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The June Mechanical Conventions at Atlantic City.
The two great annual railway mechan

ical conventions of the American Rail
way Master Mechanics’ Association and 
the Master Car Builders’ Association, 
held principally at Atlantic City, N.J., 
for many years, were suspended after 
1916, in consequence of the United States 
having entered the war, but meetings of 
th eexecutive committees were held in 
Chicago in 1917 and 1917, at which re
ports of various committees were pre
sented.

As announced in Canadian Railway 
and Marine World for April, the Director 
General of the U.S. Railroads decided 
to provide, during the period of federal 
control, a responsible channel through 
Which he might obtain recommendations 
for the advancement of railway practice. 
The American Railway Association re
vised its organization, changed its name 
to the American Railroad Association, 
and enlarged its scope by covering the 
former activities of a number of other 
railway associations, etc., including 
ootong others, the American Railway 
■Master Mechanics’ Association, and the 
aster Car Builders’ Association. The new 
American Railroad Association is divided 
Jnto five sections, viz.: operating, en
gineering, mechanical, traffic and trans
portation, respectively.

The mechanical section took over the 
former activities of the American Rail
way Master Mechanics’ Association, and 
the Master Car Builders’ Association, the 
committee consisting of three repre
sentatives of the U.S. Railroad Admin
istration, two representatives of each of 
the operating regions into which the U.S. 
has been divided and two representatives 
pf Canadian railways. The chairman is 
p- E- Chambers, Mechanical Assistant to 
Regional Director, Allegheny Region, 

Railroad Administration, and the 
Canadian representatives on the com
mittee are: W. H. Winterrowd, Chief 
Mechanical Engineer, C.P.R., and James 

'-'Oleman, Superintendent, Car Depart- 
ment, G.T.R. The names of the other 
members of the committee were given in 

hhadian Railway and Marine World for 
ApTr-- Pg. 187.

Under the mechanical section’s man
agement a convention was held at At- 
jhhtic City, June 18 to 25, master car 
mlders’ matters being dealt with from 
Une 18 to 20,; election of officers and 
unimittee being held June 21, and master 

mechanics’ matters being dealt with from 
une 23 to 25. The most important fea- 

rp es °f the convention were, as usual, 
uports of the standing and special com

mittees, and individual papers presented, 
fni? Pr'nc>pal ones are given on this and 
str °W*ng PaKes> either in full or in ab-

^fices for Car Labor and Material.

An American Railroad Association’s 
mechanical section committee, P. F. 
?.mith, Jr., General Superintendent, Mo- 
^Ve Power, Pennsylvania Lines, chair- 
muu, reported as follows: Your com

mittee, after the 1915 M.C.B. convention 
took up the work of analyzing prices for 
labor and material (as outlined by the 
committee on compensation for freight 
car repairs in their report to the 1915 
convention) as instructed by the asso
ciation. For the 1916 convention the re
port presented gave a general outline 
of the method being followed in carry
ing on the work, and included a list of 
items for rules 101, 107, 108, 111, 116 
and passenger car rules to be added and 
changed. This report was adopted and 
the revised 1916 M.C.B. rules included 
the change in items and prices as sug
gested.

For the 1917 convention the report pre
sented covered all items for labor and 
material for freight and passenger car 
repairs, and specified that during the 
ensuing year the studies of the commit
tee would include the direct and over
head charge for yard repair work as com
pared with shop track work; center, in
termediate and side sill renewals; tank 
car repair studies ; items per rule 111; 
also give further consideration to ma
terial prices and make recommendations 
for alterations in such prices as may be 
found necessary. This report was adopt
ed, subject to the modifications which 
the price committee had in mind and that 
were reported upon at the meeting held 
in Chicago instead of the convention gen
erally held at Atlantic City; but, the 
items for labor and material, as reported 
on were not introduced in the M.C.B. 
Rules of Interchange, and the proceed
ings do not give any reasons therefor; 
further, the price committee were not 
informed or given any instructions how 
to proceed in the future.

For the 1918 meeting at Chicago, the 
report presented, due to abnormal con
ditions existing at that time, was to the 
effect that the items for labor and ma
terial as printed in the 1917 revised M.C.B. 
Rules, should stand, but the percentage 
to be added should be increased to 50%. 
On this report apparently no action was 
taken, as proceedings make no mention 
of such a report, further; price details 
were taken care of by arbitration com
mittee. In view of the above, your com
mittee ask for further instructions.

If it is decided to continue this com
mittee, we suggest that the work left un
finished in our 1917 report be continued, 
and the entire price schedule be revised 
to date and submitted to the 1920 con
vention. We further recommend in the 
revision of time allowances that time 
basis be used and the hours divided on 
the decimal plan in multiples of tenths.

Report of Committee on Train 
Lighting and Equipment.

An American Railroad Association’s 
mechanical section committee, J. R. 
Sloane, Engineer Electric Car Lighting, 
Pennsylvania Rd., chairman, reported, 
outlining an exhaustive series of road 
and shop tests made on train lighting

equipment on the Pennsylvania Rd. From 
observations made on the tests, the fol
lowing recommendations were made:

That the method of testing to deter
mine the rating of an axle generator be 
as follows : That the generator, to
gether with the generator and lamp reg
ulator, if used, shall be connected in a 
normal manner to dead load resistance 
in the battery and lamp circuit; and shall 
be operated continuously for 5 hours, 
with commutator hand-hole covers re
moved, at the minimum r.p.m. that will 
generate rated volts at the load side of 
the generator regulator and carry the 
current; and that the net current output 
shall be the armature current less all 
current consumed in the generator fields, 
generator regulator, and lamp regulator, 
if used.

That the rating of an axle generator 
when connected and operated as above, 
shall be the maximum net current that 
the generator will carry without exceed
ing the following values:

Maximum Ob- Maximum Observ- 
servable Tem- able Rise in 

perature. Temperature.
Any part of gener

ator or regula
tors, except com
mutator, brushes, 
brush rigging 
and bare copper 
solenoids ............... 110 deg. C.

Commu tator, 
brushes, brush 
and bare copper 
solenoids ............ 130 deg. C.

70 deg. C.

90 deg.C.

That the rating test shall be made at 
or above 15 deg. C. ambient temper
ature.

That a badge plate be securely at
tached to each axle generator which shall 
show the manufacturer’s name; type 
number; nominal voltage of generator 
(40 v. for 30 v. system and 80 v. for 60 v. 
system) ; rating in amperes as above de
termined, and minimum speed in r.p.m. 
at which generator will deliver rated 
volts and amperes.

That the above recommendations be 
submitted to letter ballot as recommend
ed practice.

The final meeting of the committee 
was attended by representatives of all 
the axle generator manufacturers in .the 
U.S., but one, and the above recom
mendations were unanimously approved 
by the representatives attending.

A method of rating axle generators is 
one of the essential portions of an axle 
generator specification. The committee, 
which they realize that it is impossible 
to draw complete detailed specifications 
that would be applicable to all types of 
axle generator equipment as now com
mercially manufactured, nevertheless be
lieve that there are a number of essen
tial characteristics that are common to 
all types of axle generators and which 
would be included in complete specifica
tions. The committee therefore recom
mended that they be instructed to in
vestigate this matter with a view to 
drawing up a partial specification which 
will include the features common to all 
axle generator equipment.
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Depreciation of Freight Cars Committee’s Report.
An American Railroad Association’s 

mechanical section committee, M. K. Bar- 
num, Mechanical Engineer, assistant to 
General Superintendent Maintenance of 
Equipment, Baltimore and Ohio Rd., 
chairman, and of which L. K. Sillcox, 
Master Car Builder, Chicago, Milwaukee 
and St. Paul Rd., formerly Mechanical 
Engineer, Canadian Northern Ry., was 
a member, reported as follows :

In order that your committee’s con
clusions might be based on representa
tive factors as to average life and residue 
values, circular 35 was issued requesting 
data on equipment dismantled during the 
3 years, ended Dec. 31, 1917. This period 
was taken because it represented normal 
conditions more nearly than those exist
ing during 1918, the first year of Federal 
control. This information was request
ed by classes, in three groups—wooden 
cars, wooden cars with steel underframes 
and cars of all-steel construction.

Replies were received from 55 rail
ways and 7 private lines, representing 
ownership of 2,023,783 cars and cover
ing 106,010 cars dismantled during the 
3-year period. A summary of the latter 
is given below; cars retired in connec
tion with rebuilding are not included:

All Wood Cars.
Average life of cars

Class Number in years Scrap value.
Box ............................ 47.672 22.3 12.2
Stock ......................... 5,201 20.1 12.1
Flat ............................ 6,800 22.3 17.1
Gondola ................. 24,630 18.0 14.7
Hopper ................... 16,082 20.3 14.4
Refrigerator ......... 4,591 21.7 12 3
Tank ......................... 81 24.6 81.5

Weight average 105,057 20.9 13.5
Wood cars with steel underframe, none.

All Steel Cars.
Average life of cars

Class Number in years Scrap value.
Gondola ............... 817 13 11.7
Hopper ................... 136 14.7 17.2

Weighted aver
age ............... 953 13.1 12

The information furnished regarding 
wood cars with steel underframes was 
very limited and not representative of 
average conditions, and your committee 
did not feel justified in using it.

The average life of railway owned 
wooden refrigerator cars dismantled was 
17.1 years, and of private line wooden 
refrigerator cars dismantled was 21.9 

rs, making the average life for all 
wooden refrigerator cars dismantled 19.4 
years. However, it is only fair to state 
that the average life of railway owned 
wooden refrigerator cars is very largely 
affected by two lines reporting the dis
mantling of a large number of cars of an 
avenge life of only 15 years, which is 
much lower than the general average 
for all railway owned wooden refriger
ator cars, and by excluding these two lots 
of cars the results are as follows:
Railway owner................................................. 21.3 years
Private line owned..............   21.9 years
Average life...................................................... 21.7 years
which your committee feels should be 
taken as the average life of wooden re
frigerator cars and which has been 
shown in above table.

In order that the information would be 
obtained on a uniform basis, your com
mittee asked that the scrap value be ex
pressed in per cent of M.C.B. price of 
car, as shown in rule 112 in the 1918 
M.C.B. Rules, using the 1918 price for 
scrap. From the information secured, we 
obtained a weighted average percentage 
of scrap of the M.C.B. value new, on all 
wooden cars, of 13.5%. It is your com
mittee’s opinion that %c. a lb. is more

nearly representative of the average 
current market price for scrap than the 
V2c. a lb. as quoted in the present M.C.B. 
Rules, which would increase the weighted 
average percentage from 13.5% to 
20.25%.

In settling for destroyed cars, recog
nition should be given to the fact that 
the car has a value to the owner above 
that of the actual value of the scrap to 
the line destroying the car, and further, 
that there is considerable serviceable 
material on which the line destroying the 
car can obtain the secondhand instead 
of the scrap value, and that if 20.25% 
represents the value of the scrap to the 
line destroying the car, your committee 
does not feel justified, in the absence of 
any other figures, in recommending any 
change in the provision of rule 112 which 
provides that in no case shall the de
preciation exceed 60% of the value new.

The weighted average life of all classes 
of wooden cars was found to be 20.9 
years, as indicated in the above table. 
We have no information as to the aver
age life of cars of steel underframe or 
all-steel construction, in the absence of 
which we would suggest that on such 
cars, other than gondola or hopper cars, 
the same rate of depreciation be used as 
on wooden cars, until such time as ex
perience may warrant a different rate.

The weighted average life of all classes 
of open top steel cars was found to be 
13.1 years, but on account of your com
mittee having knowledge that the cars 
reported as being dismantled during the 
period did not represent the present 
standard for this type of car we are in
clined to believe that the information 
does not represent the average life of 
this class of equipment and, pending the 
time when experience will warrant a re
vision, your committee recommends con
sidering 17 V2 years as the average life 
for open top steel cars.

Based on the average life as indicated 
in the above table for wooden gondola 
cars, your committee suggests that 
wooden and steel underframe gondolas 
and hopper cars, for the purpose of de
preciation, be included with similar cars 
of all-steel construction.

Opinions were requested as to whether 
depreciation should be applied on air 
brake values at the same rate as for car 
bodies and, on a car-owned basis, the 
majority of the replies favored depre
ciating both 8-in. and 10-in. air brakes 
at the same rate as the car body, which 
is recommended by your committee.

The majority of replies to the ques
tion about depreciation of trucks, con
sidered on a car-owned basis, favored 
having the trucks carry their own rate 
of depreciation and having that rate less 
for all-metal trucks than for composite 
trucks. However, your committee finds 
that the rate of depreciation of car 
bodies should be reduced to 3% and 
3%%, according to construction, and we 
do not feel that a rate less than 3% for 
trucks is justified; therefore we recom
mend that the trucks be depreciated at 
the same rate as the car body to which 
they belong.

In view of the information at hand, 
your committee submits the following 
recommendations for a straight depre
ciation basis for freight cars.

1918 Rules Pro
of inter- posed 

change. % rnte.%
Wooden car bodies, except gondolas 

and hoppers...............................................  5.5 3

Wooden car bodies, gondolas and
hoppers ...................................................... 5.5

Wooden car bodies with steel under- 
frames, except gondolas and hop
pers with steel underframes............... 4.5

Wooden car bodies, gondolas and
hoppers ...................................................... 4.5

Steel underframe flat cars.............. . 5
All-steel car bodies or those with

steel underframes and steel super
structure frames, except gondolas
and hoppers ........................................... 4

All-steel car bodies or those with
steel underframes and steel super
structure frames, gondolas or hop
pers ............................................................. 4

Tanks for non-corrosive material........ 4
Tanks for corrosive material............ :... 5
Air brakes ..................................................None

Trucks ................ Same
rate as 

carbody

3.5

3.5
3

3.5
3
3.5

Same 
rate as 
carbody

rate as 
carbody

The age of the car body shall govern 
in figuring depreciation on air brakes 
and trucks. The depreciation rate for 
the class of car shall govern in figuring 
depreciation on such betterments as are 
listed in rule 112 and shall be figured 
from date of application.

In its study of the subject of depre
ciation, your committee was confronted 
with the question of rebuilt cars and 
believes that this should be referred to a
committee for consideration, and sug
gests this committee, if appointed, be 
requested to take up the part of rule 112 
which provides that in no case shall the 
depreciation exceed 60% of the value
new.
Report of Committee on Powdered 

Fuel.
An American Railroad Association’s 

mechanical section committee, C. H. 
Hogan, Assistant Superintendent Motive 
Power, New York Central Rd., chairman, 
reported as follows : At the time of the 
last report of your committee in 1916 
there were several experimental installa
tions for burning powdered fuel on lo
comotives in the U.S., but the increasing 
demands for ransportation, due to the 
great war, and finally the entrance of 
the U.S. into the conflict, made the set
ting aside of even a single locomotive for 
such experimental purposes an impossi
bility. Accordingly all locomotives that 
had been equipped for the burning of 
powdered fuel were stripped of the spe
cial appliances intended for that pur
pose and returned to their regular ser
vice.

The general principles involved in the 
burning of powdered fuel were set forth 
in our last report in 1916, when the ex
periments were progressing so satisfac
torily that they seemed about to spell 
success. That the principles were cor
rect has been demonstrated, and it re
mained to work out the practical details 
to meet the varying requirements that 
locomotive service demanded, as has been 
done for stationary plants. But this sud
den stoppage of the work, immediately 
after the presentation of our last report, 
leaves matters almost exactly as they 
were at that .time.

It is probable that, as soon as the af
fairs of the railways are settled and nor
mal conditions have been resumed, the 
experiments with and development of the 
devices for burning powdered fuel will 
be taken up again, which it will then be 
the pleasure of your committee to pre
sent to you. And, with conditions as they 
are, your committee is asking to be re
lieved from the necessity of making a 
report at this time and to be continued 
pending the resumption of the experi
mental work which they were appointed 
to watch and lay before the association.
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Welding Truck Side Frames, Bolsters and Arch
Bars.

An American Railroad Association’s 
Jttechanical section committee, W. 0. 
Thompson, Superintendent Rolling Stock, 
New York Central Rd., chairman, re
ported in part as follows : The fact that 
so many cast steel side frames and cast 
steel bolsters are failing in the tension 
Members is conclusive evidence of weak- 
Oess in design, and the welding of the 
fractures will not add to the strength, 
out is likely to introduce a factor of 
further weakness by improper workman- 
stnP and change in the structure of the 
oietal. It is, therefore, necessary to con- 
uue autogenous welding within specified 
jurats on structures, subject to alternat
ifs stresses, and prescribe definite in
structions to govern such welding. Other 
Uretal car parts subject to compression 
ouly, or compression and low tension 
strains, may be welded. Worn surfaces 
?t any nature, and on any parts, may be 
uuijt up, provided that the material re
gaining in parts subject to tension be- 

welding, is equal to at least 80% 
1 the original section area, and in parts 
Uch as bolster guides, column castings, 
enter plate rings, etc., the material re
naming must be equal to 60% of the 

tj_1 1 na 1 section area. It is recommended 
nat the following general rules for auto- 

s u°us welding be observed carefully :
, 1, Welding cracks or fractures will not 

® permitted on axles, arch bars, car 
or t?S or T*1-63’ truck equalizers, spring 

bolster hangers, brake staffs, brake 
hin *S’ couP^er bodies, knuckles, knuckle 
u Us, locks, lifters and throwers, parts 
of3 n alI°y steel, and top chert angles 
t a>l open-top all-steel cars, if the frac- 
k ie ns located at a point between the 
].• stei's more than 5 ft. from the center 

2 either body bolster.
Ppv Puilding up worn surfaces will be 
ject*e<* on **le following: Parts sub- 
ster l? compression only; *spring or bol- 
Platp. ns:ers’ *holes in levers; **center 
casr8’ **fruch sides, bolsters and column 
knu vfs’ i°urnal boxes, coupler bodies, 
Whik es’ i°cks, lifters and throwers, 
mt u uiust be dressed and checked for 
st„p, angeability ; flat spots on rolled 
the fwbeels and tires, if the thickness of 
limit- »ac* 's I in- or more above the 

*Pf 0 wear groove.
Dart : vu*ed that the material remaining in the 
tioB to at least 80% of the original sec-

VI, , 60% of the section.
pe ’ v; elding cracks or fractures will be 
r0Qf tt;ud on the following: Car and 
*p,-e-- a6ts; *cast steel truck sides; 
hoist 6<* anfl structural steel truck sides, 
sters?rs,and transoms; *cast steel bol- 
%cast’ .uraft castings; *brake beams; 
brace Stee^ couPler yokes ; car sills, posts, 
end stakes, carlines, side plates and

*Wel
^he c _ is permitted only when the area of 
.^l*ouKhC?, *s less than 40% of the total area 

is rirv+ e Secti°n at the point of fracture, but 
Within R. Permitted to weld any crack located 

4 Ai{n* an old weld.
excèm Parts marked ** in section 3, 
Welded hruck transoms, must not be 
truck*1 ,anless removed from car or 
ed j‘ Truck transoms may be weld- 
from P*ace by removing the truck 
PieCes *in<ler car body. The edges of 
show • loï welding must be prepared -as 
the bgs. 1 and 2. If both sides offractreon fi. ;ured member can be worked 
m (j ’ the fracture should be prepared as 

> and where only one side of the 
is accessible, fig. 2 

The entire crack

upon

sbouureiî1 member 
be followed.

should be burned or chipped out far 
enough back so that there will be no 
portion of the crack in the metal. Failure 
to do this permits the check or crack 
to work its way across the metal to the 
farther side, due to the constant vibra
tion, even after the weld has been made. 
A hole may be drilled at the end of crack 
or check and chip or burn towards the 
hole. The surfaces where new material 
is to be deposited must be clean and 
bright and reasonably smooth and, there
fore, if the surfaces are prepared by the 
burning process the surfaces must be fin
ished by chipping before welding. The 
portion of the part adjacent to the frac
ture should be heated before the weld
ing is begun. In welding, the operator 
should begin to weld at the point far
thest away from the outside edge and 
work the weld towards the edge. All 
efforts must be made to prevent oxidiza
tions, and to accomplish this the work 
should be placed at angle that will allow 
the blowing out of all slag or impurities 
in the fused metal, and by giving the 
torch a rotary movement it will assist 
in their removal.

