
ize how beneficial windbreaks are 874 pe
their dwellings, and more so arour ,gd
farms, where by repeated cultivatwgﬁftﬂ
ploughing, the soil is pulverized, and 8 of
from the heavy winds. This pha%tion
tree windbreaks is receiving a,tte;onm
from the various farmers’ organiz2 Iy
which are advocating it very stron# ress
their meetings and %hrough their P
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Practical Shop Hints; Grinding.

f&cst]())eed'ls one of the most important
the TS in grinding. Don’t forget that
eacuttmg speed decreases as the wheel

:',S down.,

€ry grinding wheel used at all regu-

ﬁ.fy should have an exhaust hood and
o be connected to an exhaust sys-

osupphed with a suitable fan.
rmlgine work can be ground from the
ary more cheaply than with prelimin-
chine Urning. Makers of grinding ma-
dogh ts should be consulted if there is any
“Q In the matter.
Whenazmg” of the abrasive wheel, is
Thig the cutting point becomes dull.

is beiSOmetimes oceurs when the wheel

ang lng run at too low speed. Glazing
« %2ding are sometimes econfused.

gmm‘:gdlng_,”_ is when the material being
Cuttin fills into the spaces between the
mﬂter'g points of the abrasive. The soft
teng tlals such as aluminum and babbits,
thay t° load an abrasive wheel much more
he harder metal.

ing cﬁ 8rinding wheel is in reality a mill-
tin ter which presents millions of cut-
Doy %eth to the work every minute.
althou orget that these teeth cut chips,
e tp &h they are naturally much small-
c“tteran those produced by ‘the milling

e(,orh)e great field for grinding is in the
the rlmcal finishing of work, either from
maﬁhi;ugh or in connection with other
& b €s. In too many cases it has fail-
tweeneiﬂse of lack of co-operation be-
ment& € turning and grinding depart-

f?f*’? abrasive wheel is a disc built up
ting 8N immense number of small cut-
of s)oé)lal‘i:l.cles held together by a bond
Woy ae ind. Excessive pressure of the
ting paga~mSt the wheel tears these cut-
the whz‘glcles out of the bond and wastes
4 -
g,o‘m:glléobﬂe cylinders are wusually
an exh Ty and the wheel connected with
If o BUSt system to remove the dust.
In g ver is used, it is usually circulated
Jnde!.’ :‘;ladte'!‘ jackets surrounding the cyl-
c“tin.g co;?, this way keeps the cylinder
trg lso 8ood practice to change wheels
one machine to another as they
o5 o 1o having the speed of the ma-
gt he vgﬁled according to the diameter
terent o eel. Some shops provide dif-
he Macl}f'e pulleys so that the speed of
Sate flne may be increased to com-
A A d'01‘ the wear of the wheels.
ghn . Wheel with a narrow face will
N the "OTk with less care and thought
?ost e§an of the operator, but it is the
Ong, A.pell_sllve grinding that can be
Dl‘olper CaWIde-face soft wheel with the
ay

gol of re does much more work per
ih&.ti(m SXpense and is the proper com-
F or economical manufacturing.

in 4

“grge  ETinding can be done with a
tiong. 2N Wheel under the proper con-
?“? Dlzoé?, e same way a fine wheel
%tches ce rough work. Many of the
tyy, Made l?hmh appear on ground work
ey 4y OY Small particles of metal be-
oy ding ed wheel and the work. Good
W theg S€Mands conditions which al-

ingVhen ;Dart}cles to escape. :
s, the ]°1‘k is to be finished by grind-
tﬁ;&d’mons athe hand must realize that
i ha\:e entirely changed and

i
{"l’e,f:rv:ﬁ:k is not to finish, but to pre-

S Tou, grinder. This means about
“Kﬁy 8hest king of turning he can do,

W] .
ecl“fl‘e tieeduc"_lg‘ the stock to the point
n°“lic1 grinder can handle it more
ally 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 ecarefully 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 % to 2/8 the diameter of
the wheel itself. These should be reliev-
ed in the centre so as to bear perhaps
for % 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 lappin
is that the laps shall always fill thepllxjoleg:
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 vavoid 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,
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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 KEastern 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. 0. 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 Spars®
and Elgin Sts. will be closed, and t}}_
business amalgamated at the C.N.R. ‘i‘
fice at Sparks and Metcalf Sts., P. "
Butler, heretofore General Agent, pas
senger Department, G.T.R., being 4F"
pointed General Agent; I. G. Reece, her®
tofore City Passenger Agent C.N.Ry bé
ing appointed City Ticket Agent, and t.
A. Belford, heretofore City Ticket Agent
‘(i.T.R{, being appointed City Ticke

gent. {

Toronto.—The C.N.R. office, at 52 ng
St. East, will be closed, and the businé®
amalgamated at the G.T.R. office, Bl
and Yonge Sts, W. J. Moffatt, herel®
fore City Passenger Agent, G.T.R., b
ing appointed City Passenger Agent t
E. Tewny, heretofore City Ticket Age”eg
G.T.R., being appointed City Tick®
Agent; and R. E. Richmond, heretof0
City Ticket Agent, C.N.R., being appoi®
ed Assistant City Ticket Agent. ¢

Hamilton, Ont—The G.T.R. offite (&
11 James St. North will be closed, N
business being amalgamated at the C. n'
R. office at 7 James St., Jas. Andersoy
heretofore City Passenger anddTléli‘ty

Agent, G.T.R., being appointe
Ticket Agent. S
Western Amalgamations. — Winnipeé

press dispatch, June 20. — Complet®
amalgamation of stations and staffs
the Canadian National and Grand T}'Uin
Pacific Railways will take place With
the next 80 days at all western PO’y
Local committees are working O, of
nz:ftfter in connection with the WinniP
staffs.

Rehabilitation of Belgian Railway*

_The following is stated to be the coli'
dition of the Belgian railways on Jal -
the latest date to which informatiof iis
been received:—Freight cars av_allﬂgﬂ
average about 14,000 daily, while in 19 0
the daily average furnished Belgi®
shippers was in the neighborhOOding
20,000. The number of freight tr#
running is about 84% of the numbe
fore the war. The average daily tonl2e;
hauled is 171,000 tons, compared W} 014
daily average of 190,000 tons in 1ti0”
The passenger trains in daily oper?
number 1,536. 578

On Jan. 1, 1919, there were bub o
locomotives in good running condlﬂaed

this number is now said to be incre’;
to 2,776. Railway receipts have gI°
increased in recent months, altho for
there will probably be some deﬁCItthly
the year because of the heavy mO™yp
deficits during the period followlngNov.
armistice. For the 11 months endedtad t0
30, 1919, the total receipts amount® e
$57,128,000, at normal exchange,
the total for 1913 was $59,444,000:
During Nov., 1919, passenger and 156—
sengers’ baggage receipts were $26 200
720, and freight receipts were $4,13 e’
The corresponding figures for °2 149
ber, 1913, were $1,497,101 and $3:76,,’-en‘
respectively. ~This increase of €% el
receipts is of course, partly occas!
by an increase in rates. ,
The need for additional rolling fijm-
is acute. Locomotives and cars r€¢ R
ed from Germany are usually foul3 i
be in need of extensive repairs, ‘1&9‘
has been impossible to obtain prompit i
livery of new orders. At present 4,000
stated that it would take more tha™ i"ghe
additional freight cars daily to me®
demands of commerce and industr¥*
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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
°°_nslde1:able information relative to indus-
Wal railways in the province, and says:
‘;Durmg the year a large amount of new
t°1'k has been added in connection with
the above owing to the amendments to
we Railway Act having brought rail-
d.ay§ not subject to the Dominion juris-
ﬁlcnon under this department’s jurisdic-
t‘m-. This new work includes, besides

<€ Inspection of locomotive boilers, pre-
DOIIsly under the Boiler Inspector’s de-
artment, the examination of locomotive
W neers.” An amendment to the Rail-
"r?y Act passed in 1917, provided that

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. TUnder 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
mere applicants for certificates awaiting

careful inspection of the rolling stock
employed, and giving instruction to the
employes as to rules, ete.

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 jurisdie-
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

O company shall operate a railway examination. The inspector is giving Ry., and Pacific Great Eastern Ry.
g4 4 4 )

Company. Head Office. Operating. § E g § §-§~: Equipment. Total.

Abhotss, £ o ¢ 3
rd Timber & Trading Co.......... Al ill... 1 ... 17 logging-trucks, 1 flat car, 1 oil-car. ey § ]
ﬁi:?rni Pacif;tl:n Iftfmber rCao.l..'.lg - Poﬂalﬁmzﬂ A})I?;t:ifoﬂ%llmm " g 2 20 logging-cars, 7 logging-trucks, 1 workmen’s passenger-car.. 28
Ango© J. H., Logging Co... Sooke Sooks.... g U 40 logging-trucks : ] 40
Beaooon, P. B Vancouver Knox Bay 4 1 .. 10 logging-cars, 8 logging-trucks, 1 flat car. 19
Be:v"ﬂ' River Lumber Co. .......... New Westminster Beaver River. 4 2 . 11 logging-cars 11
Eloe;r Cove Lumber & Pulp Co...covevennne. Vancouver Beaver Cove... 6 1 .. 4 cams 4

el, Stewart & Welch Lumber Co....Vancouver Myrtle Point.oe. 20 3 .. bl cars 51
o Bhia Mining & Smelting Co. Britannia Beach Britannia Beach.. 85 ... 25 267 cars 267
Brooke ills Timber & Trading Co........ Vancouver Rock Bay ... 27 6 .. 70 logging-trucks 70
AR Scanlon & O’Brien (Eagle River and y
(}gmnﬂ'hem Ry. Vancouver Stillwater ... .. 18 3 ... 42 logging-trucks 42

Dbell River Lumber Co.. ...White Rock Hernando Is.. 2 4 .. 4 logging 4
Oanage. . & oo gt Otter ... 1 4 .. 6 cars. : 6
Canoian Panama Timber & Logging Co....Victoria Sooke - 7 1 .. 14 logging-cars, 2 workmen’s er-cars 16

dian Collieries, Ltd Victoria Ladysmith 21 10 .. 8 box, 25 flat, 383 coal-cars, 25 rock-dumps, 2 passenger-cars, 8

i ¥R R e . 85 .. .. Wworkmen’s passenger-cars, 1 steam-shovel, 1 pile-driver, 1 snow- 2

Cangg; ’ plough 55

Q:::d'-an Puget Sound Co... Victoria Jordan River ... we 8 ... T2 logging-trucks . : 72

Ca; d}an Robert Dollar Co. Vancouver Union Bay. T 1 ... 1 boarding-car, 6 logging-cars, 16 sets logging-trucks.....cccivericrerenns 23

Madian Western Fuel Co... Nanaimo Nanaimo 20 6 .. 42 flat, 564 coal-cars, 21 work-cars, 2 workmen’s passenger-cars, 1 i
crane

clbilano ERIADEE CO0. s cecuosenitisiss North Vancouver North Vancouver 8 2 CuR ﬂat]. 12hlogging-cars, 27 logging-trucks, 1 steam-shovel, 1 snow- b
Clayy, : ploug!

urn Co, Clayburn Clayburn.. § 2 2 3 flat, 11 ore-cars, 4 coal-cars 18
ecg{:mbla River Lumber Co......ommemmns Vancfmver Golgen o 28 8 ... 2 box, 2 flat, 82 logging-cars, 3 log-ladd . 89

°X Logging Co. 5¢ Comox.... 50 6 .. 200 ;oggingicabr:, 82 logging-trucks, 10 boarding-cars, 12-tank-cars, oy

t, X, gons. 5
8",{}’*‘1 Coall & Coke Co..... ...Spokane, Wash. Corbin .. 12 2 ... 96 coal-cars, 8 work-cars, 2 steam-shovels, 1 rotary plough........ccoeu.n. 107
Cro: 2-Taylor Lumber Co.. ...Vancouver Otter... 5 2 ... 8 logging-cars s 8
Clay ® Nest Pass Lumber Co.. 9 2 .. 3 flat, 7 boarding-cars, 2 log-] 12
l),,lf;ml Lumber Co. 4 1 °.. 4 trucks 4

1 Varden Mines RY...oomsmo 18 3 ... 1 box, 15 flat, 2 cabo A 18
E..te Timber Co Va ver 3 1 ... 1 box, 1 flat, 7 logging-trucks, 1 pile-driver, 1 log-loader.......... sessaaess . 133
E"ferEOOBtechay LUmber U0, ocesssmesimrsssssentan Jaffray 10 1 ... 24 logging-cars, 2 log-loaders 26

e, el e &“Co‘keﬂg o'%b N 16 2 ... 8 box, 19 flat, 1 baggage, 1 passenger-car, 1 pile-driver, 1 snow-
E..tem plough 81
Eljj 2 Lumber Co Ladysmith 3 1 .. b logging-trucks 5
Gllb. .H' M. Vancouver 3 1 .. 10 logging-trucks 10
Gurd!mth LOBRING Couvrvrmmsosssnssssss New Westminster 4 1 ... 4 logging-trucks, 1 log-loader. 5
Ql‘nnby I():ev 1 1t Co. Vancouver Half Moon Bay.... 4 1 1 flat, 10 logging-trucks. 11
Gw-i-i..........:?ic’hdated A & Smeltm%m?c%ﬂver ANYOX ceresriens 6 8 3 2 box, 12 flat, 50 ore-cars, 3 coal-cars, 20 ballast, 1 steam-shovel...... 88
Guﬁ!‘ Lumber Co Courtenay Courtenay 4 1 .. 2 sets logging-tru 4
i g;' Gslt:ltracfnm Va ver ‘IJI g Ry. =t 2 vaP g &

ining G H edley ..i. .

Ré'i‘,"&- E, HMxmngnm- Victoria, Vanet;‘lls'g Ruskiz.. : 12 1 .. 4 flat, 16 logging-trucks, 8 oil-cars, 2 tank-cars. 24
Inhl'na& Flaherty Bainbridge Bainbridg. 3 1 ... 4 sets logging-trucks : 8
YONAL THMDBEL  COuerreesssrsssesessssasssnsses Vancouver Campbell 20 8 ... 2 flat, 50 {og_glmg;ti:ars. 10 work-cars, 1 box, 1 workmen’s passenger- .
car, pile-driver. 5

King.°Re Loggi 1 logging-trucks, 1 pile-driver, 1 log-load
gging C Va ver Silverdale 8 2 .. 1 flat, 11 logging-trucks, 1 pi , 1 log: 14
xhalé,M- B Lo g ey Gy Sl Newton Kings . 3 1 .. 2 box, 1 logging-car 3

% International Timber & Trading Co. i :

N Mission Mission. 2 1 1 logging-car .. . . 1
May, Lumber Co Vancouver Lang Ba; TSN 1 flat, 10 logging-cars, 4 logging-tru 15
UDonatiiper, Co Pinoer Sampiei R Rl 2

~Murph:; ing Couuedd Ci bell River Camp ogging-truc

W—Ring.mo{-e“gf 0. Lo ampvﬂ ver Johnstone Strait . 3 2 ... 19 logging-cars 19

Y, 8 g -

cm Co.) SERR Sishilesvaow's Mens Pa%"emie 12 5 ... 6 box, 49 coal-cars, 1 passenger-car, 5 workmen’s passenger-cars, 1

i i caboose, 1 snow-plough, 1 crane 64
ok Contracto: Pri wiin © ok e . .
N&Dﬁ’h Timber (':n rm:/e G"’% 9 8 ... 21 logging-cars, 12 logging-trucks, 1 pile-driver.... 34
S gl“m]i:;h Lumber Co... ...Nanaimo 9 2 .. 11 cars 1
: es
1 QT S aher Co. - (By T ifle, Wrtliflceseies 8 8 .. 91 cars 91
Aific g
T North Vancouver -
85 ety Ry.. =V ansoUwT N Whisesatu 1911110 49 box, 138 flat, 35 stock, 3 refrigerators, 10 gons, 10 oil-cars, 4
g « y Squamish to Tat- 45 ballast, 27 outfit-cars, 8 coaches, 1 comb. P. & B., 2 mail and 352
. !y TR ¢ 281 .. ..  baggage, 3 P. gas-motors, 3 steam-shovels, 1 ditcher, 1 pile
PP%““"' Coas llingto 20 3 fiat, 45 soal-cars
i ictoria Wellington w3 flat, coal-cars. .
Powal] Mﬂll? Pt Miph ﬂme Falls Kimsquit. ~ 8 2 .. 25 logging-cars, 4 work-cars, 2 pile-drivers, 2 10g-108derS.....c....cc.e 33
Pox-t iver Co Vancouver Kingcome Inlet... 24 2 .. 8 flat, 82 logging-trucks 35
pltimdy-Coquitiam ~ Ry. (Robt. McNair Port Moody.....uu ~ 15 1 .. 6 flat cars, 12 logging-cars _ 18
R::?‘On cco'tm Vancouver %

e Kooianay River. T3 3 UL 5 Tosvinsca i
Eﬁ?"n Bl B o, 0 SPerlinguwmumn B 1 . 1 set logging-trucks A
Bh::‘i Logging Co Powell River..... 8 1 .. 19 cars. 19
Sougyigan Lake Tamber Go ictoria Shawnigan Lake. 6 2 .. 20 logging-trucks ) ; 20
shli Bate 000 Seattle, h. Bute Inlet......... 5 7 ] 1 flat car, 11 logging-cars, 2 logging-trucks, 1 pile-driver................ 15

thopy Zging Co. ‘Wash.

g Utchinson Lumber Co. V. er Fraser Valley (B. s

3 C.E. Ry.) v 2 1 .. 2 sets logging-trucks 4
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Lang Bay....u.. 9

. 18 logging-trucks, 1 pile-driver.

July, 1920.

19
8

V:

Timberland Lumber Co......cccceenene New Westminster Ladysmith... % 6 1 ... 8 logging-cars : coseee
Vancouver Lumber Co. (Mainland Cedar Co.) Port Neville.......... 4 1 .. 10 logging-cars, 1 box car, 4 logging-trucks, 1 work-car, 1 pile- 9
Connaught Bridge driver, 2 log-loaders e
Victoria Lumber Cou.....cssmeressassnssnasssosassans Chemainus Chemainus and i 1
Ladysmith ...... 21 4 ... 78 logging-cars |
Wilson Brady, Ltd Vancouver Valdes Is. ... L % 2 .. 1 flat car, 16 logging-trucks % 15
Wilson Logging & Timber Co Vancouver Heriot Bay ......... 6 1 .. 8 logging-trucks g

Wilson, J.C., Lumber Co. Qualicum Beach.... 4 1 ... 8 logging-trucks

Totals 956 162 32 8,688
e

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, 0.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 earry 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 185
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 faet 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 whieh 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 Osler,
Hon. W. Pugsley, the National Trust Co.
as executor the estate of the late H. C.
Hammond, and C. S. McInnes, as execu-
tor of the estate of the late Hon. D. Me-
Innes, 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 $5&),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 frauc
espionage, bribery and attempts on hi$
liberty and life. The statement of de-
fence claimed that Russell had made dé:
fault in_his agreement to pay for the
land, and that in return for shares in the
Canada Saskatchewan Land Co. he gavé
up all claim to the land. Russell Wﬂs
not in court when the case came up, al
it was dismissed.

Canadian National Railways

Earnings.

3 1920 1919
January .. 6,’187.5:;
February 6.26515“
i\\dar.clh . g,%gso,g’s

L v M ’936,
sz ol 7 4,287
087
$38,058,285  $35,0840%

Approximate earnings for three weeks enth
June 21, $5,305,120, against $4,621,197 for
same period 1919.

Canadian Northern Railway System.

1920 1919
January . . .. $4,200,700 54,026.30“
February . 3,862,300 3,363,350
March . . 4,587,700 8,554 49
April . . . 4,732,623 3,878,
$17,383,323  §14,822.2%°

Canadian Pacific Railway Earn
ings, Expenses, Etc.

ing®

Gross earnings, working expenses, net e'lﬂ‘wz.,

and increases or decreases, from Jan. 1,

compared with those of 1919: of
Increases

Gross Expenses Net  dec 7,678

Jan.. $13,914,560 $13,328,628 $585,941 *§9670

Feb.. 13,557,104 12,848,231 718,878 *26%:y

Mar.. 15715937 18,758,171 1,957,766 415
Apr.. 15,929,416 13,587,570 2,341,846 25

: : 0

$59,117,026  $58,517,600 $5,599,426 *85625" )

Incr.  $9,541,444 $10,104,314 oo

TIRER G con \f orossohasries’ . sassanspmasees $562,870 nd

Approximate earnings for May $16,161,000: inst
for three weeks ended June 21, $10,857,000, agtht"
$18,277,000 for May, and $9,073,000 for
weeks ended June 21, 1919.

Grand Trunk Railway Earning®
Expenses, Etc.

Gross earnings, working expenses, net “‘ml
from Jan. L

and increases or decreases,
compared with those of 1919: 7
Gross xpenses  Deficit ey
Jan. $ 5,064,084 $ 5,867,445 § 818,411 $ 1 981
Feb. 4,660,831 5,159,742 498,911 H
Mar. 5,756,372 5,491,293 265,079 2
Apr. 5,477,816 5,187,840 290.'4—76——/’;;
$20,949,858 $21,705,820 § 756,767 $L.82T7
Iner. $1,587,998 $2,915,198  ........oi0s v
TR wpoiiismmersift s stvinssiamasess $1,327,200 80

Approximate earnings for May, $7,269,6 g'.!ﬂ"
for three weeks ended June 21, $5,905,666, 8% pks
$6,846,886 for May, and $5,059,517 for three
ended June 21, 1919.

T
Sir William Mackenzie's Private gi'}*'
P. F. Casgrain, M.P. for Chaﬂ%"ow
Montmorency, Que., asked in the times
of Commons recently, “How many >“.ar
has. Sir William Mackenzie’s pglval
travelled on the Canadian NatlonaM -
within the last two years.” The v
ter of Railway replied: “The Govel"?l’; ,
has no information as to the deta!®pe
operation of each individual car, ©
Canadian National Rys.”
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Mainly About Railway People Throughout Canada.

