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The First Battalion Canadian Rai

ha'Canadlan Railway and Marine World
S begen favored with the following in-
ﬁl'matlon about the overseas work of
€ 1st Battalion Canadian Railway
eé‘OOps, which was raised and command-
: throughout by Lieut.-Col. Blair Rip-
Y, who when selected for the work, was
ggmeer of Grade Separation, C.P.R.,
- ronto, and who has since been made
r’é\ember of the Distinguished Service
ot t‘;-ll‘ and.a}so a Commander of the Order
e British Empire:—

et e battalion, which was recruited at
al j}us points throughout Canada, from
all ax to Vancouver, was mobilized at
cartier, Que., left there Sept. 13,

6, and went into camp at Witley,

’r‘l%-, Sept. 24. During its stay in Eng-
, infantry training was carried on

la

Rein
forced with heavy timbers, and provided with
Designed an:

an,
Drgc the necessary papers made out for

teeding to F The battali
S rance. e battalion was
ngeCted to a dental examination, and
SB.ry: last moment it was found neces-
. 0 leave 160 men behind in England
bein eatment, the deficiency in strength
ed f% made up by a draft of men select-
Thgm the 127th Battalion.
Oct 25battallon entrained at Milford on
ang ) 1916, proceeded to Southampton,
ralled for Le Havre the same day.
Test ca sojourn of .three days at no. 1
entraiamp at Le Havre, the battalion
Oct, 21§ed for Aveluyom on the night of
ert g The train was stopped at Al-
anq frnd the unit taken back to Rouen
eom there to Candas.
Duttiy battalion was given the task of
at Cagdm a water supply for the R.0.D.
the Jine 3> and the double tracking of
f°110wie to Varennes. Subsequently the
at Cangg work was added: A new yard
te N as and Varennes, with the main-
COIince from Candas to Beaussart and
taljgy, 1oPS.  On Dec. 10, 1916, the bat-
Where v:ias ordered to proceed to Plateau,
Were b lecauville lines (23% in. gauge)
D) €ing taken over from the French.

ort
.Qergg::tf’ly the battalion had sufficient
lingg ;¢! to maintain the then existing

» Y0 operate them, and to construct

.

a steel floor, made up of two 2
d work carried out by First Battalion,
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new lines required in the forward areas.
Subsequently new areas were again taken
over from the French and maintenance
and construction turned over to the bat-
talion, but it had insufficient men for this
extra work, and it was decided to make
up six light railway construction com-
panies of 350 men each. This was done
by drawing from front line units the ne-
cessary number of skilled men and when
the companies were completed they were
placed under the battalion’s jurisdiction.
This made the total strength approxi-
mately 3,200 men. On the work just
mentioned the battalion controlled over
one half of the light railways on the
British front at the time. The men
suffered a great many hardships, those
in Pozieres Jct., Combles, Leforest and

N

Wimereux Viaduct on Boulogne-Calais Railway. A

Rancourt areas being housed in rudely
constructed dugouts for safety against
enemy shelling. They, however, had
good fortune as far as casualties were
concerned, and when they went again on
to standard gauge work their killed and
wounded were only two, although their
camp at Plateau was shelled for three
hours on Feb. 7, 1917 by 15 in. guns.
On Mar. 24, 1917 the battalion was
hurriedly taken off the light railways to
build a standard gauge line from Mari-
court to Ferme Rouge, thence to Clery
and into Peronne. Notwithstanding the
terrible weather, the shelled area in whic
the line had to be constructed, the then
great shortage of standard gauge work-
ing tools, they managed to have trains
into the Quinconce spur and were sup-
plying food to 20,000 troops on the night
of Apr. 10, 1917, and this line was finally
got into Peronne on Apr.14,1917. The line
was 11 miles long with numerous small
pridges and culverts. Peronne station
and yard was found in a terribly wrecked
condition. On the work just referred to,
the Guards Division was placed at the
battalions disposal as labor, and they
worked in a way that merited the warm-
est enthusiasm and praise from every-
body. Although they were the flower of

layers of steel railway yails, as a protection against
Canadian Railway Troops.

Iway Troops’ Work in Belgium and France.

the British army, they seemed to feel
honored by the work given them.

On Apr. 15, 1917 the battalion undertook
the rebuilding of the double track line
from Peronne to Roisel and on into
Epehy. The line was completed to
Roisel on Apr. 26. Roisel was still sub-
jected to shelling, and the line into Epehy
was not completed, because the Army
Commander considered the battalion was
too close to the Hindenburg line, and
was causing too great an attraction,
which was drawing fire unnecessarily.
It, however, got within a mile of Epehy
with the tracks.

On June 15, 1917, the battalion was’
ordered to cease work at Peronne and
entrain for Dunkerque. We left Per-
onne at 6 a.m. on June 18 and at 5 p.m.

enemy bombing.

had completed the journey. It took 133
cars to make the move, although the
mechanical transport had gone by road.
The battalion camped at Rosendael sta-
tion, about half a mile from the seashore
at Malo-les-Bains, where a pleasant stay
was made. The work there consisted of
building a new deviation line from Cou-
dekerque around Dunkerque to Rosen-
dael. The men rather enjoyed the stay,
as more or less of a holiday. During
it, however, Dunkerque was shelled on
several occasions by 16 in. naval guns;
one shell making a direct hit on corps
headquarters in the casino at Malo-les-
Bains.

On July 21, 1917, the battalion was
under instructions to proceed to Inter-
nationa! Corner, In Belgium, to prepare
for some very hot work, the building of
the line from Elverdinghe to Boesinghe,
and thence over Pilchem Ridge to Lange-
marck. On the morning of July 28, the
men were taken out to commence work.
This was the day of the big push and
the feeling was very exhilarating, about
1,000 British shells were going out to
every one of the enemy’s coming in.
Later on in the day the Huns put over
a terrible barrage and little gain was
made, no railway work being possible.
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The weather was terrible, the shelling
likewise, but by persistent efforts, the
line was finally laid down as far as the
Yser Canal. The last thousand feet of
it, however, was blown to bits several
times over, before anything further could
be done. The battalion had most mar-
vellous luck, or good fortune, and in
getting from Elverdinghe to the Yser
Canal at Boesinghe, its casualties were
only 4 killed and 20 wounded. After a
terrible artillery duel, lasting till Aug.
17, 1917, the battalion was able to build
the bridge over the canal. The Canon
farm siding on the line to Pilchem sta-
tion was built under most trying cir-
cumstances and the officers and men took
their lives in their hands every morning
in going out to work. There was prob-
ably not a man in the battalion, who did
not wonder how they could have such
miraculous escapes, with so few casual-
ties. The battalion’s casualties east of
the canal were 9 killed and 7 wounded.
The artillery deserved great credit for
their work in that area, and it was mar-
vellous how the men and animals stood
the strain. The punishment they took
at the hands of the Boche was terrible.

During the winter of 1917-1918 the
battalion was housed in Nissen huts and
the men were very comfortable, they
built the new Waanebeck yards, the
Watou yard, and a number of artillery
spurs, and re-ballasted and maintained
the lines from Proven eastward. Head-
quarters were at International Corner,
with A company nearby, B company at
Nordhoek, C company at Eikhoek, and
D company near Proven. On Mar. 10,
1918, the battalion was ordered to pre-
pare to go to Egypt, to build railways
and with some large bridges in prospect,
and at once began to prepare for the trip.
New equipment was ordered at once,
packed and loaded on cars ready to pro-
ceed, via Taranto, Italy. The men were
carefully picked over and medically ex-
amined and the battalion was brought up
to strength again by drafts from every
other battalion of the Canadian Railway
Troops. But the trip to Egypt was not
destined to be made. The Huns com-
menced shelling the back areas on Mar.
17, and while the battalion was loading
its equipment on to cars at International
Corner on the afternoon of Mar. 22, the
track was broken on the main line in
front of its living cars in six places, and
it became so “hot” that everybody else
had left the yard. It was found advis-
able to move about a mile west next day
in order to complete the packing and
loading in at least comparative safety.

On Mar. 23, 1918, the camp was all
broken up and the battalion was ready to
pull out. However, at 2 a.m. next day,
the orders were cancelled and the bat-
talion was ordered to Boves, just south-
east of Amiens, to prepare trenches on
a new line of defences. The 5th Army
had given way and there was nothing
else to do. Even harness for the bat-
talion’s transport had to be unpacked
as well as its tools, but it left the same
night for Amiens. The battalion de-
trained on Mar. 25 at Boves and its head-
quarters were at Thezy Glemont for three
nights, after which it was ordered out
again, and marched back to Bethencourt,
doing 18 miles the first day and 10 miles
the second day by 11 a.m. and-then be-
gan at once to build trenches for a new
line of defences, completing 33 miles of
trenches before being ordered back to
railway work again. The bombing of
Amiens and the surrounding country was
terrible, and everybody seemed to be
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going west instead of east.

On Apr. 16, 1918, the battalion was
ordered to proceed to Frevent, to build
the new Frevent-Hesdin line, which was
to have been used in case the Huns
should cut our line at St. Pol. This at
first was considered of great importance,
but later developed into more or less of
a peace time undertaking, which drag-
ged on until August. On the line, how-
ever, there was one large bridge and
subsequently some yards were put in.
During this period the battalion made
bomb-proof accommodations for the
nursing sisters at Etaples, Boulogne,
Outreau and Ligny, also for the W.A.
A.C’s at Montreuil (G.H.Q.) These
had bomb proof covers, of from 25 to
30 ft. and the total accommodation would
take care of about 1,000 of the women
during unmerciful Hun raids.

During the early summer of 1918,
when enemy bombing was at its height,
the Wimereux viaduct, a 3-arch double
track masonry viaduct, about 300 ft.
long and 80 ft. high, on the Boulogne-
Calais main line of the Nord Ry., was
in very great danger. Numerous at-
tempts had been made to destroy it by
bombing, and its destruction would have
cut off the main artery of supply for all
Belgium and the northern allied front.
The battalion was requested directly by
the British authorities to undertake its
reparation, in case of destruction by
bombing, and to take steps to prevent its
destruction, if found possible. The ac-
companying illustration shows the com-
pleted work. The timbers are all of 12
x 12 in. hard pine, and a solid steel floor
or deck was made on the deck of the
bridge by using slightly over a mile of
steel railway rails. The work was great-
ly admired, not only by the British, but
by the French Army authorities in Paris,
where the scheme was unconditionally
approved and endorsed. The Canadian
Minister of Militia, General Mewburn
and other notable Canadians, visited and
reviewed the work during its construc-
tion. It is said to be undoubtedly the
only work of the kind ever undertaken.

On Aug. 7, 1918, the officer command-
ing the battalion received a secrét mes-
sage to hold the battalion in readiness to
proceed to the Amiens sector, as there
were to be big things happening there
very shortly. The work in hand was
already completed and the battalion was
practically standing-to. On Aug. 8 at
9 p.m., instructions were received to load
up and proceed at once to Longeau, just
east of Amiens and west of Villers-Bret-
tonneux, and the battalion arrived there
the next night at midnight. On arriv-
ing it was ascertained that the battalion
was to assist the French in getting the
line put into shape into Chaulnes. The
Huns had blown up practically every rail
in the track, and there were many nasty
craters, besides they had not stopped
shelling the area, and particularly the
tracks. The 4th Battalion was working
into Villers-Brettonneux and the 1st
Battalion commenced about two miles
east of there. It was a race with the
Huns from that day till the day of the
armistice, on Nov. 11, and the men did
not have a Sunday off after getting into
that area. By salvaging steel from the
two lines taken over, it was possible to
keep work going, but it was necessary
to use new rails to close up the gap at
Marce_lcave on Aug. 12, which was the
battalion’s greatest day. It was very
short of tools, but managed to get the
tracks into Marcelcave by careful organ-
1zation and handling of the men. On
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the night of Aug. 13, the tracks were
got into Rosieres. The battalion had
managed to get the assistance of two
battalions of Australian Pioneers who
worked well. Men were scattered over
the entire line and salvaged rails from
the enemy dumps at Rosieres, and were
pushed westward to meet the ones being
laid from the west end eastward. The
French were very much pleased with this
day’s performance. Rails were also salv-
aged from Rosieres for building the new
decauville tranship yard at Les Buttes.
It was impossible to go east of Rosieres
at that time so the battalion took over
the supply siding at Boves. Much am-
munition had to be moved to permit
going on with the work. In the mean-
time also it took on the building of
bridges at Froissy and Bray.

On Aug. 29, 1918, the battalion com-
menced on the line into Chaulnes an
moved camp to Rosieres on Aug. 30, to
be close to the work. On Sept. 3 track
was into Marchelepot and the yard was
used immediately. On Sept. 8 track was
into Brie, and the battalion’s train move
to Omiecourt to again be closely in touch
with the work. On Sept. 10 track
was at the Somme Canal at Peronne, and
work was commenced driving piles for
the bridge. Trains ran into Peronne on
Sept. 12, into Doingt on Sept. 13, into
Tincourt on Sept. 14, and into Roisel on
Sept. 16, four days ahead of the date
set by General Rawlinson. Double track-
ing was finished to Peronne on Sept. 19.
On Sept. 24 16 of the battalion were
killed and 11 wounded in Roisel yard, on
Oct. 8 double track was laid into Epehy
and over the bridge north of that point.
On Oct. 10 track was laid into Gouzeau-
court and into Marcoing on Oct. 19. The
Canadian Overseas Railway Construc-
tion Corps had already finished from
Marcoing to Wambaix and the battalion
jumped in ahead of them and put the
tracks into Busigny, through Cattinieres,
Caudry and Bertry, also assisting the
French in getting into Wassigny.
delayed action mines in this section made
the work particularly hazardous, in one
instance blowing the center portion com-
pletely out of the trains, and the bridge
at Caudry was blown up after the tracks
had been completed over it.

The 2nd Battalion was working be-
tween Wassigny and Le Cateau so the 1st
Battalion again jumped ahead, taking the
line from Le Cateau to Maubeuge, O%
which the bridge work was very heavy;
particularly those east of Le Cateau, 8t
Aulnoye, Hautmont, and Maubeuge. OB
this work, in two places, in a single
mile, were craters that amounted to 10,
000 cu. yds. of earth in one of the very
high fills. This line runs through Lan-
drecies, Hachette, Halte, Sassegnies
Aulnoye, Hautmont, Louvroil, Sous L€
Bois, into Maubeuge and thence to Char-
leroi, through some of the richest manu-
facturing districts seen. From Aug-
1918, the battalion worked full steam, no
slackening in the terrible pace till armis-
tice day, after which it had Sundays off-

Reference has been made in the fore:
going to the Frevent-Hesdin line puilb
by the battalion. The trestle bridge
shown in the accompanying illustratio?
is near the Frevent end of the line, al
although it contains over 150,000 f.b.m
of timber and there was a very consid”
erable amount of excavation work fof
the foundations, it was actually built an
ready for operation in seven days.
work was of great interest to the French
engineers who visited it during construc-
tion to learn Canadian methods in bridg®
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building, and they were so impressed
With the expedition with which the work
Wwas carried out that they had illustra-
tions of it published in Le Miroir, in
Paris. The construction was similar to
that of a standard railway trestle in
this country. It is 600 ft. long and about
14)0 ft. high. The work was carried out
dy the A company of the battalion, un-
L(?!’ command of Major J. B. Heron, with
leut. John Hamilton, an old C.P.R.
ridge man, in immediate charge. It was
at first estimated by the army authori-
ties that the work would take from a
month to six weeks, but as before stated,
It was built in seven days.

Officers of Battalion.

b Foll_ow,ing is a complete list of the
O:ttallops officers, giving their former
o l‘)H:Epatlons and addresses as far as pos-
Lieut.-Col. Blair Ri
g X 4 pley, C.B.E., D.S.0., En-
m“eeg‘o l?f fradﬁ Selx()aration, C.P.R, Toronto;
s . . etterson, D.S.0., Assistant
B"dx_e Engineer, C.P.R., Montreal ; S
c.Jor T. R. Loudon, Civil Engineer, Toronto ;
o Dt._angi Adjt. E. D. Toye, Storekeeper, On-
MO _District, Canadian Northern Ry., Toronto;
ajor R. R. Holland, District Engineer, Na-

tional Transcontinental Ry.;
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Lieut. R. R. Hicks, Toronto.
Lieut. C. P. Van Norman, Toronto and York
Radial Ry., Toronto;

Lieut. A. Scott, City Works Department,
Toronto ;

Lieut. P. L. Scott, Electrician, Toronto;
Lieut. John Hamilton, Bridge and Building
master, C.P.R.;
0Lieut. R. Francis, Contractor, Timiskaming,
nt. ;

Lieut. J. E. Tremayne, Civil Engineer, Toronto;

Lieut. W. S. Hunter, Contractor, Vancouver,
B.C.;

Lieut. J. M. Berry, Contractor, Toronto ;
. R. Richards, Contractor, Toronto;
Lieut. M. L. Bouzon, Mining Engineer, Cobalt,

Lieut. R. Nickle, Civil Engineer, London, Ont.;
Lieut. W. J. Nichol, Civil Engineer, Toronto ;
Lieut. R. E. Lindsay, Civil Engineer, Toronto ;
_ F. 0. D. Keily, Contractor, Winnipeg;
Lieut. H. M. Jupp, Contractor, Orillia, Ont.;

" 'E. Jupp, Civil Engineer, Orillia, Ont.;
" C. M. Lane, Civil Engineer, Montreal;
Lieut. A. S. Millar, Civil Engineer, Toronto;

. W. J. Wright, Civil Engineer, Toronto;
Lieut. T. Graedioger, Civil Engineer, Montreal ;
" E. Thomas, Civil Engineer, Montreal;

Lieut. H. L. Gilmour, Civil Engineer, Ottawa,

Lieut. F. G. Pusey, Contractor, Montreal.

Summary of the Battalion’s Work.

Following is a summary of the work
accomplished by the battalion, after
going to France in Oct., 1916, up to Dec.
31, 1918:—
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latter method rendered tracks more dif-
ficult to rebuild than the blown up ones.