The new material must be deposited 
to the form shown in figs. 3 or 4 in

A SHOULD Bi SLIfHTLl (XCAJTK THVt OV7t7TX Of /THCH

F/S. / Fra. 2
vwev necf & ooejrcr to h/oh ttawoh 5 stusr &e

'tT B

Recommended Preparation for Welding and the 
Welds as Completed.

order to properly reinforce the weld, and 
B should be somewhat greater than T. 
For the important items marked * in 
section 3, as well as for car sills, posts, 
braces, stakes, carlines, side plates and 
end plates, B must be at least IV2 times 
T. The parts marked * in sections 2 
and 3, with the exception of truck tran
soms welded in place, must be carefully 
annealed by uniformly heating to ap
proximately 1,400 or 1,500 deg. F. and 
allowed to cool slowly in the atmosphere. 
Worn surfaces permitted to be built up 
to the original section by depositing of 
new metal thereon must first be made 
clean, bright and fairly smooth, and 
after the metal is deposited must be 
dressed to the required dimensions and 
gauged where necessary. When truck side 
frames and bolsters are welded the weld 
must be made smooth and the following 
record legibly stamped on the weld by at 
least %-in. steel stencils, in the follow-

(Railway)
A.B.C.

(X)
(Welder’s identification 

number or mark).
5, It is also recommended that refer

ence be made in the Rules of Interchange 
to the effect that autogenous welding, by 
either gas or electric process, when per
formed, must be strictly in accordance 
with these limits and regulations. The 
present price in the Rules of Interchange, 
rule 107, item 432, will not properly com

ing form :
(Mo.—Day—Yr.)

XY
(Shop abbreviation 

mark).

/tow

pensate the party performing the weld
ing according to these regulations, and 
should be revised. A penalty should also 
be prescribed in the Rules of Interchange 
providing for the rejection of any car on 
which a truck side frame or truck bol
ster is welded, after the adoption of these 
regulations, when not conforming to 
same.

Car Trucks Committee’s Report.
An American Railroad Association’s 

mechanical section committee, J. T. 
Wallis, General Superintendent Motive 
Power, Pennsylvania Rd., chairman, and 
of which J. Coleman, Superintendent Car 
Department, G.T.R., and W. J. Robider, 
General Master Car Builder, C.P.R., were 
members, presented a report, the prin
cipal feature of which is the marking of 
freight equipment cars to show the load 
limit. The points considered in this con
nection are the failure of axles in service 
due to be overloaded in accordance with 
the marked capacity of the cars, par
ticularly the 60,000 lb. capacity cars; and 
the difficulty and confusion in determin
ing the allowable lading that may be 
placed on the car from the weight mark
ings stencilled on the cars, as well as 
from the provisions of the M.C.B. Rules 
of Interchange governing the amount of 
load that may be carried. The committee 
recommended that cars be marked with 
the maximum load, light weight and 
total weight, and include the cubical ca
pacity under inside dimensions.

The Norfolk and Western Ry.’s request 
to have its special 5% x 9 in. journal ap
proved, as having a capacity for a total 
weight of 152,000 lb., was not recom
mended, as the committee considers it 
no stronger than the standard 5 x 9 in. 
axles, with a capacity of 132,000 lb.

The question of remuneration for -light 
weighing cars, spring plates, and the 
dust guard well for the 5 x 9 in. pas
senger journal box, was also consider
ed, and minor changes in the last two 
were recommended.

Report of Committee on Couplers.
An American Railroad Association’s 

mechanical section committee, R. L. 
Kleine, Chief Car Inspector, Pennsyl
vania Rd., chairman, reported in part as 
follows: With the adoption, last year, 
of the details such as contour line, de
sign of 6 x 8 in. shank, etc., for the 
M.C.B. standard D coupler, the duty as
signed to the committee to present to 
the association a one standard coupler 
has been completed. To realize the bene
fits of this work it is essential that the 
coupler be placed into general use as 
soon as practicable. The design has 
passed the experimental stage and has 
been proved in service and the manufac
ture of the coupler has progressed to 
the end that the coupler manufacturers 
who have worked jointly with your com
mittee in adopting the standard D cou
pler are in position to furnish the coupler 
in any quantities desired.

To accomplish the universal use of the 
standard coupler, your committee recom
mends the following program: Make it 
mandatory that all new cars built after 
a certain date be equipped with the 
M.C.B. standard D coupler with 6 x 8 in. 
shank. Make it mandatory that after 
the present stock of 5 x 7 in. couplers is 
used, all future renewals will be made 
with’ the M.C.B. standard coupler with 
5 x 7 in. shank.

In order to carry out this program, the 
cars built after June 1, 1920, will not
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be accepted in interchange unless equip
ped with 6 x 8 in. shank M.C.B. standard 
D couplers ; existing cars, equipped with 
5 x 7 in. shank couplers of the present 
types, when requiring coupler renewals, 
shall have 5 x 7 in. shank M.C.B. stand
ard D couplers applied, this rule to be 
effective when present stock of new and 
secondhand 5 x 7 in. shank couplers have 
become exhausted. Existing cars equip
ped with 5 x 5 in. shank couplers shall 
have the existing type of couplers main
tained in repairs. Where changes are 
made in the design of the draft arrange
ment, provision should be made for the

Superheater Locomotives
An American Railroad Associations 

mechanical section committee, W. J. 
Tollerton, General Mechanical Superin
tendent, Chicago, Rock Island and Pa
cific Rd., chairman, reported as follows:

The superheat schedule was somewhat 
delayed during the past few years, due 
to the shortage of labor and material 
caused by the war. Of the railways re
porting, practically all are going to the 
piston valve when superheating, either 
by changing to piston valve cylinders 
or applying a piston valve steam chest. 
One railway, in superheating cross-com
pound locomotives, retained the slide 
valve on the low pressure side, using a 
double ported slide valve. Those re
porting as retaining slide valves used 
bronze valves. In applying new cylinders 
new modern valve gears were applied to 
the locomotives. Considerable trouble 
was experienced in using the piston 
valve steam chest due to leaks and rapid 
wear. These defects have been overcome 
in the later designs. When superheat 
valve stem packing is used the life of 
the packing is about the same as that 
of a saturated locomotive.

Lubrication—On the railways using 
slide valves no change was made in the 
oiling or lubricating devices when bronze 
valves were used, but where the original 
cast-iron valves were used some trouble 
with cutting the seats was experienced 
and the application of an additional sys
tem of graphite lubrication stopped the 
trouble. The hydrostatic lubricator is 
still the standard for all locomotives 
and results from same as satisfactory in 
most cases.

A number of railways have taken up 
force feed lubrication, using a plunger 
type of lubricator. As this practice of 
lubrication is very recent, and data as 
to the performance limited, the commit
tee does not feel justified in making any 
recommendation, but it is the opinion of 
the railways using it that the force feed 
lubricator when in good condition will 
distribute oil more economically, posi
tively and regularly than the hydrostatic 
lubricator. It has the advantage of be
ing outside of the cab and requiring no 
special attention of the locomotiveman, 
as the feeds are set and the lubricator 
stops feeding when the locomotive stops.

Sufficient information is not at hand 
to judge as to the life of packing rings 
and bushings; it is the committee’s opin
ion that the life will be increased, but 
is unable to say to what extent.

Cylinder feeds are not extensively 
used and your committee is of the opin
ion that they are unnecessary and should 
be discontinued, as it is doubtful if any 
benefits are derived from their use.

The use of superheat valve oil is re
commended by the majority of railways

application of either the 5 x 7 in. or 6 
x 8 in. shank M.C.B. standard coupler.

A revision of standards for uncoupling 
attachments is recommended, and the 
committee also recommends submitting 
to letter ballot the following : Coupler 
operating device for new freight cars 
and application of new design coupler 
operating device to existing freight cars 
must be of a type directly connected to 
coupler knuckle locking-block or locking- 
block lifter, without the use of clevises, 
links, chain or pin and must conform 
to the detailed specifications prescribed 
in the U.S. Safety Appliance Standards.

Committee’s Report.
reporting, but a large percentage use 
the ordinary valve oil and claim satis
factory results for same. Carbonization 
is caused by the manner of operation.

Considerable trouble has been experi
enced with cylinder and valve packing. 
Much of this trouble has been overcome 
by changing the design of the rings, 
which in most cases consisted of going 
from a ring, with a square cross-sec
tion, to a narrow faced ring, by using 
a better grade of material, and by ad
mitting steam to the cylinders while 
drifting. It is your committee’s opinion 
that 2 cylinder packing rings are ample 
for good service.

The majority of railways report satis
factory results from 50% lead, 50% cop
per mixture for piston rod packing. 
Very good results have been obtained 
from 74% lead, 20% copper and 6% 
nickel, and 80% lead and 20% antimony, 
especially when equipped with a hard 
grease piston rod lubricator, which adds 
greatly to the life of the softer pack
ing. Some railways are using tandem 
piston rod packing, but it is the commit
tee’s opinion that single packing will 
give satisfactory results.

When automatic or manually operated 
drifting valves or drifting throttles are 
not used, instructions have been issued 
to locomotivemen to drift with what is 
called a cracked or drifting throttle. It 
is essential that steam be supplied to 
the cylinders while drifting. Drifting 
valves are not essential, but desirable, 
especially in a mountainous country, as 
the steam can be supplied by cracking 
the throttle. Automatic drifting valves 
of a good design are valuable as they 
eliminate the human element in furnish
ing steam for drifting. A number of 
roads are using a manually operated 
drifting throttle, others are using and 
experimenting with automatic valves of 
different makes. Fifty per cent of the 
roads reporting do not use steam chest 
relief valves, and 50% do when locomo
tives are not equipped with drifting 
valves or vacuum breakers. It is the 
committee’s opinion that relief valves 
should be used on large power if it is not 
equipped with drifting valves or vacuum 
breakers. It is the committee’s opinion 
that a properly designed drifting valve 
will eliminate carbon deposit, aid in lu
brication, and increase the life of packing.

Maintenance—The superheater units 
have failed mostly at the rear return 
bend, the welded type giving the most 
trouble. The application of cast steel 
return bends has reduced this trouble. 
Some failures have occurred at the front 
end under the ball joint. This failure 
is due mainly to cinder wear, as the unit 
lies in the path of the cinders drawn

through the tubes at a high velocity. 
To protect against this wear, a shield of 
thin steel is spot welded to the unit. 
Failures at this point are repaired by 
cutting off the worn part and welding 
on a new piece. No particular difference 
has been noted in the cinder wear of a 
stoker fired and hand fired locomotive. 
The abrasive effect of the cinders varies 
greatly with different coals.

The tools used to repair and maintain 
the units are those recommended by the 
Locomotive Superheater Co. When units 
are removed, the joints should be re
ground and individually tested before 
being replaced, and collectively after 
being replaced. A periodical test might 
be desirable, but the committee feels 
that it is not essential.

The majority of railways purchase the 
header bolts. One uses 0.988% carbon 
steel heated, to between 1400° and 1500°, 
and plunged into an oil bath, then re
heated and allowed to cool naturally- 
Another specifies that the material shall 
have a tensile strength of 90,000 lb. a 
sq. in., elastic limit not less than 65,000 
lb. a sq. in., an elongation in 2 in. not 
less than 18%. The metal should have 
the following chemical properties : car
bon, 0.45 to 0.60 per cent; manganese, 
not over 0.70%; sulphur, not over 0.05% > 
phosphorus, not over 0.05%. Some use 
a high grade iron without any heat treat
ment.

The investigation shows that in most 
cases a limit percentage of weight f<>r 
scrapping of superheater flues has not 
been established. Some give the limit 
percentage as from 10 to 25 per cent in 
reduction. Some gives flues the hammer 
test. Superheater flues are reclaimed by 
welding up pits and holes worn in by 
steam leaks. It is a good practice to 
weld the large superheater flues to the 
back flue sheet. Good results have been 
obtained from same, and the committee 
recommends this practice.

All boiler tubes should be blown out 
each time the fire is drawn and, at least, 
at each wahsout period all tubes should 
be cleaned thoroughly from end to end, 
and all accumulation removed; special 
attention should be given to the super
heater flues. The flues should be blown 
with a Yt, in. or % in. pipe and 100 lb- 
of air.

The method employed in testing pack
ing for leaks around the outside steam 
pipes where they enter the smoke box is 
by applying a lighted torch to all sur
face joints, while the blower is on. Much 
trouble is experienced in keeping these 
joints tight. Different kinds of packing 
have been used with varied results. Ce
ment and ground magnesia have been 
used with some success. A mixture of 
ground magnesia and asphaltum, applied 
while hot, gives promise of better re
sults; this is due to the heat keeping the 
mixture in a semi-plastic state. The de
sign of construction used on the U.S- 
standard locomotives gives promise of a 
high efficiency.

Most railways have issued, through 
bulletins, or personally by the road fore
man, instructions not to carry over 2 
gauges of water; this, of course, de
pends on the water conditions of the 1°' 
cality in which the locomotive is oper
ating. The use of a pyrometer will shoW 
the men the low temperature of the 
steam resulting from carrying high 
water; it will also show the effect the 
position of the throttle and reverse lever 
has on the superheat obtained. The ma
jority of the roads prefer a wide ope11 
throttle, with as short a cut-off as pos-
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|ible, under the operating conditions. 
Some roads claim better results by using 
a loger cut-off and a lighter throttle, 
claiming better superheat.

Light, frequent and regular firing

proves to be the best practice, and pro
duces the best degree of superheat, but 
it is essential that at all times the flues 
be kept clean. The method of firing de
pends on the quality of fuel used.

Car Wheels Committee’s Report.
An American Railroad Association’s 

Mechanical section committee, W. C. A. 
Henry, Superintendent Motive Power, 
Pennsylvania Lines, chairman, and of 
which W. H. Winterrowd, Chief Me
chanical Engineer, C.P.R., was a mem
ber, reported as follows : Certain re
commendations have been made by 
Manufacturers of wrought-steel wheels 
Mid referred to your committee. Among 
them is one, that the 38 in. diameter 
Wrought-steel wheel be eliminated from 
°ur standards, it being stated that the

have the points indicating the normal 
circumference of the 33-in. and 36-in. 
wheels located on the tape when laid out 
flat, or whether correction should be 
made for the tape thickness ; there being 
a difference of 2-10 in., or more than one 
tape size, depending upon which way the 
tape is laid off. In laying out the wheel 
circumference measure, due correction 
should be made for the tape thickness 
and in order that absolute uniformity 
may be obtained the executive committee 
has decided that the association obtain

Fig. 1, Wheel Circumference Measure Test Rings for 33 and 36 in. Wheels.

Uumber of wheels manufactured of this 
diameter is small and that in many cases 
the 36-in. wheel could be used. Your 
committee does not have sufficient in
formation to justify making definite re
commendations now, but arrangements 
'VlH be made to obtain this information, 
^hd, in the meantime, the use of the 38- 
M. wheel should be discouraged, as it is 
Advantageous to reduce the number of 
standards as far as can be done without 
Ausing undue hardship.
it has been recommended that the 

Mut of wear groove for wrought-steel 
Wheels be located Vi in. from inside of

standard rings of 33-in. and 36-in. di
ameter; these rings to be certified by the 
Bureau of Standards and be used in cases 
of dispute to check wheel tapes. Your 
committee was instructed to prepare de
sign and mounting for these rings and 
same are submitted herewith, fig. 1.

The specifications for wrought-steel 
wheels permit a variation of 6 tape sizes 
under and 9 tape sizes over the size 
called for. It is felt desirable to pro
vide for these additional tape sizes for 
33, 36 and 38-in. wheels, by adding to the 
spaces now provided for taping cast- 
iron wheels. The continuous markings

1111.111<IMI llII11

Additional Spaces to be added to Standard Wheel Circumference Measure Tape for Taping
Wrought Steel Wheels.