E:-,Antonisen, who was appointed City
. glneer, Port Arthur, Ont. recently,
a:«s born in Christiania, Norway, in 1869,
&d after spending a year in shipbuild-
edgsa' Bergen, Norway, went to the Unit-
M tgtes in 1888, where he acquired some
an?ictlcal experience in civil engineering,
o returned to Norway in 1894, After
Draduatmg in civil engineering at the
abesden University, he was engaged for
0n°;ﬂi two years as Assistant Engineer
5 e Saxony Government Railways, and
Goent another four years in the Saxony

Vernment department for improvement
ang - cSulation of rivers, He came to
ienada in 1904 and entered C.P.R. ser-
ande s Terminal Engineer, Winnipeg,
nee In 1905 was appointed City Engi-
i T,l Port Arthur, Ont., and subsequent-
misa_SO Manager, Public Utilities Com-
h Slon there, resigning in 1911, when
awWaS appointed City Engineer, Moose
lax’ Sasks., in 1912. He resigned the
ap Mmentioned position in 1913 and was
nicIi")lnted Superintendent, Brandon Mu-
Dosll?l Ry., Brandon, Man., in 1913, which

t10n he resigned in 1914, and return-
dUcto Port Arthur, Ont., where he con-
ent ed a private practice until his pres-

appointment.
d - B. Bamford, who has been appoint-
Son istrict Freight Agent, C.P.R., Nel-
Sept .C., was born at Belleville, Ont.,
ne. 10, 1863, and has been, prior to
4] 1910, District Freight Agent, C.P.
19’1 ondon, Ont.; June, 1910, to Apr.,
Divi,.General Freight Agent, Atlantic
191 Sion, C.P.R., St. John, N.B.; Apr.,

» to M 1916, Divisi i

A ay, , Division Freight

Johtr Atlantic Division, C.P.R., St.
B.; May, 1916, to June 1, 1920,

Digty
strict Freight, Agent, C.P.R., Toronto.

side:?net Wil!iam Blackwell, Vice Pre-
Mont” Canadian Steel Foundries Ltd.,
Shon tc8l, died there, June 11, after a
ng jllness. He was born at Devizes,
T jof uly 16, 1850, and was the son of

g);nei_a{3MBlackwell, Vice President and

1863, anager of the G.T.R. from 1857

Co He was education at Bishops
lanl}jege’ Lennoxville, Que., and in Eng-
engihgnd‘ took up the study of mechanical
fiye . oring at the age of 17, spending
G‘T.}gears in the drawing office of the
he Wa shops at Montreal, after which
Mapn é» from 1872 to 1875, Shop Fore-
Sistans ‘I.R., Montreal; 1875 to 1879, As-
R, M Mechanical Superintendent, G.T.
Chapiecr treal; 1879 to Sept, 1881, Me-
Grﬂnda'p Superintendent, Chicago and
tendent runk Rd.; 1881 to 1883, Superin-
C‘P-R » Locomotive and Car Department,
to entpy jontreal. In 1883 he resigned
anyg T business in connection with the

Mon r:Cture of railway supplies in
deng > cal, and eventually became Presi-
ady Swi anaging Director of the Can-
be me itch & Spring Co., which later
ﬂf Whichthe Montreal Steel Works Ltd.,
usineg he was President, and when the
Steg) Fo. Was taken over by Canadian
Sidepy ooundrles Ltd., he became Vice Pre-
the last mentioned company. He

of Civifi’g‘de’.‘t of the Canadian Society
Illstitut Ngineers, now the Engineering
§“bseque of Canada, in 1903, and was
hy inset’.‘tly an_honorary councillor of
At Vario tute. He was also a director,
8 hine 5 times, of the Locomotive &
h b‘]l‘ba Co., Montreal; Vice President,
R“-ﬁl par’ﬁ Tramway & Power Co., Mont-
P Noy & Island Ry., Montreal Street
e Sl £ Scotia Steel & Coal Co., and
R“hies_ Tnancml and industrial com-
Oya) Ce he funeral took place at Mount

Metery, 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, Ill., 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, Ill,
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, Ill.; 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 Trainsporta-
tion, same road, Durand, Mich.; Dec. 15,
1910, to Nov., 1912, Trainmaster and As-
sistant Superintendent, Chicago & Alton
Rd,, Springfield, Ill.; 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, Bastern 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
born 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 RAILWAY AND MARINE WORLD

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-
Jor 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,
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Canadian Northern Ry.; 1908, on locd-
tion work, Ontario Northern & Timé:
gami Ry. from Sturgeon Falls north, al
also engaged on the construction of

Northern Ontario Smelter at Sturgeo®
Falls, Ont.; 1909, Inspection Engineel
Atlantic, Quebec & Western Ry., Gasp®
Que.; 1910, Engineer for the Foundatio?
Co. engaged on the reconstruction of t ?
C.P.R. Windsor St. station, Montrea:
1911, Engineer in charge of the Mol
Nickel Co.’s connecting railway; 19 2
Contractors’ Engineer, C.P.R., _d_O':‘b,
tracking on the Lake Superior D1v1slon:
1913, engaged in mine surveying, Pro
ecting and municipal work, Sudbul¥;
Ont.; 1914, Contractors’ Engineer, Tfe;‘o
Canal, Washago, Ont. From 1915 %
1919, he was in military service OVete
seas, two years being spent in Fran¢
on light railway location and constri¢
tion, and subsequent to his discharge 11
Apr., 1919, he has acted as a voqa§1°na_
officer for the Disabled Soldiers Civil k€
establishment Commission at Toronto:

W. Mecllroy, whose appointment atS
General Agent, Passenger Departmel d
C.P.R., Detroit, Mich., was announcé
in our last issue, entered C.P.R. Se!"nli_
in May, 1891, in the telegraph depa t0
ment, and has been, from June, 1892’93
July, 1893, clerk, Galt, Ont.; July 18 o
to Feb., 1899, telegraph operator, Tor(;]t
to; Feb., 1899, to June 1900, Bger'
Brantford, Ont.; June, 1900, to M“t;
1905, agent, Galt Ont.; Mar., 1905, b
Oct., 1912, agent, Peterborough, One'l'.
Oct., 1912, to May, 1915, City Passengy
and Ticket Agent, Hamilton, Ont.; Mﬂer'
1915, to June, 1916, City Passengl,
Agent Toronto; June, 1916, to Juné
1920, chief clerk to District Passeng
Agent, Toronto.

Miss Evelyn MaclInnes, second da%ggt
ter of W. R. Maclnnes, Vice Presl eal
Traffic, C.P.R., was married at Moni‘\‘{r B
June 15, to Capt. R. B. S. Reford, #%,
of the Irish Guards, formerly A.D. der
the Lord Lieutenant of Ireland, and ebert
son of R. Wilson Reford, of the RO
Reford Co., Montreal.

Arthur Tilley McKean, whose appoig”
ment as Division Freight Agent, C- ool
Calgary, Alta., was announced mN Bo
last issue, was born at St. Johnm, Tice
Dec. 18, 1886, and entered C.P.R. sefV'y
Apr. 1, 1908, since when he has bee’é'en,
Mar., 1906, clerk and stenographefsNB,;
eral Freight Department, St. John, . t'aﬂ‘
Mar., 1906, to Jan., 1908, clerk, ass}®Cyg
chief clerk and chief clerk to‘ASS_ls:Ian,,
Freight Traffic Manager, Winnipeg; ight
1908, to Jume, 1911, Soliciting KT Jans

1916, City Freight Agent,
Jan., 1916, to May 15, 1920,
Freight Agent, Winnipeg. 1 meﬂt

R. M. MacMillan, whose appoll Tele
as Divisional Superintendent ?f o1
graphs, and Superintendent of Tlm?‘ P
vice, Central Division, Grand Trun q
cific Ry. Winnipeg, was announceﬂice
our last issue, entered telegraph sestefn
in 1904 as messenger with the We and
Union Telegraph Co., Sydney, N ';19
worked through the various positif jerer
clerk, operator and local manager % N
and was later transferred to Hallf”‘téred
S. In 1911 he went west and enredto
C.P.R. Telegraphs service, tranSfelil pra
the Grand Trunk Pacific TelegraP’ and
vice at Winnipeg in the same yea™ gab
was subsequently city manager éﬁlgﬂ‘z
service at Regina, Sask., anfi ant
and_Edmonton, Alta., successivel¥s garf
during the absence on active M oint
service of F. T. Caldwell, was aPI% Tele

acting Divisional Superintendent ©

graphs.




July, 1920. .

Per:s° A. D. MacTier, wife of the Vice

M.emdent,‘ Eastern Lines, C.P.R., and

sulss Adeline MacTier, are spending the
Mmer in England.

ASR_IChard Marpole, General Executive
teSIStant, C.P.R., Vancouver, B.C., died
8 169 June 8. He was born in Wales in
3 tiland served for nearly eight years
m € construction and traffic depart-
€nts of British railways before coming
188 lanada._ He entered C.P.R. service in
Ass" Serving successively as contractor,
Ni Istant Manager of Construction,
uplss_mg Division; Superintendent, Lake
cpe¥‘19r_ Division; Superintendent, Paci-
Pacif}l\nsxo_n,. and General Superintendent,
g C Division to 1907, when he was
cPDOlnted Executive Agent for the Pa-
Assc' Coast, and later, General Executive
CIStant for British Columbia.
bee;larles _Sedgewick Morse, who has
Cp appointed District Freight Agent,
Ont. " Toronto, was born at Ottawa,
Sery Aug. 31, 1889, and entered C.P.R.
enCe Mar. 1, 1906, since when he has
ing lto Jan. 1, 1909, stenographer, trac-
Jan tlerk and export clerk, Winnipeg;
ey 1, 1909, to Apr. 1, 1912, Travelling

1§$ght Agent, Calgary, Alta.; Apr. 1,
Age to July 15, 1914, District Freight

% erliirzl eF(lyrtlggilliarp, Ont.; July 15, 1914,
Lon g 6nt. 0, District Freight Agent,
ord Mount Stephen, fi i
of ephen, first President
dayt}}e C.P.R., celebrated his 91st birth-

In England, June 5.

Big::& Murdoch, of Toronto, who has re-

omin; 1s position as a member of the
Noyy Ninon Board of Commerce, has an-
in ced that he will return to his office
the BeVeland, Ohio, as Vice President of
Amer}‘g:herhood of Railway Trainmen of

neg:*m Murphy, Chief Electrical Engi-
ang ' g ilway and Canals Department,
adqype oard of Railway Commissioners,
Cang Ssed the Engineering Institute of
Drole. Ottawa Branch, recently, on ice
With mS and their solution, illustrated
Ch Moving pictures and lantern slides.
mentarles F. Needham, whose appoint-
tenden?;s Assistant to General Superin-
Mentq Motive Power and Car Depart-
" ons G.T.R., Montreal, was announced
; Dlast issue, was born at London,
ervice ec. 9, 1877, and entered G.T.R.
begy ¢ July 2, 1898, since when he has
in t’erth the exception of short periods
Men¢ . F0ad and transportation depart-
Succe:".ld the motive power department,
kear>S1Vely as follows,—clerk, head time
iy accountanty chief clerk, and spe-
to Ma Sistant, t0-1905, at Toronto, and
¥ 17, 1920, at Montreal.
Gene;:il Pottinger, 1.S.0., at one time
twarq Manager, Intercolonial & Prince
B, ang Island Railways, at Moncton, N.
Of the Mrs, Pottinger, who spent most
ligg, Nwlnter in Montreal, are at Sche-
BB % for the summer.
ey ;ﬁceiGl_'een, Industrial Commission-
SDoke oadlan National Rys., Toronto,
an;& forests and forest preservation
A“Ociat-a’ before the National Editorial
ohn lon at Boston, Mass., June 4.
%fthe' mGllmon Rutherford, C.M.G., one
tﬁ’mmis;?mbers of the Board of Railway
o e loners, Ottawa, has been given
Alencg BY€e of doctor of veterinary
er,sity: Onoris causa, by Toronto Uni-

S, :
A‘ken? %’:me Scott, General Passenger

Deg nadian Nati nger
Wa A ational Rys., Winni
i ey sﬁ?fg}ed there, June 2, to Miss

it Lad .
tte shgusl}'la“ghnessy and Hon. Marguer-
ghnessy have returned to Mont-

.1920,  Locomotive
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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 Horne,
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 Dee. 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.,
Foreman, C.P.R.,
Browneville Jet.,, Me.
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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 ?” 3
' 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.

Opexating Committee—Grant Hall,
Vice President, C.P.R., Montreal; W. D.
Robb, Vice President, G.T.R., Montreal;
M. H. MaclLeod, 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. MacInnes, 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. 0. 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. Curle, 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, Geén’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. 8. Mog’ Car Accountant,
Quebec Cent. Ry.. i\erbrooke'; 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 L-oups.

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., Monecton; 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, Mastér Me-
chanic, Quebec Central Ry., Sherbrooke;
G. E. Parks, Mechanical Engineer, Mich.
Cent. Rd., Detroit; T. C. Hudson, Gen’l
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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. Mec-
Cormick, Gen. Supt. and Chief Engi-
neer, A. C. & 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

estern 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 apfointed 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 réplying 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 watchéd 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

south of Fairbanks, from the Presery s
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over 2,000, and the Ogdén shops eStab;
lished with 1,200 men. Thirty years 5gd
I was only an apprentice in the Gré
Trunk shops. I cahnot speak to0 this
western friends on an occasion like gt
without referring to the problems tst-
face us as a result of the war. The Wem_
ern men gave a good account of theay
selves in France and Flanders and m't
be relied upon to do the same now A
home. I am not a pessimist, but I WO e
suggest that we all get together afu-
consider our problems, present an ar
ture, with 2 minimum of provocativeé =
gument. We want to serve you; Wé ‘t:haf
not get along without you. I claim the
we should be allowed, and should geb i
remuneration necessary to make tha SI;i e
vice adequate to your needs. Though I
in the east, my heart is with you, ,n° A
appreciate the west. I hope you W! the
ways believe I am trying to give youme‘
service to which you are entitled. S0 the
times I hear western men say t atboﬂt
eastern men do not know enough 2
the west. I know that western mellg
not know enough about the east. -
are one country, and the west 1s angest
portant part of it, but I would suges,
that you learn the east, and lear®
appreciate it.” < e
pPpremier Norris of Manitoba, Wh9~5P°l;s
for all the other western premiers
well as himself, voiced the sentlmene
the west in regretting the depal‘*ﬂﬂ'n 45
such a sterling public spirited perso® i,
Mr. Hall. The Mayor of Winnipee;y
the name of its citizens at large, P”:Iiceg
tribute of appreciation to the Se€r¥i,
rendered the city by Mr. Hall, during the
executive residence there. Amon% Tor
other speakers were the Mayor 9% for
ronto, and Peter Heenan, M.L. ho i
Kenora, Ont., a C.P.R. employe, W= .
often called upon to represent the Tig
in conference with the managemen hav
who testified to the confidence they
in Mr. Hall.

Alaskan Railway Work for 1920’1(

i s b
Construction and preparatory :{iern
for 1920 on the southern and noi R
sections of the Alaska Governmenchaf;-
as outlined by Col. Frederic Mears, Eﬂgi
man and Chief Engineer, Alaskan ea¥y
neering Commission, includes T
bridges and rock-cut work, as W Cades
new grading and repair of old 3504ft~
Tie contract has been let for the - 266
truss span over thé Susitna Rive ations
miles north of Seward. Examiffic o
are being made for the foundatib;‘ﬁ‘gm
the Hurricanie Gulch''steel arch, |
284 miles north of Seward, W lgoh 3
be the northern limit of operatlu-ggs
the southern division this year. kS
necessary to start excavation "w e
'goint early in the season, owing bsgv
ghe

eavy yardage in the approach cu
eral miles of idehill grading WOrK

be carried out by steam shovel al00% it
Susitna River, North of this be 1
the same locality, about 24 m‘.lesthc old
grading are required, to repair “yy 8t
grade, which has deteriorated b”n g
several points owing to its abaﬂdl‘?”';n
in 1917-18. Distribution of su Pf wrach
materials, from the present en ?}8 mile
237 miles north of Seward, for ing | 0
northward was carried out dur :
winter by sledding over frozenm,étio“
On the northern division cons 5} or®
will be confined to Nenana Cany! 'ﬁﬂ,‘i
a distance of about 10 miles, *“a4 ef

of track. Here engineers have 4
signed to construction sections "ct,i
station gangs have made contrd
heavy rock ¢ut 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 Newecastle, 80 miles.

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 somethihg 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.
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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 Horne 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 béen 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
elding 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 1b. 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 1b. 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 comipressor 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 ftoviding
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 b{ ballot, and the act is to apply
in any place where at least 25 railway
eniployes .petition the council to pass a
bylaw to that effect.

The Federated Order of Railroad Em-

loyes has been incorporated under the
ominion Companies Act part 1, without
share capital, and with office in Toronto,
to fromote tize 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. 8. Rand, Chicago, Il
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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 offer 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 Jct., 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 Ject., 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 : 4

Passenger traffic $21,958.35

Freight traffic 83,866.93

Total . . $105,825.28

Expenses :

Maintenance of way ... $33,793.15
Maintenance of equap: 15,681.77
Traffic expenses ... 415.01
Transportation . .. 43,623.40
General exXPenses ..o 11,631.35

57 ¢ 3 'y ———— 105,044.68

Net earnings . . ... P RN P e . $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-
eials, 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
1%u]gerln’cenden‘c, N. Thibideau, Bathurst,

Port Arthur and Fort William Gov-
ernmept 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 7"

Sir Geo. Foster replied as follows:—
“The government is not aware of any
general dissatisfaction with regard to

TJuly, 1920-

the weights given by the terminal eleva-
tors at Fort William and Port Arthur
Individual complaints are received from
time to time, which is every case are I
vestigated. As a protection in the ¢3¢
of errors in weighing, the depth of grai®
in each car on arrival at the elevator 2*
recorded, and the cubical contents es¥
mated accordingly, which furnishes 5
basis against which the actual weight ¢&"
be checked. The Board of Grain Co®
missioners has on file a statement from
one of the largest shippers of grain froﬁl;
Western Canada to the head of ©

Lakes, that the outturns of their cars :d

terminal elevators at Fort William '}I‘he

Port Arthur are 100% satisfactory- e

only thing in the nature of a gen
complain received by the Board of Gra™
Commissioners is ‘that raised by the 1y
der of Grain Buyers, which was U '
investigated by the board in Ja_nu“is
last, and their full report on which i
now in the hands of the governmee‘;_'
While is complaint touched to some€ the
tent on the matter.of weights ab .
head of the Lakes, it was mainly a dqu®
tion of shortage bonds as applie of
country buyers that furnished the ¢b!
grounds for complaint.”

_/

Grain in Store at Terminal Elevators, Interior Terminal Elevators and
Public Elevators in the East. '

Prepared by the Dominion Bureau

of Statistics, Internal Trade Branch.

Y Wheat. Oats. Barley. Flax. Rye. T°“:
Week ending June 4th, 1920. Bush.  Bush. Bush. Busk.  Bush.  BU%
Fort William 9,640
C.P.R. 42,168 20,375 EOLODRE T gy, oo ruinl 7,444 26'149
Empire Elevator 0o. . 39,999 15077 46,694 8976 15402 1t
Consolidated Elevator Co. 55,154 29,769 52,287 36,194 1,361 Ligsit
Ogilvie Flour Mills Co. ...... 529,089 28,116 18,816 iatlL. 1,529 102’412
Western Terminal Elevator Co. ...... 60,597 15,096 12,118 14,522 99 5.,,591
G. T. Pacific 65,863 41,341 28,751 20,354 1572 10508
Grain Growers’ Grain Co. ... 99,622 38,302 L e ——— 1,339 205,825
Fort William Elevator Co. ... FRE 28,366 163,850 6,449 6,697 461 338,0“

Northwestern Elevator Co. ........ b 143,141 161,173 33,615 43 69
Port Arthur— . 698'0‘2
Port Arthur Elevator Co. .. 473,504 108,759 106,354 . 1,946 7,479 325.159'
Sask. Co-op. Elevator Co. ... 177,440 26,671 66,845 50,979 3,224 524,43'1
Canadian Government Elevator ... 73,340 132,540 41,720 72,181 4,656 25y 060
Thunder Bay 142,762 202,983 20,437 14,495 1,292 74606
Davidson and Smith ... BB Giorse i 48,702 10,003 8,166  .onee. 4,784 - po7p
Eastern-Richardson 177,048 61,998 33,475 9,087 5,985
99
Total Public Terminal Elevators .. 2,156,776 1,057,053 544,047 285,474 56,646 4'049467
Total Private Terminal Elevators 520,020 78,371 122,931 145 2'{,}32551
Saskatoon Can. Gov’t. Elevator......... 1,988,908 56,628 1,829 P53 7 PRl '558,7”
Moose Jaw Can. Gov’t. Elevator ... 1,512,984 38,135 1,962 5,491 223 1'72‘1,932
Calgary Can. Gov't. Elevator ... . 1,242,779 448,187 21,025 9,934 1561
Vancouver, B.C. 5,616
*Total Interior Terminal Elevators .. 4,744,671 542,050 30,432
Midland—
Aberdeen Elevator Co. 386,481 151,175 53,174
Midland Elevator Co. ... 986,868 14,301 128,706
Tiffin, G.T.P. 81,299 80, 7T IRl
Port MeNicoll 997,305 6,232 178,670
Goderich—
Elevator and Transit Co. ..ccussmeses 484,883 . 290,362 81,509
West Can. Flour Mills Co., Ltd. ... 245.171
Toronto Campbell Flour Mills Co........ 108,533 7,647 4,398
Kingston—
Commercial Elevator Co. 1,714 e
*Maple Leaf Milling Co., Ltd........... 739,613
Montreal—
Harbor Commissioners No. 1 and 2 2,018,303 348,753 723,401
Montreal Warehousing Co. ... 1,250,903 6,786 38,638
Ogilvie Flour Mills Co. 77,295 231 35
Quebec Harbor Commissi s U AL e P
West St. John, N.B.,, C.P.R. .. 89148 i cimiiees 26,306
St. John, N.B., Can. Nat. Rys. o, (7 T, 34,940
Halifax, N.S., Can. Nat. Rys
Baltimore, U.S.A. ... 46
,65L 01
Total Public Elevators .. 7,444,993 886,655 1,259,772 = ..ceessivise 59,766 '419zo
*Total Country Elevators 4,574,375 2,617,847 948,745 278,040  ..ieee 2
U.S. Atlantic Seaboard ports— : 156-511
*Portland, Me. 10,330 7,209. . -19;788: bR ikl 128,836 4
Baltimore, Md. 8117 ’
conl SR 119.497
Total U.S. Atlantic Seaboard Ports...... 10,330 7200, 10,7885 s e 188,163
wieei 856610?1
Total Quantity in Store ... 19,460,164 5,190,085 2,925,715 520,394 259,723 2/
il

*Quantity for each individual interior
*Week ending May 27th, 1920.

terminal elevator not received.
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Orders by Board of Railway Commissioners for Canada. }

nnﬁeﬁ‘“:if:'m_ng with June, 1904, Canadian Railway
irine World has published in each issue
Way G es of orders passed by the Board of Rail-
file, thlmmssloners, so that subscribers who have

e paper have a continuous record of the

Boarg: :
tlai:x.d 8 Droceedings. No other paper has done

‘ém:iort.an_t traffic orders made by the Board
ven in full on another page of this issue.

ti(ge'nefml order 296. May 15.—Approving regula-
flamp, gl' transportation by express of acids, in-
Gena les, oxidizing substances, etc.
Northeml order 297. May 21.—Authorizing Great
Tmnk IYVegtem Telegraph Co., C.P.R., Grand
TeleEra, acific Telegraph Co. and Western Union
tion, ¢ bh Co. to file with Board, for considera-
jon” centalglve schedules in accordance with direc-
Com; ‘ontained in judgment of Assistant Chief
e‘:;ﬂlloner May 6.
of 1; cral order 298. June 2.—Approving forms
Att%xll‘:j; Stock Contract and Special Contract with
A ang gts in charge of Stock, marked Schedule
snﬁcial chedule B respectively; and that form of
Stoek (SContract with Attendants in Charge of
Stock i chedule B), be printed on back of Live
aftey J (intract form (Schedule A); that on and
the on]u y 1, the forms herein approved shall be
be nsedy contracts for carriage of live stock to
Vs by all railway companies.
ules tm{:il'order 299. June 5.—Approving sched-
Co,, I;nllztted by Great North Western Telegraph
Telegn; h . Telegraph Co., Grand Trunk Pacific
an, !nf Co., and Western Union Telegraph Co.,
scaling inded as a result of the checking and
y Board’s Traffic Department.