Bridging.

Somme area,
Dunkerque area, 1917.
Flanders front, 1917-1918..
Hesdin to Frevent
Amiens-Maubeuge, 1918............ccummernnsnns

Bridges re-inforced for French to“l6
carry British and U.S. heavy guns.. 511
Bomb proofing of Wimereux viaduct 245
This last item covers the recentering
of a 3-arch, double-track, masonry bridge
about 80 ft. high and the placing of a
steel rail, bomb bursting, floor thereon.
About 175,000 f.b.m. of timber and 3%
miles of steel rails were used. The Fre-
vent trestle also contained about 150,000
fbm. of timber, and altogether, after
going to France, the battalion placed in
bridges, approximately 1,500,000 f.b.m.

Of culverts of various sizes over 6,000
ft. were laid of corrugated iron, con-
crete and wooden box.

Water supply works—At Candas, 8
miles of 4 in. pipe line were laid in
trench 2 ft. deep, pumping station was
built and pumps installed to deliver
against a 200 ft. head. Earth work, 1400

li‘l‘l. ft.

lin.

li}'i. ft.

Trestle Bridge on the Frevent
600 ft. long, 40 ft. high, containing over 150,000 f.b.m. of

Ma'
c“lta::; i’ltg-.Croas, Assistant Engineer, C.P.R.,
Zinea’ H. B. Muckelstone, Assistant Chief En-
men¢ ob Irrigation, Natural Resources Depart-
,',-offllzgy. Alta’;

NDl'!:h.ern Ry., HT?):‘;?;’toD;lﬂtnct Engineer, Canadian
Consulting Engineer and
Toronto ;

Ma- »
Halifmr A. T. MacDonald, Assistant Engineer,

ax Qe e .
Maj ean Terminals, Intercolonial Ry.;
'r,,mrfg: L. B. Allen, City Works Department,

Ca
Sugbgt' J-o :itf Black, Resident Engineer, C.P.R.,
apt, o
ag:‘ % O. Fleming, Toronto Ry.;
T°1'ont")_ .+ J. Norman, Resident Engineer, C.P.R.,
Capt g,
2L st
Va apt,

P. Muntz, Resident Engineer, Welland
S Catharines, Ont.;
s %.CP'ethick. Engineer and Contractor,

Giry. & S. Grant, Contractor, Ottawa, Ont.;
Dt. G, B, Little, Toronto;

Slasgoy, NSR MacQueen, Civil Engineer, New

. 5 Hanson, Architect, Montreal ;

i Lieut, ' 3 Fenwick, Medical Officer, Toronto ;
Meer, "o p R H'lgrtzbi‘r)g, Assistant Resident En-

-P.R., Toronto.

=i AR i i a

_Lite'utTomnm: McNair, City Works Depart

i;r Ge(;rgl:{ gIcD. Fleming, formerly secretary to
Nt ury, as Vice President, C.P.R., To-

Liey
“ut. Joseph Johnston, Toronto ;

Decauville Railways—Somme Area, Dec., 1916-
April, 1917.

Miles taken over from French for operation.. 30.0

Miles built by battalion....... 26.9

Miles maintained (about 30% was re-ballast- Tdon
B .o bdmsssasseniisiossbsossasibiiaiaissonvisdtvoessherasinissuiisiossasis .

Standard Gauge Railvlv;ly:—April. 1917-Dec. 31,

Miies Turn Yards

built. outs. graded.

Frevent-Hesdin line...... 18.12 33 55,600
5th Army, in 1916........ 8.0 33 30,320
S 1917 5.42 52 72,000
Dunkerque Aref.........s 5.87 15 22,000
Flanders front 19171-18.. 18.34 49 55,2560

jens-Maubeuge line

A b it at 153.00 122 93,200
Total....cossssaisensssasane 288.75 304 268,370

and Maubeuge, 70 miles of new British
rails were laid. German rails salvaged
from their dumps and laid in the bat-
talion’s work, amounted to 5 miles. The
balance of this work was construction,
building one main line from two dam-
aged ones, and 78 miles was thus built.
The tracks were either systematically
blown up or destroyed with a machine
made for the purpose and which was
dragged behind a heavy locomotive. This

)

_Hesdin Strategic Railway in France.
timber ; built in 7 days by 1st Battalion Canadian Railway Troops.

cu. yd. Rock 400 cu. yd.
On Somme front, 1917—Water supply

put in at Peronne and at Roisel. This
included erection of water towers, stand
pipes, pipe lines and putting in of per-
manent pumping plants.

On Flanders front, 1917—Six miles of
6 in. pipe were laid in 3 ft. trench, be-
tween pumping plant, west of Proven
and International Corners. Ten miles of
4 in. pipe were lowered between Inter-
national Corners and Poperinghe, with-
out interrupting water supply. Excava-
tion and backfill—12,000 cu. yd.

Boubers system, 1918—Laid 887 ft. of
3 in. pipe and 158 ft. of 6 in. pipe, also
erected stand pipe and water tower.

Omiecourt system, 1918—Set up new
pumping plant and repaired old line that
had been broken by bombing.

Peronne, 1918—Repaired existing sys-
tem that had been put in by the Huns
and made extensions to it.

Roisel, 1918—Repaired existing sys-
tem, erected new water tower and stand
pipes to supply the yard.

Caudry, 1918—Repaired existing sys-
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tem that had been put completely out
of business. This was a very tedious job
as many mains in the city had to be dug
out and repaired, before water could be
got into tank at station.

Aulnoye, 1918—Erected new pumps
and boilers, repaired bad breaks in large
concrete water tank, erected three new
standpipes and repaired numerous breaks
in old lines.

Steam shovel work—At Fillivres the
battalion operated its own steam shovel
to ballast the Frevent-Hesdin line, and
some 36,272 tons were taken out of a
chalk pit at that point. It had on al-
most constant loan a steam shovel crew,
with the Royal Engineers.

Reballasting and maintenance—On the
Flanders front the battalion reballasted
23 miles of tracks which the Royal En-
gineers had built, and during the winter
of 1917-1918, maintained some 49 miles
of track.

Letters of Appreciation From the High
Command.

On Feb. 3, 1919, General Sir Henry
Rawlinson, commanding the 4th Army,
sent the following letter entirely in his
own hand-writing:—

“Dear Colonel Ripley:—I am sorry
not to have had an opportunity of see-
ing the 1st Battalion Canadian Railway
Troops before their departure from
France, in order to thank them person-
ally for all the excellent work they have
done on the many occasions when they
have served with my 4th Army. I cail
to mind especially their work between
Maricourt and. Peronne in 1916, and on
frorp there to Epehy in the same year,
during the first battle of the Somme. I
remember the difficult and exacting time
they had in Flanders, in 1917, when
they constructed the line from Elver-
dinghe to Pilkem and east of it, in mud
that almost defied construction. But

their services during 1918 were almost’

vitally important, during the battles of
the hundred days east of Amiens. The
rapidity with which they got the line
through from Villers Brettonneux to the
Somme has always filled me with ad-
miration, and it was largely owing to
their industry and enterprise that my
army was able to advance from the line
of the river to the attack of the main
Hindenburg line. When I made a spe-
cial call on them to complete the con-
struction of the railway to Roisel, they
responded with a spirit for which I can
never be too grateful to them, for on
the completion of that line depended the
supply of ammunition for the force of
1,500 guns which did the bombardment
of the enemy’s main Hindenburg posi-
tion. The date of the great battle of
Cambrai-St. Quentin, which Marshall
Foch has described as the most decisive
battle of the war, depended on the re-
sults of the efforts of your men to reach
Roisel. I asked them to be there by
Sept. 20, they were through by Sept. 16,
and we were, therefore, able to assemble
sufficient shells in the gun positions to
fight the general action on Sept. 29. I

spoke to your men on several occasions’

when passing them at work on the rail-
way, and both from personal observation,
and the reports of my transportation
department, their skill and perseverance
seems to have been beyond praise.
thank both you and them most heartily
for the splendid work they have carried
out whilst serving with the British
armies in France, and 1 wish all rar’lyks
every good fortune in years to come.
Major-General S. D. L. Crookshank,
Director General of Transportation,
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wrote Feb. 6, 1919, as follows:—

“Dear Colonel Ripley:—I very much
regret that I was unable to personally
express to your officers, n.c.o.’s and men,
my appreciation of the work of your bat-
talion, prior to their departure for home.
Your battalion, as the first construction
battalion to come to France, established
and maintained a very high standard of
efficiency, of which the Corps Canadian
Railway Troops, may well be proud and
I would add that it has been a matter
of great gratification to me to have been
associated with you in your splendid
career in France. I have had several
opportunities of seeing your battalion
at work, both on the Somme and on the
Ypres salient, and, from my personal
observation, the confidence I felt that any
work assigned to your battalion would
be carried out with expedition and skill,

has always been most amply justified.-

You have never failed. The bridge work
done by your battalion is especially
worthy of mention, and it has been an
example of what can be done, under dif-
ficult circumstances, in record time, by
those who know how to do it. I hope
that you will convey to all ranks my per-
sonal thanks for the magnificent work
that they have done, and my best wishes
for their future.”

Over $80,000,000 Required for
Canadian National Railways.

The Minister of Railways, Hon. J. D.
Reid, in speaking in the House of Com-
mons, July 5, said: “I desire to give
some information as to the operation of
the railways and the money that will be
required in connection with them dur-
ing the present fiscal year. For the
Canadian Northern Ry. system the gross
earnings will amount to $94,000,000 and
the working expenses, including fixed
charges, to $103,946,000, a loss of $9,-
946,000. The government system’s earn-
ings, it is estimated, will amount to $37,-
321,485, and the working expenses to
$42,812,240, a total loss on the Inter-
colonial and Transcontinental part of the
Canadian National system of $5,490,755.
That is the statement made at the be-
ginning of the year. It is estimated that
the loss on the Grand Trunk Pacific will
be about $9,000,000, and the loss on the
Canadian National Ry. system as a
whole, say, roughly, $19,000,000, or a
total of $28,000,000. In reply to a ques-
tion asked by a member. last year, I
would state that this estimate includes
interest on all the Canadian Northern
Ry. system. There is nothing for inter-
est on capital in connection with the
Intercolonial or National Transcontin-
ental Ry. system.

“Expenditure on the construction of
betterments this year on the Canadian
Government end will be $11,121,600. On
railway equipment, rolling stock, for the
whole system, $20,000,000. That is the
Canadian Northern, the Intercolonial and
National Transcontinental. On the Can-
adian Northern system only we estimate
$21,421,000, made up as follows: West-
ern lines construction, $6,975,000; west-
ern l}nes betterments, $4,479,000; east-
ern lines construction, $2,082,000; east-
ern lines betterments, $6,885,000; and
general, $1,000,000. This means a total
of $9,057,000 for construction, and $12,-
000,000 for betterments.

“The following is a summary of the
moneys to be supplied to the directors to
meet the expenditures enumerated: Loss,
$28,000,000; construction on Canadian
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Government Rys., $11,121,000; equip-
ment, rolling stock, ete.,, $20,000,000;
Canadian National Rys. construction and
betterments, $21,421,000, or a total of
$80,542,000. These are the figures as
estimated for the coming year.

“The title for the rolling stock is in
the Canadian National Rys. system and
the government is nominally owner cf
all stock. Contracts have already been
given for locomotives for some $2,350,-
000; freight equipment, $8,650,300; pas-
senger equipment, $4,450,000; a total of
some $16,555,000 odd.”

Railway Department Estimates for
1918-1919 and 1919-1920.

In addition to the estimates of which
particulars were given in Canadian
Railway and Marine World for May, pg-
259, the supplementary estimates for the
year ended Mar. 31, 1919, submitted to
the House of Commons. during the re-
cent session, included the following
items:—

Chargeable to capital :—

Quebec and Saguenay Ry. -construc-

tion, further amount required............ $250,000.00

Chargeable to income:—
Surveys and inspections,

railways,
further amount required

$ 10,000.00
Chargeable to collection of revenue:—
Canadian Government Rys.—Working

expenses, further amount required..$6,000,000.00

The supplementary estimates for the
year ending Mar. 31, 1920, contained the
following items:—

Chargeable to capital :—
Hudson Bay Ry., construction.................... $300,000.00
Quebec and Saguenay Ry., construction 550,000.00
To provide for the purchase, at prices

not exceeding the amounts herein

specified, of the following railways

(the debts of each railway to the

Canadian Government Rys. to be can-

celled) ; interest on the purchase price

of each to be payable, at 5% a year

from the date of taking possession

to the date of transfer of title: (Such
of the said railways as are within the
jurisdiction of the Parliament of Can-
ada are hereby authorized to sell
their respective asSets and undertak-
ings accordingly) :—revote—

York & Carleton Ry.......coimiieersneens 18,000.00
-65,000.00
70,000.00
30,000.00
75,000.00

St. Martins Ry..........ie..
Moncton & Buctouche Ry...
Elgin & Havelock Ry.....
Salisbury & Albert Ry
Interest estimated from date of
taking possession to Mar. 31,
1920, not exceeding..........cereresverins

To Edmonton, Dunvegan and British
Columbia Ry., for subsidy on its
branch line from a point on its line
as located, situated near the Spirit
River settlement, to and through the
Grand Prairie Land District, Alta.,
or on its main line. To be expended
on such branch line or any portion
of the main line of the railway or
both, under the supervision and direc-
tion of officers of the Railways De-
partment and upon such terms and
conditions as may be approved by 6
the Governor in counCil......emein 258,797.1

34,000.00

A Railwayman’s Bravery—Charles
Boutillier, a locomotive man_ of Strat-
ford, Ont., has been awarded the Roypl
Canadian Humane Society’s medal, suit-
ably engraved, for saving the life of a
two-year-old child who was playing on
the track near Pleasant River station,
on the Lake Erie and Northern Ry., 1
May. Noticing that it was too late t0
stop the locomotive, Boutillier climbe
on to the pilot, and reaching out, lifte
the child to safety. ;

Fuel Loss—On a recent test of ‘a con-
solidation locomotive having 3,000 sd-
ft. evaporating surface, and a 36_-unlt
superheater, it was found that with
flues plugged, there was fuel loss ©
nearly 8%, and this increased in 2
nearly constant ratio to about 25%
when 18 of the flues were plugged.
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Railway Mechanical Methods and Devices.

Rivet Shears at Vancouver Shops,
CPR;

5 Prac{:ically every railway shop has
Improvised some method of shearing off
1€ rivets from coupler yokes, the prin-
¢ipal method being to build up some sim-
Ple machine that is operated by com-
Pressed air. The accompany illustration

remedied by autogenous welding. The
crack was enlarged by the use of an air
hammer, forming a V-groove, about 2
in. wide at the top, tapering down to a
width of from 4 to % in. at the bottom.

After this preparation, the whole bot-
tom of the cylinder was heated to a
cherry red, with a charcoal fire, and the
weld made while in this condition. The
V-groove was completely filled, and a

Air Operated Shear for Stripping Couplers.

‘S’hOWS such a machine, but has the ad-
antage of heing much more massively
uilt than usual.

wThe whole is built up on a base of
Ooden beams, with a solid cast iron

n:lse. Most of the parts are specially

b ade, but the use of scrap material has

ween embodied as far as possible. The

ole arrangement is self-explanatory.

' Welding Cracked Cylinder, Grand

Trunk Pacific Railway.

3 The G.T.P.R. had a locomotive with
Cracked cylinder, the crack running

Crackeq Cylinder Repaired by Welding.

t
‘:I:S full length of the eylinder, and it
decided that the defect could be

slight seam was left for truing up later.
On the completion of the welding, an-
other charcoal fire was built inside the
cylinder, a specially prepared shield
being made for the outside of the cylin-
der, in order to hold the heat, and the
whole cylinder was brought to a cherry
heat, and held at this temperature for
several hours, when the whole body was
allowed to cool down slowly. 48 hours
was then allowed to elapse before the
boring bar was applied.

With this method, the whole cylinder
cooled and contracted slowly and un-
iformly, and there was no sign of a
crack, either in the fracture or in any
other part of the cylinder. Only the
welding seam needed to be trued off
after welding, as the cylinder did not

Tool for Grinding Superheater
Joints.

’_I‘hq tool illustrated herewith, for
grinding superheater joints, is made
partly of steel and partly of babbitt.
The same steel shank is used for both
the male and female grinders, for the
tube seatings, or tube ends. - The method

(%5 —J/g’D/a.‘»
>3 O
e ,aerw'Babblfhﬂv
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Tool for Grinding Superheater Joints,

of forming both grinding tips, is shown
clearly in the illustration. The manage-
ment has found this tool to be very suc-
cessful for locomotive house work.—A.
Connell, Tool Foreman, Kansas City
Southern Rd.

Chuck for Milling Wheel Lathe
Forming Tools.

This chuck was designed in order that
four tools might be milled at one set-
ting, thus saving quite a lot of time
where large quantities are to be milled.
The greatest feature in using this style
of cutter is keeping it cool. A con-
stant stream of lubricant should be ap-
plied, the quality of the lubricant not
being of such great importance as com-
pared to the way in which it removes
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distort, but the cylinder expanded suf-
ficiently to necessitate the truing down
of each end about 1-32 in.

We are indebted to A. McTavish, for-
merly Master Mechanie, Transcona
Shops, now Travelling Engineer, Dear-
born Chemical Co., for the foregoing.

Chuck for Milling Wheel Lathe Forming Tools.

the heat. By keeping the cutter cool,
very little resharpening is required. We
use two cutters, one for road locomo-
tives, and the other for switchers, this
combination covering all the tires turn-
ed. W. C. Stephens, Machine Foreman,
Atlantic Coast Line Rd.
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Problems in Design and Maintenance of Car Trucks
in Relation to Maintenance of Roadway.

By C. S. Gzowski, Jr.,, M.E.I.C.