Hm of wheel instead of % in. as at pres
ent, it being felt that the thickness of 
Metal would be sufficient to afford the 
necessary strength. Other questions 
Man the strength of the wheel~a*^ oucugbu ujl une wneei are in- 
hp.ed, viz.: maintenance of draw bar 
br v t’ Muck clearance, effectiveness of 

akes with increased range in diameter 
* wheels. Your committee, therefore, 

chests that members give this subject 
««deration in order to reply to a cir- 
jAn of inquiry that will be sent out. 
the question has been raised as to 

nether the standard wheel circumfer- 
Ce Measure, sheet M.C.B.-16B, should

on the uppér side of the tape would then 
be used for mating worn wheels. Fig. 2 
shows recommendations of your commit
tee as to how this could be carried out.

The following note should be inserted 
on sheet M.C.B.-16B: “Linear dimen
sions shown represent measurements of 
actual circumference of the wheel and 
not straight length of the tape. Grad
uations to be spaced % in. apart with 
tape laid flat, and space between lines 
157 and 158 on the upper side of tape 
to coincide with space representing tape 
size 3 for the 33-in. diameter cast-iron 
wheels.”

Rule 76 of the Rules of Interchange 
reads as follows: “Tread worn hollow; 
if the tread is worn sufficiently hollow to 
render the flange or rim liable to break
age.” It is your committee’s opinion 
that the meaning of this rule is not clear 
and is subject to wide variation in actual 
application; it having been found that 
many wheels are being withdrawn on 
account of tread wear without the wear 
being sufficient to injure the wheel. Your 
committee recommends that a gauge, as 
shown in fig. 3, be used in determining 
whether or not a wheel should be con
demned on account of tread worn hol
low; a wheel not to be condemned on this 
account unless the projection on under
side of gauge does not come in contact 
with the tread of the wheel.

It has been recommended that a clause 
be inserted in our specifications, requir
ing that in case of cast-iron wheels fail
ing to pass the M.C.B. test, the first let
ter of the initials of the purchasing road 
be chipped off with the idea of stopping 
the practice claimed to exist to a certain 
extent of roads purchasing rejected 
wheels. It is felt that action of this sort

Fig. 3, Wheel Tread Worn Hollow Gage.

is desirable, but the letter C in the le
gend M.C.B. be chipped off, for the rea
son that being located on the outside of 
the wheel it can be more readily seen 
than if a letter on the inside, where 
purchaser’s name is placed, were chipped 
off. Furthermore, wheels not coming up 
.to M.C.B. requirements cannot be consider
ed M.C.B. wheels. Your committee, there
fore, recommends that the following 
clause be added to specifications for cast- 
iron wheels under the heading “Rejec
tion,” par. 16: (d) In all cases where 
wheels are rejected the letter C must be 
chipped out of the legend M.C.B. on the 
outside face of each wheel.” Your com
mittee further recommends that a rule 
be inserted in the Rules of Interchange 
prohibiting acceptance in interchange of 
a car, any of the wheels of which have 
the letter C chipped out of the legend 
M.C.B.

The Association of Manufacturers of 
Chilled Car Wheels advises us that all 
information thus far available indicates 
superiority of the arch design of plate, 
adopted in 1917, for the 700 and 850 lb. 
wheels over what has been considered 
our standard design of plate. It is our 
feeling, however, that another year 
should be allowed to elapse in order to 
accumulate more information before 
considering the re-design of the 625 and 
725 lb. wheels.

Calgary and Fernie Ry.—The Domin
ion Parliament has extended for five 
years the time within which the com
pany may build its projected railway 
from Calgary, Alta., via the Kananaskis 
Pass to the headquarters of the Elk 
River in British Columbia, thence by the 
valley of the Elk River to Fernie, B.C. 
The company was incorporated in 1906, 
and has been granted severalextensions 
of time for construction, the last being 

in 1917. (Jan., pg. 26).
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Car Construction Committee’s Report.
An American Railroad Association’s 

mechanical section committee, W. F. 
Keisel, Jr., acting Mechanical engineer, 
Pennsylvania Ed., chairman, reported as 
follows :

In the past year, the subjects referred 
to your committee were: 1, Revision of 
rule 22, 1917, Code of Rules of Inter
change; and 2, Suggested provision for 
side door openings 10 ft. wide in all box

“Cars having wooden sills—Draft tim
bers must not be spliced. Longtudinal 
sills must not be spliced between or over 
cross-bearers. Longitudinal sills (inter
mediate or side sills) may be spliced at 
both ends, on either side of body bolster. 
The nearest part of the splice must not 
be less than 12 in. from edge of body 
bolster. Intermediate sills, spliced be
tween body bolster and cross-bearer,

the reinforcement shall be applied in ac
cordance with fig. 15. Center sills shall 
be spliced only between body bolster and 
cross-tie timber. The nearest part of 
the splice must not be less than 24 in- 
from edge of body bolster. Center sill 
splices shall be in accordance with fig- 
11. The diameter of horizontal or ver
tical splice bolts shall be % in.

“Cars having steel center sill splices

.....> -+

eponT of 300' WtJKf]4U BOLTS fo*

■ ? //■ Of*. > Pint OP np

T" P f

*i--- *r----
3---

h----*£-
JTCCL CONTE f j/u SPUCO. TPONT of ByiSTOf

<» .. © © ©: * © ' © •; <t> ©- $ i
© -d>—«5 J PVP'J

"i

— z ' //• oak V mm oe nes'ea ccnrce mi m/ce fa* woet 
use a'sPom fee or oat» aotsr,

c&yree mo /HT£/&r£MT£ J/ll r»e££ bolt sec/c£ eanroecoMtrer

Diagrams of Car Construction Recommendation.

cars, the side door proper to be 6 ft. 
wide, with a removable door post, and 
an auxiliary door 4 ft. wide.

M.C.B. enquiry circular 19 was sent 
out to all members, asking for sugges
tions and recommendations for change 
in rule 22 of Code of Interchange, and 
the replies thereto were carefully con
sidered by your committee, based on 
which the following rule has been for
mulated, and is offered herewith as a 
substitute for present rule 22.

must be reinforced as per figs. 11 or 
11-A. Intermediate sills, spliced between 
bolster and end of cars, and side sill, 
spliced on either side of bolster, must be 
in accordance with figs. 10 or
10- A. When splicing or renewing any 
longitudinal sill, reinforcement shall be 
applied to all existing non-reinforced 
splices, in all sills except side sills. If the 
old splice is a 4-bolt splice, it shall be 
reinforced in accordance with figs. 11 or
11- A. If the old splice is a 3-bolt splice,

located at least 7 in. from face of bolster- 
Adjacent sills may be spliced. All splicej 
shall be of the butt-joint type, reinforce° 
on both sides by plates of not over 24 l®’ 
in length, and not less than twice tlj® 
length of the protruding end when tne 
projection is less than 12 in. The fe" 
inforcing plates shall be at least as thie* 
as the web of the sill. The splice pin-6 
on the flange side of the sill shall be D' 
shaped, to include flanges, while the plflt, 
on the opposite side shall cover the '•veD
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only. Rivets to be spaced as shown in 
figs. 12 and 12-A. Where autogenous 
Welding is available, the sills may be 
welded after riveting the U-shaped plate 
on the flange side, omitting the flat plate 
on web side.

“Cars having steel center sill splices 
located between body bolster and end 
sill, and less than 8 in. from face of 
bolster. All splices shall be of the butt- 
joint type, with the addition of a cover 
plate. The splice plates shall be at least 
as thick as the web of the sill. They 
may be located on either side of the sill, 
extending forward and back of the center 
line of bolster 30 in., as shown in figs. 
13 or 13-A. The rivets shall be spaced 
as shown.

“Side sill splices. All splices must be 
of the butt-joint type, reinforced on both 
sides by plates 14 in. long. The reinforc
ing plates shall be at least as thick as 
the web of the sill. The splice plate on 
the flange side of the sill shall cover the 
web only, while the plate on the opposite 
side shall be flanged over the bottom leg 
of the side sill, and riveted to the same, 
as shown in fig. 14. The splice may be 
located on either side of the body bolster. 
The rivets shall be spaced as shown. Side 
sills may also be welded by the auto
genous process, making the thickness of 
the metal through weld one and one-half 
times the thickness of the metal in the 
sill, in which case the reinforcing plates 
and rivets shown in fig. 14 may be omit
ted.”

Box Car Side Doors—The General 
Motors Corporation’s Traffic Manager 
suggests the following: “It has long 
been my contention that a 6-ft. wide side

door, with a movable post, and a 4-ft. 
extension beyond, is the proper kind of 
door to be used on either 36, 40 or 50-ft. 
cars. This kind of door enables every
one to use a box car. In other words, 
with only a 6-ft. door it confines the use 
of this box car to certain commodities, 
and certain other commodities, such as 
light bulky articles, are excluded from 
the use of these cars, as it is impossible 
to get a light and bulky commodity in 
anything less than an 8-ft. wide side 
door—10 ft. wide preferred. If all box 
cars in future were equipped with the 
kind of door above described, it would 
mean that on a car coming into our 
factory, loaded with any kind of com
modity, when it was unloaded we could 
immediately use the car for loading auto
mobiles or trucks, by removing the post 
and taking advantage of the 4-ft. addi
tional extension. This gives a load to 
the car in both directions, and means that 
there would be practically no empty 
movement of a box car in any direction, 
as the same could be used for all classes 
and kinds of commodities from merchan
dise to grain.”

The point raised in the above is a mat
ter of policy, for adoption or rejection 
by the railway managements. It, how
ever, raises the question of providing a 
satisfactory design of door openings, 
wider than 6 ft., as a basis of construc
tion. Special automobile cars, with side 
door openings varying in width from 8 
to 12 ft., and some with end doors 8 ft. 
and more in width, are in existence. If 
so directed, your committee will take up 
the task of providing such side door de
sign.

Design and Maintenance of Locomotive Boilers.
An American Railroad Association’s 

jnechanical section committee, C. E. Ful- 
Superintendent Motive Power, Union 

Pacific Rd., chairman, reported as fol
lows:

On Feb. 8, 1919, the committee issued 
a circular containing 6 questions and a 
request that all replies be in the chair
man’s office by Feb. 28. Up to Mar. 20 
on'y 19 roads responded, and from their 
reports we derive the following general
conclusions:

None of the 19 report introducing any 
aew or special designs of locomotive 
boilers during the last two years ; 9 roads 
Use electric welding in fire boxes for 
Patches, partial side sheets, cracks and 
are door patches ; 8 report no electric 
"’elding at all, and 2 report use of oxy- 
acetylene. Only 3 report making a com
mon practice of using electric welding 
as a substitute for riveted seams in fire 
b°x and only to a limited extent in re
pair work. One road uses riveted seams 
strengthened by electric welding. In 
orne.cases seams between crown sheet 

a^d side sheets are welded the full length 
without rivets, and also fire door hole 
Ranges, without giving any further trou- 

m. One road reports that all cross 
?anis, and, to some extent, the fire door 
beets, are either electric or acetylene 
elded. Mud ring comers are being suc

cessfully repaired by cutting off 18 in. 
ach way and welding in a new comer,

. at the report does not specify whether 
ms operation is done by electric or 

acetylene process.
^ 'me road claims to have a successful 
hr!i °d of reclaiming enlarged staybolt 
di- S’ ky tapping out from 2 to 3 in. 

am. and screwing in plugs the same

thickness as sheet, with both plug and 
sheet chamfered off % in. and the elec
tric weld built up in the gutter thus 
formed, with a slight mound for strength, 
and cracks between staybolt holes re
paired by cutting out crack to a 45 deg. 
bevel on each side—3-16 in. apart, and 
building in the electric weld.

One road furnishes sketch of a sec
tional flue expander, with the parts 
which, in the standard expander, would 
have a bearing against the bead of the 
flue, ground off. This is to be used on 
flues which are electric welded in the 
back sheet when they show leakage, the 
idea being that they will be able with this 
expander to knock the scale off on the 
water side next to the sheet and pre
vent overheating and cracking, and at 
the same time avoid crowding the bead 
of the flue against the weld and break
ing it. Grinding the expander off this 
way does not impair its efficiency for 
locomotive house work on flues which 
have not been welded. Some of its large 
superheater flue expanders have been 
changed also, and it claims that up to 
date this seems to be the most efficient 
tool for keeping scale away from ferrule 
on the water side. This road finds it ne
cessary to work the flues which have 
been welded in the sheet about every 60 
days, and in bad water districts it does 
it oftener. A discussion of this process 
of removing scale and its effect upon 
welded flues is invited.

One road reports electric welding 
smoke box studs, the inference being 
that the studs are butt welded to the 
ring to save drilling and tapping. An
other road electric welds arch brick studs 
in a similar manner.

The most approved methods of per
forming the various welding operations 
were included in last year’s report and 
need not be repeated. Among the roads 
reporting last year, 25% used electric 
welding for entire new fire boxes, which 
does not agree perfectly, nor conflict ra
dically, with the fact that none of the 
roads reporting this year mention such 
a practice, although one road uses oxy- 
acetylene welding in place of riveted 
seams, except in mud ring, for all new 
fire boxes.

Of the 19 roads reporting, only 10 
have had experience with combustion 
chambers, and all that have had them 
any length of time report favorably, on 
account of improved combustion and less 
trouble with leaky flues. If there has 
been any notable change in locomotive 
boiler practice during the past year, it 
has been the re-introduction of the com
bustion chamber. These range all the 
way from the D-shaped tube sheet up to 
a combustion chamber reported on the 
new Pennsylvania Mallet as 10 ft. long. 
One member says his view of the com
bustion chamber is that its main func
tion is not so much to increase the fire 
box surface as it is to shorten the tubes 
and give increased length of flameway, 
to allow combustion to be more nearly 
completed before it is extinguished by 
admission to the tubes. Combustion once 
completed, it is immaterial whether the 
heat be absorbed by the fire box or by 
the tubes, and the more heat extracted 
by the fire box, the less will be the eva
poration of the tubes. The introduction 
of large combustion chambers naturally 
brings up the question of bridge walls 
between combustion chamber and fire 
box proper; possibly, also the desirabil
ity of some form of discharge for the 
bank of sparks carried over the bridge. 
While the committee has received no data 
on bridge walls, we have no doubt that 
a discussion will develop this feature.

A member has suggested as worthy of 
consideration the best method of deter
mining the water level in the extremely 
long boilers of today. This refers par
ticularly to the long boilers on Mallet lo
comotives, which operate over heavy 
humps and dips.

Eleven roads have experienced trouble 
from cracks in boiler where guide and 
waist sheet angle is fastened to the 
boiler shell. To overcome this, 6 roads 
have removed the rivets or studs, leav
ing a loose bearing. One road uses 2 
small waist sheets instead of the one- 
piece design, which it finds permits 
greater flexibility, and one road is ex
perimenting with flexible braces between 
guide yoke and boiler, but these have 
not been on the road long enough to pro
duce results. One important road con
tinues to rivet angle or T to the boiler 
with a %-in. liner inside of the boiler, 
which distributes the strain over a great
er area with successful results. Another 
important road uses studs in some loco
motives and rivets in others, but finds 
that the counterbalance has some effect 
in causing cracks at that point.

Thirteen of the 19 roads have no gov
ernment locomotives, while the remain
ing 6 have nothing to say except one 
reference to the 2 water glasses and 
water column, which is believed by some 
to be superfluous.

The committee’s attention has been 
directed to detail description and reports 
of the performance of a locomotive 
equipped with new type of fire box on the 
C.M. & St. P. Rd., known as the Nichol
son thermic syphon. The principal fea-
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tures of design consist of 2 water legs 
extending longitudinally from the throat 
to the crown sheet, thus dividing the 
front end of the fire box into practically 
3 chambers. These spyhons are trian
gular in form from the side elevation, 
and constitute a water space about 4 in. 
wide transversely, the 2 parallel sur
faces being staybolted in the usual man
ner. The heating surface of this fire box 
in direct contact with the fire is ma
terially increased, due to the area of 
these syphons. It is stated that the speed 
of the water through these syphons is

Report of Committee on Draft Gears
An American Railroad Association’s 

mechanical section committee, R. L. 
Kleine, General Car Inspector, Pennsyl
vania Rd., chairman, reported as fol
lows: On Sept. 27, 1916, your commit
tee addressed a circular of inquiry to the
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such that all the water in the boiler 
passes through them in 5 minutes. Ac
cording to published test data, the loco
motive equipped with these syphons ap
pears to have produced some very econ
omical results.

The limited response to this year’s 
circular of inquiry, and consequent mea
gerness of your committee’s report, may 
be due to war and other abnormal con
ditions that have existed, making it dif
ficult for the railways to pursue the 
usual development of mechanical pro
cesses and new ideas.

taken from service, also that such tests 
should be made approximating as closely 
as possible actual service conditions, 
eliminating variables as far as possible. 
The static machine gives a certain com
parison as determined by its diagram

railways to ascertain the kind and capa
city of draft gears in service, travel, per
formance, sustained capacity in service 
and repairs, also sill spacing, coupler 
attachments, rivetted versus key connec
tion between coupler and attachments, 
draft lug spacing, overall length of 
gears, coupler horn, clearance, etc. Re
plies were received covering a total of 
1,678,000 cars owned. The data received 
gives a very fair idea of the gears in 
service, forms of attachments used, 
spacing of sills, etc., but the information 
is very meager, generally, as to the ef
ficiency of the gears in service, cost of 
maintenance, practicability of repairs 
and capacity of repaired gears, although 
valuable data is included on tests of two 
types of draft gears taken from service 
before repairs were made, as well as 
tests of these gears after repairs.

It was felt essential that gears should 
be thoroughly tested, not only when new, 
but after they had seen service, as well 
as after repairs had been made to gears

and absorption of work, but does not 
measure the capacity of the gear as a 
shock absorber. The 9000-lb. drop test 
machine will measure the height of drop 
at which various gears will close, and, 
therefore, can be considered a relative 
measure of shock-absorbing capacity in 
different gears. However, the weight used is 
so much less than actual service that the 
question arises whether the weight and 
height of drop of the test machine is 
comparable to the weight and speed of 
loaded car in service, and if a gear so 
tested in a 9000-lb. drop test machine 
will have the same relative efficiency in 
service under the heavier weight car and 
slower speed. The 16,000-lb. single pen
dulum machine in conjunction with the 
30,000-lb. car on level track, as used by 
the Union Draft Gear Co., is another 
form of drop testing and is comparable 
with the drop weight. The Symington 
test plant, at Rochester, N.Y., consists 
of testing draft gears in full-sized 
freight cars. One car is dropped down

an incline and strikes another car stand
ing on a level track. Facilities are pro
vided for measuring the speed of mov
ing car, tendency of lading to shift under 
impact and recoil, closing of gears and 
distance the standing car travels as a 
result of the impact. This testing ar
rangement represents more nearly actual 
service conditions than any of the tests 
previously referred to. It, however, ne
cessarily includes a number of variables, 
but is, no doubt, valuable for check test
ing and action under service conditions.