29
ing '%33- May 15.—Apportioning cost of divert-
B‘lﬂalov{{en Road, across Toronto, Hamilton &
4 ¥., between Lots 8 and 9, Concessions 3,

an, 1 A
ont'd 5, from Niagara River, in Welland County,

29,

edMg' May 15.—Approving location of pro-
Station XDPress building by G.T.R. at Stuart St.

29,641 Haﬁi]ton, Ont.

Ve ay 14.—Authorizing Saskatchewan
T, ninmlfht. to make highway crossing over Grand
B“ﬂne “acific Ry. Moose Jaw Northwesterly
Brg Me'rild!}a:'w' 14 Seec. 1, Tp. 20, Range 2, west

9,642 . ;

18, wor o May 18.—Rescinding order 29,478, Mar.
to :::lelfh authorized London & Port Stanley Ry.
estmir, Station at east end of base line road,

29,643 ster Psychophathic Hospital, London, Ont.
h"idge 1-12M8y 14.—Authorizing C.P.R. to rebuild

29,644 -6, Chalk River Subdivision, Ont.
Yosging May 18.—Approving location of C.P.R.
R‘hge 19on line between Sees. 4 and 9, Tp. 15,

29,645 west 4th meridian, Alta.
iilona] B May 17.—Authorizing Canadian Na-

Onteglm to rebuild bridge over St. Esprit River,

29,6 County, Que.
gional‘i%y May 17.—Authorizing Canadian Na-
e, S. to make highway diversion and over-

d
Brang ToSsing  at mile 81.3, Vernon-Kelowna

29.6 4;1 .C.

.tri"na] Ry May 17.—Authorizing Canadian Na-
errehe, S. to rebuild bridge over Jordan River
29,648’“1& County, Que. :

bujlq "}, May 14_—Authorizing C.P.R. to re-

ﬂ29»349 Ze 30.8, Shaunavon Subdivision, Sask.
tonay May 12.—Authorizing Canadian Na-
tih:lte"' 7 to erect a platform and an open

n of ‘M stop its suburban trains at intersec-

Soutp, of onkland Boulevard, about half a mile

29650 Lazard, Que.
ord gy May 19.—Dismissing application of

:"’Vide su,_taOnt., for order directing G.T.R. to
tzoAl St lRo:lde highway crossing over its track

920651, Mo A
s Te y 20.—Amending order 29,582, Apr.

59:& % OVe:hea%abridges atBI(IJastings. Pender 31;11;1

- - nco Al 7 o)
29.;&; & Berter, ul\!r;f' over Vancouver,

T for ay 18.—Authorizing C.P.R. to build

29,655 Inl!dbenal Gl AL, Betyomsie Bk, - o
b On way 19.—Authorizing town of Cap-

N Natio make highway crossing over Cana-

Mzg_s“_ 'ﬁll Rys. at Yonge St.

hlm.t. T 18.—Authorizing Ste. Agathe des

“:nove, C pipality to construct a highway cross-

s -P.R. at mile 43.80, Laurentian Subdivi~

& Bood:  Ma AW

ow y 18.—Authorizing Sherbroo! .

exqnrer Co.” to build tracks across OFR.

& 29'356. ﬁt-, Sherbrooke, Que.

Mzugo, pMay 18.—Authorizing G.T.R. to build

9,657, 'MROzers & Co., Toronto.

T"lsoa. au:hy 20.—Rescinding order 5,646, Nov.
Tp., ont.onzmg G.T.R. to build spurs in

de’ y 21.—Dismissing Winni Board
E:l: in ec:g Somplaint against alleged discrimina-
ts an q GOf cable tolls as between Manitoba
‘Ilmmd iling reat Britain, as compared with rates
129 35';'”' ;It‘geen western boundary of Ontario
i .S.
'Mil. ‘Dhlil::hy 21.—Approving Canadian National
eaga Fl.Q;Atlon for approval of its Standard
b'l.t"!en ltnght Tariff C.R.C. no. E-115 to apply
Wrenea ions on railway south of the St.
e ver, including also Montreal and
X "
‘:'.«}919' rﬂy 21.—Amending order 28,202, Mar.
]mﬁgbmvinz C.P.R. plan, showing pro-
M 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

J May 21.—Authorizing Canadian Na-
tional Rys. to enter upon lands of J
Quebec, Que., to remove trees which obstruct view
of Quinn’s crossing, St. Malo, Que.

i May 21.—Authorizing Canadian
tional Rys. to rebuild bridge over 1’ Assomption
River, St. Charles Borromee Parish, Joliette Coun-

May 21.—Authorizing G.T.R. to
overhead bridge at mile 281.03, District 2,
real Division, 0.94 mile east of St. Bruno station,

London & Port
tection for gaunt-
St. Thomas, Ont.

Que.

29,664. May 21.—Approving
Stanley Ry. plan of signal pro
let tracks on Mill Creek bridge,
May 20.—Authorizing C.P.
spur for Imperial Oil, Ltd., Shaunavon,
|2 May 21.—Relieving C.P.R.
viding further protection at crossing o
Ave., 114 miles west of Ottawa,
21.—Extending
within which Canadian National Rys.
automatic bell at crossing of main roa
to Red River, St. Jean Baptiste, Que.

May 20.—Authorizing
behalf of Swift Current rural
to make highway crossing over
Secs. 23 and 26, Tp. 15, Range
and to divert highway in

Government, on
municipality 137,
C.P.R., between
15, west 3rd meridian,

ec. 26

May 22.—Approving C.P.R. relocation
of station building at Cassils, Alta.
May 21.—Authorizing
tional Rys. to build spur
Drumheller, Alta., to be comp
months from date.
May 15.—Dismissing
1 for order directing
trains and one freight train
1 and Bonaventure station.
May 26.—Ordering G.T.R. to erect sta-
tion at Bechard, Sask.
—Ordering Canadian
to build two one-car s

7.—Authorizing C.P.R. to rebuild
Timiskaming Subdivision,

Canadian Na-
for Imperial Oil Ltd.,
leted within three

application of

City of Montrea
operate six passenger

tock pens at Ste.

27.—Approving G.T.R. plan of

express building to be built for Canadian Express

Co. at Chatham,
27.—Authorizing Kettle Valley

Lot 340, Yale Division, B.C.
ay 27.—Authorizing C.P.R. to build
two spurs for Jenckes Canadian Co.,
p., Que.

29,678. May 27.
Rys. to build 2-car!
at Steep Rock, Man.

—Ordering Canadian National
load stock yard and platform

Authorizing C.P.R. to build
Metal Exporting Co., Winnipeg.
28.—Authorizing
t. Lawrence & Ottawa Ry.,
edman, Ottawa, Ont.

7.—Authorizing C.P.R.
tension across road allowance
ry of n.e. 1 Sec. 32, Tp.

spur for Dominion

spur for W. Fre

passing track ex
north of north bounda:

24, Range 10, Canmore,
thorizing C.P.R. to re-

build bridge 1.17, over west branch of Winnipeg

yiver, on Keewatin Subdivi
May 29.—Apport
ing and maintainin
C.P.R. and G.T.R.
paid by G.T.R.
May 29.—Amen
21, by substituting Manitoba
Jean Baptiste.

joning cost of build-
e track between
t., 70% to be

der 29,667, May
for Quebec, after St.

in Guelph, On
and 30% by C.P.R.

— Authorizing Canadian North-

ern Ontario Ry. to connect with G.T.R. at Pem-

broke, Ont., and to cross
voad between Lot 13 and

d
29,686. June 2.—
of Cherry St., Tomnﬁo.i

block P and the River

Ordering that G.T.R. crossing
be protected in so far as

.m., the cost to be paid

e
Approving C.P.R. plans
tions to abutments and
girder span by 22
bridge 73.6 over

between 6 a.m. and 10
65% by G.T.R. and 35%

29,687, 29,688. June 2.
showing details of altera
replacement of existing 20 ft.
ft. 4 in. reinforced concrete span,
Gould’s Creek, Chalk River
of 29 ft. girder by 28 ft.
bridege 6.88, on its North Bay Subdivision,

—Authorizing C.P.R. to build
tead

4 in concrete span of

ma District, Ont.

gpur for Dominion Brass & Iron
Outremont, Que.

June 1.—Ordering
car 40, in use on Dominion
in accordance with Board
tions, or, in the alternative, withd
vice and replaced by suitable car.
June 2.—Approving C.P.R.
May 3, and B-1-1604-2, Mar. 19,
f alterations to abutments and
of 24 ft. girder by 22 ft.
crete span, at mile 37.98
Am:m. District,

2

C.P.R. to have postal
Atlantic Ry., rebuilt
1 Car Specifica-
rawn from ser-

4 in. reinforced con-
Thessalon Subdivision,

e
1.—Authorizing G.T.R. to build

gpur for Canadian Steel Foundries, Point St.
Charles, Montreal.

29,693, ‘June l.—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 cireuit 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
puild three spurs for Cowan Co., Toronto.

29,696. June 1.—Authorizing Elk Valley Lum-
per 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-
yision, 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, Vie-
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 A4.—Authorizing Canadian Na-
tional Rys. to cross and divert highway in n.e.
Zi Eec. 22, Tp. 53, Range 22, west 3rd meridian,

ask.

29,706. June 4.—Authorizing C.P.R. to divert
road allowance on south boundary of s.e. Y
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 6,188 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. %
Sec. 20, Tp. 12, Range 21, west 1st meridian, and
to carry same across tracks at mile 20.4, Lenore
Subdivision.

29,710. Ordering G.T.R. to remo-e trees on
northwest corner of crossing of Kingston Road
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 alter 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
Teference 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 }-escinding 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-
scizngdjlrzlg m:Ider 286'122' May 11.

o - une 8.—Approving Canadian Northern
Quebec Ry. plan of proposed revision of line near
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
be2 :ggg on;r PnkeSCrexk ﬂ:h:iin crossine,

,725. une 8.—Authorizing G.T.R. i
spur st Cainsville, Ont. # ey

,726. une 8.—Approving G.T.R.
new station at Clandeboye, Ont. il

29,727. June 8.—Authorizine C.P.R. to cross

Place d’Armes St., Kingston, Ont., at grade.

29.7%8. l.;u:lne Qi-i;:tughorll,zing C.P.R. to build

spur for Hydro ric Power Co

o e et e
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. .

29,730. 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 See. 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, Viectoria 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
35’” of Sec. 36, Tp. 12, Range 8, west 2nd meri-
1an. .

29,737. June 10.—Ordering C.P.R. to stop on
flag, trains 23-and 24, and on Sundays in lieu of
tohese trains to stop trains 33 and 34, at Norwood,

nt.

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 District, 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
glgwag signal at crossing of Parkdale Ave., Ot-

wa.

. 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-

ure.

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. p

29,750. June 15.—Approving C.P.R. route map
showing revision of Cutknife to Whitford Lake
Brapc_h from Sec. 35, Tp. 44, Range 25, west 3rd
meridian, mile 24, to Sec. 11, Tp. 56, Range 15,
west 4th meoridian, 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.

29,758. June 1l.—Authorizing Ottawa Electric
Ry. to build power distribution line over C.P.R.
on Clifton Road, Westboro, Ont.

_29,1:’;4.(; Jllxingr 15.k——11}pp§ovilt{¢ proposed exten-
sion rand Trun acifie . station at S
Plain, Alta. e v

29,755. June 15.—Authorizing Canadian Nor-
thern Qu=bec Ry. to build spur for Jos. Dufresne
at mijle 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 See. 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 fer accommodation of S,

29,760. June 15.—Ordering Toronto, Hamilton
& PBuffalo Ry. to provide protection at crossing of
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Wellington St. South, 'Hamilton, Ont.,
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

between

July, 1920.

with C.P.R. at mile 18.4, Kingston Subdivisio®
near Harrowsmith station, Ont.

29,764. June 18.—Relieving C.P.R. from PI%
viding further protection at highway crossing
Putnam, Ont. cthe

29,765. June 18.—Authorizing Canadian NO!
ern Ry. to build across highway at mile 45, K8
loops-Vernon line, Okanagan Branch, B.C. .

29,766. June 18.—Authorizing Canadian N*
tional Rys. to connect Canadian Northern t
with National Transcontinental Ry. near
Prosper, Que. Bl

29,767. June 18.—Ordering Canadian Nation
Rys. to appoint station agent at Valparaiso, Sask?
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 RY&
Co.—The Ontario Legislature has passé
an act providing that this railway

be operated by steam for a further per:
oid of two years, except on Neeb L
Ave., north of Montreal St., Fort Wi
liam, Ont., and extending the time 1*
the completion of the unconstructed Secﬂ
tions of the line to Squaw Bay unt
1922. (April, pg. 176.)

Northern Light Ry.—A press l‘eP‘ﬁ:
states that the first car load of steel 18
for the construction of the 36 in. gaus”
light railway from Elk Lake to Gowgal!
da, Ont., has been delivered at Elk Lak‘:
The report also states that surveys od
theh projected line are being proceedfﬂ
with.

A meeting of shareholders of this ne:&
ly incorporated company has been call H
to be held in Toronto, July 5, to rege“’e‘
and adopt the provisional directors fto
port and accounts; to elect directors;
let contracts for the construction 9%
light railway, and to authorize the {111";
tors to issue bonds for $10,000 a mile b
the whole undertaking, or on any bl'anss
or part contracted to be built. A Preof
report of June 12 stated that $300',000 3
7% first mortgage bonds were being gn_
fered by the company as part of the
ancing necessary for the constructhHElk
the projected light railway from "
Lake to the Gowganda mining cam
about 30 miles.

Pacific Great Eastern Ry.—The Pl'e’:,ln
ier of British Columbia on his ret
from a trip of inspection over i
line recently is reported to have 3301’
that the foundation work for the via& the
at Deep Creek was completed, that ted
steel work was expected to be complehen
in July, that track laying would &
be resumed, and that it was expecteC e
have rails laid into Quesnel some tﬁoﬂ
in September. The site for the st& 2el
building and terminal yards in QUeSg, .
st selecteéi9 rt?it)xring the Premier’s V¥
une, pg. . ;
Springfield Ry. Co.—The Nova S%‘;‘"
Legislature has passed an act amenl s
the company’s charter. The DaVv the
Tramway Co. was incorporated b);,03_4
Nova Scotia Legislature at its 1
session to build a railway to be operd:c,
by electricity, steam or any other mé)hef‘
power, near Alpena, and from near ter?
rifield, on the Halifax & Southweso f
Ry., and from any point on the Cale®%ge
branch of that railway to points o e
Davison Lumber Co.’s lands. The nfa},
of the company was changed in the co
lowing year to the Springfield Ryi;' :
Construction of a line from Has%ipe
Jet., one mile from Springfield, 01!7168"”)
Halifax & Southwestern Ry., was were
in 1905, and about 9 miles of liné gub
reported in operation in Nov., 1906- s 1e
sequent additions were made, and it 1 ‘a0
ported that the company is operat!




July, 1920

Miles of standard i

N gauge track, carryin
ﬁ;ﬁ) to Crossburn, N.S., 10 miles, yang
all iter and general freight traffic over
: S lines. The company’s head office

t Crossburn.

miskaming & Northern Ontario Ry.

CANADIAN RAILWAY AND MARINE WORLD

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
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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
legsiﬁlature from time to time. (June, pg.
298.

Canadian National Railways Construction, Betterments, Etec.

H:lli‘;llfax Ocean Terminals.—A recent
the oai{’ N.S., press report states that
the hly permanent work in progress at
tl‘ainnew ocean terminals there is the
a,S»}lged, which is nearing completion.
ders Irview Locomotive Terminal.—Ten-
at 1:hare under consideration for grading
leg e lopomotlve terminal at Fairview,
sl‘ Halifax, N.S.
are Yl:lney Mines Freight Shed.—Tenders
of 5 t{ld'?r consideration for the erection
E reight shed at Sydney Mines, N.S.
180 ;l‘e officially advised that it will be
tion ilo ft. and be of wooden construc-
esty t will replace a similar structure
eOYed by fire recently.
iallyw Glasgow Station.—We are offic-
New advised that the work in hand at
tion oflasgow, N.S., consists of the erec-
the ; an extension 79 ft. 8 in. long and
g_emodellmg' of the existing building
Pass Ve modern facilities for handling
en‘%ep and baggage business.
arge ohn Train Shed Damaged. — A
at §; Section of the roof of the train shed
anq it{_JOhI’g, N.B., collapsed on June 15,
Yoot flS said that 15,000 square ft. of the
The ., ell' on the platforms and tracks.
anq 00f was condemned some time ago,
d work has. been in progress taking
beer, the entire station. A start had
t s«emade June 14, on taking down the
h'eng St }fux)portx‘ng the roof, and it is be-
aing at the jar from the operation of
the COI?ut of the station, brought about
o apse. The St. John City Council
€ported to have been advised in
for $1 Oat appropriations had been made
Ney, g7 00,000 towards the erection of a
_ccgltlon, and additions to the yards.
We e Ivney Jet.-Fredericton Division.—
arpe ¢ Officially advised that R. B. Stew-
ling b ender for improvements on the
icton €tween McGivney Jet. and Freder-
achp’ted:B., for about $186,000 is to be
Ons?k;‘:::élioY:}rds.—anders are under
m’;cton, N.%. or grading for a yard for
Ten, (ielljawrencg Subdivision Revisions.—
g, fes Wwere invited recently for clear-
tleg, cnflng, grading, and building tres-
on theuserts,' and bridge substructures
on the ollowing deviations of main line
diay, N St. Lawrence Subdivision, Cana-
orthern Quebec Ry.: Burrel devia-
Ween mile 87 and 92, between
~ Chichg daT}d St. Boniface; East Yama-
96.5, bet. iation, between mile 94.5 and
St, Paetl‘{Veen St. Boniface and Charette;
anq 10(‘; In deviation, between mile 100
St, U » between Charette and St. Paulin;

4 1i‘sule deviation, between mile 109

tioy
Glel;ag: ‘

an,
tinT » between Fremont and St. Jus-
fro,;‘erlt_- Lawrence Subdivision extends
D&rt? lette to Quebec, and is made up
Canada of the Great Northern Ry. of
N"“‘the’ a_line acquired by Canadian
the Qurg Ry. interests, and in part by
tig ye ec, New Brunswick & Nova Sco-
terest;,s" which was built by the same in-
G-‘mea' and leaves the former line at
.R“’er U Jet,, just east of the St. Maurice
Gregy ?\}“i 80 miles from Quebec. The
Sring e tthern was built under rather
Whep o0t financial conditions, and in days
¢ 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% 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 direet 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 Ilines:—
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.

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 Ib.
‘Wheel base T2t
Cylinders, diar. and stroke ............ 14 x 22 in
Cylinder spread 80 in.
Driving wheels, diar. 40 in.
Driving wheels, material ...........ccooveinennnss Cast iron
Driving journals Tix & B
Boiler, type

Straight top
Boiler inside diar first ring 45 in.
Boiler pressure
Firebox, length and width ..
Tubes, no. and diar.
Tubes, length
Heating surface, tubes ...
Heating surface, firebox ..
Heating surface, total ...
Grate area

Tractive power
Factor of adhesi
Reverse gear
Cab

Tank, type
CBDBOIY, WALEE’ ..iviucrwommistsis ity
o] ity, coal

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 4202.000 1b.

‘Wheel base ft. 6 in,
Cylinder, diar. and stroke 23 x 28 in
Cylinder d 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 Ting ........cew 6955 in.

Railer pressure

Firebox, length and width............. 8916 x 7514 in.
Tubes, no. and diar.......... ..202 2 in.; 32 53 in.
Tubes, length 14 f i

Heating surface, tubes ...
Heating surface, flues ...
Heating surface, firebox .. 2
Heating surface, f. b. tubes .....s.cen 26 sq. ft.
Heating surface, total
Superheating surfa

Gratz 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, 3 in.
Tender truck, type ... Cast steel side frame
Tender journals 5% x 10 in.
Tank, type Water bottom
Capacity, Water .........icuies 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 Ib.
Weight on truck 16,000 Ib.
Weight, total 1b.
‘Wheel base, driving in.
‘Wheel base, engine
‘Wheel base, engine and
Cylinders, diar. and stroke ...

Cylinder spread 781 in.
Driving wheels, diar. 56 in.
Driving wheels, material ... Cast steel
DRIVING  JOUPTIRUD © ccapresesonsssirrensssiiosmsvospocs 915 x 10 in
Frames, width 4 in.
Engine truck wheels 33 in
Engine truck journals ... 5 x 10 in.
Boiler, type qtraigh';o top

........................ in.

Boiler, inside diar. first ring
Boiler pressure 13
Firebox, length and w
Tubes, no. and diar. ...
Tubes, length
Heating surface, tubes
Heating surface, flues ...
Heating surface, firebox
Heating surface, total

Superheating surface .
Grate area
Tractive power
Factor of adhesi

kg. per sq. ¢/m.

1228, x 377% in,

165 2 in.; 26 533 in.
13 ft. i

Superheater .
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, waber waladiniiiiloiiiladis 4,630 imp. gal.
CoDarity, | TOBL ,riwsisesisriossesinsdriprinsin 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 leec-
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.
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Grand Trunk Railway Constru¢
tion, Betterments, Etc.

Arthabaska, Que. — Senator Lavel'g"tf
called the attention of the Senate recel
ly to the necessity of building a G.1-
branch line from Victoriaville to Al‘th:r
baska, Que., 3 miles, and asked wheth
it was the government’s intention, n%Y
that the G.T.R. is being taken over A
the Dominion, to build such a line. R
stated that Victoriaville is on the GTthe
main line, and that Arthabaska 18 la-
chief town of a district with a pop
tion of 100,000. Arthabaska is the S,el‘é-
of all government and other public bul :
ings, and is also an industrial .Cent.e"
and its only present outlet is at Victori#
ville. Sir James Lougheed in reply stao_
ed that the G.T.R. had not come, 8bsas
lutely under government control; it wof
being administered by representzattlve-"}I
the company and the government. o
had no doubt that in due course eve A
consideration would be given to the sU
gestion. i

Ottawa Cross Town Tracks.—A ,Pelon
tion is being signed asking the Domin! e
Government to take steps to disconti?
all through traffic across Ottawa an the
remove all cross town tracks with 4
exception of a switching track for s€ be
ing existing industries, such track tore-
used only at certain hours, and to be
moved at some future date. o

London Grade Separation Proposals've
Several meetings are reported to bt?;ee
taken place between a special comml 5
of the London, Ont., City Cpuncxl 9';119
G.T.R. representatives to discuss ity
elimination of level crossings in the c o
The Board of Railway Commissioners the
had officials in London investigating. =
situation and a report has been rece:;ion
on the necessity of increased protec™™
at the crossings. The city cou_ncll lslto'
favor of eliminating the crossings # P
gether and of so saving the cost of ke
ing watchmen, and G.T.R. oﬁici.al_s are g
ported to have expressed a willingnes®
meet the city on the matter. ! Ehief
report states that the company's Iy 10
Engineer will visit London short Yﬂoo
prepare plans for subways at Watel;
and Rectory streets as the begmnmg s
the work. It is estimated that theseeach'
ways will cost about $200,000
(June, pg. 292.)