The following are a few comments on
the paper on problems in design and
maintenance of car trucks in relation to
maintenance of roadways by W. J. Hy-
man, then Chief Draftsman, Car Depart-
ment, G.T.R., which was published in
Canadian Railway and Marine World for
May, with special reference to length of
wheel base of trucks.

The difficulties in design for wheel
truck as well as track lie almost within
the passing of a train around curves. If
all curves on the line were of the same
radius, and all trains travelled at the
same speed, a solution would be com-
paratively simple, but this not being the
case, the design for wheels, trucks and
track at best is always a compromise.
If the sluing of the trucks on curves,
or as Mr. Hyman terms the force to do
this, the “turning moment” was the only
force or cause which makes the outside
wheels hug the rail, a longer wheel base
would perhaps effect a cure. .

As those who have studied the prob-
lem know, there are three main forces
or causes for a forward outside wheel
on an ordinary railway truck to crowd
the outside rail, viz: (1) centrifugal
force, (2) the rigidly coupled wheels on
an axle, acting as a rolling cylinder, al-
ways tending to roll in a straight line,
and (3) the force necessary to swing
the truck to the proper angle when first
coming on to a curve, and again when
leaving it.

The first, or centrifugal, force can be
overcome by the correct elevation of the
outside rail, but as the correct eleva-
tion is exactly relative to the speed and
sharpness of the curve, in practice any
elevation used is only exactly right for
one certain speed around that curve, and
therefore cannot be made to nullify cen-
trifugal force on all trains, in practice.
So that although this trouble no. 1 has
an exact solution theoretically, practical-
ly a compromise has to be made, leaving
it in part always with us.

The second trouble, of the pair of
wheels rolling like a cylinder, always in
a straight line, for any given curve in
one direction, would easily be overcome
(if this pair of wheels was not coupled
to one or more pairs to revolve parallel
to them, as in a truck) by making one
wheel smaller and thus having a rolling
cone. Raiway curves varying so largely
in radius, and the necessity to provide
for straight track prevents anything in
this direction as a cure, except the very
mild compromise of a new wheel shaped
so the diameter of tread will be smaller
on the inside wheel when it is thrown
inwards, and this, of course, disappears
in a worn wheel, and often becomes re-
versed in a wheel so badly worn as to
become grooved.

Now we come to the point of the length
of the wheel base. The coupling of a
pair of rigidly fixed wheels on an axle to
one or more other such pair of wheels,
as in an ordinary railway truck, makes
the action of these coupled rolling cylin-
ders quite different to a single rolling
cylinder forced to travel in a curve, and
in reality add another cause to our trou-
bles of rounding a curve. And this trou-
ble is in more than a direct proportion
to the distance apart the cylinders are
coupled rigidly parallel to each other.
(The same woultf be true with cones or

with wheels not rigidly fixed to their
axles). . This is so well known in prac-
tice that a wagon is built so that one
pair of wheels will turn when rounding
a curve, and that when railway “wagons”
got beyond a certain length, instead of
having only two pair of wheels under
them, swiveled trucks were substituted.
Of course the reason is plain, that each
pair of wheels to travel around the curve
most easily, whether fixed wheels rolling
as a ecylinder, or a cone, or loose wheels,
on an axle—must be travelling in a
plane, tangent to the radius of the
curve. . So if a pair of wheels are cou-
pled rigidly parallel to each other, both
cannot fulflll this condition, and the fur-
ther apart they are the greater is the
discrepancy from this required condition.
It is this condition of not being parallel
to the rail which gives the climbing ef-
fect to a wheel. In other words, the
longer the wheel base of a truck the more
aggravated this trouble, which is sub-
siduary, in practice, or trouble no. 2 if
not considered a main fourth one.

The third trouble, that of turning a
truck on to and off a curve, in practice,
particularly with curves spiraled, is cer-
tainly the least of all curve curses. If
it was the major trouble, most of the
flange wear of the rail would be on the
ends of the curve, which is not the case,
as from this cause no force would be
applied after the truck was once turned,
until it had to be straightened again.

Now the length of the wheel base of a
truck, as in the other parts of the prob-
lem also becomes a compromise. For the
curved track, certainly, it should be as
short as will be consistent with good
practice for the other consideration in
the problem. . The conflicting points for
the length of wheel base boil down to
this. On a curve for turning, the truck
to be as long as possible, but this is out-
weighted by the other consideration, to
have itas short as possible on a curve,
to make the axles radiate with the curve,
so that on a curve we must vote for a
short wheel base. On a tangent, of
course, to be as long as a quarter the
coupling length of the car, for equal
load distribution on the track. For struc-
tual reason the ideal length would cer-
tainly be long; how long would depend
on detail of design and material used.

As our troubles of wheels and track
come mainly from the curved track, this
must have the main consideration in de-
sign, and it seems to the writer a short,
not a long, truck for this is more de-
sirable, and that the present length as
used, is a good compromise.

The Total Cost of Train Service per
1,000 gross ton miles in the U.S. in Feb.,
1919, was 126.5¢; this was made up of
43.1¢ for locomotive repairs and loco-
motive house expense, 40.3¢c for locomo-
tive fuel, 3.4c for other locomotive sup-
plies, 34.8c for locomotive men and
trainmen, and 4.8¢ for train supplies and
expenses.

The Cost of Locomotive Service, per
locomotive mile in the U.S. in Feb.,
1919, was 120.7c, compared with 106.3¢
in Feb., 1918, an increase of 13.5%; and
the total cost of train service per train
mile was 169.3¢, compared with 155¢, an
increase of 9.2%.
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Heavy Loading—Quick Release.

_ The Canadian Railway War Board has
issued the following bulletin:

_Every time a 1914 freight locomo-
tive moved a string of loaded cars, it
pulled 20 tons of freight and 20 tons of
freight car. Taking a 155% locomotive
on a 0.4 grade (hauling 2,500 tons in
all), it could handle per average loaded
trip 1,250 tons of freight and 1,250 tons
of freight car. In 1919 the average load
per car had risen to 27 tons, increasing
the net freight hauling capacity of the
same locomotive 7-47ths of 2,500, or
185 tons—15%! Such was the effect of
one of the railway lessons taught by
the war; heavy loading of freight cars.

To the railways this heavy loading

meant: Fewer locomotives hauled a
given amount of traffic. A greater num-
ber were free for extra trains or for
emergency uses. Fewer cars were re-
quired for any given amount of traffic.
Each act of every operating department
employe had a higher efficiency.
. To the shippers and general public: It
increased the railway capacity of the
country. It reduced their risk of de-
layed shipments. It mitigated the seri-
ousness of delays—if any. It speeded
up all business. It laid the ghost of
general railway congestion.

For if, for example, 107 loaded freight
cars must be moved over a given stretch
of track before another train can be
made up to carry your five cars—if 20 of
the 107 carry only 20 instead of 27 tons
—then it is clearly due to the light
loading of those 20 earlier cars that your
five cars are left behind!

. second sound practice established
during the war had to do with loading
and unloading cars promptly. If your
city of Domville imports 1,000 tons of
freight a day, exports 500 and has to
handle 10,000 tons of through traffic
through. its' railway yards. If it has
three miles of delivery tracks and seven
miles of receiving and classification
tracks—10 miles in all—then the han-
dling of your 11,500 tons of freight 2
day will require a loaded car for every
27 tons, half a car empty (the empty
mileage of the average freight car is
roughly one-half its loaded mileage) and
40 ft. of track room for every car, load-
ed or not. This works out at five miles
of track, or half the terminal capacity
to handle one day’s business through
your town. Of course this is ideal: we
are allowing that the average car clears
the terminal in a day, counting through
cars with cars which are being loaded
or unloaded.

But now assume that you and your
neighbors relax your usual speed in load-
ing and unloading. Perhaps you have
cut down your shipping room staff, or
your foreman is placing some other
work ahead of this. “Well,” you say;
“we pay demurrage!” You do. But you
do more. For every day’s delay in re-
leasing one car, you hold 40 ft. of ter-
minal track capacity, for 2 cars 80 ft.!
i half the shippers and consignees in
Domville hold their cars one day longer
than usual, then track capacity for 1500
tons of freight, plus 50% for empties
is held up—83 cars or 3,320 ft. of track.
Two days—6,640 ft. Four days—13,280
ft.—two miles!

There is only one safety valve for
traffic pressure, the delivery track. The
longer it remains closed the greater
the pressure. For this is how the ter-
minal works: The main lines empty
into the receiving tracks. The yard lo-

I
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comotive “pulling his string” from the
Teceiving track, shunts the cars from the
end into the various classification tracks:
racks 1-2-3-4 for, say, local delivery;
tracks 5-6 for X-port; track 7 for Y-
ville; track 8 for Z-ville; and so on.
ater the yard crews clear these classi-
cation yards pulling out a string from
track 8 for Z-ville; track 7 for Y-ville;
tracks 1 to 4 for local delivery. But if
you are not releasing yesterday’s cars
OW can you take today’s? If you can’t
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take ‘em the classification yard must!
The more you give the classification ‘yar‘d
the heavier it becomes to work—till it
jams! f

Here, heavy loading and quick re-
lease of cars work with double effect.
If the freight imported and exported
from your city is loaded merely by 1914
standards—seven tons less a car—862
cars will be required instead of 639! Seven
miles of track instead of five! And
15% more locomotives.

Birthdays of Transportation Men in August.

Many happy returns of the day to,—

W. E. Allison, Assistant General
ggent, Mail, Baggage and Milk Traf-
OC, C.P.R., Montreal, born at St. Eugene,

nt., Aug. 1, 1886. .

Tip: T. Bartram, ex-Purchasing Agent,
Imiskaming & Northern Ontario Ry.,

Now of General Contracting & Dredging

180.’ Toronto, born at Ottawa, Aug. 2,
80.

LJ.' C. Beckwith, District Engineer,
evis, Edmundston and St. Maurice Di-

:1.1510118, Quebec District, Canadian Na-
onal Rys., Quebec, Que., born at Fred-

ericton, N.B., Aug. 1, 1875.

L'C' B. Brown, Chief Engineer, Eastern
Ines, Canadian National Rys., Moncton,
:B., born at Ithaca, N.Y. Aug. 27,

1879,

C % S. Carter, District Passenger Agent,

A -R., Nelson, B.C., born at Aurora, Ill.,
ug. 14, 1864.

])A'-E.' H. Chesley, General Accountant,

b :mlmon Atlantic Ry., Kentville, N.S.,

2 ™ near Annapolis Royal, N.S., Aug.
1, 1877,

PA' B. Chown, acting General Agent,
assenger Department, G.T.R., New

18081";" born at Belleville, Ont., Aug. 4,

ME- H. N. Connell, District Engineer,
eentl’?al and Saguenay Divisions, Que-
® bDlstrlct, Canadian National Rys.,

e1§$é born at Woodstock, N.B., Aug.

- W. Crawford, ex-General Agent,
E}lnada Steamship Lines, Ltd., now of

» U.S. Shipping Board, Emergency

et Corporation, Cleveland, Ohio, born

Owmanville, Ont., Aug. 24, 1887.
Visiq L. Desjardins, Superintendent, Di-
tion°'11 1, Quebec District, Canadian Na-
Po rt? Rys., Levis, Que., born at St. Jean

Joli, Que., Aug. 1, 1859.

- Eastman, Vice President and Gen-
Shor Manag_'er, Windsor, Essex & Lake
Pl'esied Rapid Ry., Kingsville, Ont., and
Agsoiet, Canadian Electric Railway
Ay iation, born in Bosanquet Tp., Ont.,

L 2L 1870.
apol; C. Fritch, Vice President, Minne-
Rock o St. Louis Rd, and Chicago,
born Sland. & Pacific Rd., Chicago, Ill.,

T &t Springfield, Ill, Aug. 11, 1869.
Cang & we General Passenger Agent,
bory Steamship Lines, Ltd., Toronto,

v here Aug. 27, 1882.

p3> H. Ham, Head Office Department,
Ane Montreal, born at Trenton, Ont.,

W 23 1847,

I‘alu:e B. Harper, Resident Engineer,

C.ppitian Division, Quebec District,
% iy Montreal, born at Baie Verte,
W Aug. 15, 1882.

era] .M. Hinton, Vice President and Gen-

Co, .-2nager, Grand Trunk Pacific Ry.

Ster 20d  Grand Trunk Pacific Coast

the meshl,p Co., and General Manager for

o gelver, Winnipeg, born at Hinton-

F.'g lit-, Aug. 30, 1871.

- 1sard, Director of Finance, Can-

ada Steamship Lines, Ltd., Montreal,
born at Hamilton, Ont., Aug. 14, 1888.

F. L. Lamplough, Superintendent, Ot-
tawa Division, G.T.R., Ottawa, born at
Cambridge, Vt., Aug. 15, 1867.

J. D. McDonald, General Passenger
and Baggage Agent, Grand Trunk West-
ern Lines Rd. (U.S.R.A.), Chicago, Ill,
born at Toronto, Aug. 27, 1855.

M. K. McQuarrie, Engineer, Dominion
Atlantic Ry., Kentville, N.S., born at
Sault Ste. Marie, Ont., Aug. 17, 1884.

A. H. Mahon, District Locomotive
Foreman, Grand Trunk Pacific Ry., Ed-
son, Alta., born near Ottawa, Ont., Aug.
27, 1874.

W. J. Meakin, Locomotive and Car
Foreman, C.P.R., Wetaskiwin, Alta., born
Toronto, Aug. 22, 1872.

C. Montgomery, Master Mechanic, Pere
Marquette Rd., St. Thomas, Ont., born
near London, Ont., Aug. 29, 1860.

W. G. Murrin, Assistant General Man-
ager, British Columbia Electric Ry., Van-
couver, B.C., born at Greenwich, Eng.,
Aug. 27, 1875. )

L. Palk, Assistant Secretary, Winni-
peg Electric Ry., and Secretary, Winni-
peg, Selkirk and Lake Winnipeg Ry.,
Winnipeg, born there, Aug. 14, .1885.

Hon. Gideon Robertson, Minister of
Labor, born at Welland, Ont., Aug. 26,
1874.

J. M. Rosevear, General Auditor,
G.T.R., Montreal, born at St. Lambert,
Que., Aug. 9, 1869. g

W. G. Ross, President, Montreal Har-
bor Commissioners, born at Montreal,
Aug. 6, 1873.

V%. LeB. Ross, Local Treasurer, G TR
Ry., Winnipeg, born at Ottawa, Ont,

“Aug. 9, 1868.

F. C. Salter, European Traffic Manager,
G.T.R., and Canadian Express Co., Lon-
don, Eng., born at Sarnia, Ont., Aug. 31,
1863. =
W. H. Sample, General Superintendent
of Motive Power and Car Department,
Grand Trunk Ry., Montreal, born at Al-
tona, N.Y., Aug. 20, 1864. ;

A. 0. Seymour, General Tourist Agent,
C.P.R., Montreal, born at Ogdensburg,
N.Y., Aug. 14, 1887.

S. A. Simpson, Superintendent, Sleep-
ing, Dining and Parlor Cars and News
Service, C.P.R., Winnipeg, born at To-
ronto, Aug. 22, 1880.

J. F. Sweeting, Industrial Agent, Na-
tural Resources Department, C.P.R., Cal-
gary, Aélta., born at Worthing, Eng., Aug.
20, 1872.

W. J. Sturges, acting Assistant Pur-
chasing Agent, Grand Trunk Pacific Ry.,
Winnipeg, born at Fairfield, Vt., Aug.
28, 18717.

L. Tait, Secretary-Treasurer, London
St. Ry., London, Ont., born at Hamilton,
Ont., Aug. 9, 1882.

F. E. Warren, General Car Foreman,
C.P.R., Winnipeg, born at Chelsea, Que.,
Aug. 29, 1872.
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W. B. Way, Superintendent, Division 1,
Central District, Canadian National Rys.,
Cochrane, Ont., born at Bowmanville,
Ont., Aug. 22, 1867.

H. E. Weyman, Manager, Levis County
Ry., Levis, Que., born at Guildford, Eng.,
Aug. 27, 1883.

War Purchasing Commission
Urges Use of Government
Lines.

The following appeared in a recent
issue of the Canadian Official Record,
which is published at Ottawa by the
Dominion Government:—

“The War Purchasing Commission
has sent out the following copy of a
minute urging their clients to use gov-
ernment telegraph lines and ship by
government railways:—

“‘In connection with freight, express,
and telegrams, the government is anx-
ious that as far as possible all business
should be transacted over government
lines, so that the public may receive as
much benefit as possible from increased
earnings. It will, therefore, be appre-
ciated if, in so far as you control these
matters, telegrams be sent by the Great
Northwestern Telegraphs and express
and freight over the Canadian National
Railways.” ”

On enquiry of the War Purchasing
Commission, Canadian Railway and Ma-
rine World has been informed that the
minute quoted above was issued to “all
Dominion Government departments in
connection with purchasing.”

No Nationalization of British
Railways.

London, Eng., copyright cablegram to
Toronto Globe:—“The question of the
nationalization of the railways and other
transport undertakings of Great Britain,
whlc_h the government raised in the
hastily conceived Minister of the Ways
and Communications bill, has met with
a contemptuous negative from the House
of Commons. There are pages of the
measure as originally introduced by Sir
Eric Geddes, which have been cut bodily
out, one of them containing a clause em-

-powering the minister to purchase and

work any railway, tramway, canal or
lock. Parliament took the strong posi-
tion that it would have no veiled form
of nationalization or permanent govern-
ment control of transport, and as it
stands the bill aims only at co-ordination
and the avoidance of waste.”

The Adoption of “Sailing Days” by
the United States Railroad Administra-
tion, is said to have worked marked
economy. The plan had for its pui-
pose: The allocation of all less than
carload traffic destined to certain de-
signated common points to those lines
which form the shortest routes and af-
ford the most effective service; and the
movement from the distributive centers
to the smaller, or non-competitive points,
upon all lines under government con-
trol, upon specified and convenient days
of the week. Its adoption, through the
elimination of some, and heavier loading
of others, has resulted in the saving of
thousands of cars, besides furnishing
better service, through the avoidance of
transfers.