In order to reduce to a minimum all 
variables and for the purpose of accur
ately measuring impact blows, recoil, etc., 
the Pennsylvania., under the direc
tion of J. T. Wallis, General Superinten
dent Motive Power, designed a pendulum 
draft gear testing apparatus (illustrated 
herewith), consisting of 2 weights, 200,- 
000 lb. each, suspended from a suitable 
framework, with provision for applying 
different draft gears. The weights may 
be varied up to 200,000 lb. as found de
sirable. It was the purpose of the draft 
gear committee to use this machine in 
tests conducted by it, but on account of 
the war, the machine has not been built.

On June 7, 1918, C. B. Young, Man
ager, Inspection and Test Section, Divi
sion of Operation, U.S. Railroad Admin
istration, advised it was the desire and 
intention of that section to make an ex
tensive test of draft gears, to determine 
what a draft gear should be, and also 
the value of the draft gears now on the 
market measured by the ideal standard, 
and invited suggestions and recommenda
tions of the draft gear committee, draft 
gear manufacturers and railway officers. 
Your committee acted upon this invita
tion and placed at the government’s dis
posal all the data and tests that had been 
collected, as well as their views in con
nection with the tests to be conducted. 
After outlining their plan of procedure, 
the Inspection and Test Section of the 
U.S- Railroad Administration conducted 
tests of draft gears on the static and 
drop test machines, for the purpose of 
calibrating the gears that will be used 
in the cars at the Symington testing 
plant, which latter tests were started 
Apr. 10, 1919, and to which your com
mittee was invited.

In order to avoid duplication of work 
and entailed expense, your committee has 
suspended making any tests of draft 
gears, but will work in close harmony 
with the U.S. Railroad Administration, 
Inspection and Test Section, and thus 
have available the results of these tests 
for the committee work.

St. John and uebec Ry. Construction 
Financing—Judgment was given in the 
New Brunswick Supreme Court of Ap- 
peal, June 6, in an action brought by the 
N.B. Government to recover from J. K. 
Flemming, the former premier, $100,000, 
alleged to have been illegally obtained 
from A. R. Gould, formèr President of 
the St. John and Quebec Ry., in connec
tion with contracts entered into in 1911 
and 1912, between the N.B. Government 
and the company. The company’s financ
ing formed the subject of an investiga
tion by a royal commission, and upon 
the findings of that commission this and 
other actions were instituted by the N.B- 
Government for the recovery of moneys 
alleged to have been illegally handled. 
Objection was taken by Mr. Flemming 
to the statement of claim, and the mat
ter was argued through to the Supreme 
Court of Appeal which has decided in 
favor of the N.B. Government.
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Report of Committee on Locomotive Headlights.
An American Railroad Association’s 

mechanical section committee, H. T. 
Bentley, Superintendent Motive Power 
and Machinery, Chicago and North 
Western Rd., chairman, reported in part 
as follows :

Heretofore, reports of the headlight 
committee have been more in the nature 
of results obtained by tests of electric 
headlights and at the time they were 
made and conclusions reached, most rail
wayman, especially in thickly congested 
territory, and where high-powered lights 
had not been tried, were satisfied that 
such a device was a menace to the safe 
operation of a busy railway and should 
not be used. Now that the electric head
light is with us to stay, it may be in 
order, to refresh our memories, to give 
a brief history of its evolution, and 
after that, see what is still further need
ed to make the apparatus as reliable and 
free from failure as any other part of the 
locomotive. •

The first arc light was operated in the 
early eighties by an oscillating engine, 
Which later was changed into a turbine 
for furnishing the power, and this 
method, with modifications and improve- 
nients, is still in use. Objections to the 
arc light were many, among them being 
fhe necessity for continually changing 
carbons, the tremendous heat generated, 
the unreliability and variety in the in
tensity and direction of illumination, the 
burning out of carbon holders and other 
Parts of the apparatus; there was no 
way of dimming or softening the light, 
and on account of its brilliancy it was 
Very objectionable at stations or when 
Passing trains on double track, etc. As 
an advertising medium and on single- 
track roads, particularly in the west, it 
Was fairly successful, except for failures, 
some of which are mentioned above.

After much experimentation it was 
decided in 1915 to substitute the incan
descent carbon filament lamp for the arc 
ught and a remarkable improvement in 
cost and operation was shown, the light 
peing steady, uniform and more reliable ; 
jt Was also possible to have a smaller 
n>np in the same headlight casing, so 

by use of a switch it could be used 
When the larger lamp was objectionable

stations or on double track. Improve- 
ments in electric lamp construction gave 

fhe tungsten filament with its in- 
1 eased efficiency, so that for the same 

fp'0unt °f current, very much greater
mmination was furnished, but the

frailty of this filament caused consider
able trouble and failures, the lamp manu
facturers were appealed to and later fur
nished a type of lamp with a short, stiff 
filament that was very rugged and thus 
annoyance of failures from this cause 
was overcome.

On account of the lack of efficiency in 
the carbon lamp, it was necessary to use 
a comparatively large generator with an 
accompanying high steam consumption, 
and trouble was still experienced with 
the governor, and bearings had to be fre
quently lubricated or the machine was 
out of commission. The greater efficiency 
of the lamps enabled a very much smaller 
unit, with decreased steam consumption, 
to be used, and at about this time the 
lubricating devices were improved so 
that instead of having to oil the bearings 
about every 8 hours, they would run for 
several months without attention.

A dimming device was later designed, 
so that instead of using 2 lamps, one of 
which had to be out of focus, the 250- 
watt lamp in focus could be used for 
road work, or, through the medium of a 
resistance of 3.12 ohms, could be reduced 
by the movement of a switch, so that it 
was not objectionable to a locomotiveman 
opposing it. The difficulty of properly 
focusing lamp was taken care of by a 
device which enabled this to be done 
quickly and properly.

In the earlier recommendations of the 
A.R.M.M.A. committee, a 6-volt system 
was suggested, but on account of train
lighting systems being 32 voles, this volt
age is now generally used for headlight
ing equipment, and on several roads, 
suburban trains’ cars are lighted from 
the headlight equipment and to take care 
of this work a 2% or 3 k.w. machine is 
used.

Towards the end of 1915 experiments 
were made with storage batteries to fur
nish current for the headlight. This 
equipment gave good results, except for 
lamp trouble, which difficulty was later 
overcome, but its first cost was so high 
and the length of-time consumed charg
ing batteries so great, where facilities 
were provided for that purpose, that its 
use was abandoned.

The headlight reflector, 18 in. diameter, 
9 in. deep, silver plated, gives consider
able trouble with tarnishing, and a glass 
reflector that can be readily kept clean 
is very desirable. Several makers have 
put such reflectors on the market and

hope before long the use of silver-plated 
reflectors will be a thing of the past.

Acetylene gas was tried for headlights 
on a number of roads, some using a gen
erator apparatus on the locomotive while 
others used acetylene stored in tanks. 
With the former practice serious acci
dents occurred, due to men with open 
torches cleaning out the spent carbide 
before all of the gas had been dissipated; 
while the storage tanks, it required con
siderable work to replace them when dis
charged. The light furnished was of good 
quality, but due to breakage of piping, 
clogging of burners, and troubles men
tioned above, the use of acetylene for 
headlight purposes was discontinued.

The amount of light necessary on a 
switch locomotive must be considered not 
only from the locomotiveman’s require
ments, but also from the switchman’s 
safety standpoint, and complaints are 
continually being made by the former 
that the light is not bright enough, and 
from the latter that it is too strong, but 
by using a 40-watt lamp in a clean re
flector, ample light is furnished to com
ply with the 300-ft. requirement of the 
law and not be objectionable to the 
switchmen.

There appears to be a demand in some 
quarters for an enclosed type of switch 
of more rugged construction and con
veniently located within reach of the lo
comotiveman as complaints are made 
that the single-pole double-throw switch 
as generally used is not very satis
factory.

Failures frequently occur from broken 
steam pipes, broken field lead, excessive 
voltage, grounded brush holders, loose 
connections, worn bearings and excessive 
valve travel, but the manufacturers and 
repair men are making much progress 
in the correction of these difficulties and 
we soon will have the headlight equip
ment as free from troubles as any pro
perly designed machine.

The American Railway Electrical En
gineers’ Association has been the com
mittee with its report on this subject, 
and by permission, it is presented by us 
as we believe it gives a great deal of 
technical information from men well 
qualified to handle the subject, so that 
by a thorough discussion of this valu
able addition to the literature on the 
subject, we will be in very much better 
position to know what is the best prac
tice and be governed accordingly.

The A.R.E.E.A. report referred to 
gave full details of all recommended 
standard practice for electric headlights, 
fully illustrated with plans.

Report of Committee on Mechanical Stokers.
An American Railroad Association’s 
echanical section committee, A. Kear- 

folt’ ^uPer'ntendent Motive Power, Nor- 
ed • anc* Western Rd., chairman, report- 
re as ?°U°ws: Your committee has been 
j 9^rting to this association since the 
Porr convention. In each successive re- 
thp1’ ifc lla.s been the purpose to acquaint 
of .fssociation with the developments 
st i 6 various locomotive mechanical 
sid 6rS UP that time, and to give con- 
aeration to the performance of stokers 
the exPerienced by the roads that have 
ïe 111 in service. With each successive 
y on*’ ** became a greater burden for 
-- ur committee to introduce additionalI - vun
air °j!es °.^ interest and importance not 
rJ**y given consideration in previous 

1 °rts, until it has now become extre

mely difficult to compile any additional 
data that might be received with inter
est and appreciation. During the last 
two years, the railways have done very 
little research or experimental work, as 
all interests have worked with the one 
purpose in view of producing transporta
tion, and other interests have been put 
aside for this end. Consequently, there 
has been practically no information es
tablished relative to the performance of 
locomotive stokers in service, such as is 
obtained from specially conducted tests.

This two-year’s war period, from a 
manufacturer’s standpoint, however, has 
been extremely active, and there have 
been a large number of stokers applied. 
Inquiry was made of the different stoker 
manufacturers as to the number of

stokers they had actually applied and 
were in service at Jan. 1, 1919. The 
following table indicates the number of 
different representative stokers then in 
service and the type of locomotives to 
which they have been applied:

3 £ e c 
S S m o

Street ..............  424 638 380 4 14 .... 22 3 37 1622
Duplex ........... 240 804 195 ........ 53 1 1 .... 1294
Standard ....... 120 338 36 .. 33 .... 21 162 21 781
Hanna .............. 70 6 73 .. 16 ..... 4 .... 169
Elvin .............. ............ .......................... 1

Total.... 8541786 685 4 63 53 44 170 58 8717
There was a total of 3,717 stokers of 

the above types in service Jan. 1, 1919.
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The stoker report of 1917 shows a total 
of 1,611 stokers (exclusive of Crawford) 
in service at Apr. 1, 1917. There were 
placed in service 2,106 stokers between 
Apr. 1, 1917, and Jan. 1, 1919, which in
dicates the rapid rate at which locomo
tive stokers are being applied. The 
types of locomotives to which the stokers 
are largely being applied are the mallet, 
mikado and Santa Fe, which represent 
the locomotives of large capacity. The 
question as to the size of locomotives 
upon which stoker installations are jus
tifiable is one that is frequently referred 
to and is yet unsettled. It is your com
mittee’s opinion that the conditions sur
rounding individual conditions are so var
iable that no fixed rule can be recom
mended for guidance in this connection.

Suggestions have been made involving 
certain limits in the weight and trac
tive effort of locomotives, the character 
of fuel used and the rate at which it 
must be fired. Limitations on the basis 
of weight and tractive effort of locomo
tives may be feasible where the locomo
tives operate under uniformly heavy con
ditions, but even then there are certain 
local and physical conditions to be con
sidered that prevent any general recom
mendation being laid down even on such 
basis as this. Locomotives operating in 
districts where the demand for maxi
mum power is intermittent and for short 
duration could not be considered on the 
same basis as locomotives of the same 
weight and capacity operating where the 
maximum power is demanded for extend
ed periods. The character of fuel avail
able for firing may also be considered 
one of the controlling factors in consid
eration of the application of locomotive 
stokers to comparatively small locomo
tives. In view of these governing fac
tors, your committee does not feel justi
fied in attempting to suggest a ruling 
which might be followed in the consid
eration of this phase of the subject, as 
it is believed that this question will have 
to be settled based upon the surrounding 
conditions under which the locomotive is 
required to operate.

There were some questions of general 
interest in connection with stoker opera
tion concerning which it was thought well 
to secure an expression from the roads 
using mechanical stokers. These ques
tions were sent out to such roads and 
replies to this inquiry have been received 
from 32 roads; representing a total of 
1777 of the stokers now in service. In
quiry was made relative to the kind and 
character of fuel used, and it is noticed 
that on all of the roads, bituminous fuel 
is used; the fuel reported varies in heat 
units from 9,212 to 14,250 btu.

In answer to the inquiry as to whe
ther the same size exhaust nozzles are 
used on stoker-fired locomotives as on 
hand-fired locomotives, it seems that the 
general practice is to use the same size 
exhaust nozzle, although a few roads 
vary from this general practice. Three 
roads report smaller nozzles on the 
stoker-fired locomotives, ranging from % 
to % in. smaller in diameter. Two roads 
report that they are using nozzles from 
% to % in. larger in diameter than are 
employed on their hand-fired locomo
tives.

The consensus of opinion is that the 
stoker-fired locomotives burn more fuel 
than the hand-fired. Where percentages 
of different have been expressed they 
range from 10 to 41% in favor of hand
firing. This difference, however, is ex
pressed in terms of coal as fired and 
does not recognize the advantages that

have been gained by improvement in the 
performance of the locomotive resulting 
in uniform steam pressure and more ac
tive and uniform performance over the 
division. These increases in fuel con
sumption may, in some instances, be con
sidered as the price of firing locomotives 
of capacity beyond the range of success
ful hand-firing.

In referring to the continuous per
formance of stokers over a division, the 
record indicates that in the majority of 
cases the stokers are doing about 100% 
of the firing of the locomotive.

The failures occurring on the stoker 
equipment are the same old offenders and 
are classified as “failure of stoker parts,” 
“foreign matter in fuel” and “wet coal.” 
The record tabulated from the informa
tion received as to the percentage of 
failures that may be classified under 
these three headings is quite interesting 
in the variety it presented. On some 
roads the highest percentage of failures 
is due to broken stoker parts ; on others, 
foreign matter in the fuel seems o be 
the chief offender, while on others the 
question of wet coal is apparently caus
ing the most concern and delays to 
stoker-fired locomotives.

An effort was made to obtain informa
tion relative to the cost of stoker main
tenance upon a 1000-mile basis. It de
velops that very few roads keep such a 
record, and those that have reported on 
this item, when grouped together, show 
a very wide range of costs. One road 
with 92 stokers in service reports a cost 
of $1.77 per 1000 miles, while another 
with 54 stokers in service shows a cost 
of $40 per 1000 miles. These are the 
maximum and minimum cost figures pre
sented, and indicate the extent of the 
variation in cost, and if closely analyzed 
it would, no doubt, be found that local 
conditions were possibly largely respon
sible for the variation.

In the circular sent to the users of 
mechanical stokers, suggestions relating 
to features of mechanical stokers to 
which attention should be directed by the 
manufacturers were solicited, and for the 
benefit of the manufacturers it might be 
well to incorporate some of these sugges
tions in this record.

A simpler and more accessible lubri

cating system has been suggested by 
several roads. Provision for the better 
handling of wet coal comes as a sugges
tion from roads that are experiencing 
trouble in this respect. Recommenda
tions for more accessible conveyor 
screws are presented, which might be 
considered in conjunction with one road 
which suggests that the stoker be con
structed so that it will be less suscepti
ble to failure when foreign material gets 
into the stoker mechanism with the coal. 
Provision for overcoming the loss of fuel 
from the conveyor system may well be 
considered by the manufacturers as this 
feature has been suggested as a stoker 
deficiency. Improvement in the arrange
ment for the positive adjustments of 
conveyor adjusting plates is recommend
ed, and it has also been suggested that 
consideration be given to the design of 
a system of conveyance of the fuel from 
the tender to the fire box that will pro
vide against puverizing the fuel in con
veyance. Better protection from dust for 
the bearings and gears of the stokers is 
referred to as desirable.

In the 1917 report, additional refer
ence was made to the Elvin stoker then 
undergoing development on the Erie Rd. 
This stoker has passed through its ex
perimental stage and it is understood 
that it is now in condition to be present
ed as a commercial proposition. Your 
committee has learned from reliable 
sources that the Elvin stoker now in 
operation on the Erie Rd., is giving very 
satisfactory service, and that it embodies 
several individual features which may 
mean greater economy in mechanical fir
ing. The opinion has been expressed by 
disinterested parties who have come in 
contact with this type of stoker and have 
seen it in operation that, while it may not 
have reached its final stage of develop
ment, there are, nevertheless, marked 
possibilities in a stoker of this type.

Your committee wishes to recognize 
the unceasing efforts and activity of the 
stoker manufacturers in the development 
of their respective devices, and is of the 
opinion that with continued effort in the 
light of service experience, a more per
fect stoker may be developed in which 
objectionable features, such as those out
lined, will have been eliminated.