Reported Sale of Edmonton, D"
vegan & British Columbia
Railway.

n‘
A recent press report stated that fc‘;ﬁﬂ
trol of the E., D. & B. C. Ry. and © had
subsidiary, the Central Canada Ry'l’o g
been secured by eastern persons € th‘t
associated with the C.P.R. and mab
pending a definite settlement of the )
ter, a report on the condition of the “4,

railways was being prepared by C o

James, Assistant Chief Engineer, ©- e
Winnipeg. An Edmonton, Alta-yl\chp
report of June 3 stated that J. D: *%ad

thur, President E., D. & B. C. Ry"o b
said it would be about three weeks + 88
thereafter before any tmnou'ncelne prg
to the contemplated change in th%isl‘ie’
ership of the line and its subs!
could be made. Gener®
The Premier and the Attorney McAX
of Alberta, together with J. D- Uni"-‘,h
thur, and the solicitor for the ‘e
Bank, which is interested in the mﬁeﬁ'
tion, were reported to be in MOP" cod

June 12, in connection with the pro?

'sale of the line.
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Freight and Passenger Traffic
Notes.

CThe Canadian National Rys. and the
oy put into effect summer tourist
ates to Pacific coast points on June 1.

th;rhe number of cars which passed over

& Quebec Bridge for the seven days
$ided June 8 was as follows:—

Brj 1920. 1919.
ch‘dle, Station to Chaudiere Jet........ 441 326
Udiere Jet. to Bridge Station........ 358 172
Tota] . . 799 498

m_Th_e U.S. Interstate Commerce Com-
a’SSlon was reported on June 8 to have
ngTO,Vegi of the C.P.R.s application for
™Mission to file a schedule containing
uced rates on shipments of paper and
Der articles from points in Canada to
€W York City.
nouhe Grand Trunk Pacific Ry. has an-
linenced a second summer tour over its
Bons' The party is limited to 200 per-
Nos’ and will start from Grand Forks,
1ro h Dakota, July 6, and will travel
tra;n Winnipeg in a special excursion
o o1 to Prince Rupert, B.C., which will
mfageaf!hed in nine days, stopovers being
Ry € at several points. From Prince
sterert the party will travel by G.T.P.R.
tle Mmship via the inner channel to Seat-
ang V'aSh"' with stopovers at Vancouver
hay, lctona! B.C. Members of the party
inge the option of returning to the start-
ma Point by a number of routes, and

Oetl,’ gi)mplete the trip any time up to

ethhe Canadian National Rys. is report-
gag (i.have put in operation on June 1 a
2Oline motor car on the line between

Npeg and Transcona, Man. The car

ac
th:°n}mpdates 75 passengers, and makes
Seve “mile trip in 10 minutes. It makes

N trips f Winni to Transcona
a .“1Ps Trom Winnipeg to Tra y
nxilgeelg‘ht trips from Transcona to Win-
wayg every week day, and two trips each
tionalon Sundays. On week days addi-
Emp] trips are run to accommodate the

nOYes of the Canadian National Rys.
Song Scona shops. More than 1,000 per-
on thare reported to have used the car
8 cie first day it was operated. It has
Wil eng Power to haul a trailer, which
Tangg € provided as soon as traffic war-

%Tlée Quebece & Saguenay Ry. continues
Dohe Operated by the contractors, Hugh
Rys W & Co., for the Canadian National
°per.at‘ N June 1 the contractors put in
trajy 1on the following train service:—A
beg (Qally except Sundays, leaving Que-
at o 4gebec Ry., Light & Power station)
6452° P.m., reaching Murray Bay at
v g:n" and a train leaving Murray
1145 3% 745 am., reaching Quebec at
Qeedina'm- On June 26 and on each suc-
l.ga‘"e & Saturday to Sept. 11, a train will
Tay BSUebec at 7.30 a.m., reaching Mur-
Wil] oY at 11.30 a.m. The return train
Sundaea"e Murray Bay at 5.15 p.m. on
Sup, o June 27, and each succeeding
9-1']5 D mtO Sept. 12, reaching Quebec at
theusslflce_Lafontaine gave judgment in
A g0 Derior Court at Montreal June 8 in
fl on brought by Hodgson,” Sumner
Osy . ABaAinst the C.P.R. for $931.55 for
deliver Mmerchandise. The goods were
?%.rin €d to a carter driving a wagon
10y ng the C.P.R. sign, and were signed
.111,1&, buon_e of the company’s bills of lad-
he jud Never reached their destination.
top, estge held that according to the cus-
%iyj, e ‘@blished by the C.P.R. Co. for re-
Or theig"ods and signing a bill of lading
:‘f«ed, tl};etl‘ansportation to places indi-
heln berson accredited to receive
S not any particular individual,
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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.
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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 Cahada
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
Kle Live Stock Contract form (Schedule

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 the2§oyal 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.

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
a(.)gent for the summer, at Lake Joseph,

nt.

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,
transferred.

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
gi?trict Freight Agent, Los Angeles,

al.

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 Jct., 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 Vietoria 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:—~

Acres.

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. ......ovvriviinnne 428.33

Grand Trunk Pacific Ry. Branch Lines
0. 2" 29.41
785.29

July, 1920

Telegraph, Telephone and Cable
‘ Matters.

B. A. Boate, heretofore local managel
Great North Western Telegraph 02
Brandon, Man., has been appointed 10 F
manager at Regina, Sask., vice R. X
Errington, transferred.

L. Black, for several years in Weste )
Union Telegraph Co.’s service at
ney, N.S., has been appointed local mal”
ager there, vice J. B. Colbourne, I
signed to enter C.P.R. telegraph servi
at Calgary, Alta. e

The C.P.R. Telegraphs have nomlnaw_
F. H. Phippen, K.C., as their repl‘esent{
tive on a board of conciliation to cons®
der operator’s wages. J. T. Gunn, Sec
retary Electrical Workers Union, reP
sents the men. s

J. B. Colbourne, who has resigned ah
local manager, Western Union Telegfafe‘
Co., Sydney, N.S., to enter C.P.R. t&
graph service at Calgary, Alta., was pre;
sented with a gold chain and an addreﬁe
by the Sydney staff on leaving for t
west recently. "

H. Wittmaak, who died at Kitcheﬂe.l;
Ont., June 3, aged 60, was formerly ;d
C.P.R. Telegraphs service, and was S&,
to have been the first of that compﬂf%e
telegraph operators in Hespeler, Ont. 1
was agent there when he retired fr°
active service about two years ago:

The Great North Western Te.legfagd
Co. has opened offices at Authier 9'm
Kiskisink Club House, Que., Moonbé&'j
Ragged Rapids, Port MacDiarmid
Sparrow Lake, Ont., and has close B
offices at Oscalanea, Que., Battersea 2
Thamesford, Ont., and Kylemore, 52 te5

A London, Eng., press dispatch S a8
that the Pacific cable connecting Ca"%e.
with Australasia is to be duplicate nd
tween Bamfield, B.C., and Norfolk Islaty
at a_cost of approximately £4,900’902,
The Pacific cable was completed in 1 nd
and the distance between Bamfield &
Norfolk Island is approximately 6,
miles, and there are two intermé the
stations, one at Fanning Island an po
other at Fiji. The cable between B¥j
field and Fanning Island is sai
the longest laid in one piece. has

The British Postmaster General of
sent notices to the various chambel® ;¢
commerce and boards of trade In G:h;t
Britain calling attention to the fact ber
a state owned cable is in operatiol T
tween Great Britain and Canada, 87
the government’s desire that this 7y
which is known as the Imperial &
should be used mainly, if not exclusi¥Zy,
for traffic between Great Britain 3’3.rect
British Dominions. It is operated % n.
from the Central Telegraph Office I ion
don, to Halifax, N.S., where conn“ s
is made with the Canadian land 1in¢e
well as with the British cable ¥
West Indies. Traffic for Au.sm"{iir“t
points is sent by a special line
from Halifax to Bamfield, B:C» ple
thence by the state owned Pacifi b
to Australia and New Zealand, ther™ “af
ing only one retransmission, V*”
Halifax.

Among the Express Comp’“‘id'

The Canadian National Ex. Co'sk.
closed its office at Prince Albert, 'S; the

M. Cunningham, formerly With
Canadian National Ex. Co., i8 regsdiﬂ”
to have been appointed agent C2
Ex. Co., at Stewart, B.C. et O

J. I. M. Grant, heretofore cashlet' pef
nadian Ex. Co., St. Catharines, 03 “ont
been appointed agent at Brantfor®
vice G. A. Oliver, resigned.
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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
fy Otyawa Car Manufacturing Co. The
- following are the principal dimensions:—

ENZth Over end SillS .......osmcmssmsssensismnens 32 ft.
Dinxth of cab 16 ft.
w.“""lCe between bolter centers ............. 18 ft.

idth over cab 10 ft.

Height 1, rai
Beight top of rail to center of araw bar..34%% 1t
t The underframe is of steel construc-
101, built as one unit. There are 6 lon-
Bltudinal sills consisting of four 12 in. I
sﬁ?ms and two 12 in. channels, with cross
ot of 9 in. I beams and corner angle 6
bui] X % in. Bumpers, or end sills, are
tolt up with a 12 in. channel, fastened
i ends of longitudinal sills by 6 x 6 x %
ah, angles, with another 12 in. channel
aped to meet the requirements of the
B. coupler height, after which a %
P

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 7% 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 1% in. between the
1% steel plate and bottom side of floor
boards, which are 1% in. thick, t. and g.,
covered over with steel checker plate.
The hoods or sloping ends are of 3/16 in.

Oshawa Railway, Fifty-Ton, All Steel Electric Locomotive.

in,

quil.s:gel blate is sheared to meet the re-
Rethe shape, and securely rivetted to-
constr- Bolsters are of box girder type
1y, Fucted with two 12 in. channels and
ide ~...0 In. steel plate on the bottom
ehaﬁnl‘Wetted to flanges of the 12 in.
Exte els. A 1 in. rolled steel floor plate
t ends the

v, full length of the locomo-
struc‘t’.‘d the full width of cab. This con-
boy t;';ré forms a strong girder of the

T .
tion . ©8b, or body, is of steel construc-
anq’, Obsisting of angle irons for ends
for ars intermediates, 6 in all, bent
tin um the sides and roof in one con-
Stee) sl Plece, to which 8/16 in. sheet
Aoy, ap ates are rivetted, forming win-
5t epln-d door openings. The roof is of
Sidg o type, having 3 windows in each
d}agonnd on ends, with door at each
Sidg aral corner. Two windows on each
the o€ drop, and the third, which is at
!liding“tml corner of the cab, is of a
fngp)e YPe, with hinged arm rest, to
With . the locomotive men to look out
ase when shunting. A storm sash

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 msgde
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 1% in.
iron pipe for uprights, conforming to
shape to meet the requirements of the
locomotive end and coupler. A'1% 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 1% 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,
wwhich 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; 6% 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

CANADIAN RAILWAY AND MARINE WORLD

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

Oshawa Railway Electric Locomotive Cab Interior, :’howinl 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.

July, 1920.

Electric Railway Projects, Con-
struction, Betterments, Etc.

Calgary Municipal Ry.—R. A. Browl
Superintendent, has reported that exten-
sive reconstruction of double track lines
will have to be done at the rate of from
five to seven blocks a year, at.a cost ©
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 ©
$6,000 a block. The estimated total cost
of this reconstruction is about $91,000 2
year for the next five years. He pro
poses that $60,000 a a year be taked
from depreciation fund and that the bal
ance be made up from revenue. Juné
pg. 316.) L

Hydro Electric Ry. (Essex Division):
We are officially advised that a secom
track is being built on London St., Wind
sor, Ont., from Ouelette St. to Wellingto?
St.; and that the car shop on London »*
is being rebuilt. The new work will pro
vide a new repair pit, an armature oot
a blacksmith shop and a machine shoP:
(See Sandwich, Windsor & Amherstbur®
Ry., June, pg. 316.) 8

New Brunswick Power Co.—We a}{e
officially advised that the project fol'tm
extension of the company’s line fI° o
Fairville to Manchester, N.B., has be€
cancelled for this year. A

We are further advised that the cpn;s
pany is installing loops on all its h?g
in St. John, with a view to operat!”
single end cars. Proposals in regarl the
this are before the city council for 4
following :—Branch off at corner o Cha e
lotte St. and north King Square; 2 ltte
up Union St. from Mill St. to Charlot™
St., 1,500 ft. At West St. John it i8 PR,
posed to connect through tracks ab j
head of Rodney wharf. An extensiol o
3,000 ft. of track is also being arl'angthe
for in East St. John to accommodate ock;
Symons Parish, the new harbor dry d mé*
etc., and the county hospital. The 1d-
terials for these extensions are on h@
T. H. McCauley is General Managelb L)

Porcupine Rand Belt Electric RY- dot'he
The Ontario Legislature has revive his
charter of incorporation grante¢ ..
company in 1912, together with -ancoﬂ‘
tension of time until 1922 to begi! 1,
struction and until 1923 for the CO’.’fgay
tion of the projected line. The Y8 o
authorized to be built is from c\?ittie’

City townsite westerly through 1 and
Hearst, Gauthier, McElroy, La eNoV"
Boston Tps., to Dane townsite. (

1916, pg. 460.) e

Quebec Ry., Light & Power CO acks
extension of the electric railway ration
in Belvedere Ward is under conside atio?
by Quebec City Council. A deleg% ye
waited on the council requesting 92 ice
company be asked to extend it$ SBoﬂ"
on St. Cyrille St.by St. Marguerite ', st
geois to Bells Road, so as to reach eswd
Malo section of the line, and SUgE o
the consideration of another e¥ VEv
along the cliff, by Boulevard exte”
tente and the city limits. Another cen?’
sion asked for is a line to Belmo?
tery. (June, pg. 346.) di 10
Winnipeg Electric Ry. is, accolfts“fc%‘
report, planning an extension of ! 1 et
demy Road line to Lindsay St., at 2 y
mated cost of $20,000. ne co

We are officially advised that s
pany is building a substation .
two motor generator sets. e

The Guelph Radial Ry,, owned &y ]
city, will be taken over for oPe¥ gon

the Hydro Electric Power Comm
Ontaio July 1.
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Increases in Electric Railway Passenger Fares.

Brandon Municipal Ry.—A Brandon,
than" press report of June 11 stated that
€ Manitoba Public Utilities Commission
iy approved an increased schedule of
"ves for Brandon Municipal Ry., effec-
!'dg June_21., as follows:—Cash, T7c.;
e mary tickets, 6 for 35c.; workmen’s
fom ??.?c,. 5 for 25c.; children’s tickets, 8
-duFrantford Municipal Ry.—A new sche-
Dute' of fares is reported to have been
the In operation June 10 in order to meet
& Increase of wages granted to the
% Dloyes,
nog; has been abandoned and the fare is

aag stralﬁht 5c. one.
2ary Municipal Ry.—R. A. Brown
S;I())ermtendent, is reported to have
& Mmmended that an increased schedule
ine 2Yes be put in operation. Follow-
1§ a comparison of the present and

Sugge

ste iy

'(I)'?sh i d rates: Pr5esent. Suggested.
ickats f C. 10c.
Tickets for. e 22 18

% tge reason for suggesting the 10c. fare
The oclcourage the purchase of tickets.
avemty commissioners are reported to
on Juapproved of the suggested schedule
the c‘ne 11, and to have recommended
Ity council to authorize it.

ekiv IS County Ry.—The Quebec Public
§iderc:n00mm1551on met May 25 to con-

ing irem application to authorize charg-
Tesent t9ased fares on this railway. Rep-
jepuives of St. Joseph and Romuald
appliclpi}lltles refused to agree to the
ation or to abide by any decision

°rde§; and asked that the company be

to e to operate a service according
thl‘ou h ranchise terms. The service
to 7,90 the two municipalities named,

20,1'&}‘11:011, had been suspended from May
fugeq to coompany,s employes having re-
ary |y perate the cars over the bound-
St 0:, on account of the action of the
i refuseiph and Romuald municipalities
Mepe. o & to join in the application for
veesat'.sed fares. The Commri)ssion, after
0, el‘&t:igatmg the company’s finances and
o strﬁ?s’ together with the cause of
the Cit €, reserved judgment, so far as
Dalipy ¥ of Levis and Bienville munici-
Co panWel'e concerned, but ordered the
of Lauz% to operate its cars in the Town
:Q v thisn' e company was unable to
Operat, order, as_the employes refused
they int'e cars in Lauzon, and they fur-
Maq, o AMated that if attempts were
:th_er mgperate the cars in that town by
tl’«;l‘lke’ thn' there would be a general
e SYSteus tying up the remainder of
Rhed to t’}lll- The Town of Lauzon ap-
o to ;o € Commission, June 1, asking
oy °Derate the company to find money
e Coxm:~ the cars in Lauzon, or that
:Egraée it 1531:3g taket over the li}le angd
- Judgment was given June 9,

the °;7if:)mlsslon refusing g‘to entertain
:f"&te it:' or to force the company to
ka:ﬁ““gan;aﬁi (liiy borr:i)w_ingthmopey, :_s
n ; proved in the investi-
%ecidedt 2t it was unable to do so, and
o oft%\‘at no further motions of the
dg;%te it auzon to force the company to
long ws cars under the existing con-
in: o fll?th be entertained, and also
oq "Rarq to tel‘ motions or applications
¢g Unti] the he matter would be accept-
t‘aﬁot.tOget}four municipalities interest-
ﬁonchlse i) and agreed to revise the
On Jto the Cto submit the whole ques-
Ing - Une 1, ~OMmission for its decision.
sty Mding 10 @1l the company’s employes,
e, ee car barn men, ete., went on
Mayor of Levis, on behalf

The sale of tickets at 6 for

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 11, 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 teport 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. \

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. Me-
Limont, Vice President and General Man-
ager, Winnipeg Electric Railway Co.; R.
M. Reade, Superintendent, Quebec Railway
Light & Power Co.; Lt.-Col. 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 ¢ and £ of sec. 22, which
fixed the fares to be charged by the ¢om-
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.
Tollowing is a comparison of the old
rate of fares and those now authorized:—

Old. New.
Cash 5¢. Te.
6 tickets for......cuns 25¢. 4 tickets for...... 25¢.
25 tickets for... - 81 17 tickets fori... $1
10 workingmen 20 workingmen’s
tickets for.... «26¢. tickets for ... $1
10 school child: 8 school children’s
tickets for... 25¢. tickets for .....25c.

The workmen’s tickets are goqd onl,y
up to 8 am., and the school children’s
tickets are for pupils under 16 years of
age actually attending any publie school,
available 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
3‘15 ]expected to be given about the end of

uly.

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. ha
a dividend of $2.50 a share forst}?: c(lna;‘(:(}
ter ended Dec., 1918. press report
states tlllm}f with t(:ihis ayment the com-
pany will have paid u If of th
of dividends in arrea?r. o
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Jurisdiction over British Columbia Electric Railway.

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 Aect, 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:—

“l. 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
provineial 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

“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

act.”

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. 3 g

D. D. McKenzie: What is the clause of
the Railway Act which is amended by
this bill ? }

Hon. J. D. Reid: Sec. 6, subsec. (¢) as
follows:

“E ailway or portion thereof, whether con-
strucvt:;y:nder 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-
ever; and every railway or portion thereof, now
or hereafter so owned, controlled, leased or oper-

ated 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
the'y 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
Zva?s so far reaching as it turned out to

e’

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.

. .S. Murray, consulting engineer
New York, N.Y., who was employed Te-
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 radials on account of

July, 1920

the greatly inflated costs applying both
to_line and equipment.

I consider it most important, howevel
that the Commission proceed with th
development of its full plans, applyilé
to financing as well as construction,
order that it may be in a position to 8¢
quire such existing radials and prop q
as may be economically purchased, a0
which will later form parts of the com’
pleted systems.

Mr. Murray is of the firm of McHen¥
& Murray, who practice in general rail
way electrification, the senior pafmgfr
being E. H, McHenry, at one time Chl
Engineer, C.P.R., Montreal. Mr. Mu¥"
ray was Chief Electrical Engineer, Neﬂ
York, New Haven & Hartford Rd., in it
charge of electrical engineering and ¢O%
struction details of its electrificatio®
which cost about $25,000,000.

Sunday Operation of Electric Car®
in Ontario.