About one-fifth the total U.S. export
of car wheels and axles during Feb.,
1919, was to Canada.
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Steam Railway Statistics for Year Ended June, 30, 1918.

Following are extracts from the report
of the Comptroller of Statistics, Rail-
ways Department, for the year ended
June 30, 1918:—

The reports of the various railways
show increases in gross earnings, as the
result of a higher volume of traffic than
in 1917, with material decreases in net
earnings arising out of swollen operat-
ing expenses. There were added 274.32
miles to the railway mileage of the Do-
minion, bringing the total up to 37,878.52
miles. The additional mileage is chief-
ly in the western provinces. The factor
of mileage as used in certain calcula-
tions which follow is not constant. It
varies for the purpose of reckoning cap-
italization per mile and operating re-
sults per mile. In the latter instance,
for example, regard must be had for
trackage rights, and the average mileage
in actual operation during the year.

Operating Mileage, Less Trackage Rights.

1917-18 1916-17
Ontario 11,057 11,049
Saskatchewan ... 6,162 6,124
Quebec 4,734
Alberta 4,444
British Columbia 4,247 3,885
Manitoba ............ 4,168 4,194
New Brunswick 1,959 1,959
Nova Scotia ........ 1,428 1,422
Prince Edward Island. 279 278
Yukon 102 102
United States 413 413

38,879 38,604

The additions to second track in 1917-
18 were 5.66 miles, making the total
second track, 2,680.57 miles. The addi-
tions to yard track and sidings were
70.20 miles, making the total yard track
and sidings 9,294.35 miles.

Capitalization.
June 30, 1918 June 30, 1917
SEOCKE'. oo dosnssrigentns $ 877,600,613 $ 872,829,993
Consolidated debenture
.. 216,284,882 216,284,882
905,994,999 896,005,116
Total .$1,999,880,494 $1,985,119,991

Of the stocks $364,376,024 is classed
as dividend paying, and $513,224,589 as
non-dividend paying. The total dividends
paid for the year were $30,103,982,
equal to 8.26% on the dividend paying
stocks, and to 3.43% on all stocks.

Cash subsidies paid to railways dur-
ing 1917-18 amounted to $720,404.75.
There was loaned to the Canadian North-
ern Ry. $25,000,000 and to the Grand
Trunk Pacific Ry., $7,500,000 during the
year.

The cost, including equipment, of gov-
ernment owned and operated railways,
for which no capitalization is given in

the foregoing statements, is as fol-
lows:— Capital  Cost

Miles cos per mile
Intercolonial ..........ceceveenee 1,553 $141,636,812 $91,202

National Transcontinen-
R e A o 1 2,003 164,488,237 82,241

Prince Edward Island... 278 11,901,180 42,810

ern; . ORtATI0. Goresobpsnesisss 29 21,195,045 63,363
New  Brunswick Coal
g Ry, 050 il e 58 1,936,600 32,217
TFotals: . wusvmsviorimgats 4,221 $341,157,874

Earnings and Operating Expenses.

Gross earnings ... ...$332,777,937 $313,492,949
Less earnings by units
like the Pullman Co...... 2,557,787 2,721,470

Gross earnings used for
Peturns ... R aiins $330,220,150 $310,771,479

Operating expenses ... $273,955,436 $222,890,637

Percentage of operating
expenses to earnings...... 82.9 1.7

Analysis of Earnings.

1917-18
Rail line—
Freight ........... v $228,244,416.07 $215,245,256.49

1916-17

PRSSENLEY iscviorsearse 67,089,362.62 61,290,290.07
Excess baggage 595,790.35 569,566.07
Sleeping cars ... 3,179,760.94 2,832,750.58
Parlor and chair

cars 262,576.39 268,875.33
Mail 3,288,733.75 3,169,910.97
Express 9,824,583.29 8,999,073.85
Other

trains 64,024.666 72,110.40
Mille =i 550,416.08 538,486.82
Switching 2,917,752.37 2,380,706.18
Special

trainits, . b aine 89,677.79 113,832.01
Other freight train 36,920.15 27,652.04
Water transfer...... 1,529.61 41,518.50

Received from United States

e ey e o R 34,039,620 31,330,530
Total ....127,543,687 121,916,272

Traffic

$316,145,544.07 $295,550,029.94

Water Lines 2,608,027.22 4,397,311.30

Incidentals 11,117,078.67  10,407,098.90
Joint facilities,
)37 1 S S T R 349,499.99 417,038.96
Total ..$330,220,149.95 $310,771,479.10
1917-18 1916-17
Gross earnings per mile of line $8,493 $8,051
Gross earnings per revenue train
mile $3.005 $2.683
Freight earnings per ton o $1.766
Earnings per passenger.... $1.140
Freight earnings per freight
i b o] T TS RN L SRS $3.006
Passenger earnings per passenger
AT AL e v searervessricasy $1.352 $1.160

The Total Operating Expenses in
1917-18 were $273,955,435 an increase of
$51,064,798 over 1916-17. The operat-
ing expenses were 82.96% of gross earn-
ings.

Operating Expenses.
1917-18 1916-17

Per-mile ‘of-1ine......cudrious .. $7,046 $5,774
Per train mile, all trains... . $2,494 $2,494
Distribution of Operating Expenses.

1917-18 1916-17

Way and structures..$ 51,614,857.71 $ 41,154,193.11

Equipment 57,304,234.84 46,371,178.39
Traffic 6,342,393.99 6,236,810.91
Transportation—rail

115 g PR ) =70 e Sk o 145,107,396.15 114,327,343.71
Transportation—water

TN EL oS s i oE gt eve e 1,552,958.83 3,271,892.62
Miscellaneous opera-

tions 4,443,665.75 3,962,543.94

7,584,881.55
18,207.15

General expenses 7,597,985.10
Transportation for in-
vestment—er. ... 8,056.58

Total . bomumon $273,995,435.79 $222,890,637.08
The average cost of maintenance of
way and structures. per mile of line was
$1,327.57, against $1,006.17 for ‘the year
ended June 30, 1917. The average cost
of maintenance of equipment per mile

of line was $1,473.91 against $1,201.32"

for the same periods.
Freight Traffic

1917-18 1916-17

Tons 'ons
Products of agriculture. 23,877,670 25,127,453
Products of animals. . -4,249,332 3,980,887
Products of mines.... . 47,189,491 42,534,637
Products of forests 20,851,454 19,090,682
Manufactures ... . 22,362,807 21,921,309
Merchandise .... 5,047,616 6,070,858
Miscellaneous .. 3,952,372 3,151,203
Undistributed 12,945 39,244

Total freight carried (tons) 127,543,687 121,916,272
Tons carried 1 mile.....31,029,072,279 31,186,707,851

Tons carried 1 mile

per mile of line....: 798,093 807.948
Average receipts per

ton per mile ... 0.736 0.690
Average trainload

o SR e 457 436
Average loaded cars

per freight train..... 19.77 19.59
Average number of

tons per loaded car 23.09 22.24
Average length of

haul miles .............. 243 256
Average revenue per

RO, Lictivsciinvolbasssssrions $1.789 $1,765
Tonnage per mile of

line ... evsssdisoinstisisiants 3.281 3.159

The Origin of Freight was as fol-
lows:—

1917-18 1916-17
m' % EP Tons . Tons
Originating in Canada.......... 68,385,790 67,134,164
Received from connecting
0 R e TR MR AT 25,118,277 28,451,578

Passengers carried ........ 50,737,294 53,749,680
Passengers carried 1
eyl st ke Shansistetied 3,190,025,682 3,150,127,428
Passengers carried 1
mile per mile of line.... 82,050 79,629
Passengers carried per
mile of line 1,308 1,946
Passenger revenue $67,089,363  $61,290,291
Passenger train revenue $88,192,056 $80,767,114
Average receipts per
er’ $1.322 $1.140
Average number of pas-
sengers per train.......... 64 59
Average number of pas-
sengers per car ... 47 16
Average number of cars
per passenger train.... 5.8 5.7
Average passenger jour-
ney milest . Lot s 63 59

’Ijhe average earnings per passenger
train car mile were 23.7c. This includes
all classes of cars forming a passenger
train.

Equipment.
1917-18 1916-17

Passenger locomotives . 1,872 1,389

Freight locomotives 3,603 3,490

Switching locomotives o181 747

e L

Total 5,756 5,626
Number of locomotives per 1,000

i1es” OF e abuunics, arisonoiiisngiods oass 148 146

Passenger cars

First class 2,168

S d class 687

Combination 418

Immigrant 534

Dining 216

Parlor 155

Sleeping 562

Baggage, express and postal...... 1,514 1,462

Others 204 +175

S e

Total 6,376 6,377

Number per 1,000 miles of line... 164 165
Freight Cars.

1917-18 1916-17 |

Capacity Capacity

No. in tons. No. in tons.

145,290 4,899,651

25,322 816,245

7,883 282,180
15,649 538,609
731 85,

: 5,234 155,510
141,012 3,390 137,122

il v
Totals ...... 209,026 7,166,770 *203,499 6,798,456
*The companies reported 217 cars in addition
for which no capacity was given.
Freight cars per - 1,000 miles of

line 5,382 5,212
Cars in companies’ service............ 18,900 18,641
Train Car and Locomotive Mileage.
Revenue train mileage:— 1917-18 1916-17

Miles Miles
Passenger trains ... 41,850,189 44,083,575
Freight trains 60,143,014 62,863,724
Mixed trains .. 7,787,636 8,746,811
Special trains 76,721 102,990
Y ety T S
s MR 109,857,560 115,797,100
Non-revenue trains—Mile-
P R N i 4,158,919 3,627,901
Freight car mileage:— 1917-18 1916-17
Miles Miles
Loaded freight cars 1,343,301,681 1,402,552."28
Empty freight cars... 494,404,216 516,12‘7.3‘)5
Caboose cars ... 64,419,008 66,728,241
OLEL oo srtsboseonns 1,902,124,905 2,030,408,074
Passenger cars—Mileage:— Miles Miles
P er cars 127,866,571 135,419,724
Sleeping, parlor, etc.... 53,808,982  59,459,36
Other Cars ..o 108,472,381 108,416,453
Tiotelds T xbasti T al 290,147,934 303,325,637
Locomotive mileage:— 9
BRCIRRE: 5,100 50 hinerbeaessrsione 63,921,041 68,983.625
P er 40,870,513 44,005,83‘i
Mixed 7,897,536 3,(;12.669
Switching 28,625,512  28,509,06
Special 5,438,603 153,0
TOtAl  wurcresisosnin 146,753,205 150,264,298

Locomotives and Cars supplied to the
American Overseas Expeditionary For¢
cost 245% and 214%, respectively, more
than similar standard gauge equipment
before the war.
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Unit System of Handling Railway Correspondenée.

By A. T. Roberts, Chief Clerk to Superintendent,

The unit system of handling railway
correspondence undoubtedly commends it-
self to all who are conversant with the
advantages to be derived from its adop-
ion, and its superiority over any other
System can hardly be disputed, ensuring
as it does efficiency and economy; ef-
ﬁclency because delays on account of the
emporary absence of the officer on the
Ine are reduced to the minimum; econ-
omy because the necessity for writing to
Individual officers is obviated.
ofﬁA properly organized superintendent’s
in ce, operating under the unit system,
v,C!Udes superintendent, trainmaster, di-

Ision master mechanic, chief dispatcher,
n{i‘/‘lswn engineer, bridge and building
aster, telegraph inspector and road-

. Masters, to whom the chief clerk is the

.

ics lef assistant, as far as correspondence
1 concerned, and should insist on all
e €grams and correspondence, both in-
immg and outgoing, passing through
ils'thands’ thereby precluding the possi-
tiol ¥ of erroneous or duplicated informa-
iln being given. This method keeps
th;n in touch with everything handled
i ough the office. The system of record-
pog and filing the multifarious corres-

Ndence handled in such an office is one
ai:lc l‘eq}lires very careful study to ob-
EEL l’l‘laxlmum results. Simplicity, for
ialy %eference to records, is an essen-
shouldactor, and the system adopted
e be so complete that a compara-
A strangelt may be able to locate cor-

Pondence in the shortest possible time.
nunfl‘dﬁr to achieve this objective, the

o erical system of filing correspond-

€ unquestionably stands pre-eminent.

1000&11 system provides for numbers 1 to
tele eing used exclusively for handling

egl‘i!ms. In the interests of economy,
again e backs are used over and over
o re filing the papers from which they
etin e::Yloved in numerical order and dock-
Far I;gu hem for the period covered. Let-
st mbers run from 1001 upwards. Reg-
Ma?i mailgrams, and outward letters,
clerkgralTs and telegrams. The register
there Should be an experienced man,
CGSSity ellmmatmg errors, and the ne-
i moy for the chief clerk, whose time
to o re valuable, assigning file numbers

Orrespondence.

riVe}slei most important daily mail ar-
cley, Tmail bag from the general su-
from d.BY this time the important mail
eNgine istrict master mechanic, district
insel' and car service agent. This
Comeg at 7.45k and the register clerk
the 1y 00 duty at 8k, half an hour before
the .. 20ce of the staff, in order to have
handli:ll registered in, and ready for
maj] arg‘at 8.30k. The balance of the
Tegigia rlves at 8.30k and is opened by
Whicl, I clerk and junior clerk, after
logk thlt is handed to the chief clerk to
out, fo:“ough, for the purpose of picking
requirin preference handling, everything
Office, | 5, the personal attention of an
te.legr;a hile the mail is being opened,
Nighy 08 received during the previous
Cloy 2F€ given attention by the- chief
Is attachy this time the important mail
d*"‘tl‘ibu t?d to files ready for reading, and
dlﬁe!‘entlon' by the chief clerk, to the
Portg) ¢ officers, followed by the less im-
S hanq) mail as soon as attached, which
card ins the same manner.
p°1'tant Index is used for recording im-
3 correspondence relating to the

e i :
'S are used for recording inward let-.

handling of different reports, such as
conductors’ train reports, heated cars, re-
frigerator cars, ete. General subjects,
such as “Allowance for grain doors sup-
plied by shippers,” “Employment, re-
quests for, 1919,” “Engineers’ seniority
lists,“ are entered on red cards; every-
thing pertaining to company’s property,
under station heading, such as “Edmon-
ton,” “Stockyards,” “Water rates,”
«Rlectric light rates,” is entered on blue
cards; all private sidings, elevator and
coal shed sites, under station heading,
such as “Edmonton,” “Smith & Co., spur
track,” “Burnwell Coal Co.’s site,” etec.,
are put on blue cars, with the file number
shown on the card opposite the subject.

Derailments, personal injuries, stock
killed, washouts, slides, and fires, are
also specially recorded on cards printed
for that purpose. Staff records are kept
in alphabetical order, in the different
branches of the service, and file number
assigned to each employe on entering the
service, which number is shown on top
left hand corner of staff card and copies
of staff forms and medical reports are
kept on that file.

Correspondence relating to bridges and
culverts, is recorded in card index, a
separate card for each subdivision, the
mileage of the bridge or culvert, as the
case may be, being shown on the card,
with the file number opposite, in the
same manner as other special subjects.

Car numbers appearing in correspond-

ence are recorded in an indexed car rec-"

ord book, with a brief statement and file
number opposite the car number: For
instance, shipment in car 123,489 is pil-
fered in transit; this would be shown
on page 89 in car book thus: “1234, pil-
fered, file 10139.” By this means the
information is immediately available and
the possibility of duplicating the file is
eliminated, as it is frequently weeks
and sometimes months before the claim
is referred to the superintendent’s of-
fice. The time consumed in making this
record is negligible. :
Experience proves that particulars of
delays to trains or locomotive failures
are generally handled by telegrams, at
least in the initial stages, and it is
therefore good practice to note the file
number against the train or locomotive
concerned, on daily performance report.
The “Hand me” system of handling
outstanding correspondence 18 particu-
larly well adapted to reduce the number
of files not in filing cabinets, to the min-
imum. In explanation of its operation,
let us assume that on May 1 the agent
at B—— was requested to furnish cer-
tain information, which in the _ordmary
course should be forthcoming in seven
days; on the file copy we would write
«Hand me May 8” and the file number
of that particular file would be entered
in a common diary under date of May 8,
and file put in filing cabinet; if the reply
had not been received on May 8, the file
would be brought out and the agent In
question traced for reply. For less 1m-
portant files it is only necessary to write
the date on the file copy, the number
being entered in the diary in the same
manner. When replies are received the
dates are cancelled. This system ob-
viates the necessity of holding files in
abeyance baskets, which is prevalent In
some offices. It is very discouraging
when looking’ for a file to have to search

C.P.R., Edmonton, Alta.

phrough a number of outstanding files
in abeyance baskets and officers’ desks, in
order to locate a particular file required.
This is unnecessary with the “Hand me”
system, which reduces the number of
files not actually in the filing cabinets
to the minimum.

The system described in this article
has worked out satisfactorily in this
office since its inception nearly five
years ago. Of course, it is admitted
that no system is so perfect as to over-
come the human failure of placing a
file in its wrong place in the filing cab-
inet, but the possibility can be pre-
cluded to a great extent by the employ-
ment of a careful filing clerk.

I am an interested reader of articles
written with the object of promoting ef-
ficiency in office organization and man-
agement. One article I had the pleasure
of reading recently, was that by W. H.
Mathews, chief clerk to Superintendent,
Canadian National Rys.., Capreol, Ont.,
appearing in Canadian Railway and Ma-
rine World for February, and while I do
not wish to be too condemnatory, I would
hesitate to adopt the system outlined,
to replace the one in operation in this’
office, because the introduction of loco-
motive and car nurhbers into filing sys-

‘tems has a tendency to confuse rather

than simplify the system. While Mr.
Mathews dealt with a number of subjects
handled in a division superintendent’s of-
fice, there was no reference made to the
method employed in recording ‘“Applica-
tions for employment,” “Enquiries re-
garding lost property left in passenger
trains,” “Requests for transportation,”
“Applications for bulletined positions,”
“Petitions for increased train service,”
“Increased facilities for handling live-
stock,” “Car supply,” and numerous
other subjects.