Report of Committee on Tank Cars
An American Railroad Association 

mechanical section committee, A. W. 
Gibbs, Chief Mechanical Engineer, Penn
sylvania Rd., chairman, reported in part, 
as follows : With the war came the ne
cessity for the transportation of vari
ous products, among them toxic liquids 
for filling shells, not previously handled 
in tank cars. Your committee has given 
considerable time to the development of 
designs of cars for this purpose, prin
cipally in connection with the U.S. Ord
nance Dept., engineering division. Some 
of the toxic liquids had low rates of ex
pansion, so that the question of pressure 
was not material, the one important 
requirement being that leakage must not 
occur. The class III car was adapted 
to this service by the modification of 
certain details, such as omitting all 
opening s in the shell, making the dome 
capacity about 1%, special arrangement 
for closing the dome, openings, etc. An
other demand was for tank cars for 
carrying compressed liquefied gases, not
ably chlorine. The specification for class 
V cars, with welded tanks, adopted by

the association in 1917, with some modi
fications of details, met the situation 
very well.

Some difficulties were experienced m 
welding anchorages to the tanks. This 
was remedied by avoiding the use of 
anchorages having great length of weld
ed contact with the shell.

While a design of safety valve was 
approved for use with a number of these 
cars, which it was important to get into 
service, there were some features of the 
valve which were not entirely satisfac
tory, and study of the question, in con
nection with the representatives of the 
Ordnance Dept., continued up to the time 
of the armistice, and has since been car
ried on by the committee.

The seams of these tanks were ham
mer welded throughout, using water gas 
as the heating medium. With steel of 8 
proper quality there seems to be no dif
ficulty in securing thoroughly sound 
welds and containers which are bottle 
tight.

Your committee is glad to report that 
the American Society for Testing Ma-
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terials has prepared a specification for 
plates for forge welding, which meets 
the views of those engaged in produc
ing welded containers. If this specifi
cation is adopted by the A.S.T.M. this 
year, your committee recommends that 
it be substituted for the specification of 
the A.S.T.M. for boiler plate steel, fire 
box quality, now prescribed by the tank 
car specification for tanks of class V 
cars. To insure getting satisfactory ma
terial under this latter specification it 
has been necessary for the users to make 
certain restrictions within its limits.

As stated in the committee’s report 
last year, the necessity of keeping in 
service every car capable of safely han
dling liquid products made it advisable 
to suspend until July 1, 1919, the re
quirement of flange quality steel for 
class III tanks, and until Jan. 1, 1920, 
the hydraulic retests of tanks of classes 
I; II, II, IV and V cars, which in normal 
times are necessary from both the safety 
and economic standpoints. As the con
ditions which led to these suspensions 
have passed, your committee has recom
mended to the executive committee that 
uo further extensions of these require
ments be granted and that circulars be 
issued to inform all interested accord- togly.

Safety Valves.—Owing to the pressure 
°f other more important matters, the 
committee has been able to make but 
little progress during the past year with 
the experimental work in connection with 
the safety valve. For use in connection 
with these tests better springs than are 
ordinarily used in these valves have been 
Purchased, but even these do not entirely 
comply with the specifications. It is 
yery evident that for certain products 
it will be necessary to provide a safety

valve in which corrosion is guarded 
against by the use of non-corrosive ma
terial in both the housing seat and the 
bearing face of the valve proper. It is, 
of course, desirable that the quantity of 
non-corrosive metal used shall be as 
small as possible, to lessen the probabil
ity of its being stolen. The committee 
has made some experiments in electric
ally welding the non-corrosive metal to 
the iron parts, but the results so far 
have not been satisfactory. Further 
work will be done in this direction. It is 
not certain that an absolutely tight valve 
can be secured which will at the same 
time retain the valuable feature of the 
present design, viz., very free discharge 
in case of necessity. A considerable 
amount of information has been accu
mulated concerning the behavior of 
safety valves under pressure, and the 
committee hopes to be able to push the 
work to a conclusion during the coming 
year.

Certain changes are recommended in 
the safety valve collar, bottom discharge 
valve, rivetting, calking, hand brake 
power, application of running boards on 
tanks covered with jackets, application 
of dome platform brackets to tank cars 
covered with jackets, inspection, boards 
for attaching placards prescribed by the 
Interstate Commerce Commission, me
thod of testing safety valve in place on 
the car, transportation requirements and 
draft attachments.

U.S. Railroad Administration Tank
Cars.—On Feb. 7, 1919, the secretary, 
by direction of the executive committee, 
referred to the tank car committee the 
suggestion that they go over the plans 
and specifications for the U.S. Railroad 
Administration tank cars (oil cars, 
7,000, 8,000 and 10,000 gal. capacity, and

acid cars of same capacities), and con
sider the advisability of adopting them 
as standards of the M.C.B.A., report to 
be made at the coming June convention. 
This involves two questions: 1. As to 
the wisdom of adopting any particular 
tank car designs as M.C.B. standards ? 
2. Whether from all standpoints the 
government tank car designs meet the 
requirements of the tank car traffic bet
ter than others now being followed ? In 
deciding these questions the interests of 
the railways, the tank car owners, and 
the car builders must be properly con
sidered.

Your committee believes that as long 
as the requirements of the M.C.B. stand
ard specifications covering the essential 
features of tank car construction are 
complied with, it would be unwise to re
strict the builders and users to certain 
standard designs, as the many commo
dities of widely different characteristics, 
weights and values transported in such 
cars require for their safe and economic 
handling various modifications in detail 
design. The Railroad Administration 
designs were prepared to meet the M.C. 
B. specifications, and your committee 
passed them in conference with the Rail
road Administration mechanical people. 
The tank car equipment of the country, 
in which the railway ownership is com
paratively small, must also be assumed 
to comply with the M.C.B. requirements, 
as it is moving in interchange. Speci
fications and prints have been furnished 
by the Railroad Administration for its 
cars, but the time available is entirely 
too short to permit the proper compari- 
sion and consideration of them and of 
the plans and specifications for other de
signs which must be gone over to answer 
the second question.

Fuel Economy and Smoke Prevention.
An American Railroad Association’s 

juechanical section committee, W. 
bchlafge, General Mechanical Superin
tendent, Erie Rd., chairman, and of 
^hich W. H. Flynn, Superintendent Mo- 
tive Power, Michigan Central Rd., for
merly Master Mechanic, Canada South
ern Division, Michigan Central Rd., was 
a member, reported as follows : Your 
committee was originally constituted in 
t“13’ during a period when organized 
effort for the promotion of economy in 
the use of fuel for locomotive purposes 

in its inception. The committee has 
heretofore aimed to deal with the meth- 
°ds of firing and the means to be adopt- 
ed for developing the required supervi- 
jlQn, rather than with the multitude of 
details in design and maintenance which, 
r'hile important in themselves, are sub
jects that more properly fall within the 
scope of other committee assignments, 
however, the situation immediately pre- 
^cding the report of 1918 was so extra
ordinary and the need for economy so 

j essing, that a departure was made from 
earlier policy and some consideration 

pven the more general features attend- 
the purchase, transportation and use 

1 railway fuel. The problem was not 
? touch one of cost as of supply and the 
nortage made economy a patriotic, if not 

i humanitarian, duty. This situation has 
i ®en practically relieved so that now the 
infl>0r*ance the subject arises from its 
^ uuence upon operating expenses which 
sow?- reached a point where they are ab- 

rbing the gross rail revenues for many toads.

There has been a steady increase in 
the total fuel cost to the railways, chiefly 
caused by two factors—increased cost of 
production and increased consumption 
due to the natural expansion of traffic. 
The accompanying curve no. 1 exhibits 
the trend of total cost for the past 19 
years for which there are available 
figures. Comparison with curve 2 shows 
that while the trend of prices at the 
mines has been steadily upward, the in
creased total cost is chiefly due to in
creased consumption. The increase was 
reasonably uniform for the 10 year 
period ended with 1919 and subsequently 
it was more gradual. On a basis of the 
general trend of increase for the previ
ous few years, a reasonable estimate of 
cost would have placed the total for 
1917 at about $265,000,000, but owing 
to the circumstances arising through the 
war, the influence of winter traffic con
ditions and the scale of mine prices es
tablished, the total actually amounted to 
the stupendous sum of $401,297,300, an 
increase of 55.9% over the preceding 
year. In this connection it is significant 
to note that in 1917 the cost of fuel for 
yard locomotives alone represented 88% 
of the total for all locomotives in 1899. 
The official statistics for 1918 will un
doubtedly disclose a total even greater, 
although there will be a substantial de
crease in 1919 due to the greatly re
duced tonnage handled and to the in
fluence of a generally organized effort to 
promote economies in every possible 
manner. But the total will still be a 
vast sum, and since it represents ap

proximately 14% of the total operating 
expense it has assumed a greater im
portance than ever.

In view of the situation thus briefly 
presented, your committee is of opinion 
that its report for this year may be 
profitably devoted to some consideration 
of the application of its previous recom
mendations and to methods for economy 
in the use of fuel for other than locomo
tive purposes. In its presentation of 
these subjects the committee considers 
itself fortunate in having the advice and 
counsel of the Fuel Conservation Sec
tion of the U.S. Railroad Administration 
which has had an opportunity not en
joyed by any other agency to judge the 
benefits of organized measures for loco
motive fuel economy. Moreover, the de
fects of earlier methods have been dis
closed and the necessity for general co
ordinated effort emphasized.

In one of its earlier reports your com
mittee provoked some criticism because 
of its suggestion that railway fuel 
should be purchased to specification, but 
the past few years have furnished con
vincing evidence that this procedure is 
highly important if reasonable econo
mies are to be effected. The advantage 
lies not so much in the purchase of fuel 
having the high b.t.u. values as in the 
opportunity for selecting coal that can 
be economically burned under the pe
culiar conditions prevailing in locomo
tive service. A specification which limits 
the percentage of easily removable non
combustibles produces economies in fuel, 
labor and transportation and involves
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no economic losses.
The greatly increasing coal consump

tion and the present growing importance 
of conserving this indispensable factor 
in our economic life, prompts your com
mittee to say that in its opinion action 
should be taken at no distant date to de
termine the most favorable conditions 
under which economical combustion may 
be obtained with various grades of fuel 
so that plant design and equipment may 
be made to utilize available supplies to 
the best advantage. Such an investiga
tion would naturally include the difficult 
and varied circumstances attending loco
motive service.

In the committee’s opinion public in
terest will ultimately require the exer
cise of reasonable efficiency in the use 
of fuel, which prompts a brief consider
ation of the conditions of purchase. Spe
cifications should include the character
istics of the available supply with par
ticular reference to the percentage of 
ash present, to its clinker forming qual
ities, and to its liability to spontaneous 
combustion. The size demanded for best 
results is also important and should be 
specified by the road supervision which 
should be familiar with requirements for 
the most satisfactory combustion condi
tions. It should be observed also that 
where these conditions cannot be obtain
ed with one grade of coal, analysis will 
frequently develop that a suitable mix
ture may be secured with another grade. 
As is well known, the character of the 
ash content exercises a great influence 
upon the combustion conditions, since, 
under certain circumstances, the free 
burning of the combustible material is 
prevented and clinker forms over the 
grate surface, thus interfering with com
bustion by cutting off the air supply and 
not infrequently preventing proper oper
ation of the grates to keep the fuel bed 
open.

There is also a common source of 
waste through cl inhering coal, especially 
on long divisions where it is often the 
practice to clean fires between terminals, 
resulting in the usual cinder pit and ac
companying losses, including those in
volved in handling and disposing of the 
ash. The ash constituents producing 
these conditions are not only visible and 
mechanically separable, but may be in
timately mixed with the combustible ele
ments, and, therefore, disclosed only by 
chemical analysis.

Reference has been made to the im
portance of properly grading the sizes of 
coal to ensure the greatest efficiency. It 
is generally understood that existing lo
comotive operating conditions prohibit 
the use of slack, but not that different 
grades of lump coal have different eva
poration values. This has recently been 
demonstrated at the University of Illinois 
in a series of tests with a modern mikado 
type locomotive, the results of which are 
indicated below:

Equivalent Evaporation Per Lb. Dry Coal.
Medium rate High rate

Size of coal.
3 x 6-in. egg................ ......... 10.21 9.09
Mine run........................ ......... 10.12 8.66
2-in. lump...................... ......... 9.95 8.32
2 x 3-in. nut.................. ......... 9.90 9.11
2-in. screenings........... ......... 9.25 7.43
1^4-ih. screenings....... 7.06

It should be said concerning these re
sults that they are probably not gener
ally applicable, since they were made 
with Illinois coal from a single mine with 
one locomotive, hence it is not impos
sible that other coals with a locomotive 
having different stoker, grate, fire box 
or front end conditions might develop a 
different ratio, but the figures are useful

in demonstrating the importance of the 
subject and emphasizing the necessity for 
ascertaining the conditions applicable to 
the different coals on each railway.

The foregoing observations are made 
for the purpose of emphasizing recom
mendations of your committee made in 
earlier reports concerning the desirabil
ity of creating an organized fuel depart
ment which should embrace the services 
of a chemist and an inspection corps 
whose attention could be devoted to those 
problems involving research and experi
ment and whose co-operation with the 
purchasing department would ensure se
lection of those coals promising the 
greatest service value. Where the pur
chases are relatively small, a joint ar
rangement might be effected whereby the 
cost of this work could be distributed 
among several consumers. It is believed 
that the U.S. Fuel Administration and 
Fuel Conservation Sections have fully 
demonstrated the advantages of system
atic inspection and analysis and a rea
sonable exercise of control over the sup
ply. The benefits which have thus been 
received should be made permanent.

It may be well to briefly describe a 
system in effect for some time on a large 
railway which has proved satisfactory 
and which has resulted in co-ordinating 
the various agencies responsible for the 
purchase and use of fuel. A chart of the 
organization appears herewith and its 
functions are briefly described as fol
lows: The chemist and coal inspectors

report to a staff officer of the mechanical 
department who is responsible for co
ordinating the laboratory and inspection 
work with that of the road supervision 
and the purchasing department. In this 
manner a proper analysis of the varying 
conditions is ensured and a check main
tained upon shop maintenance and upon 
fuel distribution by the operating de
partment.

Whenever purchase from a new mine 
is proposed analysis is made of a rep
resentative mine sample taken in accord
ance with the method outlined by the 
interior department in its “Directions for 
the Sampling of Coal for Shipment or 
Delivery.” From this analysis the gen
eral availability of the coal is determined 
and, if satisfactory, road tests are con
ducted with the first consignments to 
determine the service characteristics. As 
a rule the chemical analysis and physical 
inspection at the mine are sufficient to 
justify conclusions, but final acceptance 
requires favorable report by the road 
supervision. Following regular ship
ments, samples from cars at destination 
are taken from time to time in conform
ity with the method recommended in the 
publication mentioned. These analyses 
are compared with that of the original 
mine sample in order to determine whe
ther the quality remains uniform and to 
see that the characteristics do not 
change. The inspector taking these sam

ples effects contact between the road 
supervision and headquarters, interviews 
road supervision, investigates locomotive 
failures caused by poor coal, to ensure ob
servance of the schedule provisions and 
to see that the quality of shipments is 
up to the standard; he checks manifests 
to ensure proper distribution, and the 
coal dock records to see that the right 
grade of fuel is used for the specified 
service. The other field inspectors are 
assigned to specific territories and live 
at a point central to them so that the 
necessity for travel is minimized.

The duties of the field inspection force 
comprise not only the preparation and 
sizing at the mines, but should include 
all features affecting efficiency, cost of 
transportation and handling, such as in
spection of the empty cars for foreign 
matter, particularly sandstone, cinders, 
gravel and similar materials likely to be 
mixed with the coal and dumped into the 
pockets. Experience has demonstrated 
that a quarter of a ton of such refuse 
is frequently found in empty cars con
signed to the mines. The inspection 
should also cover defects in equipment, 
such as warped doors, operating mechan
ism in bad order and all conditions af
fecting the loading, unloading or loss of 
lading in transit frequently overlooked 
in routine car inspection. Another fea
ture of importance is the distribution of 
equipment to suit unloading conditions. 
Large losses are incurred in consigning 
flat bottom cars or cars with flat bottoms

having hoppers to points where ship
ments may be handled in self-unloading 
cars. The cost of unloading is now a 
large item and it constitutes a part of 
the total fuel charge. The field inspec
tion force should be required to main
tain a check upon these details and upon 
the scale and manifest weights to detect 
discrepancies, and to ensure loading of 
equipment to the prescribed limit.

If the information collected by the in
spection force is to be of value, it must 
be promptly transmitted to headquarters, 
consequently, a daily report should be 
required covering all the features of in
spection, so that prompt steps may be 
taken in connection with any conditions 
requiring correction. One of the in
spectors, designated chief, is held respon
sible for the work of the others and is 
expected to be informed on the technical 
features of the work so that the depart
ment will be assuerd of information 
concerning developments in the entire 
field of investigation concerning fuels» 
combustion and other related subjects. 
Such an organization requires a high 
order of ability, but the cost involved is 
readily justified in view of the possibili
ties for economy presented. While vary
ing circumstances will affect the number 
of men required in such a force, it is 
believed that, in general, a thoroughly 
satisfactory inspection service for a large 
railway should involve an expense not eX-
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Curve 2, Price of Coal at the Mine, Showing Upward Trend.
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ceeding 0.1% of the fuel cost.
The problem involved in the inspection, 

distribution and utilization of fuel is one 
in which each division of the operating 
department has some responsibility, and 
it is, therefore, advisable that the chief 
operating official should be fully informed 
ns to the requirements, procedures and 
accomplishments of this branch of the 
organization. In the opinion of some 
recognized authorities, notably the Chief 
of the Fuel Conservation Section, the 
head of the fuel department should re
port direct to the chief operating official, 
but, in view of the wide divergence of 
opinion on the subject, your committee 
18 not yet prepared to make such a re
commendation, because it is thought that 
co-operation between the various operat- 
'ng branches will produce the required 
results, especially since fuel is now the 
second largest item of operating expense 
and, therefore, of prime importance to 
the transportation department.