The Ontario Railway Act, R.S.0., 1914
chap. 185, provides as follows:— d
“235. (1) Subject to subsections 2 "".s
3 and notwithstanding anything in th!
act or any other act, street railways 18"
be operated on Sunday within a city e
ing a population of over 50,000 after
majority of those voting of the elect
qualified to vote at municipal electio”
have voted in the affirmative in ansW
to the question: “Are you in favor %
operating street railways on Sund”‘yt'e
but no person shall be entitled to VO
more -than once on such question. it
“(2) The question shall not be Submli
ted until the Lieutenant Governor.
council has declared that the pOPula?g.
of the city is over 50,000, and the L
tenant Governor in council may requ}be
a census to be taken and may pl'escrlnd
the nature of the census and the time #
manner of taking the same. in
“(3) When the Lieutenant Govemoton
council has declared that the pOPulatzou
of the city is over 50,000 the quest!ci
may be submitted at the annual mul'y
pal election, if the municipal coﬂﬂist
shall have decided on or before the oh
of December preceding the date of su11
election to submit the question, and 570,
not later than the 15th of December h;]jc
given notice of such decision by PY’:
adver_tisement, for at least one wee
each issue of some daily newspaper
lished in the municipality. : pd
“(4) The provisions of The Muni¢¥,
Act as to the submission of questio®
the electors and the voting thereol e’
the imposition of penalties and the P
vention of corrupt practices in €O 0
tion with elections shall apply to 2 et
taken under the provisions of tl?]sd to
tion, but no person shall be entitl®
vote more than once on the quesuoﬁl' 3
. (5) Nothing in this section sbal i
title a street railway companys :th &
has entered into an agreement W‘rsoﬂ
municipal corporation not to run ¢4y
Sunday, to run any of their cars o}
Sunday unless and until the companyil of
received permission from the couﬂ"their
such corporation by bylaw to un de
cars on Sunday, and then only tion
and subject to such terms and condityg
as may be contained in such bylaWs als0
unless and until the company h#% o
entered into an agreement with the oV

poration to observe the terms am
ditions of the bylaw.” oo 1880
The Ontario Legislature at ’tst the
session passed an act striking © T in
occ"tipt
pstit?

figures 50,000, wherever they
the the above section and su
the figures 15,000.
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Bill to Amend the Ontario Railway Act.

inCEhMcCrea,_ M.L.A., introduced a_bill
X e Ontario Legislature May 13 to
o ange the Ontario Railway and Muni-
Plal Board’s powers as follows:—
e The Ontario Railway Act is amend-
foll ¥ Inserting as part of section 210 the
OWing as sub-section 4 thereof:
i In the event of the board being
oy Opinion that the fares taken by any
din Pany are insufficient to meet the or-
% mal'y and necessary expenditures of the
o Pany and to provide for the mainten-
mer?t and upkeep of the tracks, equip-
siste and rolling stock in a manner con-
the Nt with the safety and comfort of
Pe Dbublic, the board may authorize and
tal 1t an increase in the fares to be
ext§" by any such company to such an
thisnt as will ensure the provisions of
nntwiSllbsectlgn being carried into effect
Vithstanding the provisions of sub-
enlton 3 or the provisions of any agree-
cipal‘tbetween the company and a muni-
fal‘el Y In regard to the amount of the
the S to be charged by such company, to
5 Contrary,
¥ -bs’ectlop 260 of the said act is amend-
subsecti?)idgl:g thereto the following as
not The provisions of this section shall
Rze, datpply nor shall the board be author-
P tO exercise the powers given it un-
tions ¢ terms of the preceding subsec-
latio if it appears that the alleged vio-
1 is the result of a difference or dis-
its o arising between any company and
bOarglployees until after such time as a
of conciliation has been appointed

€r The Industrial Disputes Act and '

asnc(;T}llSIdered and delivered their award
boar, d € matters in dispute nor shall the
QOmpae)(ermse such powers provided any
Yece gly shall within four days after the

Pt of the said award express its in-

ten L
theh::m%f accepting and complying with

rWe,}; ™ the bill came before the Legisla-
decide d egal Committee on May 25 it was
- to replace it by one said to have
up?e.pared by the Ontario Railway

. «Wﬁuclpal Board as follows:—
ity 4 €re the council of any municipal-
ion ths by resolution expressed the opin-
Upon at the wages paid to the workmen
Way oan electric railway or street rail-
a by Perating in the municipality, under
°°rp0rw-°r agreement of the municipal
that Batlon are insufficient or unfair, and
¢ ‘lncilllch wages should be increased, the
Way o dmay apply to the Ontario Rail-
Qiry Municipal Board to hold an in-
of incand report as to the practicability
Worl l‘easmg_the wages paid to such
Yiveq ben’ having regard to revenue de-
the I‘a'sll the company in the operation of
Wheya WY, and the board shall not,
take & Question of wages is involved,
g‘rt olf’ots}?esswn of the railway or any
R € same as authorized by subsec.
Untj) e 260 of The Ontario Railway Act
tioy, 1€ council has passed such resolu-

€@

'&rizv }Ilg'? upon such inquiry by the On-
f°und t}:IWaY and Municipal Board it is
Cop A at the revenue derived by the
a_fter b ry In the operation of the railway,
Wupag Ovilling for other working expen-
Ance ¢» A0d without making any allow-
or ¢ nl'; ividends payable on preferred
:‘lt of , 00 stock, is not sufficient to ad-
Uch w‘:;n Increase in the wages paid to
Wilwgy, tkmen without operating the
;‘» andat a loss, the council may by by-
b Me ¢ t‘”lth or without submitting the
any o uee electors, authorize the com-

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.

(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 &
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Gas Co. acquired from the City of Mone-
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, 1920, 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. 3

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 io
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 nmoncompliance. 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 bc. 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
25¢., but this also was defeated on June
9, and the men again went on striké. 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 be. 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-
twee,zl 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 25¢., unlimited, and 8 for 25c., limited.

Electric Railway Finance, Meet-
ings, Ete.

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. 1920 Apr. 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 CIliff 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,

‘ligence in that respect.”

‘ages assessed and costs an
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and $94,000 of bonds, a total of $267,100:
Toronto Civic Railway.—

May 1920  May 1919

Redeinte b, el nl $45,303 $36,004
Passengers . . .l 2,678,059 2,120,776

Toronto Railway.—
1920 1919

City Citye

Receipts percentage Receipts percenﬁ‘gg

Jan. $ 652,350 $110,950 $ 588,923 388'26,

Feb. 595,861 119,172 545,771 9685

Mar. 745,706 149,141 615,526 123

Apr. 653,340 130,668 600,231 12000
May 644,458 132,892 620,068 124

$3,811,715 $642,823  $2,070,519 $562.067
Toronto Ry., Toronto & York Radi?

Ry. and allied companies:— i
4 mos. to 4 mos.o

Apr. 30, Apr.30

Apr. 1920 Apr.1919 1920 1920

Gross  $1,211,708 $1,051,960 $4,711,579 $4,2500

Expenses 799,048 573,597 3,098,782 2,476y
Net 412,660 478,363 1,612,847 1,78L

Winnipeg Electric Ry. and allied o
panies:—

Apr. 30, Apr.Ah

Apr. 1920 Apr.1919 1920 192004

Gross $431,685 $367,196 $1,832,310 $1.513g

Expenses 338,964 272,626 1,385,434 1,11500
Net 92,721, 94,570 446,876  40L:

Electric Railway Notes.

The Hydro Electric Power Coﬂfm“:,'5
sion of Ontario has ordered 6 motor ¢2 -
and 6 trailer cars for the Hydro Electté_
Ry. (Essex Division), formerly Sa@
wich, Windsor & Amherstburg RY-

R. A. Brown, Superintendent, Calgafvye'
Alta., Municipal Ry., is reported to h?ng
advised the city council against adOP"li
the pay-as-you-leave system on the © o
cars, and in favor of continuing the Pr¢
ent system of pay-as-you-enter cars:

The Montreal Tramways Comml?slf’g:
the Montreal Administrative Commlsslw
and the Montreal Tramways Co. aré o/
ported to have agreed to have snow by
moved from the streets next winter =
flat cars operated by the Montreal
ways Co. RY:

The St. Thomas, Ont., Municipalf its
is reported to be operating two © Jla-
one-man cars, but pending the mstz by
tion of the protective devices orderé® g
the Board of Railway Commissione” Sars
the steam railway crossings the que
are in charge of a motorman and o™
tor.

t

A Hamilton Accident Suit.—‘Judgm?l;;
was given by Mr. Justice Kelly re e
in_an action brought by Mrs. J¢4q
Ellis, against the Hamilton St. BY: Spe
H. K. Stiles, which was heard 2 ars’
Hamilton, Ont., assize court in Ja%iy,
The plaintiff alighted from a HaMlgce
St. Ry. car on its stopping at & Hce
other than a regular stopping ehi”d
Stiles was driving an automobile P€%
the car, and not expecting it to S,to.gring
alongside it, knocking down and iM%zl
Mrs. Ellis. In his judgment Just}cedowﬂ
ly said:—“While I do not lay it Coen
that the stopping of a street car _be iuelf
the regular stopping places is 1% tyoﬂ
an act of negligence, there is 2 dk"; yed’
those operating a street car to t2 10, by
sonable means to safeguard one W= ian*
their act, may be exposed to su¢ ergol’z
ger. It is likewise incumbent on Py ce
in the position in which plainti gagoﬂ;
herself, or was placed, to take ¥
able means to avoid such dtamgel;!'1 neg’
the jury have exonerated her fro™ g
J udg.'m}‘i'él dan
given against the company fioﬂ,}fe ”c:fii:;
as against Stiles was dismlssigd.
costs. A 15 days stay was grab
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Nova Scotia Tramways and Power Co’s Annual Report.

Following are extracts from the an-L

13%1, report for the year ended Dec. 31,
elect;ed Early in the year your newly
Secy dlrector_s,deemed it advisable to
Bostre the services of Stone & Webster,
the ém, Mass., to manage and operate
" Ompany. This was accomplished in
Ston. In accepting the management
the :- & Webster stated that in view of
the onditions which have arisen during
DOssﬁ?]St two or three years it was im-

; ¢ for the company to fulfil its
fo! Sations either to the community or

. € stockholders, if it were compelled
i :n(fmue to attempt to meet its in-
inco I: charges with its present rate of
Show €. The results of the past year
Mar, that this statement was accurate.

Y adverse causes had tended to bring

ah, b ?
dit?gﬁ certain undesirable operating con-
Were S, but certainly the prime causes

suq dert e war conditions in Halifax, its
o aVa_lmcrease in population, but lack
Sion alable labor, the disastrous explo-
%mpeltl_d_the impossibility of financing in
Way 5 ition with Victory Loans and other
ditio;,gtwmes' As a result of these con-
Satisgs” the tramway service was not
large actory to anyone and the need of
st!’llctisums for construction and recon-
i°hal On was perfectly evident. Addi-
Ment fars were needed, as the equip-
tr cWaS entirely unable to handle the
tributi Properly. A portion of the dis-
Darty, :n lines of the light and power de-
to the Nt were in very bad shape. Due
ty of Quality of coal available, the qual-
tory, the gas was entirely unsatisfac-

Fi N
ehcésg;lclng-—While the outlook was not
Wag, nglng for the immediate future, it
eVery ef<°i_yertheless, determined to use
Confiq, entOI't to better the service, in the
f aq dit) belief that the imperative need
& py allonal revenue would be recogniz-
®Rotiat: and granted by the authorities.
kho lons were entered into with well-
Neceg & ankers in order to finance the
I Dl‘ov:y reconstruction and essential
ayear 7!1‘1ents and finally $1,000,000 of
imartérs% notes were sold About three-
Y appr of the proceeds was immediate-
'srt“‘ctiogpnated to definite items of con-
YAy and reconstruction as follows:
ang Dowy department, $480,000; light
?arhnenter department, $188,000; gas de-
atmg gy $58,000; and to miscellaneous
ble de]a°‘1t $12,000. Owing to unavoid-
1 tom 1o much of the work remains to
op 'y Pleted in 1920, Present plans call
%i“an;er EXpenditure of the remaining
li°"s= Tln about the following propor-
d&ht andl‘amway department, $133,000;
inepa Power department, $60,000; gas
o Sight o $30,000.  While the business
g un‘l’"u call for the expenditure of
:‘pendit S In addition to the above, such
0! nyu;es- cannot be made until the
e T"‘lmw S In a position to finance them.
wh‘u ion ), Construction and Recon-
“fe!e orr(li' twenty-four steel safety cars
%42 %ered, at a cost, including duty,
hr$29‘0. 66’¢i_approximately $10,000 each,
h&m]ged N or the lot, and delivery was
manoat eﬂog;’- 1, 1919. In spite of the
Do nfat:tur S by your company, the
%!1?°ned 1311:8 have from time to time
g%dbol. and l:la(};:t? ;bec%l}xlse of shortage
rials. There now seems
g"&wﬁ‘i“ggn, to believe that actual deliv-
of i or ¢ 0 Feb,, 1920, and that the
op €M, wmeast_a substantial number
digy City o D€ in operation in March.
\f&f&mg _:ﬁ'k the safety car is rapidly
) ieaaction others. The general public
1y demWIth its performance is gra-
onstrated 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 earnings 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 4.3¢ 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 7e. There are 460 cities
in the U.S. serving a population of over
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 89.3c 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 com-
company’s appraisal. Since that time
large additions have been made, so that .
the present book value is about $4,700,-
000. Owin%1 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. ... 121,539.72 188,624.87 *11,985.15
Steam heat dept. 46,861.98 28,484.68 18,377.30
Misc. earnings A

(rents) . . ... 2,559.00 2,5659.00
Revenue interest 16,392.99 16,392.99

TotRl & wicaides $1,258,501.92 $948,688.76 $309,813.16
Taxes . . 98,303.13
Net earnings \ $211,510.03

Int. and Amort. charges ... 144,618.89

’ ; $ 66,891.14

Dividends paid on preferred stock... 62,364.00

3 $ 4,527.14
Prior surplus (Jan. 1, 1919) ... 16,630.52
For $ 21,157.66
Deferred dividends restored to sur-

plus acet. 62,280.00
: $ 83,437.66

Net direct charges to reserve and

surplus (applying to prior year’s
OPErRtions): L. sidiiamdiukiaiis v 34,311.49
$ 49,126.17

Appropriation for replacements ........ 47,5657.75
CURTOND &£ SRYDINS! Liirsnessipihansitsassibnigistosadiinas $  1,568.42

3% 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, ete., 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 1b. C.P.R. standard section,
from Dominion Iron & Steel Co., Sydney,
N.S., for immediate delivery.
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Nova Scotia Public Utility Commissioners ShoV
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
provinee 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 5e
fare, does not bring a proportionate in-
crease of revenue. It might be sup-
posed that the trifling difference between

e and 6c would deter few from using
however,

tram service. Experience,
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 5¢
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

-lowing amounts. Nova Scotia T

‘Electric Co.,

deems its duty clear. Public utillt‘eﬁ
in common with other companies 8%
ordinary citizens, must be expecte woh
bear their fair share of the burden Whi¢
war conditions have imposed, but h‘;{
are entitled to such a revenue aS,Wﬁ
meet operating cost and yield a fail ¢
somewhat modified return on the va
of the property used. To withhold relt
enue sufficient to operate must resﬂd
in decreased efficiency of service an
ultimate bankruptey or a receivel‘Sh’.ipi
To withhold return on investment W
discourage capital and retard de"el"gj
ment of necessary enterprise. The bo#
realizes the responsibility of exel‘ms";_
the wide powers which have been eo
trusted to it in dealing with matters -
great importance to the public a
often vital to the utility.” ; i
The companies operating electric Lo ;
ways under the board’s jurisdiction 2 tia
Cape Breton Electric Co.; Nova
Tramways and Power Co.; Pictou COUI?Y"
Electric Co.; Sydney and Glace Bay The
and Yarmouth Light and Power Co:
Sydney and Glace Bay Ry. is Operahu,
by the Cape Breton Electric €0 %ich
making four companies; all of Wnt,
operate electric light and power Plgre.
in their respective areas. The Cape 11y
ton Electric Co. also operates a feays
service and the Nova Scotia TramW it
and Power Co. also operates a gas Pl
The Inverness Ry. and Coal Co- are-
comes under the board’s control I
spect of its electric light plant. o8
The commission’s receipts for the]ynce
ended June 30, 1918, including a D¥¢ys.
brought forward of $772.10, were ‘roe
191.47. This amount was made up OfnieS:
of $25 each, collected from 25 compPats,
including the Cape Breton Electric and
and the Nova Scotia Tramways
Power Co., and of assessments am nies
ing to $11,794.37, of which .COmpafol'
operating electric railways paid t 6 Vil
ramwa

and Power Co., $2,868.49; Cape B’jﬁ"i
Electric Co., $1,913.20; Pictou CO%;
$996.87, and Yarﬁ’; o
Light and Power Co., $208.14. T the
penditures including: Salaries © : the
commissioners, $9,620; expenses "d X
commissioners, $728.59; salary aP ,nd
penses of counsel, $916.67; salal'g. and
expenses of the secretary, $565.6 "1es"
sundry other items were $12,480-59’
ing a balance of $710.88.

t

Railway Lands Patented.—LetteB%p? q

ent were issued during April for k awhd‘

ion railway lands in Manitoba, Sa8 bia 8
wan, Alberta and British Colum”™
follows:— )

Calgary and Edmonton Ry. ...
Canadian Northern Ry. ...
Canadian Pacific Ry. grants ...
Canadian Pacific Ry. roadbed

grounds .
Central Canada Ry. ...
Edmontor, Dunvegan & British Col

BRya s .
Grand Trunk Pacific Branch Lines €0 g
Nicola, Kamloops & Similkameen RY- M

TORBL.. o "oy coidesstosgrorponrissacusbinapyssspao it oot ont

The G.T.R. motive power ted™ ya"
the Stratford, Ont., shops won thla ‘gﬂf
berlin trophy in the fifth annud “g;
tition in first aid work at MonMoB ]
cently. Two teams each from en 100
and Stratford shops, and one ea
Bonaventure station, Montreal
Que., and Belleville, Ont., en
competition.
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Electric Railway Employes’ Wages, Working Conditions, Etc.

g B'ﬂntford Municipal Ry.—A press re-

or
cer, ztates that a new wage scale has
Bi‘mengreed upon between the commis-

rantey abnd the employes, the increase
the o eing equal to about 15% and
out aszv rates per hour being worked
Vear § 0 lov&(s:—Flrst year, 46¢.; second

3 °C.; third year, 50c.
ciliatilg:llton St. Ry.—The board of con-

e appointed to deal with questions
ang igs'eS, ete., as between the company
Membey motorrpe_n.and conductors being

$S0ci S of Division 107, Amalgamated
Way pation of Street and Electric Rail-
e "of Mployes of America, was compos-
S, Ker udge C. D. Snider, chairman; G.
ang o0 KiC; representing the company,
The A ancroft, representing the men.
tieg nggl‘d met April 29, when the par-
adJ'Ourn being ready, the sittings were
the WEd to May 10, from which date
majoritere continued to May 18, when a
doy andy report was signed by Judge Sni-
the - G. Kerr. During the sittings
agy, eml‘lous sections of the proposed
&.d‘)ptedent were discussed and finally
tion of t}ll)y both parties with the excep-
tllne, ose relating to wages and over-
Dep " ollowing are the rates of wages
Mepi - °F In force under the old agree-

y ln . .
g;ende d fr?T}?:rlsop vytlth th’;: rates recom-
Ttg e majority and minority re-
Tespectively:— S
i Majority Minority
six Old rate. report. report.
seeond Months 38c. pr
Yeay 40¢. .- SRR
....... 50c.
45e, 55c.
52c. 65c.

he :
time . Majority re i
Y port recommending
]ega] hrfﬂia half for all overtime, also for

wo;k by éiays, and 7c. an hour extra for

. Sundays, which is not overtime.

timg Minority report recommended

tha
lega] anol_a half be paid for all overtimet,;
oarq o ldays and Sunday work. The
wfth cgs Unanimous in fixing the date
aga schmlng into operation of the new
. Aftq edule as April 1.
wzrt es ts}fme negotiation between the
2es Yy . Men agreed to accept the

Scommended in th jori
o 0 & € majority re-
Wdlngrllg an agreement was signed ac-

adtljglld Erlectric
€N €cent]

Bloye, Detween 1

Dey

Co.—We were officially
that the wages agree-
€ company and its em-
:"Eﬂd expire July 1. The rate
S, nder that agreement for mo-
conductors has been:—First
n 5ode,; second six months, 36c.;
“hif as 3 39¢c.; third year, 4lc. The
WeuOrm rat Or a new agreement with a
Prl‘e. helq be of 65¢c. Several conferences
m:s}dent etween G. Gordon Gale, Vice
whng o and General Manager, and the
byt th pé‘eSentatives between June 3,
Jup With ougmand was made, and June 9.
b%e 12, th Tesult. At a meeting held
td % "€ Men decided to apply for a
toBydr, I‘;Onc:hation.
hu:"ler]y N le'=t!'§c Ry., Essex Division.,
%k Ry, “andwich, Windsor & Amherst-
Nig;«endent (o Robertson, General Sup-
l'relon 2 Oydrq Electric Power Com-
th CPorte e Dtario’s Electric Railways,
vemDIOyeo- ve had a conference with
o § Stateq ihm Windsor June 19, and to
Lely 1. at wages will be increased

‘dvivis Coy

loped o U0ty Ry.—We were officiall
Kmxﬁs + llnet‘17 that the wages for em)-,
M p for fir Ing safety cars are 32c. an
Yagg OUr y ! °1t year men, increasing 2c.
1§ 4o, "'V until in the fifth year the

London & Port Stanley Ry.—In our
last issue it was stated that the employes
had returned to work, at the rates of
wages fixed by the conciliation board, but
that if the management found it possible
to pay higher wages in the future it
would do so. The increased wages recom-
mended by the conciliation board were
made effective from Feb. 1, and some
slight further advances have now been
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, t'he conciliation board’s
award and the new rates.

Passenger conductors and motormen—

Old Conciliation New

1st year .. Sk 5 46c. 46c.
2nd- ** . 46e. 48c. 48c.
3rd ; 50c. 50c.
52c.
I8 FOBD~ (5l AR AL de. 46c. 48c.
2nd | ¢ 46c¢. 48c. 50c.
3rd “ 47c. 50c. b2c.
4¢h! B 48c. 52c. 54c.
Brakemen—
1st year . s e 4le. 43c.
2nd “ 42c¢. 43c. 44c.
£35SO o | AN, o r el Ay ) 45¢c.
Baggag 87%e. 40c. 43c.
Linemen . . 55¢. 60c. 60c.

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
Railway and Marine World for June, pg.
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
men.

The Montreal Tramways Commission,
which, under Quebec provincial legisla-
tion, has control of the company’s ex-
penditures, fares, etc., has been carrying
large advertisements in Montreal papers
to show that the wages asked are unrea-
sonable and could not be paid without
another increase in fares.

Nova Scotia Tramways & Power Co.—
Under the provisions of an act passed
by the Nova Scotia Legislature at its
recent session granting the company
power to increase fares, the company was
directed forthwith to extend to the em-
ployes of its various departments the
increased wages schedules agreed upon.

The maximum rate agreed upon for
conductors and motormen is 52¢. an hour,
with 5¢. an hour extra for operators of
one-man cars. The rate of pay is to be
graduated up to the maximum accord-
ing to length of service. It is estimated
that the increase of pay granted will add
about $100,000 a year to the company’s
pay roll.

Ottawa Electric Ry.—Justice F. S.
Maclennan, chairman; G. D. Kelley, rep-
resenting the company, and A. E. Fripp,
K.C., M.P., representing the employes,
members of Division 279 Amalgamated
Association of Street and Electric Rail-
way Employes of America, met as a
board of conciliation in Ottawa, May 25,
and presented a unanimous report May
28. Jlzhe report deals with three matters
viz., a closed shop, an 8-hour'day, an

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 rutes
for all work done in excess of that time.
The service rendered to the public ig be-
tween 6 a.m. and midnight, covering a
period of 18 hours, and the board did not
think it practicable to introduce the &-
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.
it e 200 PR IR PR T TR 39c¢. 49c.
Second year . 4lc. 5le.
Third year . . .« 43c. H3e.
Fourth year and over . 45c. bbe.

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 Fraternite 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-
lowing is the new scale of wages per
hour as compared with that in operation

formerly :— Old.  New.
On appointment . . ... 3le. 34c
After one year servic 36c. 40¢
After two years service 36e. 42¢
After five years service 38e. 4b5c

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 b
one or other of the parties prior to eac
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.

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.




.