F. W. Lambert, chief clerk to General
Superintendent and Chief Engineer, Al-
goma Central and Hudson Bay, Sault
Ste. Marie, Ont., in his article in Can-
adian Railway and Marine World for
May, recommends the Williams filing
system. That system, in my opinion,
creates too many general files, all cor-
respondence being classified and a num-
ber assigned to each class. There is
nothing more provoking when looking
through a file on a certain subject than
to find correspondence relating to some-
thing entirely alien thereto, although,
granted, it may come under the same
category. It will be found that by re-
ducing the number of general files to the
minimum, a lot of time and labor will
be saved, in fact there is mno necessity
for more than four of these files in a
railway superintendent’s office.

The Northern Pacific Rd. is using
moving pictures, to demonstrate the ad-
vantages and disadvantages of different
methods of firing, and the effects of
wastefulness and carelessness in the
operation of locomotive and the handling
of fuel.

The Terminal Cartage Co. has been in-
corporated under the Ontario Companies
Act with an authorized capital of $40,000
and office in Toronto, to carry on the
business of carting, forwarding, trans-
porting and distributing goods and mer-
chandise of every description.

There are about 5,000 locomotives equip-
ped with mechanical stokers in the U.S.
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Canadian Railway and Marine

details of the freight and passenger earnings and of the operating expenses and net operating earnings or deficits.
following table the 1st column shows the net revenue or deficit on t

World for July contained a table giving the mileage of all steam railways in Canada, with

In the

he railway operations of the several companies; where

there was a deficit the figures are preceded by a minus mark, thus —; the 2nd the profit or loss from operations outside rail-
The 4th column shows the taxes paid, the 5th gives the gross corpor-

ways,
ate income,

or held in profit and loss account.

and the 3rd the income from all other sources.
from which is deducted the amounts in the 6th colu
7th column showing the net corporate income available for special appropriations,
The cents have been omitted in the columns, but

mn, viz: rents, interest on funded debt, sink
dividends on common an
are included in the totals.

ing fund, etec.; the
d preferred stock,

Net operating | Profit or loss l l Rents, interest,
Name of Railway revenue or from outside | Other income Taxes Gross corporate| sinking funds, | Net corporate
deficit operations ‘lfrom allsources[{ deduction ; income or loss ete. income or loss
Alberta and Great WaterWayS........... $ —9,856 s 23217]$  1,8658 8,387\ 191,650/ —183,262
Algoma %entral & Hudson Bay.... ggg,%g 134381] 31976  681,021] 788,603 —107,?33
goma Eastern ......eeeeimise 2,089 3,194 286,625 329,820 —43
Atlantic, Quebec & Western. 1:635 60,569 3,276 58,928 20,636 38:291
Il;ragld}(l)n%[S]z;.sl-:aa,t,chewan & H.B... —gg,ggg 355 1,072 —95,394 1,868 —97,2%
PSR YUKON +uvvermeesemsssssssssssssesss 956).... 15,965 6,826 102,095 105,023  —2,9
8anag: S(:iut(l;lef;lrl‘. ....... e 5,233,333 584,162I 603,069 5’218’3%5 4,557,409 eeg:ggg
anada and Gu M MAL: soscisininossrsaisionses 08, 1w 2o 000N o enliyes ounts venm . O B 2 versiaishoins 1
Canadian Government Railways:— | :
%ntercolonial R e, . —2,079,2(8)1 —2,079,001 254,191 _2,333,183
nternational of N.B...... —170,685|.... —170,351 17.755| —188,1
St. John and Quebec...... -—58.996]... — 58,779 27992 —86,771
Prince Edward Island........... ] HiZBguoggl |5 papiganiaeRasEas o —536,930
National Transcontinental ... .| —2,199,505|.... —2,173,664 493,525 —2,667,189
Canadian Northern System....... A L i s S R 434.488| 5,100,071 16,783,258/—11,674,187
ganadlBantpacxﬁc ................................ 38,7(1)3%32 11,276,718/ 2,279,604 49,295,351 13,159,739 46,135,(’%1
ape: Breton ... s i ] R [ e ven=s e 2ucn ot dannesdnss Bidasasal dothpiabssoscanosas 12,084}, scsivscssssrssensnes —12,
Caraquet & Gulf Shore.. SR e e 780 10,207|  —9,426
Central Canada ......... —28,513]....... | 230 —28,744 47,190 —175,934
Central Vermont ...... B R 99,538 7,767  —3,308 70,618 —73,92‘25_
o laad. Ry. & Coal G R B 2400 (el 0. BSEL SSIC
Dominion Aantic ... : 297.220| 655 17000168 - 811882 343176 —31,294
Eastern British Columbia....... —'208 [ sl 3,088|  —3.387 11731 —15,119
gil;rixgnéorﬁa]‘?;xzﬁgan & BC. 118,167 13,812|] 40,289I 2,109 22’512? 436,855 —_215222?
g:g:)i{m’ﬁlemnl:lanaimo... 238:323 .................... B TR o 30,541 228’,3%3 """"" 598,447 282322
................................................ 1328 87 e s e 0
Fredericton & Grand Lake C. & R. Cor.. 64.865|.... 64,596 85,408 _Srsn
Grennnd s Dol $5s . i onisists. AR B A e 7,714,324 4,062,874 10,977,821| 11,923,175 —945,354
Grand Trunk Pacific ; ‘414072 12,063 2,335,409  49,963) 1,944,337  9,333,906| —7,389,568
Grand Trunk Pacific Branch Lines.............. L R 18 BO2E.. o onsens 418 23,794 —642,278 1,232,085 —1,874,363
ggﬁif(fs?grthem ...... —sg,ggsi 21 1,829 —sg,ggi 33,707 —12}1,-3%2
Ketlo Valey ... O PSR _susst| 630589 —op1 1
otbinere egan 900 4,699 2
Maine Central (Princeton Branch)... 1:096 669 ,427 g%’?g ——2:949
Manitoba Great Northern............... 1 —102)547|.... 318 671 —102,900 7.196| —110,096
Maritime Coal Ry. & Power Co.....ccoo.......... SEGROETee BU IS gr s 28,952 6,777 22,176
Massawippi Valley e Z98989] 1,402 2,008 —93,866 f — 163,846
Midland of Manitoba ’ g : : 69,979 —163,845
e e T —80,674].....ccco0000ms0neee 24,755 26,251 —82,170 82,173 -—164,346
b & touthor. . (B0 e T il BRI —1800%
Morribmey,, Hetaiorts Mkt ATt s T e e e,
Napierville Jet. ....ooouororuceees 91,979)........... 2,660 904 93,734 58,262 36,472
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New Brunswick Coal & Ry. Co.. 4.830]........... 4,830 5,254 —415
New Westminster SOUtherN..................... SibRtel 7,616 631  —b5,625 “os|  —5,602
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T . ——— 875 4,000 8 —1,833 4,000 —45,837
St Lawrence & Adirondack 887,845 726 8,674 629,396 251,007 378,%
Sydney & LOUiSHUIg..o..oo..mwerrrrrrre 107,174 07174 21 Toram
B e O S S 67,006 1,059 4,530 63,535 35,531 28,003
Timiskaming & Northern Ontario..... 478,806 156,484 ; 635, : 265
Thousand Islands ...... s M P 14:688 114102 15%?)8 ng’ggé 523’423
Toronto, HAMIIton & BUFAI0......cowrrserss 898,470 82,903 82,783 898,590, 287824 610,760
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) A 523,437|$ 49,657,
Less— 7,511,785 3,763 . ol i i 31:32—9:3/11
Is 56,264,714($ 1,679,350 |$ 72,860,666| ‘$ 18,333@
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Labor Saving Devices for Railway Track Work.

Following is the report of the com-
5 dlttee on labor saving devices as adopt-
v at the Roadmasters’ and Maintenance
ing: ay Association’s last annual meet-
coMec.hanical Tie Tampers—It is the
- Mmittee’s opinion that no tool in re-
ment years furnished to the track forces

ade its appearance at a more oppor-
thae time or filled in. a greater void
man the power operated tie tamper. It
alt}f be reasonably said it is here to stay,
i ough for several reasons it has been
du Omewhat difficult implement to intro-

€8, the principal reason being the

$14.88, $238.08; balance in favor of ma-
chine, $145.92. ;

For a 4-tool machine the comparison
between hand tamping and mechanical
tamping was as follows:

Hand gang and foreman, 16 men, 8
hours, tamped 500 ft. of track; machine
gang and foreman, 6 men, 8 hours, tamp-
ed 528 ft. of track; saving of 10 men
and 80 hours for machine.

Expense: Hand gang and foreman,
16 men, $43.50; machine gang and fore-
man, 6 men, $18.50 (cost to run $6.95);
$24.45; saving by machine, $18.05.

Fixed charges are given as follows as

w
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See section of report, “Switch plates.”

cos:;l, and next the sceptical way in which
ﬂbley tl‘a(:kmex_l looked at anything cap-
tamy: Of tamping ties other than the
hangmg pick or tamping bar in the
evers of a competent laborer. Now, how-
hbo} OWing to the growing scarcity of
thoge 20 the inefficiency of many of
chapn; avalla_blq for track work, the me-
h&ile‘fal unit is brought into play and
majr o &ladly by those interested in track
lx‘ti‘-llance.

u‘g‘e 8reat majority of those who have

faj, 2. tamping machine and given it a
valye T8l Will testify to its wonderful
eser a8 a labor saving device. Any
Ation Dtion of the construction or oper-
the » Of this machine is unnecessary as
wide]yachlnes in general use have been
they, .. 2dvertised and many have seen
1t . operation.
the ;:othe_committee’s observation that
tr:k 1S more uniform and better
Decig) 2K that is tamped by hand, es-
Dogy cli Since we are getting such a
thag a tis of labor. It has been proved
Valye 4 Mping machine is of particular
Pang, t:mlnd frogs and switches, water
tamy) wizme_l&_etc. ag it*is possible to
1‘%A:hed bh 1t in places which cannot be
Careg Y a tamping bar or pick.
el‘ltl'l:aiuuy compiled figures from sev-

Seagone. VAYS covering a period of three
h F::aare given below.p
0 2-tool machine: 1 foreman, 10

22, o2t 82c, $3.20; 4 men, 10 hours at
A$2-8'8-$8'80;l 124gg£§llons gasoline at 24c,

Withe, :
:g 32ch ogg machine: 1 foreman, 10 hours
80, 4 29205 4 men, 10 hours at 22¢,

otal, $12.00

Wi peé‘amile of track without ma-
ilg of t ¥s at $12, $145.92; cost per
Tack with machine, 16 days at

near as it is possible to get them: De-
preciation at 10%, interest 5%, repairs
5%:; total fixed charges, 20%. :

Experience during the four years this
machine has been in use teaches that

PATABE BOM BRACK S0UD ROLLLD SHOULDL® ALATE
pr
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Cost of unloading cinders by hand, a
vard, 16c; by dropping bottoms, Rodger
ballast cars, a yard, 7c; steel gondolas,
a yard, Tc.

Comparative statement of Ilevelling
cinders by hand and by the use of
spreader, in one half hour a spreader
has levelled 3,000 yards, costing less than
$0.001 a yard. To do similar.work by
hand it cost $0.123.

Rail Handling Machines—As much
new rail is received in high side coal
cars, it has become absolutely necessary
that some mechanical device be used for
unloading it. Not on account of the
labor shortage alone, but to avoid dam-
age to rails by dropping or rough han-
dling, is such a device needed. The con-
stant demand for quick release of cars,
the high cost of work trains and the few
hours of actual work on a line of heavy
traffic requires a device that will work
rapidly with a maximum factor of safety
to laborers.

There are rail handling machines in
use which are capable of loading or un-
loading two cars of rail at the same
time. For the operation of these ma-
chines nine men are required, one man
to operate hoists, and 4 men to each
car of rails. The machine is operated
by air from the train line. Such ma-
chines will unload rails more quickly
and without damage to rails or injury
to men than could be accomplished by
40 men by hand, thus a saving of 31
men a day is made possible. This ma-
chine can also be equipped with tongs
to load or unload as many ties with 3
men as can be loaded or unloaded by 20
men by hand.

Rail Laying Machines—Your com-
mittee recommends the use of rail lay-
ing machines, especially where rail is
of a heavy section, thus relieving tongs-
men for other work, the number re-

&
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See section of report, “Switch plates.”

under normal conditions in the northern
states, each machine will be used dur-
ing the season to tamp about 20,000
ties. The foregoing figures show a sav-
ing that can be effected by this ma-
chine which is in use on 54 roads in
the U.S. and on some roads in very
large numbers.

Travelling Crane for Loading Cinders
at Cinder Pit—At one cinder pit where
crane is used, the cost of loading cin-
ders for a year was $0.007 a yard, while
at a pit where cinders where loaded by
hand the cost was $0.13 a yard.

leased depending on the weight of the
rail to be handled. To obtain the best
results by the use of the machine, care
should be used to unload the rails as
near as possible opposite where they
are to be laid.

Snow Melting Device—Your commit-
tee is not unanimous in their views as
to the benefits to be derived from snow
melting devices, but the following results
were submitted by one of the members:

Two laborers at $3.80 a day, $7.60;
royalty on cans $5 a year (used about
5% months, 2 cans) 6¢; 6 gallons hydro-
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carbon fluid at 1le a gallon, 66¢; total
cost with melting device, $8.32.

If done by hand: Foreman at $3.35;
10 laborers at $2.80, $31.35; 6 rattan
brooms at 28c, $1.68; total cost by hand,
$33.03. Saving by use of device, $24.71.

Another device which can be used
successfully for the same purpose is the
Hauck snow melting torch.

Switch Plates—We recommend under
each point of a 15 ft. switch, 9 plates
and under each point of a 161% ft.
switch, 10 plates with a uniform riser
of % in. on every tie.
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serious condition and it is our opinion
that the time was never more opportune
for this association to go on record and
recommend to our superior officers the
adoption of the automatic safety switch
stands, particularly for busy yard use.
This stand should be as low as it is pos-
sible to make it. By adopting a stand
of this kind, our material would be con-
served and the small amount of labor
which we can obtain will be available
for the much needed repairs to track
and will save considerable time in mak-
ing reports of switches being run

Push car, dump box empty.

The risers should be solid and prefer-
ably obtained by machining a seat for
the stock rail. At least 14 of the plates
should be provided for braces and where
braces are used there should be a shoul-
der to engage the rail brace and an-
other under the rail brace engaging the
base of the stock rail.

For heavy service the plates should
be not less than 3 x 7 in. under the
stock rail. Heel plates should be pro-
vided a sufficient distance back of the
heel to allow clearance for standard tie
plates. Where % in. plates are used
under the points, the heel plates should
be made from 1% in. stock with seats
machined out for the lead rail and the
stock rail. The depth of these -cuts
should be such that the elevation of the
lead rail is graduated from %4 in. on the
first tie back of the heel to level with
the stock rail at the last plate.

This construction provides positive
shoulders for both the stock rail and
the lead rail, and holds the switch to
gauge at the heel where other construc-
tion requires the most maintenance.
These plates can be made so that they
will accommodate any angle of turnout
used with a given length of switch by
varying the tie spacing slightly for each
angle of frog.

The accompanying plans confirm to
the above recommendations.

Rigid Versus Safety Switch Stands
for Use in Busy Yards—Automatic
switch stands can be considered a labor
saving device, as well as a material sav-
ing device, as switches can be run
through without derailment or damage
to the material or equipment. Your
committee has given this subject consid-
erable thought and collected much data
in an effort to eliminate, if possible, the
destruction of so many stands by the
same being run, through. Secarcity of
labor, with material 100% higher than
in normal times, has brought about a

through. We are of the opinion that
the extra cost of equipping a yard with
such stands would be more than saved in
a short time through the conservation
of company property.

Motor Cars—The majority of your
committee is in favor of the more gen-
eral use of motor cars, particularly on
lines of light traffic, where the length
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hand car, 3 hours, or a total of 45 hours:
showing a saving in favor of motor cars
of 30 hours. There is still a larger sav-
ing in the increased energy of the men
when they arrive on the job, in the bet-
ter class of labor attracted, and in the
time saved on emergency jobs.

Perhaps the best argument in favor
of these cars is in the fact that thou-
sands of them were bought by the mel
themselves, whose wages were the lowW~
est of all railway employes, they pul;
chasing them to avoid the drudgery of
handcars.

Mechanical Method of Mowing z.md
Destroying Weeds—The use of mowing
machines and weed burners, also chem-
icals to destroy weeds, are of great valué
in some territories.

Push Cars—A home-made dump box for
use with a push car is preferable t0
the flat bottom for the work ordinarily
done with the latter. The accompanying
illustrations show the type recommended
and is preferable for use on push car t0
that of ordinary flat bottom, as muc
time and labor can be saved by same.

Anti-Rail Creepers, Etc.—It was the
unanimous opinion of the committee t0
recommend the extensive use of 18!
anchors, tie plates, guard rail clamps
tool grinders, etc. Many of these .de-
vices are practically self-maintaining-
Their use prevents excessive cost !
track maintenance and saves labor.