The limitations upon a report of this 
kind and the subjects remaining for con
sideration do not permit further discus
sion of the features of inspection and 
tve will now consider the second subject 
which relates to the locomotive and the 
mfluence of maintenance upon fuel con
sumption. Various publications have re
cently pointed out, graphically and other
wise, the sources of heat losses in loco
motive service, and these are doubtless 
Well understood, but since a knowledge 
m the nature of these losses is essential 
to a proper appreciation of the possibili
ties for economy, it is desirable that 
brief reference be made to the avenues 
through which heat is wastefully dissi
pated, which are as follows : 1. Steam
*eaks in fire box, superheater, front end 
°r to the atmosphere. 2. Grate, cinder 
Pit and stack losses. 3. Escaping steam 
through safety valves, unnecessary oper
ation of auxiliaries, such as headlight 
generator, air pump, etc. 4. Unconsum- 
®d Volatile usually denoted by excessive 
smoke. 5. Heat losses in escaping gases.
o. Radiation. These items are largely in
fluenced by factors independent of opera- 
«on and maintenance, but it is with the 
atter that we are now chiefly concerned 
nd to which attention is directed.

p, Recent observation, confirmed by the 
Pel Conservation Section, indicates that 
team leaks are not receiving the atten- 
*°n demanded by the extent of losses in- 
°lved or the inefficiency of operation

Produced. One remedy for this situa- 
°n lies in a proper inspection of loco

motives while under steam in advance 
bp î80*1 boiler wash. This inspection to 
th , bowed by a check inspection after 

e locomotive is ready for service. This 
p actice would ensure reasonable free- 

om from leaks because excessive leak- 
tw rarely develops in the intervals be- 

een two boiler wash periods.
fa , rge losses are sustained through 
aulty superheater maintenance. Pres- 
are tests should be regularly applied to 

in barheater units and steam pipe joints 
Co °rJer that defects may be located and 
Wa ejted- Recent inspection on one rail- 
ijWy developed that out of 15 locomotives 
joi S(erY*ce> 11 had leaking superheater 
tiv S *nv°lving loss of fuel and locomo- 
tuali e*hciency. This condition can vir- 
anp he eliminated through the observ- 

6 °f standard methods for the main- 
pr ance of units. This should include 
at. ,Per assembly, with the required bands 

u supports in the tubes. Observation 
tureSeyeral. ra’lwtiys shows that this fea- 
that ls., being neglected, with the result 

* Vlbration opens the header joints,

causing bad leaks in the smoke box and, 
frequently, costly damage to adjacent 
parts.

Faulty combustion, represented by un
consumed hydrocarbons and high com
bustible in the ash, is most frequently 
occasioned by improper air supply. For 
a given furnace and fuel, the excess air 
is fixed within comparatively small 
limits. An increase in the air supply 
reduces efficiency, because of the loss in 
heating the excess, while on the other 
hand, a decrease below the required per
centage produces less complete combus
tion. Coals having low percentages of 
volatile matter require less excess air for 
nearly complete combustion than those 
having higher percentages of volatile. 
This not infrequently accounts for better 
results with one grade of fuel than with 
another.

In locomotive service the air supply is 
controlled by front end, flue, grate and 
ash pan conditions, which often do not 
receive proper attention from the de
signers. Many modem locomotives have 
grates with insufficient air-inlet openings, 
or with openings that readily become 
clogged, thus increasing the resistance 
to air flow. Attempts are frequently 
made to overcome this condition by ad
justing front ends or reducing the di
ameter of the exhaust nozzle.

Radiation losses have heretofore re
ceived little attention from writers on 
locomotive fuel economy, and even less 
from those responsible for locomotive 
design and maintenance, as a casual in
spection of any locomotive will disclose. 
It is estimated that the radiation from 
each square foot of surface carrying 200- 
lb. pressure and surrounded by atmos
phere at 70 deg. F. temp, wastes 1000 
lb. of coal a year. This loss increases 
rapidly with decreasing temperatures, 
certain weather conditions and rapid cir
culation produced by moving locomotives. 
The average locomotive has approxi
mately 100 sq. ft. of such exposed boiler 
and pipe surface, easily representing an 
annual loss of $150 to $200. This can be 
substantially reduced if cylinder heads, 
steam pipes and fire box surfaces are 
properly insulated and for this purpose 
it is recommended that magnesia-asbes
tos or hair felt be used and that it be 
not less than 1% in. in thickness except 
for small pipes where % in. is sufficient. 
Fire boxes may be covered by removable 
sections where access to staybolts is re
quired. These practices, once somewhat 
general, have been neglected because of 
the maintenance problems introduced 
with modem power.

A common source of loss of power and 
combustion efficiency arises from fre

Curve 1, Total Cost of Locomotive Fuel for the Last 19 Years.

Many of the older locomotives are still 
equipped with ash pans having insuffi
cient air openings, a defect readily de
tected with a U tube draft gauge. There 
should be no indication of vacuum in 
the ash pan. Correction of this condi
tion recently permitted an increase of 
% in. in the nozzle diameter of several 
locomotives and not only effected a sub
stantial saving in fuel, but greatly in
creased the efficiency of the locomotives.

It is highly important that the flues 
and tubes be free from obstructions, 
which not only interfere with the air 
supply to the fire box, but reduce tube 
evaporating efficiency and superheater 
economy. The Fuel Conservation Sec
tion has recently pointed out that the 
fuel loss through drop in super heat with 
half the tubes stopped up may reach 
24%. In order that thorough and effi
cient cleaning may be assured, standard 
apparatus and methods should be estab
lished and suitable records maintained. 
The maximum interval in mileage or time 
between cleanings, consistent with the 
requirements for different classes of 
power and service, should be determined, 
and flues thoroughly cleaned within 
these limits. Periodical checks by the 
supervising officers are required, to en
sure proper work and continuous rec
ords.

quent unnecessary changes in dimensions 
or adjustment of front end appliances. 
Standards suited to local conditions for 
each class of locomotive should be de
termined and maintained, and periodic
ally checked by the inspection force. The 
common practice with respect to a poor 
steaming locomotive, for which the cause 
is not readily discernible, is to alter some 
of the front end details, whereas, proper 
investigation usually discloses a leak in 
some of the joints, frequently between 
the front and the ring, or around the 
outside steam pipe joints. As an over
drafted locomotive produces air, spark 
and back pressure losses, the importance 
of maintaining standard front end de
tails may be understood.

In its last report your committee 
briefly covered those features of main
tenance that contribute largely to power 
and fuel losses, but the work of the Fuel 
Conservation Section has demonstrated 
that two other appliances are exerting 
an appreciable influence upon locomotive 
fuel losses—the power reverse gear and 
the pneumatic sander. There are some 
power reverse gears in use that, not 
being positive, permit “creeping” while 
the locomotive is in operation, thus in
creasing the cut-off and decreasing ef
ficiency. It is recommended that all such 
gears be modified, so as to permanently
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correct this defect, and that particular 
attention be paid to the maintenance of 
valves and packing to ensure proper oper
ating conditions.

The losses occasioned by poor sand and 
defective or inoperative sanding appli
ances, are greater than commonly sup
posed and arise chiefly through failure 
at critical points, necessitating stopping, 
taking slack and doubling hills. Your 
committee recommends the adoption of 
suitable specifications governing the pur
chase of locomotive sand which, by es
tablishing reasonable limits for silicon 
content, will ensure a suitable quality. 
Then, to make the material effective, the 
sand pipes should be firmly held over 
the rail by substantial clamps not less 
than V2 x 2 in. section* attached to the 
extreme lower end of the pipes. With 
the adoption of these provisions the pre
scribed daily or trip inspections should 
ensure the desired sanding efficiency.

Previous discussion has been confined 
to the influence of the locomotive and its 
details of construction, maintenance and 
operation upon fuel consumption, but it 
may be well to mention the fact that car 
equipment also exerts a large influence 
upon the problem. While any defect con
tributing to increased resistance pro
duces a corresponding increase in the fuel 
required, perhaps the most general fea
tures are defective brakes and air leak
age caused by defective hose and gaskets. 
The leakage limits for freight trains es
tablished by many railways should be 
generally adopted and consistently main
tained. Your committee recommends that 
they be given official recognition and in
corporated in the air brake rules now 
the standard practice of the section.

While the opportunity for the great
est savings occurs on the road, there is 
an aggregate annual loss now amount
ing to millions arising from locomotive 
fuel consumption that is occasioned 
through the limitations imposed by ser
vice conditions. The fact is that irreg
ular demands upon the locomotive render 
side track and terminal economies of the 
highest importance. A large part of the 
terminal losses arises from maintaining 
locomotives under steam when not re
quired for early service, and from un
necessary cleaning or removal of fires. 
Where locomotives are not likely to be 
required for service within 20 hours, as 
frequently occurs on Sundays or holidays, 
or under special conditions arising from 
variations in operation incident to reduc
ed business, fires should be drawn. Under 
all circumstances grates and stacks 
should be covered, to prevent the cool
ing effect of air circulation through the 
fire box and flues. This suggests the fre
quent waste observed through faulty 
methods of firing up, resulting in the 
loss of green coal through the grates, 
either because they are defective or the 
openings are large enough to permit the 
green coal to fall through. Observa
tion of recently prevailing methods dis
closes that enough coal is frequently 
wasted in this manner to haul 1,000 tons 
one mile on the average railways. Grates 
should be covered with shavings, or wood, 
before coal is applied, which will not only 
minimize the loss mentioned, but reduce 
the quantity of coal otherwise required 
in kindling fires.

Side track losses arise from excessive 
draft, which should be regulated by 
means of the fire door. Another factor 
in this connection is the influence of the 
superheater damper, which is frequently 
tied open, a practice that should be dis
couraged, because of its influence upon

maintenance as well as upon fuel con
sumption.

Cinder pit operation offers much great
er opportunity for fuel economy than is 
generally recognized. Recent investiga
tion developed that the combustible con
tent of locomotive cinders at certain 
terminals averaged 35% by weight. In 
other words, every car of cinders con
tained more than a third of a car of coal. 
It is at present impossible to avoid large 
losses here, but they may be minimized 
through co-operation of locomotive men, 
firemen, hostlers and ash-pit foremen, by 
careful firing before locomotives reach 
the pit and avoiding the application of 
green coal immediately before fires are 
cleaned.

This suggests the service that compe
tent supervision may render on the ash 
pit in cleaning fires promptly, moving 
locomotives as soon as ready, in care
ful cleaning of fires to properly remove 
ash and clinker without waste of fuel, 
in preventing the excessive use of air 
pump and steam blower and in maintain
ing co-operation with the locomotive 
house in order that no fire shall be dump
ed unnecessarily and no fire cleaned that 
will require subsequent dumping. The 
ash pit foreman should be provided with 
a copy of the monthly boiler list and see

servation rests in a large measure upon 
the mechanical department, there are fea
tures of operation affecting the problem 
that are under the immediate control of 
associated departments, whose interest 
is essential to many economies that are 
possible only through improved efficiency 
in daily routine. This includes prompt 
dispatching of locomotives and trains, 
proper adjustment of tonnage, proper 
make-up of trains, prompt completion of 
station work and elimination of delays 
in the movement of ash pit and coal 
cars.

Maintenance of way and signal depart
ment officers can also render effective 
service, in the cause of fuel economy, 
by eliminating, as far as possible, the 
necessity for stopping or reducing the 
speed of trains because of prolonged slow 
orders, the unnecessarily prolonged dis
play of caution flags or inoperative sig
nals. This department is also directly re
sponsible for lighting and pumping-plant 
operation, and should eliminate fuel 
losses through radiation from exposed 
surfaces and the steam leaks that are 
frequently characteristic of these isolat
ed plants.

Locomotive fuel constitutes about 88% 
of the total railway consumption, and, 
therefore, offers the greatest opportunity
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that fires are dumped as the locomotives 
pass over the pit.

The coal pocket foreman should be fur
nished with a schedule of coal required 
by locomotives in each class of service, 
and should be charged with the respon
sibility for observance of the schedule. 
The Fuel Conservation Section estimates 
that at least 100,000 tons of coal, un
necessarily carried on locomotive ten
ders, is being transported 100 miles every 
day, at a total expense for fuel alone 
equivalent to 1,000 tons a day. The 
schedule should also indicate the kind 
of coal required for different classes of 
locomotives and assignments, so that the 
better grades may be employed in the 
heaviest service.

The extent of the possible terminal 
losses suggests the desirability of an ac
counting system that will distinguish be
tween the fuel consumption of locomo
tives in the hands of the mechanical and 
the transportation departments. Such 
records would readily disclose uneconom
ical practices and permit their prompt 
correction. The road performance should 
be compared with predetermined figures 
based on an estimate and trial under 
average conditions.

While the responsibility for fuel con-

a Trunk Line Railway.

for conservation and economy, but the 
remaining 12% represents the very sub- 
stantal sum of $45,000,000 on the 1918 
basis, an amount approximating half the 
total fuel cost for locomotives 10 years 
ago. Of this total the largest percent
age is represented by power plant con
sumption to which the remainder of the 
paper will be devoted.

Questions of relative economy in the 
purchase of power or its generation in 
privately owned plants are important, 
but do not fall within the scope of a 
paper which deals with the problems of 
operation rather than design, and con
sideration will, therefore, be given to 
those details susceptible of correction in 
existing plants.

The inefficiency in the ordinary railway 
stationary boiler plant arises from equip
ment, maintenance and operation. Large 
losses are frequently encountered because 
of insufficient or inefficient equipment. 
Investigation has developed frequent in
stances of low rates of evaporation in 
very inefficient plants, caused by an at
tempt to force boilers above their normal 
capacity. This is a frequent accompani
ment of the discarded locomotive boiler, 
which is always uneconomical for sta
tionary purposes. In one instance of re-
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cent occurrence, a locomotive boiler in 
stationary service, consuming 7 tons of 
coal a day, was replaced by a return 
tubular boiler which effected a saving of 
“ tons a day under the same service con
ditions.

Many stationary boilers are not provid
ed with dampers in the uptake, and yet 
draft regulation should be obtained with 
dampers and the draft should be obtain
ed with dampers and the draft should 
1)6 varied to suit the rate of combustion 
which is proportional to the load. Maxi
mum efficiency is attained when the pro
per draft for given rates of combustion 
under given condition is established by 
suitable tests. Tests made indicate how 
an average saving of 9%%•

Feed water heaters are not economic- 
auy employed and yet the conditions 
Prevailing in practically all railway 
Power plants will permit their use for 8 
months in the year. When it is consid
ered that under average conditions an 
fficrease of 11 deg. F. in the temperature 
M feed water effects a saving of about 
t% in fuel consumption, the loss from 
tree exhaust steam is plainly evident, 
there is no more immediate and effective 
means of economy than through feed
water heating.

One other prime factor is power plant 
Economy lies in the disposition of ex
haust steam other than for feed-water 
heating purposes. This feature would 
not be lost to view if the enginer portion 

the plant were considered, the aux- 
,'ary, and mechanical power a by-pro- 

uuct. The fact is that under average 
onditions the heat consumption of sta- 
onary engines does not exceed 15% of 

, o total heat generated, the difference 
hemg represented by the heat of the ex- 
aust. In practically all railway shops, 

Sheitjfore, the heating requirements 
art?!' k® satisfied with exhaust steam, 

m large plants the condensate should 
sv 2e*urned through a suitable vacuum 
urif! tu ' outside purchase of power
heat' 6 use high pressure steam for 

purposes is an unwarranted ex- tlavagance.
mittXper*ence has convinced your com- 
coum fhat the largest losses usually en- 
boii ,erec* hi the operation of stationary 
the n on. railways are included under 
eïat h .wing headings, which are enum- 
horta 'n the order of frequency and im- 
con„ c?: 1. Leaky settings and stack
ti0nnefctt°ns. 2. Poor firing. 3. Radia- 
flues fr°m uncovered surfaces. 4. Dirty

theGaky settings produce excess air in 
ai'is4<fUkustion sPace> although this may 
of tu- °m other causes. The importance 
be ls, c°mmon source of inefficiency will 
efflejn<terstood from the fact that boiler 
P0t'tfnCy falls off in almost direct pro- 
anq /S to the percentage of excess air, 
of 4<wls n°t infrequently produces a loss 
deve] " Brickwork settings are sure to 
Por0(10p cracks in addition to which the 
ihfiltrS character of the brick permits air 
sk°ulrl °n" All exposed brick settings 
Waste a* *east receive a coat of a good 
ermg F /calmg compound—a %-in. cov- 
loweq ?f magnesia-asbestos cement, fol- 
bettyp by the sealing compound, is even

coiinpïîcnt leaks are found around stack 
all of011?1}8» plates, dampers and doors, 
dviCe i which influence the draft and re- 
°Ccasi ° ,r efficiency. These parts require 
order ° * inspection to insure a high 

Poor .(.Maintenance.
thij, a - bring includes too thick or too 
too fr IUel bed, accumulation of clinkers, 

equent shaking, uneven distribu

tion, permitting holes to develop, impro
per manipulation or neglect of dampers 
and carelessness in fire cleaning. Correc
tion of these faults is a matter of an
alysis, education and supervision. It 
should be observed, however, that the 
economies of the best equipment may be 
lost in poor boiler room practice.

Radiation losses are usually considerable 
and nearly always neglected. At 100-lb. 
steam pressure and 70 deg. atmospheric 
temperature, the loss in radiation 
amounts to 718 lb. of coal per sq. ft. of 
uninsulated surface per year. Is is, un
fortunately, common practice to burden 
railway shop boiler plants with a multi
tude of accessories usually involving 
large heating loads. It is certainly econ
omy to centralize steam production, but 
economical steam distribution is a mat
ter too frequently left to the division 
plumber or the shop pipe foreman, who 
may be masters of the technique of their 
trade, but to whom lost b.t.u.’s are of no 
particular interest. The surest evidence 
of this statement lies in the appearance 
of bare ground in winter over the aver
age buried steam pipe. And here it should 
be said that plain, unprotected, asbestos 
covering, on an underground steam pipe, 
may be expected to become a surface con
denser of large capacity.

Your committee takes this occasion to 
recommend the adoption of specifications 
for pipe coverings suitable for super
heater and saturated steam and hot 
water, and also for water-proof under
ground coverings for low pressure lines.

Clean flues and boilers are a matter 
of standard practice and organization. 
In plants having no engineer, the respon
sibility for cleaning flues and washing 
boilers at the prescribed intervals should 
be placed upon one of the firemen, and 
he should be followed up by the general 
supervision.