400

July, 1920

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, 52%e¢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 75¢, 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;
66¢c. 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., 62%c. and 66c.
an hour, combined with the Toronto Ry.’s
extra allowance of time and a quarter
for Sunday work, would be equivalent to
82%ec. an hour, and combined with time
and a half for overtime and holiday work
would be equivalent to 99c¢c. 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

Board issued the following statement'/e
“The Board met representatives of det
company and of the men at noon, Ul
an appointment issued at the installceus,
the Toronto Ry. Co. A lengthy dlscn 4l
sion took place, and was continued ¥ als
about 1.30, and a number of prop? e
and counter proposals were made, ’l‘wﬂ‘
of which, however, was accepted by oal‘d
parties to the conference. The B 4 it
then intimated to the conference thaly
was prepared to make a proposal &
would do so after the adjournnien
lunch. At 3 o’clock the conferencé 10
sumed, and the Board submitted this PL,
posal: ‘That the wages payable t0 o
motormen and conductors and other P
ployes on strike should be raised t0 2%
57%ec., and 60c. an hour, accord o
classification. This increase is aPP*%p,
mately an increase of 10% upo%he,e
wages heretofore paid to them. for?
terms are to be incorporated in the and
of an agreement binding on the mer %y,
on the company until the expiry © ot
company’s franchise, The repres€r,
tives of the men agreed to lay the tl;ik'
posal before a mass meeting of the 8%y
ing employes tomorrow (June énﬂ"
the proposal is accepted the represty,t
tives of the men are of the oplnlor"mday
the cars could be started on Ss
morning (June 27). The Board 3?151; if
the representatives of the men tikin‘
the proposal is accepted by the st or
employes, the Board would enfor¢€ o
formance on the part of the com v%c

One June 26 the men decided, bY ‘; e
of 841 to 333, to return to Workth‘:e a
terms offered by the Board, and Cnin
resumed running on Sunday MmO dfof
June 27, after having been StopPC st
four days. It is said that the 5"%0 the
will add about $375,000 a year
company’s pay roll.

Mainly About Electric Raﬂway
People.

bosioma L g e
Verschoyle Cronyn, who died tl}l:e P
don, Ont., June 1, aged 88, was 1, of¥
moter and principal owner of its e’

ginal London St. Ry., prior to 1

trification. et
G. Gordon Gale, Vice Presiden’ jgs

General Manager, Hull Electric gg;diﬁ"
been appointed chairman of the itteeoﬁ
Standards Association’s sub-com™
wire strand. hior }1}:
Charles Johns, of Cleveland, OThO“”
been appointed Manager, i1 0
Street Ry., by the city counc!
Thomas, Ont., at $175 a month- et

A. Lacasse, heretofore prlvateQuebec
tary to Hon. H. Seguin, of eve "
Government, is reported to }i,‘;amv{ 1
appointed Secretary, Montreal rest%’f,
Commission, vice W. R. Beaudr¥s “cju
ed to resu}rlne the Dorval Jo¢ &
Secretaryship.

E. L. Milliken, formerly Manag‘q’ ::f,
Breton Electric Co., Sydney, Mande .
subsequently, successi\{el}” ﬂoﬂgo,,
Houghton County Traction i 110
ton, Mich.,, and Houston
Houston, Texas, has been tl‘“e
StoneM& Webster’s home offi¢ Poﬂitioﬂ
ton, Mass. : 4

C. U. Peeling, who resigned hlltsy-v 1»%”4
as Manager Cornwall Street 4% o
& Power Co., Cornwall, 07 T
months ago, to enter the Tin s &
tion Co.s service at Peorl® 5oge
transferred to the Palmett%drohﬂ"
Light Co. at Florence, Sout




920.

July, 1920,

401

Marine Department
Canadian Government Merchant Marine, Ltd., Shipbuilding, Operation, Ete.

Steel Sup . . 13s
3 4 plied for Shipbuilding.—J. H.
s:;glalr, M.P. for Antigonish and Guys-
4 ugh, N.S., asked the following ques-
» S 1n the House of Commons recently,
of I&ms_Wers being given by the Minister
.
desmcrerring to an item of expenditure
r:?ﬁrlbed as steel for shipbuilding to be
oun’éded by contractors, $3,283,965.05,
the on page ZZ42 of the 4th volume of
b uditor General’s report, has all this
all by been refunded?” Answer:—“Not
&lli: €cause the department has not fin-
e sit_tled with the builders for the ships
by Which the steel was purchased. The
Nce outstanding is $289,252.10.”
80, when ?”

b
»

tiong : Answer:—“By deduc-
1918 1 Tom progress payments during
il $861,430.80; 1919-20, $2,133,-

28215

ang els Laid—Since Canadian Railway
e haarlne World for June was issued,
the ¢ ﬁ’e been advised of the laying of
hipso owing keelg for steel cargo steam-
chany for Canadian Government Mer-
Et Marine Ltd:—
ep;;.: 5, s.s. Canadian Rover; Marine
ng. .ment contract 57; builder’s yard
COllin > approximately 8,890 d.w. tons;
Wooq g(\)?igbtod Shipbuilding Co., Colling-

eplg;i 9, s.s. Canadian Racer; Marine
Rf' O_mZnt coqtraggl 543; buil((iier’s yard
: » approximately 3,890 d.w. tons;
‘land Shipbuilding Co., Midland, Ont,
Dep:;?;es of Steamships.—The Marine
Canad'ment has decided on the name
Stean, lan Harvester for the steel cargo
thyy Ship bglng built by the Port Ar-
Meng hipbuilding Co., Marine Depart-
appy, contract 61; builder’s yard no. 45;
a‘:ﬂ!:ately 3,890 d.w. tonms.

aunchin i i
ng 1gs of Steamships.—Since Ca-
Judlan Railway and Marine World for
of theV}’as issued, we have been advised
Steam }’la.llowmg launchings of steel cargo
Merchs 1ps, for Canadian Government
A ant Marine Ltd.:—
Depari 22, s.s. Canadian Victor; Marine
30‘ .frlgr;)t coqtragtl 50; builder’s yard
TR proximately 8,390 d.w. tons;

na{‘}an.Vickers Ltd., Montreal. 1
to tee“’el'les of Steamships.—In addition

iIWasteamshlps mentioned in Canadian
the folly and Marine World previously,
¥t Owing deliveries have been made:
Tine D 15, s.s. Canadian Prospector; Ma-
Yarq nepartment contract 37; builder’s
tong. J°- 14; approximately 8,390 d.w.
By Coughlan & Sons, Vancouver,
“Ouyey 1s ship took a cargo, at Van-
June 101‘ New Zealand and Australia.
Ting 1319 S.8. Canadian Observer; Ma-
Yarq nepartment contract 47; builder’s

t?ns; Coi 66; approximately 3,990 d.w.
linge, h lingwood Shipbuilding Co., Col-
fop ,°% Ont. She went to Huron, Pa.,

Wil taﬁargo of coal for Montreal, and
to Barbe a general cargo from Montreal
p ados, Trinidad and Demerara.
OIHeerse‘}'ls of Steamships.—The following
Go ernpy 2V been appointed by Canadian
firgy COMent Merchant Marine Ltd. The
Shipg t}’;‘ml’l contains the names of the
ang . € second those of the captains,
gfers_ third those of the chief engi-
c‘::di'“ Aviat,
g‘hng}::: Gunner

.n‘dian nn?" M Y ", eaaesspetursqstoriess
Vigator W. H. Miller J. Borland

Canadian Observer D. M. Dickson
Canadian Prospector H. S. Hilton

Canadian Raider E. C. Sears
Canadian Rancher ...
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;
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. Mec-
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. i

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 Newecastle 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,
ete., 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"rapld 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. Coughlan & Sons

CANADIAN RAILWAY AND MARINE WORLD

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

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, 25% 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,
ete. 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 ap(j 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.

July, 1920:

Collingwood Shipbuilding Co., Colling
wood, Ont., delivered the s.s. Canad“‘l;
Observer, Marine Department contl“"]c
47; builder’s yard no. 66; approximately
3,990 d.w. tons; for Canadian Gover’
ment Merchant Marine Ltd., June 15,88
laid the keel for the s.s. Canadian Rove,f;
Marine Department contract 57; builder
yvard no. 67; approximately 3,890
tons, for Canadian Government Merchal
Marine Ltd., June 5. 2

The s.s. Canadian Observer’s trial 1‘““}
gave the following results:—Duration?
full speed trials, 6 hours; mean speed "
6 runs over measured miles, 11.783 knotS;
indicated horse power 1,450. C

J. Coughlan & Sons, Vancouver, r,
delivered the s.s. Canadian ProspeCt,‘;d:
Marine Department contract 37; bulw
er’s yard no. 14; approximately 8,390 d'ht’:
tons, to the Marine Department and ®
was transferred to Canadian Govern
Merchant Marine Ltd. June 15. ich

The s.s. Canadian Prospector, Whle
underwent her trial trips early in JuP®
maintained an average of 12.6 knots: g

Halifax Shipyards Ltd., Halifax, N->"
which is building four steel cargo steal
ships for Canadian Government Merch? ;
Marine, two of approximately 8,390 1
tons each, and two of approxu’rlf""ec],l
10,500 d.w. tons each, expected to lﬂuﬂne
the first one, Canadian Mariner; Maﬂrd
Department contract 21; builder’s y819
no. 1, on June 21, but advised us Juné v
that no work had been done in its Y"c
since June 1, the employes having strlle

Harbour Marine Co. advised us Juﬂ,ne
that the s.s. Canadian Winner, Maﬂrd
Department contract 29; builder’s Y’;s’
no. 1; approximately 8,390 d.w. t°29.
would probably be launched on June i er;
and that the s.s. Canadian Travel.ld,
Marine Department contract 30; b‘gw,
er’s yard no. 3; approximately 8,390 pout
tons, would probably be launched 2
six weeks later. The company S*.,
that these are the first steel ships tothe
built in Victoria, and that nearly al
work on them is being done by rett
soldiers, the company employing
85% of ex-service men and the re
ing 15% including boys. ine

A deputation of the Harbour Mar

ment

ove
mall”

o
Co.’s workmen, who went to Otta\?‘""rirne
cently, to urge the Minister of g{;‘cts

to give the company further contitr,
for steel cargo steamships for Cana‘a’”ns
Government Merchant Marine Lt 4 be
ir;forhned that no more orders wou
placed. L
Midiand _Shipbuilding Co., Midl&Gy
Ont., laid the keel for the s.s. Can?; ;
Racer; Marine Department contwc3 990
builder’s yard no. 10; approximately Me,-.
d.w. tons, for Canadian Government
chant Marine Ltd., June 9. Pol't
Port Arthur Shipbuilding Co- .8
Arthur, Ont., expected to launch the ent
Canadian Carrier; Marine Depal"f'map.
contract 33; builder’s yard no. 44;
proximately 4,350 d.w. tons, abou
30, but, owing to a strike on aZhiﬂZ
which lasted until June 8, the la?nd on
was delayed, and we were advis€l e
June 16 that it would probably takeP
on June 26. ich i8
Tidewater Shipbuilders Ltd., wh! stee!
building two out of the foul 5100
cargo steamships, of approximate ytr;icts
d.w. tons each for which it has €Ol o
from the Marine Department, €XP%5fa-
to launch the s.s. Canadian Flsheri'lder’s

rine Department contract 15; nadia”
yard no 7, in June, and the s.s. C8 ntr,ct
Forester; Marine Department €O ~5ed

16; builder’s yard no 8, in July, 30 the
us June 16 that the launching © winf

Canadian Fisher had been delayed
to lack of steel for ’tween decks:
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Orders for Steel Cargo Steamships for Canadian Government Merchant Marine Ltd. g’
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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. s

The figures given in the column headed “Long tons d.w”’ and which are preceded by an asterisk (*) show the total deadweight capacities as determined afte_r the ships have been completed. The ot}_ner o

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 Do
are completed, and of course, the total prices will vary accordingly. * . A . 1 . =

o 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, acecom-
modation, ete.

Con-

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'¢’s'le, forecastle.

Long Price
tract Contract Name Builder Yard tons per Total Type Classifi- Speed Keel laid Launched Delivered.
date no. d.w. tond.w. price cation knots J
1 Mar. 4, 1918 Canadian Voyageur Canadian Vickers Ltd. 66 *4,575 $207. $ 948,660.75 S.d., p., b. and f'c’s'le... . Lloyd’s 11 June 11, 1918 Nov. 23, 1918 Feb. 22, 1919
2 May 22, 1918 Canadian Pioneer e i 67  *8,40 180. 1,519,459.99 2.d., p.,'b and f'c's’le.. o, 11 July 17, 1918 Dec. 3, 1918 May 9, 1918
3 May 18, 1918 Canadian Warrior Collingwood Shipbldg. Co., 61 *3,695 205. 819,385.58 Lake, s.d., p., b. and f’c’s’le Bri. Corp. 9 Not stated Dec. 21, 1918 Apr. 26, 1919
4 Mar. 15, 1918 Canadian Volunteer Wallace Shipyards Ltd.... 207. 930,620.25 S.d., p., b. and f’¢’s’le........... Lloyd’s 11 Oct. 1, 1918 Apr. 5, 1919 June 19, 1919
5 Nov. 25, 1918 Canadian Trooper 44 2 1 217 985,180 S.d., p., b. and f’¢’s’le = 11 Nov. 15, 1918 May 31, 1919 Aug. 17, 1919
6 Nov. 25, 1918  Canadian Aviator - - 8 210. 1,071,000 S.d., p., b. and f'¢’s’le 5 11 Apr. 5, 1919 Oct. 9, 1919 Nov. 15, 1919
7 Nov. 25, 1918 Canadian Raider - « 5 210. 1,071,000 .d., p., b. and f'¢’s’le... oo % 11 May 31, 1919 Dec. 11, 1919 Jan. 17, 1920
10 July 5, 1918 Canadian Recruit Collingwood Shipbldg. Co., C'wood. 62 *3,964 205. 8183,252.07 Lake, s.d., p., b. and f’c¢’s’le Bri. Corp. 9 Jan. 8, 1919 May 8, 1919 June 7, 1919
11 Oect. 17, 1918 - Canadian Signaller o & 63 *3.9751% 205. 814,926.25 Lake, s.d., p., b. and f’c’s’le ot 9 Jan. 16, 1919 June 28, 1919 Aug. 80, 1919
12 Oct. 17, 1918 Canadian Gunner . G 64  *3,97814 205. 815,514.25 Lake, s.d., p., b. and f’c's'le = 9 Feb. 10, 1919 Oct. 4, 1919 Nov. 6, 1919
18 Aug. 9, 1918 Canadian Settler Tidewater Shipbuilders Ltd. . 5 5,100 200. 1,020,000 S.d., p., b. Lloyd’s 11 Jan. 8, 1919 Sept. 20, 1919 Dec. 2, 1919
14 Aug. 9, 1918  Canadian Rancher - - - 6 5,100 200. 1,020,000 S.d., p., b. " 11 Jan. 10, 1919 Nov. 1, 1919 Deec. 27, 1919
16 Jan. 24, 1919 Canadian Fisher L " b 7 5,100 200. 1,020,000 S.d., p., b. * 11 Sept. 20, 1919
16 Jan. 24, 1919  Canadian Forester i * ST 5,100  200. 1,020,000 S.d., p., b. « 11 Nov. 1, 1919
17 Sept. 4,1918  Canadian Trapper  Davie Shipbuilding & Repairing Co. 459 5,100  200. 1,020,000  S.d., p., b. @ 11  Mar. 11, 1919 Oct:: 9, 1919 -.
18 Sept. 4, 1918 Canadian Hunt ' A a8 460 5,100 200. 1,020,000 S.d., p., b - 11 Mar. 28, 1919 May 7, 1920 ¢ .
19 Sept. 4, 1918 Canadian Trader Port Arthur Shipbuilding Co. ... . 39 *¥3,341 205. 686,762.88 Lake, s.d., p., b. and f'c’s’le % 9 Dec. 9, 1918 May 5, 1919 July 18, 1919
19a Mar. 1, 1919 Canadian Adventurer 2 % 41  *3,408 210. 715,652.49 Lake, s.d., p., b. and f'¢’s’le o 9 Mar. 31, 1919 Sept. 8, 1919 Oect. 29, 1919
20 Sept. 4, 1918  Canadian Sailor & ; 205. 690,409.84 Lake, s.d., p., b. and f'c’s’le - 9  Deec. 10, 1918 May 31, 1919 = Aug. 7, 1919
20a Mar. 1, 1919  Canadian Sower 2 210. 715,649.183 Lake, s.d., p., b. and f’c’s’le & 9  Mar. 381, 1919 Oct. 9, 1919  Nov. 18, 1919
21 Sept. 13, 1918  Canadian Mariner  Halifax Shipyards 195. 1,636,050 2.d., p., b and f'¢’s’le - 10  Feb. 24, 1919
22 Sept. 18, 1918 Canadian Explorer i e 195. 1,636,050 2.d., p., b and f’c's’le. ® 10 Mar. 15, 1919
23 Oect. 11, 1918 Canadian Navigator Canadian Vicl 215. 984,915 S.d., p., b. and f’¢’s’le.. - 11 Jan. 22 1919 Oct. 18, 1919 Nov. 22, 1919
24 OQet. 11, 1918 C: n Ranger 4 & 188. 1,5675,816.00 2.d., p., b and f'c¢’s’le. i 11 Aug. 26, 1918 Apr. 19, 1919 May 23, 1919
256 Oct. 11, 1918 Canadian Seigneur e s 188. 1,687,643.15 2.d, p., b and f'c's’le. 8 11 Nov. 30, 1918 ‘May 17, 1919 Aug. 14, 1919
26 Oect. 11, 1918 Canadian Miller 5 2 188. 1,577,320 2.d., p.,, b and f'c’s’le. b 11 Dec. 2, 1918 Aug. 16, 1919 Sept. 24, 1919
27 Oet. 11, 1918 Canadian Spinner & b 188.  1,589,700.00 2.d., p. b and f'c’s’le. L 11 Apr. 23, 1919 Nov. 8, 1919 Dec. 6, 1919
28 Oet. 11, 1918 Canadian Planter 4 g . *8,393.3 188. 1,579,068.40 2.d., p., b and f'c'sle........ < 11 May 10, 1919 Nov. 22, 1919 Dec. 27, 1919
29 Jan. 24, 1919  Canadian Winner Harbour Marine Co. Ltd. 8,390  198. 1,661,220  2.d., p., b and f'c’s’le. & 11 July 14, 1919 : :
30 Jan. 919  Canadian Trayeller 2 4 8,390 . 198. 1,661,220 2.d., p.,, b and f'c's’le. . » 11 Aug. 9, 1919
31 Dec. 11, 1918 Canadian Beaver Collingwood Shipbldg. Co., 35 3,750 205. 768,750 Lake, s.d., p., b. and f’¢’s’le Bri. Corp. 9 Apr. 17, 1919 Dec. 10, 1919 May 11; 1920
32 Mar. 1, 1919 Canadian Runner Port Arthur Shipbuilding Co............ 43 4,350 215. 935,250 S.d., p., b and f'c’c'le.....c...cs s il Aug. 29, 1919 May 8, 1920 TR, R
33 Mar. 1, 1919 Canadian Carrier i i 44 4,350 215. 935,250 S.d., p.,, b and f'c's'le. 3 b - 11 Aug. 29, 1919 5
34 Nov. 22, 1918 Canadian Importer J. Coughlan & Sons .. *g,381 198. 1,659,438 2.d., p., b and f'c¢’s'le.. Lloyd's 11 Apr. 26, 1919 Deec. 6, 1919 Feb. b5, 1920
35 Nov. 22, 1918 Canadian Exporter 5 12 *8,380 198. 1,659,240 2.d., p,, b and f'c’s’le = 11 May 3, 1919 Dec. 27, 1919  Mar. 6, 1920
36 Nov. 22, 1918 Canadian Inventor 0 13 8,390 198. 1,661,220 2.d., p., b and f’¢’s'le o 11 July 24, 1919 Jan. 24, 1920 B
37 Nov. 22, 1918  Canadian tor - P 14 8390  198. 1,661,220 2.d. p., b and fc's’le % 11 Sept. 26, 1919 Feb. 24,1920  June 15, 1920
38 Deec. 10, 1918 Canadian Cruiser Halifax Shipyards Ltd..... 3 10,500 197.50 2,078,750 3.d, p., and f'c's’le v 12 Oct. 2, 1919 »
39 Dee. 10, 1918 Canadian Constructor “ ) e " 4 10,500 197.50 2,078,750 3.d, p., and f'c’s'le. = 12 Oct. 6. 1919
40 Mar. 81, 1919 Canadian Sealer . Nova Scotia Steel & Coal Co............. b *2,776% 210. 583,065 S.d., p., b. and f’c’s’le.. . 81% Mar. 27, 1919 Oct. 8, 1919 Dec. 20, 1920
41 . 81, 1919 Canadian Miner a* b 6 *2,718 210. 583,380 S.d., p.,, b. and f'c's'le.. % 814 Mar. 31, 1919 Apr. 3, 1920 May 17, 1920
42 Feb. 21, 1919 Canadian Reaper Prince Rupert Dry Dock & Eng. Co. 1 8,390 198. 1,661,220 2.d., p., b and f'¢’s’le - @ 11 Sept. 27, 1919
43 Feb. 21, 1919 Canadian Thrasher .« “® 2 2 8,390 198. 1,661,220 2d., p., b and f'¢’s’le = 11 Oct. 20, 1919
44 Jan. 23, 1910 Canadian Otter British American Shipbuilding Co. 4 4,675 215. 983,625 S.d., p., b. and f’c’s'le. Bri. Corp. 10 Mar. 29, 1919 AP 1S IO L S
45 Jan, 23, 1919 Canadian Squatter c3 ¥ - 5 4,676  215. 983,625 S.d., p., b. and f'e’s’le............ b 10 July 14, 1919
46 Sept. 11, 1919 Canadian Farmer Collingwood Shipbldg. Co., C’'wood. 65 3,990 ° 180. 718,200 Lake, s.d.,, p. b.,, and f'¢’s'le Lloyd’s 11 Sept. 3, 1919 Dec. 27, 1919 Apr. 28, 1920
47 Sept. 11, 1919 Canadian Observer - & 66 3,990 180. 718,200 Lake, s.d., p., b. and f’c’s'le b 11 Sept. 12, 1919 May 8, 1920 June 15, 1920
48 Sept. 2, 1919 Canadian Pathfinder Dominion Shipbuilding Co. . 10 3,500 - 180. 630,000 Lake, s.d., p., b. and f’¢’s’le 2 11 Nov. 8, 1919 .
49 Sept. 2, 1919 Canadian Engineer & 3 iy R 3,500  180. 630,000 Lake, s.d.,, p., b. and f'¢'s'le i 11 Nov. 8, 1919
50 Sept. 18, 1919 Canadian Victor Canadian Vick Ltd. i 8,390 170. 1,426,300 2.d. p., b. and f’¢’s’le... 11 Dec. 10, 1919 June 22, 1920 15 ST
51 Sept. 18, 1919  Canadian Conqueror “ ¢ “ 78  83390. 170. 1,426,300  2.d. p., b. and f'c’s’le 11 Jan. 17, 1920
52 Sept. 18, 1919 Canadian Commander > = g 79 8,390 170. 1,426,300 2.d. p., b. and f'¢’s’le 11
53 Sept 18, 1919  Canadian Leader «“ R 80 8390 170. 1,426,300 2.d. p., b. and f'c’s’le............ 11
54 Feb. 26, 1920 Canadian Racer Midland Shipbuilding Co. 10 3,890 182.50 709,925 Lake, s.d., p., b. and f'¢’s’le Bri. Corp. 11 e g ) T R e 2 NI L <
55 Mar. 18, 1920  Canadian Highlander Wallace Shipyards Ltd.. 103 8,390  167.50 1,405,325  2.d. p., b. and f'c’s’le... Lloyd’s 11
56 Mar, 18, 1920  Canadian Skirmisher  “ “ oo .. 104 8,390  167.50 1,405,325  2.d. p., b. and f'¢’s’le... s 11
57 Mar. 18, 1920 Canadian Rover Collingwood Shipbldg. Co., C’wood. 67 3,890 182.50 709,925 Lake, s.d., p., b. and f’¢’s’le Lloyd’s 11 i
58 Mar. 13, 1920 Canadian Coaster Collingwood Shipbldg Co., Kingston 16 3,890 185.50 709,925 Lake, s.d., p., b. and f’c’s’le g 11 May < 6, 1920
59 ‘ Nova Scotia Steel & Coal igasiiss® B 2,800 190. 532,000 2.d. p., b. and f'c’s’le... 4o b 814 May 4, 1920
60 Feb. 2, 1920 Canadian Challenger Davie Shipbuilding & Repairing Co. 476 8,390 167.50 1,405,325 2.d. p., b. and f'¢'s'le............ e 11
61 Feb. 26, 1920 Canadian Harvester Port Arthur Shipbuilding Co. wesi’ 45 3,890 182.50 709,925 Lake, s.d., p., b, and f'¢’s’le & 11 Mar. 30, 1920
62 April 7, 1920 Canadian Transporterd. Coughlan & Sons ... 20 8,390 167.50 1,405,325 2.d p., b. and f’c’s'le...c.... X 11
63 April 7, 1920 Canadian Freighter o Sl 21 8,390 167.50 1,405,325 2.d p., b. and f'c’s'le.... £ 11
383,519 $72,890,476.03
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July, 1920-