The Horse As a Labor Saver—On di-

visions where much ditching must D€ :

done by work trains or wheelbarrows
teams with scrapers have been tried Wt
the following results and very little
labor needed:

One laborer can fill scrapers for 2 t0
teams, according to the distance and a¢"
vantage of working. Two horses ¢al
easily handle a no. 1 scraper, whi€
holds 7 cu. ft. and move at a 2 mile 8%
hour rate, with some delay for filling
turning and dumping scrapers. On€

Push car, dump box filled.

of sections are such as to warrant their
use. Therefore it is ‘the committee’s
opinion that the economy in the use of
motor cars decreases in proportion to
the additional number of main tracks,
which in turn shortens the length of
sections. We have obtained the follow-
ing figures showing the economy effect-
ed by the use of motor cars:

Time spent in carrying 14 men and
foreman by motor car, 14 miles, 30 min-
utes; for round trip, 1 hour, or total of
15 hours. Time spent for round trip by

horse of good weight can handle a "05'
2 scraper of 5 cu. ft., and after tealz’y
are trained a boy not able to do he#

manual labor can drive a team, or
in a narrow ditch and one horse is
one boy can take two single horses W
a scraper. Dirt can be handled in V@
short cuts, at the ends of cuts and acrod
the track, for 20c to 25¢ a yard 3“,
haul it 500 to 600 feet for 50c to 60¢
yvard; this with teams at 80c an olle
and labor at 35¢c an hour. Of COU’%‘;
where teams can be hired at 50c to 0

4
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iar? hour, cost will be reduced accord-
SegIY- By.startmg teams early in the
ch:son, with an experienced man in
irge to handle them, all ditching can
€ done and balance of gang left on other
inack work. Teams can also be worked
muddy cuts where men won’t work.
horse “with cart can also be used in
yrmmals to good advantage cleaning
ard, team tracks and driveways.
Y here conditions of mowing right of
teay are such that it is possible to use
Canm}? and mowing machines, the work
er ¢ e done by machinery much cheap-
!'lan by manual labor.
spll?ltchmg Machines, Dump Cars and
s gaders—When heavy ditching has to
Yoo one, the use of steam ditchers is
st (immended, together with the use of
4 €ast two 16 to 20 yard side-dump
0: and a spreader car for short hauls.
dom, a2 longer haul from 4 to 6 side-
tive Ps should be used. A light locomo-
t aCan be assigned to handle this out-
inclulzid With an outfit of this kind, which
anq ﬁes a tra}n crew, ditcher engineer
to 95 reman, dirt can be handled for 10c
of halea yard, according to the length
an'ghl‘ough long usage the steam ditcher
Spreader, especially when the latter
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‘out . sending for additional help or us-

ing a flag to get rail to place; also use-
ful handling ties. These cars with a
dump box are very handy for distribut-
ing the surplus of gravel or stone bal-
last. Boxes hold 1-3 to % yard and can
be handled without flag by dumping.
They can be dumped inside or outside
the rail. ‘

Ballast Plough—There are many op-
portunities for improving devices now
in general use. A ballast plough can
be made to remove all the ballast from
track, whereas at present they are made
to remove the ballast level with the top
of rail. All ballast may be removed
by bolting a steel plate on to the pres-
ent type of plough and permitting the
plate to reach the entire length of the
tie, only removing enough of the plate
to clear rail and joint fastenings; the
denth of plate depending on height of
rail in track from which ballast is to
be removed. An attachment to do this
work can be made and applied by a
blacksmith and helper, in two days, and
material needed may consist of secrap
bridge iron or angle bars and is a very
inexpensive attachment and of great
value for removing ballast that has been
unloaded for backfilling. Removing and

Push car,

1s
},ig(}’lpel‘ated by air, has reached such a
m.actistate of efficiency that they are
that 2y indispensable and the fact
nt vy €y can be used for many differ-
the , 11eties of work, places them among
sast' Important labor saving devices.
ma,mal"mg of at least 60% over that of
e abor is obtained by using a no. 3
""l_‘ac A Or removing ballast from between
digy,’ ™ Dpreparing for stone ballast,
olq balgl rains under tracks, unloading
dey Far ast on fllls, to strengthen shoul-
Tajlg and 11 up holes, load and unload
( 'for various other purposes.
Useq T‘X’lachme known as the Magnet is
loggq s:—ry successfully to load and un-
Chine irap of various kinds. This ma-
ft: l‘ai]ss capable_of picking up 6 or 8 33
el]minat as rapidly as it will one, and
Mg pod handling the rails by hand,
Of jpiuces to a minimum the liability
wJuI‘lng men.
el‘s\onwhe_el Pony Cars as Labor Sav-
Very - rail laying, the pony car is
ang], andy for distributing spikes, holts,
bred l'a?lrs’ tie plates and even scat-
e Yepla S. Where a heavy rail is to
2 o v cCed In track by a small gang,
anq oval: makes it possible to load rail
€ 1t to point where needed, with-

dump box being emptied. Material may be spread by moving car as load is released.

dressing ballast by hand is hard work
and very expensive under ordinary con-
ditions, and at present, when sufficient
labor is unavailable, this device is of
immeasurable value where much ballast-

ing is in progress. In addition to this
attachment, another plate with teeth
may be applied to loosen up and level
off ballast between parallel tracks and
on shoulder. It will also destroy weeds.
It can be operated at a speed of from
4 to 6 miles an hour. The saving ef-
fected per mile will depend on the
amount of ballast to be removed and
the density of vegetation.

Field Telephone—It is recommended
that the field telephone be furnished to
ballast and rail-laying gangs, also on
work trains and snow ploughs, partic-
ularly on lines with heavy traffic. These
outfits can be purchased for from $5 to
$25 a set and will reduce to a minimum
the delays to extra gangs and trains and
will result in a saving of money which
cannot be closely estimated.

Transferring Cars—When transfer-
ring grain, a big saving can be effected
at points where it is possible to secure
sufficient air pressure. One member re-
ports the following results:
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Transferring a carload of wheat by
hand: 6 men, 10 hours at 30c an hour,
$18; transferring by air: 2 men, 6 hours
at 30c an hour, $3.60; with a small ad-
ditional cost for the pumping of air, a
saving by the latter method of\\$14.40
a car.

The transferring by air was accom-
plished by an arrangement consisting of
a 4 in. pipe and attaching in one end an
air nozzle similar to a back-up hose on
a train, then attaching this to ‘an air
line, by which means the grain can be
blown from one car to another.

There are many devices so universal in
their use as to be practically a neces-
sity for all roads, yet they have not been
adopted. There should surely be no ex-
cuse for longer allowing a large force
of men to dig ditches in a cut, when
the ditching machine has reached the
stage of perfection it has. Neither
should there be an excuse for a large
force of men wasting time and energy
when machines can be secured which
will accomplish the work with more
safety and economy.

It has been truly said that no two
railways are alike and for their main-
tenance requirements it may be as
truly stated that no two sections are
identical, what will prove of the great-
est advantage on one road would be
money uselessly expended on another.
Therefore it is impractical for this com-
mittee to lay down hard and fast rules
for the adoption of certain devices un-
der all conditions. However, we are
most earnestly convinced that the ad-
justment of little details very often
means the ultimate success or failure of
a machine or device.

Rail Handling Device—After the
committee’s report had been adopted, B.
F. Brown, Supervisor, Boston and Maine
Rd., Woodsville, N.H., gave the follow-
ing description of a rail handling de-
vice in use on that line: The rail han-
dling device we use, and of course there
are many that answer the same purpose
and do the same work, was designed by
me in 1907 and put into operation that
year. It is worked by compressed air
taken from the train line into reservoirs
and thence to the air hoist placed at
each end of the car, with matched booms
extending from the car at either end.
The air hoists work each independently
of the other. You can unload at one end
and load on the other, or unload both at
the same time. Each is independent of
the other. The machine was thoroughly
tested. .As is the case with all new
devices, our management requires a
strict account of the performance, what-
ever the device may be, to compare with
the work done by hand, or any other
way, aside from the particular machine.
On Oct. 27, 1907, with me in charge, and
operating the rail loader, we distributed
160 tons of 75-1b. rails, from 5 high
side coal cars, in 3 hours and 15 minutes,
clearing for 3 trains during that time.
The force consisted of one foreman at
30c an hour, and 8 laborers at 18c an
hour. The total cost of labor for 3%
hours was $5.66. If it had been done
by hand it would have required a force
of one foreman at $3 a day, and 40 lab-
orers at $1.80 a day, making $75. There
was a saving of 1-3 of a day with the
loader against a full day by hand, or
069.34. That is exclusive of the train
cost. I have many reports of work per-
formed with the loader in distributing
rails, from which the above were taken
on account of its being an average day’s
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work for a formena and 40 laborers by
hand. The old rates were in force at
the time the work was performed. The
saving would be increased in proportion
to the increase in wages of laborers. In
loading rails into high side cars, the
loader will do work that would be im-
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possible for any number of men to do
by hand, and therefore there can be no
comparison made of that. With the
same force as used in the unloading,
namely. a foreman and 8 laborers, scat-
tered rails may be picked from the
ground into the coal cars at the rate
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of three rails a minute, with a traid
movement of l%-mile an hour. After
giving a demonstration of the maching
a roadmaster said to me, “I do not wan
one of those, I would lose my work trail
in a week.” But today he is the great
est rail machine man that I know of.

Piecework; an After War Problem.

The greatest tragedy of modern his-
tory, the world war of 1914-1918, was
pressed with relentless and ever de-
veloping energy by the entente nations,
and brought to a final victorious conclu-
sion, in the main, by the moral convic-
tion that if mankind was destined for
progress, autocracy must be destroyed
beyond recovery. Democracy, which be-
came in the verbosity of the paid poli-
tician, the utopian dream of a universal
brotherhood, was preached broadcast
and openly encouraged as a “win the
war” measure. The evangelists of this
ideal order of things found the masses
willing converts, and labor welcomed the
promised change which would level up
the wide gulf that had existed for so
long between the producer and the pro-
vider of the necessary capital to pro-
duce. In thus feeding labor with over
doses of an advanced democracy, which,
at the best, could only be a gradual and,
probably, an inevitable development,
with, or without, the great war, in our
regular progression towards the millen-
nium, there have been added many prob-
lems to our anticipated after-war trou-
bles, and it is one of these, vitally af-
fecting production, the writer proposes
to discuss.

Piecework, as a means of increasing
production, is just as old as the na-
tural inclination of man to respond to
encouragement. The only development
of the principle has been in the con-
version of the encouragement from
mere words of praise, which, in earlier
days, the “master” graciously gave to
the “servant,” to a bulkier pay en-
velop and increase his output. We
gives to the efficient producer. Piece-
work, is operated in industrial plants,
under many different systems, and many
different names, but the underlying in-
tention i§ similar throughout, viz.: the
rewarding of the worker according to
his physical or mental ability to de-
velope and increase his output. We
are not concerned very much with sys-
tems in this article, but rather with an
analysis of our subject and an en-
deavor to explain away objections to
piecework as a recognized method of
manufacturing, or other shop operation,
and the causes which may have given
rise to the official opposition of labor.

At the first glance the definition of
piecework—the remunerating of the
producer, according to his ability to
produce—would not appear to lend it-
self to such abuses that a large propor-
tion of the labor community should vig-
orously, and, even bitterly, disclaim
against its continuance, and, in many
instances, with a full knowledge that
the acceptance of their protest would
result in a reduction of from 20% to
50% in their earnings. A condition of
this kind requires some explanation,
either with a view to confirming the
protest or of locating the canker giving
rise to it, and, if feasible, finding the
cure. The following headings cover a
wide field for investigation and the

By J. R. Macken, Montreal.

writer proposes to discuss the possibil-
ities for abuse which each holds and the
remedy which might be applied:—1.
The system; 2. The application; 3. The
object from the pieceworkers’ point of
view; 4. The object from the employers’
point of view; 5. Results.

The System—Straight piecework has
been claimed as the ideal system, the
producer being paid just what he earns,
when the total amount of work com-
pleted is turned into currency at so
much per piece. There is no question
of rate per hour or classification or basic
trade. Ten articles, having a piece value
of 10¢ each, have a wage value of $1,
whether they are completed in one hour,
or in 10 hours. Such a system lends
itself to innumerable abuses. In prin-
ciple, it is the exact opposite to trades
unionism, as it does not require the rec-
ognition of trade at all. As a means of
curtailing earnings, it provides unlimited
possibilities. The piece value of a job
must be set by some one responsible in-
dividual, and it is only necessary to set
such a value sufficiently low to auto-
matically control the possible earnings
of the pieceworker. The straight piece-
work system should pass with the ad-
vance of democracy, and its passing
carry no regrets either for the employer
or the worker.

Any piecework system, be it premium
or bonus, should initially accept the
principle of the basic trade and the guar-
anteed rate, i.e.: the worker is hired
first of all as a tradesman, and paid ac-
cording to the recognized wage standard
of his trade, and then is further re-
munerated for the extra physical, or
mental, effort he puts into his work, at
a piece value based upon his basic rate
as a tradesman.. Here there is a direct
incentive for the efficient worker to con-
siderably add to his pay envelope, with
a full knowledge that his extra effort
has a direct translation into dollars and
cents over and above his hourly rate,
while his working time is fully protect-
ed at the recognized wage standard of
his trade, and the setting of the piece
price has a definite and easily checked
value which, even at the worst, cannot
represent less than the guaranteed rate
paid per hour. For the employer, there
is a positive return in the increased out-
put of the worker another elimination of
lost time, which, of course, has a money
value, according to the rate paid per
hour, while the guaranteed rate ensures
the services of a skilled craftsman and
a good finished job.

The Application—The very best of
systems can only be applied and de-
veloped in the correct spirit if the re-
sponsible administration is fully alive to
what is desired and departs not from
the underlying intention. Only too often
we find piecework systems administered
by a personnel half auditors, half clerks,
wholly out of sympathy with the trades-
man, unfamiliar with mechanics, shop
methods, shop organization and condi-
tions, which so closely control the possi-

bilities of output and frequently li{ﬂlt
production, no matter what the physicd
effort of the pieceworker. When we ¢
collect that any piecework system, to
at all successful, represents an additional
outlay in wages of anything betweefi
15% to 35% of the employers’ payrol
and that the return is shown only ‘3
increased production, reduced overhed
and machinery charges, ete., it is reall
astonishing how haphazard a method ha8
been followed, fairly generally, by the
technical executive of manufacturing am
other plants in selecting their piecewor
administrative personnel.

Piecework administration is respmﬁ
sible for setting the piece value of 2
work performed, and seeing that the
shop organization and conditions ar°
such that the average pieceworker ma
earn a reasonable bonus on his guaral:
teed hourly rating, by maintaining
output at the gait upon which the valu®
has been set. Should the shop organ’
zation, or conditions, not permit thi%
either the original piece price shoul
revised, or the shop conditions impl‘o"‘_’
ed. To permit the pieceworker to com”
tinue to work at a piecework gait, wit
out alteration in either controlling co”
ditions, is unjust and should not be to*
erated. The piecework administratio”
should, therefore, have enough organi%
ing knowledge to improve shop com ’_
tions, when or wherever adversely 2>
fecting the earnings of the piecewor™
er, and as the earnings of the piec®
worker and output are dependent 0“0
upon the other, the adjustment of th
irregular shop conditions cannot mllltatf
against, but always in favor of, outpul d
The piecework administration sho® 5
have a sympathetic understanding of 1
labor conditions, and instead of taklng
advantage of irregularities which ?qver’
sely affect output, treat them judiciots”
ly, and with a broad-minded understa d
ing of how far the loss has been beyoﬁo
the control of the pieceworker. *
pieceworker should ever be penalized fo
a condition beyond his power to cqntft‘i'

From the foregoing, which but ligh i
touches upon the duties of a piecewor
administration, it will be readily no le
that the personnel calls for conside!_'&,b
mechanical knowledge, executive ability’
broad-minded and sympathetic adl_“'ns
istration and fair and honest dealin”
with labor. If the selection of the, 9“9
pervision is not guided along these lin®%
we are handing over a very import®
technical ~position, which carries,
weighty influence upon the harmonloge
relations between the employer and
worker, to a personnel viewing its du t
purely from a cost point of view, ea,eh
to snatch at mean advantages whi
penalize the pieceworker, and, ineVlj
ably, creating a spirit of distrust a“r
suspicion in the mind of the worke”
who will meet Sha? practice with sh# t
practice, to the detriment of outP“of
skimping of work and, finally, slander, g
]pigcework as a means for oppressi™
abor.
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The Object, From the Pieceworkers’
Doint of view. The day when the work-
:ir took a pride in his job, and in put-

Ng all his energy into his 12 or more

ours of daily toil, just to keep the out-
Put on his bench, machine or shop ahead

the other fellow, has faded away with
live stage coach and the postillion. We
al €, alas, in a mercenary age and “the
wmlghty dollar is the thing.” If the

orker is producing under a piecework
ezste:m, he knows that to increase his
an:;'ﬂmg‘s’, over and above his guar-
oh eed rate he must exert himself

Yslcally, or mentally, according to his
natapatlon. That being so, he, very
ll{uc}fally’ wants to know exactly how
m‘)‘;‘ on next pay day, and should be in
& Session of the necessary information
e g the actual progress of his job,
Ho"Ot prior to the commencement of it.
iW often have we heard protesting
m;ce“jorkers disclaim, “I never know
I Price for any job, and when I believe

ve earned $10 or $15, I get nothing
2 at all in my pay envelope.” The
Wolyk object which interests the piece-
ing €r is the development of his earn-
info capacity, and to withhold complete
fl.oml'mxa\tlon as to prices and earnings
effort the worker, who is putting extra
lievablmto his daily toil, is scarcely be-
Quent] e, but, .unfortunately, not infre-
Work y practiced by inefficient piece-
Woulg administration. The man who
Vane not buy an article without an ad-
Not € knowledge of the price, who would
ady, Drobably, sell his labor without an

to :nee knowledge of the rate, is asked

exty.

Iy oert himself physically and mental-
fi’ dul'lng' the period of his working day,
the va? extra _monetary consideration
Whenaﬁle of which is unknown to him or
ing nown uncheckable. We are ask-
ilnpomuCh from modern labor when we
test s}? such conditions, and that the pro-

Ths ould be bitter is not surprising.
of vie Object, From the Employers’ Point
s V1w, As stated already, the opera-
inerea a piecework - system means an
shop, Se of from 15% to 35% in the
ing aIl‘!lyroll. For example, a shop carry-
bay Payroll of $50,000 a month will
to $1,;1t In bonus earnings from $7,500
the ') 500 a month. This addition to
obyig l‘:yl‘pll does mnot create a perfectly
Qperat_s inflation in the employer’s net
ly doe Ing Income, but, of course, actual-
The ai_sp In his reduced operating costs.
tieg . ility to produce in large quanti-
Just wnd with low operating costs is
Map e t spells financial success to the
of theactl_lrer. The augmented output
factur ‘Pleceworker enables the manu-
to Unsr to produce at a low unit cost,
anq xt(';il‘ﬂell his competitor, to increase

end his sales to the benefit of the

e
C()ns
Umer, the producer and himself.