Auxiliaries are frequently neglected, 
especially in the smaller and older plants. 
Blowing rod packing, excessive water- 
pump slippage and leaking steam-pipe 
joints are all too commonly in evidence 
where it is unnecessary to maintain a 
suitable relation between input and out-

t.The losses outside the plant are also 
ich greater than usually supposed, 
rticularly in compressed air lines. It 
estimated that the cost of air, com

essed in a modern plant, approximates 
c for each 1,000 cu. ft. of free air 
ed, and yet the waste in many plants 
enormous. Reasonable economy re- 

ires that a periodical inspection of air 
sses shall be conducted and leaks in 
pe lines, valves and hose promptly re- 
"'“'J Once each week is not too fre

shop.
Preparation of systematic records is 

essential to every well operated plant. 
The possibilities should be developed 
through suitable experiments, and stand
ards once established should be checked 
with the daily operation. Such records 
should be made to correspond with the 
available equipment, and, for smaller 
plants, may be very simple. The results 
for a general division of a railway may 
be tabulated and a rating established 
which will stimulate competition. For 
this purpose plants having the same gen
eral facilities should be grouped by 
classes in order that the ratings may be
comparable.

It should be said that stationary 
power-plant operation may be reduced to 
a reasonably exact basis and that best 
results are attaiend when the equipment

is planned for the required service. Re
sults may then be obtained upon a basis 
corresponding with reasonable exactness 
to a predetermined production cost, but 
the variables in the operation must be 
worked out to produce maximum econ
omy for various rates of output. These 
are problems requiring skill and experi
ence, and should be intrusted only to 
qualified engineers. Your committee re
peats its recommendations of last year 
that mechanical stationary power plants 
be placed under the responsible supervi
sion of one man, whose time on the larger 
systems can profitably be devoted to the 
problems and economies in steam genera
tion and utilization.

Your committee recognizes that with
out any attempt at research or experi
ment, it has been necessary to sacrifice 
originality of subject matter. But if 
many of the things mentioned have long 
been familiar to mechanical department 
officers, perhaps their present existence 
is the best of reasons for their consider
ation at this time. It is reasonable to 
assume that neither the cost of mine pro
duction, nor that of transportation, will 
be appreciably lower in the immediate 
future, so that economy in consumption 
assumes an importance relatively greater 
than ever before. But, it may be asked 
what shall be done to realize the econ
omies admittedly so necessary ? The 
answer is that the first requisite is full 
knowledge as to the extent to which 
wasteful practices prevail which should 
be determined by careful survey. Reme
dial measures will frequently involve 
mechanical equipment requiring appro
priations, but the chief problem is one 
of efficient operation and effective super
vision. The results depend upon main
taining an enthusiastic interest on the 
part of those responsible for the use of 
fuel and the elimination of wasteful 
practices. And the interest and enthus
iasm must begin at the top and permeate 
the entire operating; organization if the 
maximum efficiency is to be attained. The 
great difficulty, on a railway lies in the 
tendency to relaxed effort, because of the 
routine involved, but this is a subject de
manding sustained and interested sup
port from the chief operating officer to 
the fireman and the locomotive house 
man.

Train Brake and Signal Equipment 
Committee’s Report.

An American Railroad Association’s 
mechanical section committee, T. L. 
Burton, Consulting Air Brake Engineer, 
New York Central Rd., chairman, re
ported in part as follows: The question 
of air brake maintenance was discussed 
at a committee meeting in Nov., 1918, 
the findings of the committee being em
bodied in a circular on the subject, which 
was approved by the U.S. Railroad Ad
ministration.

It is suggested that the recommended 
practice packing ring gauge be made a 
standard, with tolerance dimensions pro
vided for in the gauge, and the specifi
cations to include instructions as to its 
use.

The practice of taking the cylinder pis
ton and packing leather, when removed, 
to a conveniently located shop, where the 
leather is cleaned by a specially assigned 
man, and tested on the test rack, should 
be extended and made standard practice. 
With this in view, the committee has 
prepared drawings on suitable test racks 
and their use. While considering the new
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triple valve test rack as superior to the 
older types, it does not consider it so 
much as to recommend that older types 
be discontinued.

It is recommended that when brake 
cylinders and triple valves are cleaned, 
they be stencilled on one side in two 
lines, one showing the place, month, date 
and year of cleaning, the other line show
ing the road on which the work was 
performed.

In connection with retaining valves for

An American Railroad Association’s 
mechanical section committee, C. H. 
Quereau, Superintendent, Electrical 
Equipment, New York Central Rd., chair
man, submitted a report of which the 
following is an abstract:

Successful electric operation of 
through passenger trains over the usual 
steam railway division, or for any dis
tance approximating this, would be im
practicable unless the locomotive can 
furnish sufficient steam to satisfactorily 
heat the train. A study of the prob
lem was commenced in 1902, and from 
then until 1913, there were 9 designs 
of boilers built and tested, 4 of them 
using electricity as the source of heat, 
and 5 using fuel oil. The electric boil
ers did not prove satisfactory, while the 
oil-fired type has been finally developed 
to a point where it is quite generally 
adopted.

freight cars, a large number of different 
types and capacities are required to 
make proper repairs to foreign cars. The 
recommendation is made that two pres
sure spring type retaining valves of such 
capacity as may be required by individual 
roads, be used, leaving the question of 
standard capacity open for further con
sideration.

Detailed recommendations for recom
mended and standard practice are em
bodied covering the foregoing points.

oil and water storage tanks and piping, 
but without fuel oil or water, the heater 
equipment weighs 5,850 lb., and occupies 
a circular floor space less than 5 ft. in 
diameter for the boiler, and about the 
same for the storage tanks. Under ser
vice conditions, these boilers evaporate 
over 5 lb. of water per sq. ft. of heating 
surface, and over 6 lb. of water per lb. 
of oil, though in carefully conducted 
tests, the evaporation per lb. of oil has 
frequently been over 10 lb.

When using eastern fuel oil, which 
has a paraffine base, or kerosene, the 
lower section of the burner, which carries 
the steam or air for atomizing the oil, 
projects beyond the oil orifice, forming a 
lip or shelf on which the excess oil may 
flow and still be atomized. Where it is 
more economical to use the heavy west
ern oils, having an asphalt base, it has 
been found necessary to leave off the lip,

the steam is somewhat superheated, it 
requires less steam per car per hour to 
satisfactorily heat it.

The type of boiler illustrated is stand
ard for the New York Central Rd. elec
tric passenger equipment, where the ca
pacity is rated at 2,200 lb. of steam an 
hour; on the Chicago, Milwaukee and 
St. Paul Rd., where it is rated at 2,600 
lb. of steam an hour; on the New York, 
New Haven and Hartford Rd., where the 
maximum capacity is given at 2,700 lb., 
and an average of 2,200 lb. an hour. It 
has been adopted for the Canadian 
Northern Ry’s. electrified zone, where 
the heating plant is installed in a separ-

Cross Section of Oil-Fired Boiler.

ate car, or trailer, instead of on the lo
comotive. Each of the railways reports 
satisfactory results from these boilers- 
In each case, the cars are heated froin 
a steam header at terminals before the 
locomotives are attached, or are deliver
ed, properly heated, by steam locomotives 
to the electric locomotives.

The amount of steam necessary to sat
isfactorily heat and the car depends on 
a number of governing factors, such as 
outside temperature, wind, size of car- 
etc., but it would appear that for the 
average modern car, with outside tem
peratures between 20 and 30 degs. F- 
each car takes about 200 lb. of steam an 
hour, and with outside temperature 01 
0 deg. F., the consumption of steam Per 
car approximates 225 to 250 lb. ,

Considering the extra plant required 
for electric heating, it was estimated 9 
few years ago that with a 35-locomotive 
installation, electrically generated steam 
would cost about $45,000 a year more 
than oil generated, not including fix®® 
charges in the cost of current. If fixe® 
charges are included, there would be a 
saving of over $100,000 a year in favor 
of oil as a source of heat.

Stack Deflector
7^'Safety /a/res

Floor Line
• Drain-]Pamper- /W<

7'Train Lines' 1 ant* “tfafer ! OH Filling

Assembled Installation of Oil-Fired Heating Equipment.

Design, Maintenance and Operation of Electric Rol 
ling Stock on Heating of Passenger Trains 

Drawn by Electric Locomotives.

The type of oil-fired boiler shown in 
the accompanying illustrations was that 
finally adopted as giving the most satis
factory results. It was designed in 1912 
and applied to 29 locomotives. They 
have 436 sq. ft. of heating surface, with 
a working pressure of 110 lb., and a ca
pacity of 2,200 lb. of steam per hour. 
Though based on previous designs, there 
were several radical changes, the most 
important being the use of a water leg 
18 in. deep and 2% in. wide, increasing 
the bridges between the tubes to % in.; 
the substitution of a forced draft in the 
fire box with a closed door for the na
tural draft used previously; and the use 
of two expansion joints of the bellows 
type in the boiler shell. Complete with

because of the liability of oil accumu
lating at that point and interfering with 
the steam jet. Only when the boiler is 
started is air from the main reservoir 
turned into the stack blower to insure a 
draft, and on to the burner to atomize 
the fuel oil. When the steam pressure 
approximates 50 lb., a 3-way cock sub
stitutes steam for air. It only requires 
10 min. from starting the fire to develop 
110 lb. steam.

There is a superheater in connection 
with the boilers, as shown, and it is 
possible to obtain any reasonable de
gree of superheat. Good practice indi
cates that about 15 degs. is desirable, 
as a high superheat damages the steam 
hose and gaskets. Tests show that when

English Valley and Hudson Bay Ry•"7 
In connection with the application °- 
the company, for which H. A. Steward 
Toronto, is solicitor, to the Domini0® 
Parliament for an extension of time i°* 
the construction of a railway from nea1 
Brereton, Man., station, on the Nation9 
Transcontinental Ry. from Moncton- 
N.B., to the English River, Ont., be
tween the eastern boundary of Man1' 
toba, and the 9th meridian of longitud®’ 
the House of Commons railway com»11' 
tee reported that the granting of the ®*' 
tension would not be in the public inter
est. The House of Commons adopt®® 
the report on June 10, and directed tba 
the fees paid, less cost of printing a® 
translation, be returned.
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Other Master Car Builders’ 
Reports.

Officers and Committee for 
1919-1920.

Railway Supply Exhibits at the 
Atlantic City Conventions.

In addition to the various committee 
rePorts given in full, or in abstract, in 
this issue, the following committees also 
submitted reports :

Revision of Passenger Car Rules of 
Interchange—A committee of which H. 
H. Harvey, General Car Foreman, Chi
cago, Burlington and Quincy Rd., was 
chairman, and of which C. J. Forrester, 
General Car Inspector, G.T.R., was a 
member, recommended certain additions, 
changes and omissions in existing rules.

Specifications and Tests for Materials 
(M.C.B.)—A committee of which F. M. 
Waring, Engineer of Tests, Pennsyl
vania Rd., was chairman, recommended 
a number of changes in existing M.C.B. 
tests and specifications.

Standard Blocking for Cradles of Car 
Humping Machines—A committee, of 
'vhich J. McMullen, Mechanical Superin
tendent, Erie Rd., was chairman, found, 
ny observation of the operation of the 
machines equipped with the present 
M.C.B. blocking, that cars receive more 
cc less damage while passing through 
the machines. After experimenting in 
90-operation with the heads of various 
mdustries in the coal and ore districts, 
they have developed a blocking which 
they consider suitable for protecting 
cers. it consists of vertical posts cover
all with 3 in. horizontal planking, the 
•atter so arranged that it does not inter- 
tere with the various projecting edges 
?t the cars. A plan of the proposed 
mocking accompanies the report.

Loading Rules—A committee of which 
^ J. Burch, General Foreman Car 
department, Norfolk and Western Ry., 

as chairman, recommended numerous 
changes in existing rules for loading. The 
Principal part of the report is a com
plete set of instruction on the loading of 
Ptomobiles, trucks and trailers, 

j Arbitration—A committee of which J.
• Hennessey, Assistant Master Car 
Under, Chicago, Milwaukee and St. Paul 
0-, was chairman, and of which J. Cole-

nan> Superintendent Car Department,
• I R., was a member, recommended a 
umber of changes in existing practice.
Standards and Recommended Practice 

committee of which T. H. Goodnow, 
Ppmûntendent Car Department, Chicago 

r p North Western Rd., was chairman, 
commended a number of changes in 

mndards and recommended practice.

Other Master Mechanics’ Reports.

r tn addition to the various committee 
eports given in full, or in abstract, in 
ms issue, the following committees also

Presented reports:
~-_Tra*n Resistance and Tonnage Rating.

committee of which 0. P. Reese, Su- 
prmtendent Motive Power, Pennsylvania 
dev*!]*’ Was chairman, reported no new

/.Specifications and Test Materials 
gA-R.M.M.)—An American Railroad As- 
p Nation mechanical section committee, 
syl ' Waring, Engineer of Tests, Penn-
F iûtlon mechanical section committee, 
sv] Waring, Engineer of Tests, Penn- 
cÇvania Rd., chairman, recommended 

anKes in several existing specifications, 
^^tandards and Recommended Practice 
q A committee, of which W. E. Dunham, 
^eneral Superintedent Motive Power and 
pyr Department, Chicago and North 

estern Rd., was chairman, recommend- 
some changes in standards and re- 

mmended practice.

An American Railroad Association’s 
mechanical section committee, F. W. 
Brazier, Superintendent Rolling Stock, 
New York Central Rd., chairman, and of 
which W. J. Robider, General Master 
Car Builder, C.P.R., was a member, re
ported as follows :

The present officers and general com
mittee of the mechanical section of the 
American Railroad Association were 
elected at a joint meeting of the execu
tive committees of the American Rail
way Master Mechanics’ and Master Car 
Builders’ Associations, held in New 
York, N.Y., Feb. 1, 1919, to serve tenta
tively until permanent officers and gen
eral committee could be regularly elect
ed by members at the 1919 convention.

Sec. 5 (a) of the rules of order for 
this section provide that “it shall be the 
duty of the nominations committee to 
offer to the convention the name of one 
representative member as a candidate for 
chairman and one for vice chairman, and 
the names of 7 representative members 
as candidates for the general commit
tee.” As the present general committee 
is a tentative committee to serve only 
until this convention, your committee has 
nominated a chairman and 7 members 
for the general committee to serve for 
2 years, and a vice chairman and 7 mem
bers of the general committee to serve 
for one year. This will provide that fu
ture nominations for the general com
mittee can be made for the regular 2- 
year term in accordance with the rules.

In addition, F. McManamy, Assistant 
Director, Division of Operation, U.S. 
Railroad Administration, C. B. Young, 
Manager, Inspection and Tests Section, 
U.S. Railroad Adminstration, and F. F. 
Gaines, Chairman, Board of Railroad 
Wages and Working Conditions, U.S. 
Railroad Administration, are also mem
bers of the general committee represent
ing the U.S. Railroad Administration. 
Your committee suggest the following:

To serve for two years—Chairman, W. 
J. Tollerton, General Mechanical Super
intendent, Chicago, Rock Island and Pa
cific Rd.; general committee, J. T. Wallis, 
General Superintendent Motive Power, 
Pennsylvania Rd.; T. H. Goodnow, Su
perintendent Motive Power, Chicago and 
North Western Rd.; W. H. Winterrowd, 
Chief Mechanical Engineer, Canadian 
Pacific Ry.; C. H. Hogan, Assistant Su
perintendent Motive Power, New York 
Central and Hudson River Rd.; J. E. 
O’Brien, Mechanical Superintendent, Mis
souri Pacific Rd.; A. Kearney, Superin
tendent Motive Power, Norfolk and 
Western Rd., and C. F. Giles, Superin
tendent Machinery, Louisville and Nash
ville Rd.

To serve for one year—Vice Chairman, 
J. Coleman, Superintendent Car Depart
ment, Grand Trunk Ry.; general commit
tee, J. W. Small, Mechanical Assistant 
to Regional Director, Southern Region, 
U.S. Railroad Administration; J. S. 
Lentz, Master Car Builder, Lehigh Val
ley Rd.; H. R. Warnock, General Super
intendent Motive Power, Chicago, Mil
waukee and St. Paul Rd.; C. E. Fuller, 
Superintendent Motive Power, Union Pa
cific Rd.; S. Lynn, Master Car Builder, 
Pittsburgh and Lake Erie Rd.; A. P. 
Prendergast, Mechanical Superintendent, 
Texas and Pacific Rd., and J. R. Gould, 
Superintendent Motive Power, Chesa
peake and Ohio Rd.

The report was adopted and the officers 
and committee elected as recommended.

The Railway Supply Manufacturers’ 
Association’s exhibits were, as usual, of 
a very comprehensive nature, in fact, 
larger than in any previous year, there 
being 301 exhibits, occupying about 93,- 
500 sq. ft. of floor space, against 277 ex
hibits and 87,360 sq. ft. of floor space for 
1913, the previous record year. Among 
the principal exhibitors were the follow
ing:—

American Brake Shoe & Foundry Co., 
New York, N.Y.—Reinforced brake shoes 
for locomotives and cars; malleable iron 
locomotive and car brake heads and keys.

American Locomotive Co., New York, 
N.Y.—Flexible staybolts ; power reverse 
gear; intercepting valve; piston valve.

American Steel Foundries, Chicago, 
111.—Simplex clasp brake ; Economy cast 
steel draft arm; Davis steel wheel; Ajax 
and Hercules brake beams; Simplex and 
American coupler pockets; Simplex cou
pler; Atlas safety guard and third point 
support; cast steel bolsters; Vulcan 
trucks.

Association of Manufacturers of Chill
ed Car Wheels, Chicago, 111—One 33 in. 
625 chilled iron wheel for 30-ton cars; 
one 33 in. 700 chilled iron wheels for 40- 
ton cars; one 33 in. 725 chilled iron 
wheel for 50-ton cars; one 33 in. 850 
chilled iron wheel for 70-ton cars; one 
pair 850 lb. M.C.B. wheels for 70-ton 
cars, mounted on axle with flange in
creased 3-16 of an inch, as recommend
ed by the association.

Boss Nut Co., Chicago, 111.—Boss lock 
nuts.