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 mavigation, 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 Nelsol
In the meantime, the laying of the ml:
could be completed to Nelson, and_ tha
port could be used for the present in it
present state. th
While no one was able to speak Wi
certainty as to whether cod fish are pler
tiful in the bay or not, there is no dov
as to the strait. All the rivers ﬂoWlng
into the bay teem with fish, and Wah’“s
and seal are also found in large number
in the strait. No doubt as soon as
Hudson Bay route is established, a very
large and lucrative fishing industry W .
be established there. Recent discoveri
have shown that the country surroundl?’_
Hudson Bay is strongly and richly mulld
eralized, particularly so in regard to £°
and copper. LS
.Mr. Stefansson, the dlstmgulShhe
Polar explorer, gave evidence before th
committee. He is a devout believer
the possibility of utilizing what have
ways been known as the Barren -L’mhe
of the north, and the islands within t %
Arctic Circle, in the cultivation of 1“"10'
deer, cariboo and musk ox for the P*
duction of meat. He gave evidence a8 s
the splendid quality of the flesh of the®
animals as food for the people, and 23 Be
the cheapness with which it might i
produced. He said that the wild lanen
of the north, which have always b€ ot
looked upon as worthless, could carl'yooo
least 50,000,000 reindeer and 10,0091. 4
musk ox, and that the cost of hand'
these huge numbers would be trifling de.
comparison with the profit to be’mf o
The effect of this upon the world’s ‘;he
supply would be tremendous, an £he
committee strongly recommend that the
matter be energetically taken up b¥
government. .
The committee makes the follow’“g
findings upon the evidence adduce
fore it:— . iple
That the Hudson Bay route is feasble-
and will, probably, in time, be profitaby
That the season of navigation UD
present conditions is at least four mo’; p
in length, and may, by improvement=, _
aids to navigation, be considerably
creased. in
That sufficient care was not take’i‘nus
the selection of Nelson as the ter™ e
of the railway, and that the governm®l,
should not make further importan™®. .
penditures upon this port without tiod
making a new and thorough examl,nl" and
into the relative merits of Churchil b
Nelson as a terminus for the .raﬂvﬁ“ i)
That the waters of the strait an fish
ers tributary to the bay teem wit 2
and valuable marine animals, and W "
lieve that the bay is equally well Stgcdpw
but there has not yet been sui’ﬁcxel'lhe ries
collected as to the extent of the fis! ative
of the bay to enable an author 105
statement to be made as to their P
pective value. . 4
That the mines already dlscovegcieut
the Hudson Bay district are of SU'"ox-
number and richness to indicate alth:
istence of great potential mineral V! mot
The committee feel that they c“ggea-
too strongly endorse the valuable SU Live”
tion of Mr. Stefansson as to the c'lil urge
tion of reindeer and musk ox, 8l teri"r
upon the government that the IP hold
Department be empowered to takgvsnfr
of this matter, earnestly taking & ogh
age of what has been done in this tr
by the United States Governmen 'repor"
After considerable debate the *na
was adopted by the Senate June 1%
division.

al
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General Shipbuilding Matters Throughout Canada.

AsB'C' Marine Ltd., Vancouver, B.C.—
panmeptlongd in our last issue, this com-
schy is building an auxiliary powered
~0oner for the Hudson’s Bay Co. She
headbe rigged as a_ three masted bald
W ed schooner, with jib headed mizzen
14 top sail for running purposes, and
anq carry a large square sail forward,
shy will also be fitted with a triangular
Fin dped top sail. The total area of fore
and %cft sails will be about 10,960 sq. ft.,
will bhe approximate total of all sails
qui e 15,610 sq. ft. She will also be

giI’Ded with a 350 b.h.p. semi-Diesel
hou;l% for a speed of about 7 knots an
er' Her dimensions will be,—length
beamall 200 ft., length l.w.l. 1881 ft.,
l°aded3§; ft., moulded depth 15 ft., draft
long t0n2S.ft" deadweight for freight 700
togéc' Yacht & Boathuilders Co., Viec-
Darty B.C.—The Dominion Marine De-
tende ent has accepted this company’s
e Bl'_f'or building 2 motor patrol boats
b trltlsh Columbia coast patrol service,
Mate otal price of $62,750. The approxi-
ft, b imensions are,—length over all 756
be’e Teadth 17 ft. 8 in. Each boat will
sen’li‘llﬁlpped with heavy oil engine of the

j_lesel type of 100 h.p.

tionni'sh Empire Shipbuilding Corpora-
the p-td: has been incorporated under
000 Ominjon Companies Act, with $100,-
Mont:uthonzed. capital, and office at
a oeal, to build, own and operate steam
tel‘min er ships, steamship and railway
0 congls’ dry docks, shipyards, etc., and
Where uct business in Canada and else-

C. p
Norgpodian Conerete Shipbuilding Co,
D ydney, N.S.—The concrete motor
mpa:rmanenc1a was launched by this
U ¥y in May. She was built under
Tati .S Special survey for the highest
- The hull was practically com-
and ready for launching in Dec.,
Whigl, "t @ fire on board caused damage
o wi’ieCessmated a prolonged delay.
from have a deadweight capacity of
“Ommq, 0 to 500 tons, and sleeping ac-
tion 4, ?tlon for 10 passengers in addi-
With g he crew. She is being equipped
Dot olinder crude oil engine of 240
M houy 2 Speed of from 9 to 10 knots
Mpo; supplied by the Swedish Steel
Dleteq li:"mg'_Co., Montreal. When com-
?r ”181:? will be operated between Cape
Sundlang ‘mougs T Island and New
an. od ports. ¥
lupgedian * Vickers Ltd, Montreal,
May, : the s.s. Loch Tay, at the end of
Sig slﬁ Norwegian owners. She is a
% Which L of the Tatjana, the launching
#F dimewa-s announced in our last issue.
dt" bl‘eadnslons are,—length over all 413
faft o 52 ft., depth 31 ft. 0% in.,
§V°, 25 le/% loaded with 8,300 tons of car-
£ Rian ft. She is classed in Nor-
Tple oyproritas, and s equipped with
(.:“er ﬁgansmn‘ engines and 3 Scotch
ofrgo han(’fe-d with forced draft. The
o the I ling equipment, etc., which is
mpany_ est type, is all made by the
}c% checdoctl;l"a“e, Port Greville, N.S,
ng, i 59 schooner Frederic H., 4256
wc"“ing , for the lumber trade.
B Ony °°d Shipbuilding Co., Colling-
iy diw, 1o advised us June 9 that the
Iy Stanq, oS ship, which it is building
¥ plagedard O
ated, o il Co., was then complete-
Ltgolling,w nd would be launched in July.
Wiy} hag bg“d Shipbuilding Corporation,
lon omen incorporated under the Do-
Panies Aect, with $100,000 au-

thorized capital, and office at Montreal,
to build, operate and charter steamships
of all kinds, dry docks, shipbuilding
yards, ete., to take over any. existing busi-
ness, which it is authorized to do and to
caﬁ'ry on its business in Canada and else-
where.

J. Coughlan & Sons, Ltd., Vancouver,
B.C., launched the s.s. Margaret Cough-
lan 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

9 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 ih.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, dauglter of the owning
company’s President and General Man-
ager. The ship was designed for ocean
service to carry approximately 2,650 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 Scoteh boilers sup-
plying steam at 180 lbs. A sister ship
js under construction for the same com-

—

Steamship Capilano, built recently for Union St

eamship Co. of British Columbia, to run between

Vancouver, and way ports, to Powell River, B.C.

in Vancouver, for Vancouver interests,
and to sail from that port. )

Hull 16, which was under construction
for Vancouver Steamships Ltd., one of
the company’s subsidiaries, has been sold
to J. A. Sturrock, for Swedish interests.
She is of a similar type to the s.s. Mar-
garet Coughlan, and it is expected that
she will be delivered about the end of
July.

Davie Shipbuilding & Repairing Co.,
Lauzon, Que.—A wooden steamship, one
of 12, of 1,500 tons d.w. each, ordered
last year by the Anderson Co., New York,
for the French Government, was l_aunch-
ed at this yard June 3, and christened
Aubernale. Her dimensions are,—length
over all 204% ft., length between per-
pendiculars 195 ft. 8 in., beam moulde
39 ft. 8 in., beam extreme 40% ft., depth
moulded 17 ft., depth of hold 15 ft., draft
loaded 16 ft. The hull is of Douglas fir,
and the propelling machinery consists o

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 ih.p.,
suppled with steam by a Scotch boiler at
150 1b., 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, ete., 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, Nfid.

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.
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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;

“(e) 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-

Y

“(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
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the Governor in'council may direct, and
such duty shall be paid into the GO
solidated Revenue Fund of Canada.
“644. (1) No inspector shall make &
deliver a certificate respecting 8%
steamboat under this part, unless,—
“(a) it is established to his satisfal
tion that the fees and duty payablé 1!3
respect to such steamboat for the cuF
rent year have been paid; and, .
“(b) he is satisfied by careful exam”
nation that all the conditions and
quirements of this part and of any reg'li_
lation made thereunder have been f
filled and complied with in respec
such steamboat. A
“(2) Every inspector shall report toof
chief officer of Customs any casé of
omission to pay such fees or duty, of .
any omission to apply for such InsP
tion as aforesaid, for more than one ¥
from the date of the last inspectiol p
of any refusal to submit to inspectio?
any time which in any way or a
time comes to his knowledge.”

Proposed Government Aid to Shil’b‘;’lgt
ing—A deputation consisting of 8200
40 representatives of shipbuilding ¢
panies in the Maritime Provinces, Qu
bee, Ontario and British Columbia,
ed on the Dominion Government 8% 'y
tawa, June 10, to urge governmeﬂt
to shipbuilding in Canada. 0. Sde;
posals are reported to have been maidy
one that the government grant a S“b’pe,
of $10 a displacement ton, and $10 P4
i.h.p., and another that the gOVemmign
assist the trade by financing fo!'eted
shipbuilding contracts. It was st8
that a very large shipbuilding conb
from a foreign country had actually ent
offered, provided that the gove nt
assist in the financing during the pré The
adverse conditions of exchange. i,
foreign country concerned, it was s-on
was willing to put up a large prop® mief
of the amount involved. The Pl'le be
promised that the proposals WOW der®
given the government’s best cons!
tion. ced”
Transportation of Stock and F ates
The further supplementary estim
passed by the House of Commonsspor«
cently, contained two items for tral ot
tation of stock and feed under GOV g3
Gen;r%gssvg)%lérarll\?s as fol}sozvgsozaa g
1919, $375,000; Nov. 24, $25,000. .on,
Alberta Motor Boat Co., Edmon;(i’
Alta., is building a 40 ft. schoonel, ed for
ped with 12 h.p. auxiliary engm%uild'
use on northern waters. It is also o e
ing 2 gasoline boats for northern o

ploitation by Imperial Oil Lti/

The following commerce passed through the Sault Ste. Marie Canals during May,

Articles
B R 4. ot s eseeaqeastesrappiiobinn Eastbound
Flour 7"
Wheat pe
gnin, other than wheat.......... h

L WL £
General Merchandise

0Oil o
Stone %
General Merchandise ................ A
x

Vessel P
?"‘i'ﬁ%ﬂ:_ Tﬁnnazje
e Westbound
Total Freight

Sault Ste. Mdfie Canaivsf Tiraﬂic.h

1920%
adian o”c
C‘&m:ll U.S. Canal 15:{{0
M. ft. B.M. 4,082 8 888 6587005
Barrels 322,830 336,080 g 40Ty3
Bushels 2,486,728 11,062,267 11.904-“5
Bushels 7,557,097 "8’0
Short tons 2,765 ¢ 68% N
Short tons 6,440,163 ,..»-"“6
Short toONS  ccoveensiss  shssssuses 3 11 “1
Short tons 2,70 ]
Short tons 7,602 i
Number 171 591’000
Short tons 499,476 200k
Short tons 202.002 zf:,ﬂt
Short tons 22,06 1"190
Short tons 13,697 Boosb
Short tons 9,620 bg:sﬂ
Short tons 58,045 A 353
Short tons i 48,573 Shigh
Short tons 26,974 27,373- g8
Number 565 4 3 ql,‘“
Number 665 1,64 : 7.2
Net 069,295  6,305,16 J Wﬁ:
Short tons 465,246 7,018,590 Dgzjgl'
Short tons 61,522 875,85 . 84
Short tons 526,768 7,894,44
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Dominion Government Aid for Shipbuilding.

He(r)ln motion of the Finance Minister, Sir
weHEY_Drayton, the House of Commons
S into committee of the whole on
Yo e 21, to consider the following pro-
ﬁtlid resolution:—

E - That it is expedient to bring in a
eSure to provide that in any case
Dln'r; a person (hereinafter called the
sfchaser’) has entered into a contract
& da shipbuilder for the building in
ma a of a vessel of not less than 3,000
e~M§qd such contract is approved by
o inister of Finance and Marine, and
Suchm not less than 10% of the price of
the. }\l'.essel_ is paid by the purchaser to
°0nts ipbuilder in cash at the time the
payr;aCt is entered into, and, if such cash
the ent is less than 20% of such price,
therpaYment to the shipbuilder of a fur-
mentsm-n which with the said cash pay-
of g, Klll amount to not less than 20%
‘afterc price, not later than six months
furth, such time, and the payment of a
afterer sum not later than nine months
are | such time, if the previous payments
will I:’-ss than 25% of such price, which
Ment e sufficient with the other said pay-
°talsfto amount to at least 25% of the
aﬁcarod such price are contracted for and
og to the satisfaction of the Minis-
addig; Finance, and the payment of an
b lonal 25% of the price is arranged
er, }fen the purchaser and the shipbuild-
the MQ Governor in council may authorize
haly IYfIISte_r of Finance to endorse on be-
WnOles Majesty promissory notes
Shiphug y the purchaser in favor of the
the Uilder for the remaining 50% of
hog 1;rlCe of the said vessel. The Gover-
Wher: council shall prescribe the place
od o such notes shall be paid, the meth-
When, discounting them, and the time
ed s Such notes are to be paid. Provid-
ma deat the first of such notes shall be
m(mthpayable at a date not less than 21
I‘etsi after the time the contract was
$haj) b into, and the last of such notes
thay, 5$ made payable at a date not later

“9 months after such time.
the f.'ullhat a mortgage on the vessel for
by the amount of the notes so endorsed
as the Minister of Finance, in such form
shay) inister of Justice may approve,
Saiq Vee given to His Majesty, and the
ang thSSel shall be registered in Canada,
€ register shall not be transfer-

red, until the amount secured by the
mQI(‘itgage 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 couneil.”

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.’
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
¢ mendment, 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 95 was read a third
time and passed.

It is said that the Government’s action
will result in sufficient foreign business
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coming to Canada. to keep the shipyards
pusy 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
mg]r}]and, 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-
gted })y Canadian National Rys. in con-
Junctlon 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
z(;rew driven by elng'meh of 350 h.p. Her

imensions are,—length 220 ft., breadth
331 ft, depth 20.4 ft., tonnage 1,255
gross, 542 net. After being brought from
Cape Tormentine, N.B., where she had
been'bgrthed, to Toronto, she went to the
Dominion Shipbuilding Co.’s yard, where
a passenger stairway was put in and
gome_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 am., 2 p.m. and 5 pm.
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
'17’ort Dalhousie at 9.30 a.m., 11 a.m. and

p.m.

Vessels Registered in Canada During Mar

In i 5
are lnilciom::mlmg the following lists of vessels registered, steamboats and motor boats, operated by engines of dogs ARAR AR, WD -5 are climinatnd, as slso

vesses of less than 100 tons register.
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STEAM.,
No, o TR g a
Name Port of Registry Where and when built % § g EE gg ég; Owners or managing owners
g ; S & A Ok Ke_ H
14170 SERATd Moo verersvecne Yarmouth, N.S. ... Wedgeport, N. S. .o 1919 143.1 26.3 124 370 194 66 Se. W%Vdegggpoﬂ Steam Trawling Co.,
3 Canadian Exporter...Vancouver, B.C. .. Vancouver,  ; I o R E R 1919 400.1 52.4 28.8 5498 3385 133 Se. Ministefpg‘f-t'mlig;,e and’ Fisheii
\ ; Ottawa. eries,
e SAILING.
No, e T T RO g i =
3 Name Port of Registry Rig Where and when built g, 'g "E EE 8¢ Owner or Managing Owner.
}t}ggz Sy RSt 3 & A OF Em
f, = B CremserTa Have N8 o S e e e, NET TGN e 264 16 167 100 o Mosaman, 0% Rove By, K6
1 41413 BBt ..t iioidonness Lunenburg, N.S. .o ...Lunenburge, N.S. Ry 1916 132.6 82.5 11.8 365 299 A.N ﬁ}mm!m:; gM (:-. tunenburg,
1 amenburg N& o DG T e R e
L Muata L Baver N8 i S berland, . Bl TR o Kingsburs, 5.
41420 é Que. ...Cn. Bt. 30 ﬁ?;? & ‘Son, %uabecF Que. 5
“15!3 veeln T R Lunenburg, N.S. ...Schr....Liverpool, b PR R 1919 122.0 26.7 11.3 173 112 FN(';se'rhardt il "Eu outh,
ersailles................... Lt Hve, MBI Gafils « saiBridgewster, N8t 1919 1240 267 101 155 100  N.S. b M0, East La Have,
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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-
urated 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 tfle 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.
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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.
'gvracﬁ & Co., at Seattle and Tacoma,
ash.

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 5e. a registered ton inward and
outward. For sailing ships over 700 tons
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register a flat rate of $25 inward and
outward, with an additional 4%ec. a reg"
istered ton outward.

Province of Quebec.

The Gulf of St. Lawrence Shipping &
Trading Co.’s s.s. Lady Evelyn was col
siderably damaged by fire at Carcy Poin®
June 9.

Canada Steamship Lines’ s.s. Quebe®
which went aground at Three River®
June 3, during foggy weather, was €
leased June 8, apparently undamaged

The s.s. Columbia has been bought fro%
U.S. owners by A. A. Larocque, Pres”
dent, Sincennes-McNaughton Lines Ltd”
Montreal, and has been transferre
the Canadian register under the name 0
Dougalmac. d

Canada Steamship Lines Ltd. has h”‘
a pontoon landing for the use of passel
gers and freight at its Quebec docks:
built by the Davie Shipbuilding & B¢
pairing’ Co., Lauzon, Que. It is built Ft
Douglas fir, and is 235 ft. long, by 43 ¥
wide, by 7 ft. deep.

The Canada Steamship Lines’ s.s. Ra
pids King has, according to a press 1
port, been stationed near Victoria P
Montreal, to provide for night accC d
modation for travellers unable to in
rooms in hotels or boarding houses
the city.

The barge Cuba, from Quebec tO OE‘
densburg, N.Y. with pulpwood, f"‘mce
ered in deep water, in the St. Lawréf
River, June 8, and became a total 10%
She was originally built as a steamivn,
at Kingston, Ont., in 1875, and was (()Jan'
ed by the George Hall Coal Co. of w81
ada. Her dimensions were,—length 1 ;4
ft., breadth 25.6 ft., depth 11 ft., tonnaé
386 register.

Ontario and the Great Lakes:

\

A Kingston press dispatch says the
in view of the low waté)r in the har’
there, the Dominion Public Works, {p
partment has decided to remove 41,07
yards of material, and that tenders
be called for the work at once. o

The Ogdensburg Coal & Towing cél'
s.s. Nicaragua, westbound June S’f the
lided with the gates at lock 18 0% e
Cornwall canal, and dislodged one © boﬂt
gates. Traffic was delayed for a.dent
seven hours. The cause of the acCiCy,
is given as an engineer’s mistake 17
signal.

The s.s. H. P. Bigelow, operate
ferry between Brockville, Ont., an = ab
ristown, N.Y., was destroyed by ﬁtw.s
her slip at Morristown, June 5. She

d8s?

Vessels Added to and Deducted From the Canadian Register puriné
March, 1920. ‘

Added.
Built in Canada
Purchased from foreigners
Transferred from United Kingdom...........u.
Transferred from British Possessions
New registers
Re-registered after wreck

Wrecked or otherwise lost
Broken up or unfit for use

Sold to foreigners

Transferred to United Kingdom....
Transferred to British possessions
New registers

Totals

ngs: o
sail-i'ron"‘";a

Soem'ni‘. m‘,
—Tonnage—
No. Gross. Registered. No.  Gross- o
9 6,326 3,907 9
P S 3z
3 96
o T s | it ets 1
12 6,459 4,003 11
6 2,060 1,291 6
12 471 2738 17
4 4,402 2,760 2
512 115
PR 3
24 7,445 4,439 27
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ggggak, built at Baldwinsville, N.Y., in
o and had the following dimensions,—
n.gth 60 ft., breadth 14 ft., depth 8%
-5 tonnage, 46 gross, 36 net.