Futglffe are two well-known makes of

18 ¢ l0biles, one, an overseas product,
of i;;me‘! to be produced by the efforts
are o highest skilled mechanics, who
to 00m1"1111tted to take their own time
Ish ofp ete any part, provided the fin-
&utomob.samg is 100% perfect. This
t D6 lle is so costly in production
OWngy coession of one is to admit the
Drofiteq,it0 the exalted circle of war
Thepg IS O heavily purpled nobility.
Which, ;. @nother make of automobile,
Thig ' I8 broduced on this continent.
%‘; ll?eflst' modl;ast (sic) in its
eriection, but it has never
Othey l;’;ﬁwn to buck a grade or let the
anq is v 60 h.p. beat it on the level,
q‘lantiﬁe broduced in such considerable
S that labor and his family may

this extra effort will be worth to -
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enjoy all the delights of sniffing gasoline
and “burning up the road” with a rea-
sonably modest expenditure. These two
examples represent the difference be-
tween augmented production, and what
it means to the manufacturer, and pro-
duction a secondary consideration, and
what is means to the purchaser.
Results—The writer has endeavored
to make an analysis of piecework and its
troubles and from the foregoing con-
sideration arrives at a finding on the
following lines: The objections of labor
to the piecework system of shop opera-
tion would appear to be reasonably well
founded under certain conditions. 2. The
cause for opposition has been, first, the
system, second, the application. 3. The
penalizing system known as “straight
piecework” has to a large extent dis-
appeared, and should be abolished com-
pletely. 4. The penalizing application
has been due to careless selection of non-
technical, unsympathetic administration.
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5. The remedy lies in the employer’s
own hands. The selection of a piece-
work administration should be as care-
fully made as any other executive. 6.
Distrust and suspicion are prevalent,
due to concealment of piece prices, sharp
practice, etc. 7. Full and free informa-
tion should be given the pieceworker, as
to piece value and earnings. TUncon-
trollable loss in bonus to be protected
either by adjustment of pricing, or im-
provement in conditions. 8. Fair and
square dealings between employer and
pieceworker will most surely result in
the passing of labor’s distrust and sus-
picion, and reciprocal honesty on both
sides. 9. Piecework awards labor in di-
rect proportion to physical or mental
energy expended, increases earnings and
production, reduces selling cost, and in-
creases demand for labor. 10. Piecework
reduces production cost, increases busi-
ness and returns, and eliminates inef-
ficient labor and waste time.

The Canadian Overseas Railway Construction
Corps’ Work in Belgium and France.

Lieut.-Col. C. W. P. Ramsey, C.M.G.,
who commanded the Canadian Overseas
Railway Construction Corps, which left
Canada in June, 1915, gave the follow-
ing information in a recent talk:—

“Our work overseas was regarded as
of considerable value to the combatant
forces, and that work was largely due
to the strong support we received from
the first from the C.P.R. From the be-
ginning of our organization to the time
when we went overseas our work was
aided in its entirety by the C.P.R. and
its management, not only aided in our
recruiting, but assisted in every way in
the organization and equipment of the
work. Further than that a very large
percentage of the corps was supplied
from the C.P.R. ranks. For the 900 men
we needed there was keen competition.
No less than 3,000 men, all experienced
railway men, applied, and we had to do
much careful work selecting the best
men we could get for the work.

“We went over in June, 1915, and on
reaching the other side there was little
delay. We had two months in camp at
Longmoor for training, after which we
were sent over the English Channel. It
was found then that the greatest need
for railway work at the front was_ in
Belgium, and we were sent there. We
did not know just what the work was,
but we were all keen for it, and we
jumped in as hard as we could, every
man doing his share with a desire to
do all that he could. ;

“Our first work was at Dixmude,
where we started in building concrete
structures with a vast amount of mis-
cellaneous work. From this we proceed-
ed to the building of 10 miles of track,
which was the first railway work done
by the allied armies. The only previous
railway was a wooden road, which was
put down with wooden rails, with the
idea of keeping down the noise so as
to avoid warning the enemy of what
was being done. :

“Behind the British front, we put in
the first advance railway for war pur-
poses they had. Later on the British
war people put in a great railway or-
ganization, which operated with much
success back of the British front.

“The British had had a few railway
men at work. But when the Canadians

arrived the value of this work was at
once seen, and the force grew very
quickly so that the railway corps in-
creased to 4,000, and eventually to over
100,000.

“In Feb., 1916, shipments of box cars
began to arrive from Canada and the
first plant for the erection of these cars
was supplied from the equipment of the
Canadian Railway Corps and installed
at Andruicq. :

“At that time a monster ammunition
dump had been collected there, but the
Germans, by their air service, and other
means of information, had learned
about it. Then when we had 20,000
tons of munitions and high explosives
collected there, the Germans came and
bombed it. The results were not pleas-
ant, but there were only 40 or 50 Can-
adian casualties.

“Later on I went to the Somme front.
They had tried in that area to handle
transport, but all their roads had fail-
ed. They were trying to get railways
to various points until the Canadians
arrived. Then we built the most ad-
vanced railway in France, only 1,200
yards behind our front lines, which was
a great saving in every way for our
forces.

“In 1917 the Huns began their great
retreat. It was evident that the re-
treat had been carefully planned long
before, because anything that had not
been carried away was blown up on a
systematic plan. Further, they fixed
time charges to blow up anything they
could not get away with, in the hope
that the charges later on would get the
British troops, while other charges were
so arranged that they would explode
from the vibration of passing troops
and material.

“During the summer of 1917 a large
number of advanced railways had been
that the November attack proved a
success, 450 tanks being brought up
under cover of night for the advanced
troops in order to prepare for a sui-
prise fire. But this was so well done
that the November attack proved that.
a success, 450 tanks being brought up
in one night, and brought up so well that
the enemy never knew they were there
until the attack developed.

«However, the Canadian Overseas
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Railway Construction Corps did two or
hree things during their service over-
seas that more than justified their ex-
istence. They laid the first standard
gauge railway back of the lines. At
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that time their strength was only 500
men. Following that they increased
their strength, and during the war they
laid 400 out of 2,000 miles of track laid
back of our lines. Eventually they fin-
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ished their work by laying the tracks
in the Valenciennes and Mons region,
which had very much to do with the
success of the closing operations of the
war.

Orders by Board of Railway Commissioners for Canada.

Beginning with June, 1904, Canadian Railway
and Marine World has published in each issue
summaries of orders passed by the Board of Rail-
way Commissioners, so that subscribers who have
filed the paper have a continuous record of the
Board’s proceedings. No other paper has done
this. y
General order 266. June 17.—Authorizing tele-
graph companies to charge tolls published in
their respective tariffs filed with the Board, sub-
jeet to such order or orders as the board may
from time to time issue.

General order 267. June 27.—Amending gen-
eral order 231, re standard conditions and spe-
cifications for wire crossings.

28,426. June 9.—Authorizing London & Port
Stanley Ry. to build station at Talbot St., St.
Thomas, Ont.

28,427. June 11.—Rescinding order 27,841,
Nov. 7, 1918, re commodity rates on ferro-silicon
from Welland and Thorold, Ont., and Shawinagan
Falls, Que. 4

28,428. June 11.—Ordering G.T.R. to build
farm cross‘i]ngsD fo‘l: J. B. Moffatt, A. Boucher, N.

Duch ) A. Champaene, and W.
Roy, in Nelson Tp., between Dosquet and
Lyster, Que.

28,429. June 12.—Authorizing Vancouver, Viec-
toria & Eastern Ry. & Nav. Co. (G.N.R.), to
remove station buildine at Lincoln to Colebrook,
B.C., and replace it with a car body.

28,430. June 12.—Authorizine C.P.R. to oper-
ate over interlocking plant at Kempton, Ont.

28,431. June 12.—Authorizing C.P.R. to build
sApl\gs for Western Canada Steel Co., Redcliffe,

28,432, 28,433. June 12.—Authorizing Can-
adian Northern Ontario Ry. to rebuild bridges
over  Christie Road, Foley Tp. and Front St.,
Thorold, Ont.

28,434. June 13.—Authorizing London & Port
Stanley Ry. to build branch line between G.T.R.
and TIlbot St., and to extend the freicht shed
track south to Kain St., St. Thomas, Ont.

28,435. June 12.—Extending to July 15, time
within which Canadian National Rys. may build
third class station at Durban, Man.

28,436. June 12.—Ordering C.P.R. to file sup-
plement to tariff W. 2,397, adding to item 8TA
of supplement 20, the 8th class rating for car-
load shipments of not less than 30,000 lbs. on
all items of poultry food enumerated, and dis-
missing application of Taylor Milling & Ele-
vator Co.. Lethbridge, Alta., for privileze of in-
cluding l.c.l. lots of poultry food with grain
products at carload rates.

28,437. June 13.—Approving G.T.R. location
and detail plans of passenger shelter at Jamie-
sons Siding, Ont.

28,438. June 13.—Authorizing C.P.R. to build
extension to spur for North American Colleries
Ltd., Edmonton, Alta.

28,439. June 13.—Authorizing Canadian Na-
tional Rys. to build Y in n.e. 1, Sec. 14, Tp.
26, Range 2, west 3rd meridian, Sask.

28,440. June 13.—Authorizing Canadian North-
ern Ontario Ry. to rebuild bridge over Irwin
Creek, Laura Tp., Sudbury District.

28,441. June 12.—Approving Canadian North-
ern Quebec Ry. plans of dam across North
River for Canadian Consolidated Rubber Co., St.
Jerome, Que.

28,442. June 14.—Authorizing C.P.R. to build
drainage for conveying water from its tracks be-
tg;een mileage 21.5 and 23.0, near St. Cleophas,

e.

28,443. June 13.—Authorizing C.P.R. to divert
Fort Ellice Trail at the east end of Rocanville
station grounds, Sask.

28,444. June 13.—Authorizing City of Lady-
smith, B.C. to make highway crossing over
Esquimalt & Nanaimo Ry., north of station.

28,445. June 12.—Authorizing C.P.R. to re-
move agent at Illecillewaet, B.C., caretaker to
be appointed.

28,446. June 17.—Authorizing Canadian Na-

tional Rys. to cross highways on its Jackfish
Lake Branch, through Tps. 51 to 55, Ranges 21
to 24, west 3rd meridian, Sask.

28,447. June 14.—Authorizing C.P.R. to build
z)pur for Peterborough Cereal Co., Peterborough,
nt.

- 28,448, June 18.—Ordering Grand Trunk Pa-
cific Ry. to make highway crossing over its tracks
at mileage 1137.7, Fort George District, B.C.
construction and maintenance to be paid by
British Columbia.

28,449. June 18.—Amending order 28,417, June
10, re removal of agent at Baxter station, Ont.

28,450. June 13.—Relieving Grand Trunk Pa-
cific Ry. from providing further protection at
crossing of main line between Saskatoon and
Yorath Jet., Sask.

28,451. June 18.—Approving C.P.R. plans of
gridge to be built at Hunter St., Peterborough,

nt.

28,452. June 18.—Authorizing Grand Trunk
Pacific Ry. to make crossing over its tracks at
mileage 1115, Fort George District, near Croy-
don, B.C., construction and maintenance to be
paid by the province.

28,453. June 18.—Authorizing Algoma East-
ern Ry. to discontinue signalman at crossing of
its main line by Canadian Copper Co.'s spur at
Copper CIliff Jet., Ont.

28,454. June 18.—Authorizing City of St.
Boniface, Man. to make highway crossing over
C.P.R. at Dupuy Ave.

28,455, 28,456. June 16, 17.—Authorizing
Hydro Electric Power Commission of Ontario to
build power canal and construction railway
across Toronto & Niagara Power Co.’s and To-
ronto, Niagara & Western Ry.’s right of way in
Stamford Tp., Ont.

28,457. June 24.—Approving C.P.R. bylaw
authorizing Vice President, Freight Traffic Man-
ager, Assistant Freight Traffic Manager, East-
ern Lines, and Assistant Freight Traffic Man-
ager, Western Lines, to issue tariffs of tolls for
carriage of freight upon its railway and vessels,
and also authorizing the Passenger Traffic Man-
ager to issue tariffs of tolls for passengers.

28,458. June 28.—Approving G.T.R. plan of
location and details of stock pens to be built at
Thornbury, Ont.

28,459. June 23.—Authorizing Grand Trunk
Pacific Ry. to build spur for Dome Mountain
Lumber Co. at mileage 1189.23, British Columbia.

28,460. June 23.—Authorizing Canadian North-
ern Ontario Ry. to rebuild bridge at Orient. Bay,
mileage 43.5 from Jellicoe, Ont.

28,461. June 23.—Authorizing C.P.R. to build
extension to passing siding at mileage 24.75,
Prescott Subdivision, Ont.

28,462. June 19.—Authorizing C.P.R.
build bridge 65.1 over Massawippi River,
Lennoxville, Ont.

28,463. June 20.—Authorizing G.T.R. to re-
build bridge carrying highway over its tracks at
mileage 16.08, Hamilton Division, Ont.

28,464. June 19.—Authorizing C.P.R. to re-
build bridge 46.9 over Eaton River near Cook-
shire, Que.

28,465. June 19.—Approving G.T.R. plans of
interlocking plant to be built at swing span in
bridge over Richelieu River, at Beloeil, Que.

28,466. June 21.—Authorizing St. Laurent mu-
nicipality, Man., to make highway crossing over
Canadian National Rys. in Lot 14.

28,467. June 21.—Authorizing Grand Trunk
Pacific Branch Lines Co. to cross highway at mile-
age 105.5, Sec. 48, Range 26, Tp. 28, west 2nd
meridian, Sask.

28,468. June 21.—Authorizing Canadian Na-
tional Rys. to cross and divert highway between
Secs. 26 and 23, Tp. 48, Range 26, west 3rd mer-
idian, Sask.

28,469. June 21.—Authorizing  C.P.R. to di-
vert road allowance on north boundary of north-
east % Seec. 20, Tp. 14, Range 32, west 1st mer-
idian, at mileage 95, Sask.

28,470 to 28,473. June 23.—Authorizing Can-
adian Northwestern Ry. to cross 4 highways in
Alberta.

28,474. June 21.—Authorizing Quebec, Mon-
treal & Southern Ry. to build timber trestle over
Salvial River at mileage 18 from Junction to
Bellevue, to replace steel structure there which
was destroyed by landslide Apr. 16.

28,475. June 26.—Authorizing Ferris Tp., Ont.,
to make crossing over G.T.R. on Lot 28, Con. 5.

28,476 June 25.—Extending to Oct. 31, time
for installation of interlockers at crossing of
Canadian National Rys. by Fort William Munic-
ipal Ry., at intersection of Victoria Ave. and
Vickers St., Fort William, Ont.

28,477, 28,478. June 19.—Authorizing Eastern
Canadian Passenger Association, to publish for
three weeks in Canada Gazette, rule 23 for reg-
ulations governing baggage car traffic in Canada,
respecting free storage period, and rule 26 (d)
of regulations governing baggage car traffic re-
specting notice of nondelivery, loss or damage to
baggage.

28,479. June 25.—Ordering that crossing by
Vancouver, Victoria & Eastern Ry. and Naviga-
tion Co. of British Columbia Electric Ry. on
Harris St., Vancouver, be protected by interlock-

to re-
near

ing plant with derails on V.V. & E. Ry. and sig"
nals on B.C.E.R.

28,480. June 17.—Authorizing Eastern Canaz
dian Passenger Association to publish genera
orders 191 and 262, May 26, 1919 and May 8
1919, respectively, re rules governing bagga%e
car traffic, in two issues of the Canada G&-
zette.

28,481. June 25.—Approving proposed G.T-R.
passenger train service between Montreal and
Ottawa, effective June 29.

28,482, June 26.—Ordering Pere Marquette
Rd. within 30 days to furnish an adequate SuP-
ply of drinking water at Blenheim station, Qﬂt'

28,483. June 28.—Suspending, pending hearing
cancellation by Bell Telephone Co. of district
rates between Weston and Islington, New Toroﬂ‘;
to; Dundas -and Hamilton; Ridgeville-Wellan
and Marshville; Wellandport and Smithville: an
Rockwood and Guelph, Ont.

28,484. June 19.—Authorizing C.P.R. to con~
nect interchange track with St. John & Quebe®
Ry. at mileage 49.22, Shogomac Subdivision, N.B.

28,485. June 24.—Approving C.P.R. plan F-14-
8B, June 10, standard bridge warning, and
scinding order 13,468, Apr. 20, 1911.

28,486. June 26.—Authorizing Canadian NOfthé
ern Saskatchewan Ry. to cross and divert 70“6
between Sec. 35, Range 25, and Sec. 2, Range 26,
Tp. 1, west 2nd meridian, Sask., 400 ft. west ©
location approved by order 24,612, Dec. 1, 1915

28,487. June 30.—Authorizing Canadian N
tional Rys. to rebuild bridge over Trent River #
Glen Ross, Ont.

28,488. June 24.— Approving Niagara, sl::
Catharines & Toronto Ry. of proposed interloc
ing plant at crossing at G.T.R. on Elm St., PO
Colborne, Ont., and rescinding order 27,545.

28,489. June 27.—Ordering Canadian Norther?
Quebec Ry. to build shelter and platform at Fltszé
gerald, Que., and to stop local trains 81 and
regularly for milk traffic. ad

28,490. June 30.—Authorizing C.P.R. to b“‘.n
Y at mileage 92.65, Sherbrooke Subdivision, ’
Bolton Tp., Que., within three months.