CIaThe George Hall Coal Co. of Canada’s
uellm against the owners of the s.s. Sam-
- Marshall, for damage caused by the
il!)nuel Marshall colliding with the s.s.
Setterty’ at Kingston, recently, has been
g led out of court, by the payment of
igI’promnfxately $10,000. The s.s. Liberty
Da‘at Kingston drydock undergoing re-

irs,
po'fthe United States Lake Survey re-
eets the stages of the Great Lakes in
foll above mean sea level for May, as
HuI?WS: Superior, 602.40; Michigan and
572§n, 580.753; St. Clair, 575.24; Erie,
X 1; Ontario, 245.60. Compared with
earaverage May stages for the past ten
chi S, Superior was 0.44 ft. above; Mi-
0_423311 and Huron 0.17 ft. above; Erie
ft. below, and Ontario 1.10 ft. below.

Warlfllle contract for t_;he building of a sea
by ¢ }?t Toronto, which has been awarded
Mente Dominion Public Works Depart-

to Randolph Macdonald Co., Toron-
fo’r atshmentloned i.n our last issue, calls
alog e construction of a breakwater
Yo rtlg the southern shore of the center
0 on of Toronto Island 1,700 ft. long,
Wide rushwood fascine mattress 60 ft.
47%»fthe base of the breakwater being
there l:5-_W1dfe, and the top 10 ft. wide,
anq 1. eing a slope of 1%:1 on one side,
b!‘eak'l on the other. The height of the
T 8t Water above low water level will be

British Columbia and Pacific Coast.

Co{}}gbpmon Steamship Co. of British

i has appointed G. Whalen, cap-

of t}, :-nd P, J. V. Farina, chief engineer

ain 8.S.s. Capilano; and J. Findlay, cap-

8, ’Chl_ld J. Hogan, chief engineer of the
ilkoot, for this season.

he c - 3
on ontract for dredging and filling

l'g.lid site of the Ballantyne pier, in
A, g Inlet, is reported to have been
mj Sioe by the Vancouver Harbor Com-
Couye ners, to Grant & MacDonald, Van-

:»Cf;r $513,121.50.

Wit -P.R. s.s. Princess Alice has been
yquh%‘iaWn from the Gulf service and

c°n‘§06d on the Alaska route June 11,
Mary Junction with the s.s. Princess
hag “}r, dThe s.s. Princess Royal, which
mst&lled additional deck accommodation
Cess Al takes the place of the s.s. Prin-
5 Ice on the Gulf route.
Ship, CS}‘and Trunk Pacific Coast Steam-
to serviés s.s. Prince John was returned
up, une on the Queen Charlotte Islands
ang Overﬁ 4, after having been repaired
Wit the auled, subsequent to a collision
bert, o Same company’s s.s. Prince Al-
%fr Marcps ead Tree Point about the end
vana% S _The repairs were made by
ey, hipyards Ltd., North Vancou-

NG =i
gﬂ;rut}?‘:x‘hary powered schooner Janei
inlpyal' dl‘S, which was built by Wallace
£ 1917 fs’ Ltd., North Vancouver, B.C.,
0011 AR Canada West Coast Naviga-
{opaliog 30 which was wrecked on the
toNamite each over a year ago, was
. her about the middle of June, af-
4¢siong tings were salvaged. Her di-

ey dwel‘e,—length 240 ft., breadth
ﬁ“ﬂs, 1o §Dth 19.3 ft.; tonnage 1,466

©sel an et net. She was equipped with
wifihe Bg-u}e of 86 h.p., driving a screw.
to te Hg;tls'h Yukon Navigation Co.,
thiVing Se, Yukon, has appointed the

8 ar? cers for its steamships for

*—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 156% 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 133 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 sition 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
Jeave the south end of the present break-
water, and proceed sout westerly for
1,600 ft. Mariners are warned that they
must use caution when in the vicinity.

Ontario, Ottawa River, Chats Lakes
Arnprior Tsland—On an islet, opposite
the town of Arnprior, the 6th 9rder diop-
tric light will be replaced, without fur-
ther notice, by an unwatched _occultmg
white acetylene light, automatically oc-
culted at short intervals. X

Quebec, Gulf of St. Lawgence:—About
June 15, the front range lx_ght in Thun-
der River will be changed in position to
298 ft. southward of its previous posi-
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tion in the line of range, and 112 ft. back
from the water’s edge. The light is at an
e}ev_ation of 30 ft. on a structure, con-
sisting of a mast 25 ft. high, with wide
diamond shaped day mark attached.

Quebee, River St. Lawrence, channel
north of Island of Orleans.-——F’our ste::l
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 110B 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 Commigsionep; 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 foupdered, in comparatively dee
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. Sifton 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
102.50 was paid in cash, the ls.n’cés ll?é-
ing secured by endorsed notes, maturing
};n¢y3' 6, 9 and 12 months, with interest at

(2

Marine Public Works Contracts.—
Dominion Public Works De artmt:nt E::
let the following contracts: Rubble mound
stone breakwater off southern shore of
Toronto Island, May 26, Randolph Mac-
Donald Co., Toronto, at sehegule of
prices; dredging mnorthwest Miramichi
River, Que., June 2, Miramichi Dredging
Co., Newcastle, N.B,, at 54%c a cu. yd
scow measure. v
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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, Acera, 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, ete.

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.
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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.
g 1}16;”Peterborough to Lake Couchiching,

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 Marme 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, ete., originating in the
Straits Settlements and Indian ports, can
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now be carried on either of the ships d-
rect from Singapore to Vancouver, 58V
ing transhipment at Hong Kong. 4
From Vancouver it is expected a fal”
ly heavy volume of traffic will move
connection with these ships to Singapor®
as shipments for such ports as Calcutt®
Colombo, Bombay, Rangoon, Madras, B&"
tavia, Samarang, ete., can be tranship
ped at Singapore at considerably les$
than via Hong Kong. To these ports #
regular weekly service is maintained b¥
local steamship lines. h
With the addition of these two shiP®
the Canadian Pacific Ocean Services n?
has 6 steamships in its Oriental servi
aggregating 60,000 tons gross, with 8P
proximately three sailings a month.
_ Another feature of this service is the
issuance of through bills of lading fr0
shipping points to ultimate destinatlogf’
thereby eliminating the usual trouble
arranging clearance at the seaboard:

Superintendent of Pilots for Mont-
real and Quebec District.

_The Civil Service Commission has 7%
vited applications for the position ¢
Superintendent of Pilots for the M?’-’:i
real-Quebec pilotage district at an i_mtl
salary of $3,060 a year, which will
increased on recommendation for efficie”,
service, at the rate of $180 a year, U0 "
a maximum. of $3,600 is reached. Hl,
duties will be, under direction, to supei
vise the pilotage service in the MO?
real-Quebec district, to call and aSS’gﬁ
pilots to ships, receive pilotage dues:?
make the required reports and retul‘ﬂs.n_
the Marine Department, to conduc ;‘5
vestigations, when required, into wrec”
collisions and strandings, to make ,-ecof?n
mendations and handle correspondence 7
connection with such work and to pee
form other related work as required-
must hold a master’s certificate of €%
petency, must have been actually ma$ ip
of a sea going ship, or a passenger 7 st
in coasting trade, for at least a year, !;,g
be thoroughly familiar with all shlPP;nd
matters, especially those of the Gul Wl
River St. Lawrence, and have a knohile
edge of both English and French. w 8y
no definite age limit is fixed, ageé r?ec'
be a determining factor when the s€
tion is made.

-

Government Steamships to be, S"]d'e;
The Naval Service Department is ©
ing for sale by tender, to Aug. 2 i
ships, Niobe, Rainbow, Grilse and Can®
as they lie, the Rainbow at Esqulm,rhe
B.C., and the others at Halifax, N.S. the
Niobe is a steel armored cruiser of ing
Spartiate type, built in 1892, and h&% g
a displacement of 11,000 tons. Her {t
mensions are,—length over all 462% in
beam 433, ft., draft 27% ft. The lgpa,
bow is a steel cruiser of the Apollo %ong
built in 1891, and having a displaceme/
of 3,400 tons, Her dimensions, ™%,
length over ail 300 ft, beam 43% ith
draft 18 ft., and it is stated thab
slight alterations she could be utl]lz.?t at
a cargo ship. The Grilse was DUl g8
Glasgow, Scotland, in 1912, of S?ee,; by
a pleasure yacht, and is screw drive™ il
turbine engines of 6,000 h.p., “smﬁoul"
fuel, and has a speed of 32 knots 3“3 {to
Her dimensions are—Ilength $
breadth 18.3 ft., depth 9.2 ft., t07" g8
287 gross, 157 net. The Cana‘,i“lgoﬂfr
built at Barrow-in-Furness, Eng« m‘ﬂe o
of steel, and is screw driven by engl‘en%ﬂ:
209 h.p. Her dimensions are,7g
206 ft., breadth 25.1 ft. depth 1%
tonnage, 411 gross, 185 net.
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Wellang Shin Canal Construction.

asi. A. Campbell, M.P. for Nelson, Man.,
oed the following questions in the
beiuse of Commons recently, the answers
ngcag‘rllv?n by the Minister of Railways
< als. -
Wit}YVhen was the work in connection
Start t!’lg new Welland canal scheme
Vey ed ? Answer:—“Preliminary sur-
i uS date back to 1908 and were con-
‘-'Omed until 1913. Actual construction
amenced Sept., 1913.”
en was the work discontinued?”
A‘;?i;/Ver:—“The work of construction ac-
of c]y ceased in April, 1917, but the work
mainl;:{ng up the contractors’ estimates,
play Ining government property and
a0t was carried on until Dec. 31, 1918.”
Bine }:ﬂ]t was the total cost of the work
5tmcti0nr'_}r’l’g J:Xsls:’lég:ri period of con-
woreliminary surveys (a 3
o‘c’:;lletion worky al:dp:lr::t) (:akens
from contractors, as per

g’"ﬂ estimates for sections 1, 2,
» and 5 and materials pur-

187,232.15

"Tch“Ed by department, ete. ... 16,550,883.17
Eg;‘; to Mar, 81, 1919 ....occsvomeen. $16,738,115.32
1 Nditure incurred between Jan.
g and Mar. 81, 1919 ....cccoiivemenee, 683,315.84
olgae]._; e;{Denditure incurred up to
R O R ot st S o $16,054,799.48"

‘@

19 hen was the work recommenced in
.,Conrtand when did it stop?” Answer:—
acty 1l‘acts were dated Jan. 17, 1919; work

ct?sly commenced in February. Con-

“Whexplred Dec. 31, 1919.”
done dat‘was the nature of the work
ta] ¢ uring 1919, and what was the to-
of pOSt there_of ?”  Answer:—“Purchase
l'epaia:]t’ equipment, plant materials and
The TS, and general construction work.
w - ©0st for 1919 was as follows:

«an, 1
Ap). 1 to Mar, 31, 1919..........ccconnn $ 683,315.84
1, 1919, to Mar. 31, 1920....... 3,768,760.22

$4,453,076.06

“Tan
* 1, to Mar. 31, 1920 61,449.23

ey,
ca“lgldexpenditure incurred during

“Ho L ARTTIIETTT W $4,390,626.83”
W man
on v y men were employed there-
ny du:lng 191977 Answer:ET:}Vxe largest
ing thel‘lemployed at one time was dur-
inclyqs ast week of July, when the force,
Vera Ng engineering staff, was 2,786.
&€ monthly force was 1,458.

M
ffger of Canadian Steel, Coal,
Shipping and Shipbuilding
Companies.

At o
aﬂnualthe Dominion Steel Corporation’s

the Mmeeting, at Montreal, June 18
Officiyicsident, K. M. Wolvin, who is also
Ship Y connected with Canada Steam-
tion ~Mes Ltd., Montreal Transporta-
Stateq :}; Halifax Shipyards Ltd., etc.,
Naq e at a short time ago a proposal
Join Witli'l) submitted to the directors to
8 v various other enterprises in
Ste) C?ntly organized British Empire
;"hich is‘“‘Doration Ltd., the object of
Argeg; ktO put under single control the
nown deposits of ore and coal,

0
Wor ger:tte ore and coal mines, steel
Dajy y’ar de&mshlps, shipbuilding and re-

te
Ing This would be the greatest
pm,:;;;al enterprise in Canada an%i would
In the - Breater economy and efficiency
;‘}ueh nel‘oductxor} of coal and steel, with
lon ¢ eded shipbuilding and organiza-
terig) byl transportation of raw ma-
With ann finished products, together
Amo outlet for ship plates.
Wl pe ab:he enterprises which it is said
OmDnny orbed by the newly organized
are: Dominion Iron & Steel Co.,

"Pl‘ises,s’ and other complementary en-
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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., ete.; 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. & 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-
operate steam and other ships, marine
railways, drydocks, wharves, elevators,
etc., and to carry on a general transpor-
tation and forwarding business.
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Probab'le 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 maka 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 ih.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,
sp]elaed 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 gorts 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 Peqple.

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.

. 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, Beaziey & 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 Rd. 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,
11l., 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 ¢o
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.

. 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.,
Fses})z 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.
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Sorel Government Shipyard Super”
intendency.

In Dec., 1919, the Civil Service Com-
mission advertised for applications fof
appointment as Superintendent of
Dominion Government shipyard at Soréy
Que. On May 11, the Commission 8&
vised us that the Marine Department h#
requested that no appointment be mad®
and that the matter would be held I
abeyance for some time. On May 20 the
Marine Department advised us of LouB
Lacoutre being acting officer in charg®
On June 15 the Commission again mvlg'
ied applications for thé position, as fol-
OWS:, —

A shipyard superintendent for the GO¥*
ernment shipyard at Sorel, Que., at W"i‘l’l’
initial salary of $3,000 a year, which
be increased upon recommendation ¢
efficient service at the rate of $1
year until a maximum of $3,540 has bee!
reached. This initial salary will be SuP
plemented for the present fiscal year ™
the bonus provided by law. Dutles-'e
Under executive direction, to have chﬂ_fgle
of the Sorel shipyard; to be responﬁlb v
for the design, estimates for costs €O
struction, and repair of ships; to supefd
vise safekeeping of stores and stock 2
the work of all employes, and to pel'fo.ﬁ_
other related work as required. Qualéu,
cations.—Education equivalent to gra of
ation in engineering from a school *
applied science of recognized stqndm%’
at least five years of experience in § /
design and construction, two years'bl
which shall have been in respons! %
charge of such work; thorough knolvlvip
edge of various types of ships and S%%
machinery and the construction and -°
pair thereof; firmness, tact, good J¥ %
ment, and ability to manage men. fol-
amination.—Subjects and weights a8 i
lows: Education, training and ,equl'lentbe
T7; oral interview, if necessary 1
opinion of the Commission, 3.

St. John, N.B., Harbor DevelopP
ment.

A St. John, N.B., press dispatch 5;;33
that important changes are Suggelop'
in connection with the harbor deve o
ment at Courtenay Bay, which is W%
contract from the Dominion Govert ..
to the St. John Dry Dock & Shipbuh
ing Co., and a very full -illustrate Jian
scription of which appeared in Canaty,
Railway and Marine World for May'three
contract calls for the building of
deep water wharves on the no e
side of the bay, which would narl'owdiﬁ.
channel considerably, and make 1 tance
cult for ships to berth, as the assi®
of tugs would be required. o1 foul

The change proposed is to bulldo be
wharves, instead of three, each bert
1,000 ft. long, and to project from ng the
St., straight towards the entrance °ou1d
bay. It is claimed that this changeé Zhi
afford a wider channel, and enable ,ﬁs
to dock and leave port without thed an
culties which would be encounterey, go
der the present plan, as they Wouagaiﬂ
straight to their docks, back Outhereby
and turn in the turning basin, b
avoid the effect of the high tides: _ uid

It is also claimed that the chqngel 7
provide, for the Canadian Nation2 Iy ad
a large acreage of land immediate ich 8
joining their present yards, om W@ jilt
large number of tracks could onge
which would obviate the present €% ;der
tion, and avoid the grades, which
the present plan, would be serious:
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Shipbuilding Profits in Great
Britain.

B r;Accordmg to a statement published in
ngland recently shipbuilding in the
m:te(_i Kingdom has made a very good

Btatncml record. Ships built there, it is

th, ed, were turned out at a lower cost

8t}?‘ those of other countries, and sold
I:g‘her prices. Of the 821 ships order-

&ftey the Ministry, 129 were cancelled

tl'anr the armistice was signed, 155 were

o sferred to private owners under the

:ement with Lord Inchcape, 120 were
bui] dsferred on similar terms to their
erg fl‘S, 104 were sold to foreign own-

Pec’t- 56 were sold to British owners di-
g while of ships built abroad, 101

B Te sold to foreign owners and 18 to
er;sh owners, while of the total 20

260 }‘n;}mk and 18 are yet unsold. The

Weres 1ps built in the United Kingdom

81 OSOId for £47,900,000—a profit of

of ’5360:000, as compared with their cost

i TOad300’000; but the 119 vessels built

817 20 cost £26,400,000 and realized only

ing’y »000—a loss of £9,200,000—leav-

of go ZIEt profit on the whole programme
be ‘s 00,000. Put another way, it may

Cost id that the United Kingdom ships

for :n average of £139,615 each and sold

$44 n6 average of £184,231—a profit of
al’r:)ad a 'ship; while the ships built
£144 53 cost £221,848 each and sold for

Seenre 8—a loss of £87,310 a ship. This

the sh‘to prove pretty conclusively that

as op Ipyards of the United Kingdom are

in egable as ever they were of compet-

ang ¢ Onomically with those of Canada
€ United States.

Shll)bullding in Australia.

iy ; TET
Mis:ii Assistant Canadian Trade Com-
wl‘ites{ler at  Melbourne, Australia,
the co-:Some interesting particulars of
Wep, n;t of shipbuilding in Australia
ter c?lge public recently by the minis-
thyt ay, 2rge of shipbuilding, who stated
Cony (’)1 attempt had been made by the
:teel shI}Wealt_h Government to have six
) aslg}? built in Australia of the same
glngdom e five being built in the United
W Qo but that the Government of
ger b ulfh‘ Wales, after submitting an
i 3 ($160 uild three at Walsh Island at
Ntraey -60) a ton, declined to sign the

(s} .

350,00%ec5h1ps are 12,800 tons each, with
tl‘e Dartu' ft. of refrigerator space, and
tﬁr a fg of the government’s proposals
B latesit of eleven 12,800 ton ships of
aSWeek] type which would maintain a
wdt A UY_ service between Australia
bﬂ?}les Go nited Kingdom. The New South
lap d the crnment afterwards offered to
o ang SIX ships at the actual cost of
»:‘head l’f;laterlal, plus a percentage for
Wh? nOtac arges and profits, but this
1goch est_gl‘eed to by the Commonwealth,
fig; (ilasglated the actual cost at £28

t g ip (':00) a ton, at which price the
%ntly at WiﬁStructed at the Government

iam ictori -

t},it Wasl}le o atown, Victoria, was re
?ﬂt: underurther stated by the minister,
ing® firmg ian agreement with two pri-
g, o ¢ 0‘6 Australia, which are build-
Wealyp 0-ton vessels for the Com-

(81duate s the profit was to be on a
hggoﬁoe)d J"":‘S- If the ships cost £33
&q v & but on, the firms received no

thyy'ith o that the rate of profit increas-
I: the sl}igh £1 ($4.87) a ton below £33
Rfebals Sai(fs Wwere built for.
o red o that the Commonwealth is
b gy Sougy, yrie@otiate further with the
e Shipg ﬁ!es Government in regard
Which it desires to have built
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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, 20735
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 ggg,ggg

Maintenance and repairs to lighthouses
Construction of lights and aids to navi-
gation, including regulation of traffic
in Detroit river and such other laces

as may be found necessary 400,000
Signal Service . i 65,000
Administration of pilotage ... o 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 Dilots ..o 9,900
Telephones at different points in con-

nection with aids to navigation ... 500
Allowance to Harbor Master, ers

burg, for supervision of lights and

buoys on St. Clair river .and Lake

Erie; and other services in connec-

tion with lighthouse service for sea-

son of 1920 600
Job Bros. for use of wharf at Greenly

Island . 875

ey
$2,524,876
i

Sale of Montreal Transportation
Co.

A special meeting of shareholders of
Canada Steamship Lines Ltd. was held
at Montreal, June 26, to ratify the pur-
chase of the Montreal Transportation
Co.’s property. The price to be paid is
stated to be $3,000,000, $1,000,000 being
paid in cash and the balance by July 1,
1921, at short intervals. :

The Montreal Transportation Co. Ltd.
is an old established business and until
1903 had an authorized capital of $300,-
000. In that year the company reorgan-
ized, with an authorized capital of $1,-
000,000, the paid up capital early in 1916
being $918,300, with no bonds outstand-
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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, Mec-
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
jssued 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, Nfid., 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-
ti;znos will be discontinued after Aug. 1,
il A

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. Coughlan &
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, docks, 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

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
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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 contracts will
not be taken with any econdition 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
yvears, 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
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N.J., has issued a catalogue of oxy-ac®
tylene apparatus, acetylene generator™
welding and cutting torches, pressur®
regulators, and portable outfits.

Electric Service Supplies Co., Phil#*
delphia, Pa., has issued to Superintend'
ents of motive power, and electrical €
gineers in the steam railway field, ‘f
engineering report 303, “Discussion ¢
golden glow glass reflectors, and t-et
relation to the locomotive headlig
question.”

Northern Electric Co., Montreal-’A'
Dwight Smith has been transferred ff"}m
the - position of Sales Managery "tO‘tt'
General Head Office Sales Departme”
where he has jurisdiction over sales
railways, marine concerns and fire ala
departments throughout Canada. He o
one of the first to study and intl‘Od‘:ia
telephone train dispatching in Cand e"
as it is today, and was a pioneer in teﬂ,
graph construction on the later built faB'
ways in the west. He is a son of ‘s
Smith, who was Manager of Telegrap™!
G.T.R. and G.T.P.R., until his retirem"igh,
a few years ago, on account of ill hea

Trawler and Drifter Sales.—The A:a
derson Co. of Canada has sold T.R. 59 r‘
T. M. Kirkwood, Montreal, who has &
ranged options on a further nine tf_ll“’“]ﬁp
the Naval Service Department. This 87
left Halifax for Montreal early in Jufof
The British Admiralty has arranged
the sale to the Rose Street Found:¥ j
Engineering Co., London, Eng., 0* ..
drifters and 8 trawlers, and 20 men, £l
der Capt. Munro, have been sent fhi
England to Halifax to take the ®
over. Drifters 3, 4 and 81, lying rece”

sailing will take place from Fort Smith been appointed Manager Saskatoon .t New York, and drifter 5, lyingbeen

July 1; master, —. MecLelan, chief engi- branch. cently at Norfolk, Va., have also

neer, —. Conevear. Davis-Bournonville Co., Jersey City, sold by the Anderson Co., New Yors
/

Made in Canada

uncertainty.

works.

motive.

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

They adjust themselves mile by mile,
at running temperature as the engine

They protect every bearing on the loco-

Their use means more locomotive miles
between shopping.

Franklin Railway Supply Co:
of Canada, Limited

Transportation Bldg., Montreal
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