28,491. June 30.—Authorizing C.P.R. to r;;
build bridge 33.7 over Stulkawhits Creek, Casca
Subdivision, B.C. 3

28,492. June 27.—Recommending to GOVC_"‘:_
in council for sanction, St. Lawrence and Adir®
dack Ry. operating rules.

28,493. June 27.—Recommending to
in council for sanction U.S. Railroad Adm
tion’s rules for Ottawa & New York Ry. 0

28,494. June 27.—Extending to June 5, 1920
time for building C.P.R. spur for Dryden Timbe
and Power Co., near Eagle River, Ont.

28,495. June 30.—Approving C.P.R. station 1o
be built at Horizon, Sask. R

28,496. July 8.—Approving portion of C.P'“;
Langdon North Branch location mileage 71 *7
122.74 and authorizing the crossing of a nu™
ber of highways at grade. e

28,497. July 7.—Ordering Toronto, Hamllt‘]’t_
and Buffalo Ry. to convey certain lands to s.u'
fleet Tp., Ont., for highway purposes, an .kl
thorizing C.P.R. to build bridge over its tra¢
near Vinemount, Ont.

Governor
inistrd”

28,498, July 3.—Ordering C.P.R. to make %
necessary arrangements forthwith to have a ™ nd
on duty at St. Hugues station, Que., to atte

last train at night and close up premises. 2
28,499. July 4.—Relieving Canadian Natio®
Rys. from providing further protection at ¢
ing of Richmond Road, Bells Corners, Ont. 7
28,500. July 8.—Approving agreement, J“:y
21, between Bell Telephone Co. and Normanb
Telephone Co. oo
28,501, 28,502. July 4.—Authorizing Canadi®
National Rys. to build spurs for P. Burns & Co
Prince Albert, Sask., and Excelsior Coal €9
near Wayne, Alta. e,
28,503. July 4.—Authorizing C.P.R., peﬂ‘.i‘d,
further order, to remove station agent at Win®
Lake, Ont. e
28,504. July 3.—Authorizing G.T.R. to 0P€
ate over C.P.R. Weyburn-Lethbridge and 0
Branches, at Weyburn, Sask., until Jan. 1, 192':
pending installation of interlocking plant, cro®

ings to be protected by flagmen.
28,505. July 4.—Amending order 28.368“0‘;

Canadian Northern Western Rd., location
mileage 92.40 to 128.68. oo
28,506. July 8.—Extending to July 81, t™

within which the work required to bbe done ::
Chatham, Ont., by the G.T.R. under ©
27,940, Deec. 16, 1918, may be completed. s

28,507. July 4.—Authorizing Niagara, ’
Catharines and Toronto Ry. Co. to build spur fo
Reid Bros., Niagara Falls, Ont.
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28,508, July 8.—Approvin

1,508, 2 g agreement Apr.,
191 > between Bell Telephone Co. and Ayton Tele.

zogle Co.

28,509, July 8.—Approving plan of station at
L;‘éleAl;:cl;e:, Ont., to be built under order 28,-
in28'510' July 8.—Recommending to Governor
e ¢ouncl for sanction C.P.R. bylaw 97, amend-

gszeneral train and interlocking rules.

i ,511. July 8-—Ordering C.P.R. to provide

2;‘61' station building at Vantage, Sask.
C-Piglz" July 8.—Extending time within which
i 18 to complete installation of automatic
0 at crossing of Bull St., Woodstock, N.B., for

¥s from date.
Pateme 2.20rde1]'ing C.P.R. to connect
TrSon 0.’s elevator spur on 1
Sté'sFm William, Ont. PRE cmdgnvees
12 é514. July 8.—Authorizing C.P.R. to rebuild

’28 Teere Ave. subway, Montreal Terminals.
0m:,h515. July' 10.—Authorizing Montreal &
on §l‘n Counties Ry. to build siding from Com-
ram t., Montreal, crossing G.T.R. and Montreal
wm_dWﬂYs Co.’s tracks 1581 and 1582, St. Anne's
28516. July 10.—Ordering Grand Trunk Pacific
fion, Provide a one-car stock pen at Cedoux sta-

o Sask., within 30 days.

B :51f7. July 8.—Approving location of por-
0 to %5 2C.P.IR. Archive-Wymark Branch, mileage

§

;"%51?8- July 11.—Dismissing complaint of On-
990 aper Co., Thorold, Ont., against rate of
Ch; Per 100 lbs. on newsprint from Thorold to

2§asxo charged by G.T.R.

e »819- July 9.—Authorizing Canadian North-

highwaska_tchewan Ry. to build across and divert
4y in the n.e. 1, Sec. 33, Tp., 22, Range

3r§u]meridian.

> 12.—Extending to Oct. 1, time

i z :

a y ich C.P.R. may complete spur track

u;;“?‘“d by order 26,728. P,
Bbur'le' July 9.—Authorizing C.P.R. to build
Subg; or Colonial Co., mileage 90.52, Chalk River,

28 ls\éls:on. :

2922, July 10.—A izi i
sp July X uthorizing G.T.R. to build
ch‘;!;hfor Lg)b{, MeNeill & Libby of Canada, Ltd.,

nt.

am,
. 28,523 July 12.—Ordering Grand Trunk Pa-
Sask. ¥. to appoint caretaker at LeRoss, station,

2
R 8':524. July 12.—Approving Canadian National
ing o an, showing alterations to station build-
at Manville, Alta.
July 10.—Authorizing Grand Trunk Pa-
629 g iY- to cross and divert highway at mileage
West 4:\}1 east half of See. 10, Tp. 43, Range, 1,
28 506 meridian, Alta.
Rgee <0 12.—Authorizing Kettle Valley
Fork B°Den for traffic, extension of its North
pmnkrmnch from mileage 19, Grand Forks to
28 52};1 Camp, to mileage 20.3.
orks 1. WY 14.—Authorizing Alberta Public
C.p, ~epartment to make highway crossing over
Wes ;nm_n_.e. Y4, Sec. 12, Tp. 40, Range 27, 4th
28 528<$I'xdnan.
timbay ;. JUuly 10.—Authorizing G.T.R. to build
trestle 135 over creek at mileage 31.20,
Ndsay, Ont,
B July 11.—Approving Esquimalt & Na-
Gy. bylaw 63 and rescinding orders 5,126

e 11.—Dismissing application of
-tache Q::f Property and ratepayers at St. Eus-
> €., for order directing Canadian Nation-
; build station at a point on Range du
3}19].' Oka Road.
uly 9.—A; i be-
ce: pproving agreement
Co., 2nBell Telephone Co. and Byron Telephone
28 530 ‘eScinding order 21,902.
Awaye g July 10.—Approving plan showing
2 high '8nal 7, Michigan Central Rd., changed to
towe 2 Signal to improve engineers’ view for
28 533" Windsor, Ont.
£ Sask July 9.—Authorizing Canadian North-
higy, i atchewan Ry. to build across and divert
West g0 M Dw. 14, Sec. 19, Tp. 22, Range 9,
-28.584 Mmeridian,
(lug},we - July 11.—Authorizing C.P.R. to make
Salg, Crossing between Secs. 2 and 3, Thes-

28 5ar  Ont.
Highvzﬁ' July 10.—Authorizing Saskatchewan
er Can, Department to make highway crossing
Tp. 11 adian National Rys. in s.w. 1%, Sec. 5,
28 5gg ~onge 4, west 3rd meridian.

brigge . July 11— Authorizi

o ~—Authorizing G.T.R. to use

sO;zsnd' (}55’ over Pottawattami River, Owen
45, '

Qo 8% July 12 Dismissing Chicoutimi Pulp

Irg e‘;l’?plai.nt,. relative to rates on woodpulp
Doé'ﬁ‘s coutimi and Val Jalbert, Que., to U.S.
253
%oad"gpc July 9.—Authorizing C.P.R. to_divert
nzlglivmon‘n% at mileage 16.6, Lac du Bonnet
539 °1: Man.
g;ﬂl Ri‘ u',]“ly- 10.—Authorizing Michigan Cen-
gls'sea h(‘)l:llg spur for Imperial Tobacco Co.,
28,540 P Ont, :
tiding O taSuly 12.—Relieving C.P.R. from pro-
;élw h 6’:1}1‘:“ Protection at crossing east of
54 .
;;'iden:" gI“IY 14.—Dismissing application of
ONtrog)’ f°tl‘e Dame de Grace Ward, Montreal,
“nd'c;r order authorizing City of Mont-
8,542, jP-R. to build subway at Oxford Ave.
uly 14.—Ordering C.P.R. to build new
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freight shed and team tracks at Kingston, Ont.

28,543. July 15.—Ordering Canadian National
Rys. to build freight and passenger shelter sta-
%iion and one-car stock pen and shed at Katrine,
Man.

28,544. July 14.—Ordering C.P.R. to build
permanent culvert with opening 20 ft. wide at
mileage 37.56, near Golden, B.C.

28,5645. July 16.—Authorizing City of Port
Arthur, Ont., to build temporary roadway across
C.P.R. at northerly end of city.

28,545. July 16.—Authorizing City of Port Ar-
thur, Ont., to build temporary roadway across
C.P.R. at northerly end of city.

28,646 and 28,547. July 16.—Ordering Michigan
Central Rd. to install wig-wag signals at Ferry
Road crossing and Bender Ave., Niagara Falls,
Ont.

28,548. July 15.—Authorizing London & Port
Stanley Ry. to build a footpath on its trestle
over Kettle Creek, Yarmouth Tp.

28,5649. July 21.—Authorizing C.P.R. to build
a grade across Victoria St., Cobourg, Ont., spur
to connect with the Hydro Electric Power Com-
mission’s pole yard tracks mileage 32,78, Oshawa
Subdivision.

28,550. July 18.—Authorizing C.P.R. to build
branch for C. H. Boyd, Moose Jaw, Sask.

28,551. July 21.—Amending order 14,485, Aug.
2, 1911, re authorized crossings.

28,552. July 21.—Authorizing Esquimalt & Na-
Naimo Ry. to rearrange spur, built for Imperial
Munitions Board under, order 26,506.

28,553. July 21.—Authorizing G.T.R. to rebuild
bridge between Lots 150 and 151 in Range St.
Edward, and Lot 313, St. Patrick. St. Liboire
Parish, Que.

28,554 and 28,555. July 18.—Authorizing Can-
adian National Rys. to rebuild bridges over Burnt
Creek, Neelon Tp., Ont., and over Shawanaga
River, mileage 16.5, from Parry Sound, Ont.

28,5566. July 21.—Approving G.T.R. plan show-
ing elevation and location of station and freight
house at Gravenhurst, Ont., and authorizing it to
build three additional tracks across Church St.,
Gravenhurst, Ont.

28,557. July 18.—Authorizing Canadian Na-
tional Rys. to rebuild bridge over Irwin Creek,
mileage 89.10 from Parry Sound, Ont., and re-
scinding order 28,440.

28,558. July 22.—Approving Esquimalt & Na-
naimo Ry. ecrossing of Burrard Sawmills, tracks
to Deep Bay, B.C. g .

28,559. July 22.—Authorizing Canadian Na-
tional Rys. to build branch line for Imperial Oil
Co., Dauphin, Man. 3

28,560.pJuly 18.—Authorizing Canadian Na-
tional Rys. bridge over Laronde River, mileage
74.7 from Brent, Ont. 3

28,561. July 22.—Approving form A ‘and B
containing conditions of acceptance of Marconi-
grams for transmission via C.P.R. and Great North
Western Telegraph and Western Union Telegraph

Cos., respectively.

Fuel Consumption on Railways in
1917-18.

The consumption of fuel of all kinds
on Canadian railways, as reported by
the Railways Department, increased
from 10,130,.799 tons in the year _ended
June 80, 1917, to 10,173,344 tons in the
year ended June 30, 1918. The average
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Canadian National Railways
Earnings.

The gross earnings of the system from Jan. 1,
compared with those for the same period of 1918, -
are as follows:

1918

January ... $ 4,696,567
February . 6,000,342 4,421,504
March ... 6,827,491 5,710,660
April 6,909,632 7,165,890
May 7,618,244 6,580,745
June 6,009,585 6,868,864

$40,009,585 ' $35,444,230

Approximate earnings for three weeks ended
July 21, $4,939,254, against $3,491,894 for same
period 1918.

" Canadian Northern Railway Earnings.

1919 1918
January .. .$ 4,026,000 $ 2,715,300
February 3,363,800 2,691,000
March . 3,654,350 3,436,300
April 3,878,149 3,958,100
May 4,831,750 3,762,000
$19,160,049 $16,562,700

Canadian Pacific Railway Earn-
ings, Expenses, Etc.

Gross earnings, working expenses, net earn-
ings, and increases or decreases, from Jan. 1,
1919, compared with those of 1918:

Increases or
Gross Expenses Net decreases
-..5$183,028,328 $11,474,816 $1,553,512 § 385,519

Jan.

Feb. ... 11,064,167 10,083,051 981,116 390,218
Mar. ... 12,374,182 10,835,138 1,539,044 *1,453,787
Apr. ... 13,108,905 11,020,281 2,088,624 *1,366,765
May ... 18,569,411 10,535,650 3,033,761 *654,015
June ... 13,577,274 10,586,852 2,990,421 178,274

$76,722,267 $64,535,789 $12,186,478 *$2,520,506
Incr.. $ 4,709,981 $ 7,320,487
Decr. $ 2,520,506 ...coconeniiiann daes

*Decreases.

Approximate earnings for three weeks ended
July 21, $9,647,000 against $8,119,000 for same
period 1918.

Grand Trunk Railway Earnngs,
Expenses, Etc.

The figures as reported are in pounds sterling,
and are converted into currency at $4.87.

Gross earnings, working expenses, net earn-
ings and increases or decreases compared with

those for 1918, from Jan. 1, 1919:
Increasesor
decreases

Gross Expenses Net
Jan. ...§ 4,405,402 $ 5,121,779 x$ 716,377 *$ 81,816

Feb ... 4,090,800 4,401,019 x 310,219 660,372
Mar. ... 5,617,223 4,676,174 841,049 763,616
Apr. ... 5,360,896 4,604,585 756,311 93,017
May ... 5,275,671 4,606,533 669,138 *36,525

$24,649,992 $23,410,090 $1,289,902 *1,398,664

cost for 1917-1918 was $5.17 a ton, ner.. § 5,727,120'$ 4,328,456 ...ocerseeseserses v
against $3.63 a ton for 1916-1917. Fol- Deer... < $1,398,664 ... <
lowing are details: xDeflcits.  *Decreases.
S R S TS B 7 Wood. Other Fuel. :
Class of locomotive. Anthrao- Bitu-  Hard. Soft. Oil. Charcoal. Total. l\}l{xles
iy n:tli‘nous. Cords. Cords Gallons. Bushels. Tons oy
; 1'1;‘::'55' BB "92,003 29,869,871 59,057 5,852,935 63,921,041
Ere:ght .................... s ook 2,002,343 ..... 12915 14118330  39.738 2092912 40,870,513
Mi '485,316 159 2,394 1,181,725 3,985 145,058  7.897.536
Mixed . e At S 8047 3,872,502 21,124 1,454,384 28,625,512
Switching "307.143 e 972 3,465,100 4,211 328,055 5,438,603
Spec:alT:;.. 0836623 150 46,421 52,507,528 128115 10,173,344 146,753.205

The total quantity of the {uel consum-
ed by locomotives in the different ser-
vices, together with the quantity con-
sumed, and the cost of the same per 100
miles, were as follows:
Tons consumed and
cost per 100 miles.

Tons consumed.
1917 1916 1917 1%6

1017-18 191617 18 17 18
Freight 5,852,985 5,675,606 0.15 8.23 $47.30 §29.87
P 5,002,011 2,127,621 5.12 4.83 26.47 17.53
Mised " “'445,068 524.917 5.64 6.09 29.15 22.10
£ed
e 1,454,384 1,463,820 5.09 518 8117 18.62
Constmc(-i
Cpecial 328,055 838,885 6.03 218 ... T7.91

16._173,344 10,130,709

Government Loan for Canadian North-
ern Railway—The House of Commons
on June 5, voted $35,000,000 as a loan,
repayable on demand, with 6% interest,
to be used to meet expenditures made
or indebtedness incurred in paying in-
terest on securities in excess of amount
available from net earnings, or paying
maturing loans of the Canadian North-
ern Ry. or any company mcluded_ in the
C.N.R. system, and for construction and
betterments; the loan to be secured by
mortgage upon the undertaking of the
C.N.R. system, containing such terms
and conditions as the government may

approve.
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Features of German Rolling Stock.

The rolling stock handed over to the
allies by the Germans in accordance
with the armistice terms, contained
many points of constructional design
that were of interest to anyone accus-
tomed only to American practice. The

writer was fortunate in being able to
examine quite a number of locomotives,
as well as other freight and passenger
equipment in France and Belgium.

The freight equipment seen, was al-
most entirely of the same type—small
4-wheel wooden box cars, with the usual

vailing type, but as the clearances on
the continental lines are considerably
greater than in England, they are much
more roomy, with wider and higher com-
partments and corridors.

The accompanying illustrations are of
some of the motive power taken over.
There is a wide variety of types, of va-
rious ages. The illustrations show some
of the refinements introduced in the lat-
est types. In this particular instance,
the locomotive is an 8-wheel switcher,
built in 1918, and consequently of the

PN

German Locomotive Feed Water Heater.

wooden side slide door. They give the
impression of more careful finish than
does the American car, corresponding in
that regard to the finish customary with
the usual American refrigerator cars.

German Locomotive Feed Pump and Markings.

Many of them were in general use for
transporting troops, and are much more
air-tight than the usual box cars.

Many types of passenger cars have
been handed over, varying from the
older, short cars, to the modern express
service cars, which appear to be from 60
to 70 ft. long. Some of the more recent
ones are very handsomely finished both
inside and out, and some are of a semi-
steel construction. Of these recent cars,
the side corridor car, similar to recent
English practice except that they have
end entrances only, seems t