Buffalo Brake Beam Co., New York, 
N.Y.—Brake beams and brake beam 
parts.

Chase & Co., L.C., Boston, Mass.—Mo
hair plush upholstery for railroad 
coaches, steamships and automobiles; 
leatherwove upholstery for railroad 
coaches.

Dearborn Chemical Company, Chicago, 
111.—Showing method of Dearborn water 
treatment for prevention of scale forma
tion, corrosion, pitting and foaming. 
Waters analyzed. Operators of an
alytical laboratories ; No-ox-id rust pre
ventive.

Du Pont Fabrikoid Co., Wilmington, 
Del.— Railway car seats; dining car 
seats; leather substitutes; a Cadillac 
roadster with entire surface covered with 
Craftsman Fabrikoid.

Edison Storage Battery Co., Orange, 
N.J.—Edison alkaline storage battery for 
railway train lighting, railway signal
ing; industrial trucks and tractors ; com
mercial vehicle and delivery wagons; 
storage battery locomotives; mine 
lamps; meter testing; manhole lighting; 
ignition and lighting.

Electric Service Supplies Co., Philadel
phia, Pa. — Keystone turbo-generator; 
Keystone locomotive headlight switch ; 
Golden Glow locomotive headlight.

Flannery Bolt Co., Pittsburg, Pa.— 
Tate flexible staybolts for water space; 
adjustable crown stays; flexible flush 
staybolts ; flexible drilled (hollow) stay- 
bolts; F.B.C. solid flexible staybolt (new 
design) ; F.B.C. hollow flexible staybolt 
(new design) ; installation tools for the 
application of Tate and F.B.C. staybolts; 
model of section locomotive boiler with 
complete installation—all types.

Franklin Railway Supply Co., Inc., 
New York, N.Y.—Franklin automatic ad
justable driving box wedge; Franklin 
automatic driving box lubricator; Frank
lin automatic fire door; Economy trucks;
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McLaughlin flexible conduits; Franklin 
ball joints.

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

Garlock Packing Co., Palmyra, N.Y.— 
Special packings for railway shops and 
roundhouses; for air pumps, throttles, 
compressors, accumulators, steam ham
mers, stationary engines and pumps.

Gold Car Heating & Lighting Co., New 
York, N.Y.—Vapor combination pres
sure and vapor pressure, hot water and 
electric car heating systems. Thermos
tatic control for all types of car heating 
systems and buildings ; ventilators for 
railway cars; pressure regulators.

Grip Nut Co., Chicago, 111.—Grip nuts.
Hunt-Spiller Manufacturing Corpora

tion, South Boston, Mass.—Air furnace 
gun iron castings.

Independent Pneumatic Tool Co., Chi
cago, 111.—Piston air drills and reamers, 
non-reversible and reversible; pneumatic 
grinders; stay bolt drivers; hoists ; pneu
matic chipping hammers ; pneumatic 
caulking hammers; pneumatic flue head
ing hammers ; pneumatic light riveting 
hammers ; pneumatic long-stroke rivet
ing hammers; sand rammers ; electric 
drills and grinders; pneumatic tool hose 
and hose couplings; close corner drills.

Ingersoll-Rand Co., New York, N.Y.— 
Showing Little David type of pneumatic 
tools.

Johns-Manville Co., H. W., New York, 
N.Y.—Air brake cylinder packing cups 
and expander rings and gaskets; slack 
adjusters; insulating materials ; pipe 
coverings; hair felts ; boiler lagging; 
roofings; packings; pump valves; insul
ating cements; high temperature ce
ments; ceilinite ; ebony and asbestos 
paper and millboard; vitribestos; fire 
felt; fibre conduit; sheet fibre; metallic 
flexible conduit; tape extinguishers; 
fuses; asbestos shingles ; boiler wall 
coating; mastic; water-proofing mater
ials; 85% magnesia and fire felt for lo
comotive boiler lagging ; salamander in
sulation for steel passenger and postal 
cars; Keystone hair felt insulation for 
refrigerator cars.

Joliet Railway Supply Co., Chicago, 
111.—H untoon brake beams; Huntoon 
truck bolsters; Joliet journal boxes; 
Peerless, Burry & Perry side bearings ; 
Hartman center plates; Burnett reinforc
ed box car end; Burnett angle cock hold
er; Burnett train pipe anchor; Rex em
ergency knuckle.

KeYoke Railway Equipment Co., Chi
cago, 111.—Cast steel friction draft gear; 
keyed cast steel coupler yokes; keyless 
cast steel coupled yokes.

Locomotive Stoker Co., Pittsburg, Pa. 
—Type D duplex stoker; type D slope 
sheet coal pusher.

Locomotive Superheater Co., New 
York, N.Y.—Pyrometer for superheater 
locomotives; developments in construc
tion of superheater units; stationary su
perheaters.

McCord & Co., Chicago, 111.—Journal 
boxes.

Metal & Thermit Corporation, New 
York, N.Y.—Thermit and appliances; 
sample welds ; samples of carbonfree 
metals and alloys produced by the Ther
mit process ; large sample weld on a 9 
in. crankshaft; materials for demon
stration pipe welding for welding loco
motive superheater units; sample of su
perheater unit so welded.

Mudge & Co., Chicago, 111.—Mudge 
peerless ventilator; Mudge Slater re
movable box front end; Mudge Salvit 
compound.

National Lock Washer Co., Newark, 
N.J.—Models of car curtains; car cur

tain fixtures ; window locks ; sash bal
ances; weather stripping ; curtain roll
ers; national rib lock washers.

Pratt & Whitney, New York, N.Y.— 
Moving pictures of railway machine tools 
in actual shop operation.

Norton, Incorporated, A.O., Boston, 
Mass.—High speed self-lowering lifting 
jacks.

Pyle-National Co., Chicago, 111.—One 
type K2 500-watt maximum capacity 
turbo-generator ; one type E2 500-watt 
normal capacity turbo-generator ; one 
type E, 1,500-watt turbo-generator ; one 
type T, 2Yz k.w. turbo-generator ; one 
type M, 2>Vi to 7 k.w. turbo-generator ; 
one special 18 in. incandescent case and 
reflector fitted with no. 1450 lamp stand; 
one standard 18 in. incandescent case 
and reflector fitted with no. 1450 lamp 
stand; one model of Young valve gear.

Safetv Car Heating & Lighting Co., 
New York, N.Y.—Pintsch mantle light; 
car lighting electric generators ; car 
lighting electric generators ; car light
ing fixtures ; Oxy-Pintsch metal cutting 
equipment; electric fans.

Symington Co., The T. H., New York, 
N.Y.—Farlow draft attachments; Sym
ington journal boxes; Symington flexible 
dust guards.

Union Draft Gear Co., Chicago, 111.— 
Cardwell friction draft gear type G class 
11 A; Cardwell friction draft gear type 
G class llA-compound.

Universal Draft Gear Attachment Co., 
Chicago, 111.—Universal cast steel re-in
forcing draft arms, coupler yokes and 
malleable draft lugs and plates.

Vapor Car Heating Co., Chicago, 111.— 
Passenger train car heating; vapor sys
tem of heating; steam pressure system 
of heating; combination steam and hot 
water heating system; car heating spe
cialties ; steam specialties ; emergency 
stoves; ventilators.

Westinghouse Air Brake Co., Pitts
burg, Pa.—Reception booth.

Westinghouse Electric & Manufactur
ing Co., Pittsburg, Pa.—Arc welding 
motor-generator; small turbine gener
ator unit; motor driven grinder; small 
portable drills; electric fans.

Wheels Truing Brake Shoe Co., De
troit, Mich.—Various forms of abrasive 
shoes designed for grinding car wheels 
and locomotive driver-wheels.

Whiting Foundry Equipment Co., Har
vey, 111.—Working models of type R elec
tric crane trolley and Whiting electric 
screw-jack locomotive hoist; photos, 
drawing and catalogues of foundry 
equipment, cranes and railway equip
ment, such as coach hoists, turntable 
centers and tractors, transfer tables, car 
wheel foundries.

Exploration of Quebec Hinterland—A
press dispatch of June 5, from Seven 
Islands, on the St. Lawrence River, re
ported the arrival there of F. Kissick, 
one of the leaders of the party which 
started from Quebec, Apr. 8, for a gen
eral exploration of the Ungava terri
tory, and the laying out of a route for 
a railway from Seven Islands to 
Big Lake Kapachoo proposed to be built 
by a company incorporated by the Que
bec Legislature as the Quebec and Un
gava Ry. The party reported that all 
the preliminary work had been done for 
75 miles inland, and that M. A. McCul
lough of Winnipeg, one of the party, had 
been drowned, near the camp on East 
River, 50 miles from Seven Islands. — 
Jenny, Montreal, is reported to represent 
the company, and is expected to give di
rections as to the future work of the 
party at an early date.

Hydro Electric Railway Construc
tion for Ontario.

The Hamilton, Ont., City Council _ is 
reported to have passed a resolution 
June 10, calling upon the Hydro Electric 
Power Commission of Ontario to start 
work immediately upon the construction 
of the projected electric railway from 
Toronto via Hamilton to Niagara Falls- 
Sir Adam Beck, chairman of the com
mission, who was present, is reported to 
have informed the council that the 
money market is now so much easier 
that it is expected that the funds for 
construction can be secured at less than 
5% and that there is possibility of con
struction work being started in the 
autumn.

Similar resolutions have been passed 
by the Burlington and Nelson municipal 
councils, and the matter, so far as the 
municipalities are "concerned, is now com
pleted, the Hydro Electric Power Com
mission of Ontario, being responsible for 
the carrying on of construction work,

Private Car for Minister of Militia— 
At a sitting of the committee of the 
House of Commons public accounts com
mittee recently, some information was 
elicited as to the cost of the private car, 
Roleen, for the Minister of Militia. Ac
cording to press reports, the car was 
bought in the United States second-hand 
in 1913, for the department, when Sir 
Sam Hughes was minister, by D. B- 
Hanna, then Third Vice President Can
adian Northern Ry., for $9,800. Shortly 
afterwards $1,200 was spent in repairs, 
and in 1916 the car was overhauled and 
refurnished in the G.T.R. Montreal shops 
at a cost of $26,843.46. This amoun - 
included 15% profit on the cost of ma
terials and 10% profit on the cost ot 
labor.

Level Crossings Elimination—The Do
minion Parliament has passed an act ex
tending for 10 years, the provision ot 
$200,000 a year to aid in eliminating 
level crossings of the railways in 
Canada. This act was passed in order 
that the work of eliminating these cross
ings with government assistance can be 
carried on in the event of the Consoli
dated Railway Act not being passed at 
parliament’s present session. (May, pg* 
248).

C.P.R. Quebec Terminal Facilities— 
Sir Thomas White submitted in the 
House of Commons, June 16, a copy °* 
an agreement entered into between the 
Dominion Government and the C.P.R. f°r 
the use of the terminal facilities in Que
bec. For the year ended Mar. 31, 191°, 
the Dominion Government paid the C-P- 
R. $28,637.47, and for the year ended 
Mar. 31, 1919, $136,787.07.

Lake St. Joseph Hotel Ownership—'
The Minister of Railways stated in the 

House of Commons that the Lake St. J?' 
seph Hotel, at Lake St. Joseph, Que., 13 
owned by the Quebec and Lake St. John 
Ry., and that 85% of that railway3 
stock is owned by the Canadian Northern 
Ry., which forms part of the Canadian 
National Rys.

Alberta Public Utilities Commission--' 
The Alberta Legislature at its recent ses
sion, amended the Public Utilities Act so 
that any application, petition, matter °r 
complaint within the board’s jurisdiction 
may be heard by a single member, and 
the board may, on his report, deal with 
such matter as if the hearing had been 
before the full board.
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Steam Railway Operating Statistics for Year Ended June 30, 1918.
. In the following table the column headed gross earnings includes passenger and freight earnings, as well as miscellaneous eam- 

gs from operation, the latter not being shown separately; the next four columns give the operating expenses classified under their 
arious headings, while the last gives the net earnings, which are arrived at by deducting the totals of the four columns referred to 

civ' tke Hgures in the gross earnings column. The minus (—) mark before figures in the net columns shows that there was a defi- 
g 1 m the operation of the line to the extent of the figures given. The cents have been omitted in all cases, and the figures in the totals 
tr'v aggregate earnings, etc., including the cents, omitted from the detailed items. The figures in the the first column, “First 
st& l m’*ea£e’” include the first track of main line, branches and spurs of lines represented by the respective companies’ capital 
^°ck, the lines of proprietary companies, the lines operated under lease, and lines operated under contract, but not lines operated under 
Unri af?e r*shts, the mileages of which are included in those for the respective owning companies. There are 20 companies operating 
nder trackage rights over 1,028.33 miles of the lines of other companies. In addition to the 38,878.52 miles of first track operated, 
nere are 2,522.73 miles of second track, details of which are given under “Notes to Steam Railway Statistics,” on another page of 

tnis issue.
lie figures in the last column of the table show the net earnings or loss from the operation of the various railways, and their

cessary adjuncts. Many companies have income from other sources, and in some cases carry on business apart from their rail- 
ays; these revenues are brought together in the “Income account,” and from them are deducted taxes, rents for lease of other lines, 

the’ lnterest °.r funded debts, sinking funds, etc., leaving in the final analyses, the net corporate revenue available for dividend, or 
iss Kross fieficit f°r the year. Another table containing these figures will be published in Canadian Railway and Marine World’s next

Name of Railway

B

Alberta and Great Waterways..i 
Algoma Central & Hudson Bay
Algoma Eastern.....................
Atlantic, Quebec & Western... 
Brandon, Saskatchewan & H..
British Yukon..................
panada Southern ...........
panada & Gulf Terminal 
Canadian Government Railways

Intercolonial .......................
International of N.B.............
St. John and Quebec.............
Prince Edward Island..... ......

r National Transcontinental.... 
Canadian Northern System.......
anadian Pacific ........................
ape Breton „arrCJ;?9uet & Gulf Shore..&a Canada .............

(v 'al Vermont
Crowe \T_ . , r*cJF ^est Southern.. 
tW„ . rland Ry. and Coal Co.... 
t)nri ?'t River Tunnel Co. (1)....
s lnion Atlantic ......... .........
Edn,ern British Columbia........ .
El'.^nton, Dunvegan & B.C....
Esn,"- * Havelock...................... .
Essex"1-?11 & Nanaim0.................

ricton & Grand Lake C.Grat,%- Co..................................
Grandi iLrunk ...............................
Crann ~runk Pacific........................

t . Trunk Pacific Branch 
P_L,nes ..Ilford .......................................

gsjJtLrsc.....
*.ere & Megantic^ aaegantic...................

^attpZan River (3).............
R,e Central (Princeton

Maniv?ch> .................................
Mari.; a Great Northern.........
Has *e Coal,Ry.& Power Co.

°f Manitoba...............
Moht;,n, * Buctouche...............Mo,rteal & Atlantic.................
Eap; s®y» Femie & Michel.....E Piervil,e Jct
X> Son Qnj T-1x.--»on and Fort Sheppard...»- \-'iw Brunswick Coal & Ry- Go.
M w Westminster Southern.....
N rIh Shore (2).....................;••••
^rthern New B.& Seaboard (2)
» sbonsing & Nipissing (4)....
pttawa & New York..................
I>erlfic Great Eastern...............

First track 
mileage

Passenger
earnings

Freight and 
switching 
earnings

earnings from 
operations

Maintenance 
of way and 
structures

Maintenance 
of equipment

Traffic and 
transportation 
expenses, etc.

I
I General 

expenses

Net
operating
earnings

113.20 $ 28,215 $ 50,360 $ 90,707 $ 20,709 $ 19,055 $ 53,114 $ 7,685 $ —9,856
347.80 99,728 1,591,837 2,000,842 356,521 224,203 774,866 66,635 578,615

89.45 57,183 763,934 879,158 143,225 115,348 332,854 20,592 287,730
103.08 42,758 139,545 182,304 50,165 27,482 87,131 15,888 1,635
69.45 25,940 23,293 49,703 59,885 13.30C 66,421 4,774 —94,677

101.12 45,040 167,336 215,797 35.901 11,367 54,113 21,458 92,956
380.54 4,479,533 10,771,470 15,364,792 1,651,159 1,910,526 6,218,084 346,499 5,238,522
35.80 20,563 49,663 72,340 12,129 11,977 30,598 7,931 9,703

1,592.35 6,731,799 12,846,185 20,259,232 4,584,863 3,850,563 13,527,193 375,613 —2,079,001
111.30 39,909 124,898 165,935 112,405 44,854 171,954 7,405 —170,685
119.87 33,903 64,419 98,684 53,834 6,776 93,346 3,722 —58,996
278.81 208,788 306,361 653,145 310,655 128,334 715,974 15,414 —537,233

2,002.92 1,217,775 7,684,679 8,976,203 3,765,959 2,191,099 5,040,161 178,488 —2,199,505
9,320.15 9,662,065 32,370,273 44,067,825 7,673,480 7,060,069 22,654,276 1,136,440 5,643,559

13,294.60 43,583,160 101,706,249 150,274,101 19,031,500 24,334,150 65,574,664 2,629,633 38,704,152
31.00 8,976 5,642 14,619 9,810 1,543 13,062 2,286 —12,084
84.78 21,958 83,866 105,825 33,793 15,581 44,038 11,631 780
48.50 10,980 11,628 23,365 19,226 3,659 22,111 6,881 —28,513

125.20 128,186 214,580 348,598 144,940 33,214 177,857 10,666 —18,080
74.18 14,962 76,490 92,763 70,233 31,089 88,834 7,160 —104,553
32.00 19,174 103,554 129,815 31,729 15,473 61,235 6,708 14,669
1.45

274.16 476,706 717,001
...................

1,212,773 218,853 97,163 528,513 71,023 297,220
14.00 2,078 38,500 41,352 15,423 5,785 17,439 3,002 —298

406.80 233,945 413,221 664,186 180,754 80,559 250,805 33,899 188,167
27.00 1,360 14,696 16,056 9,568 2,088 7,940 1,000 —4,541

199.20 265,882 532,159 821,825 139,982 104,587 269,744 11,356 296,354
21.00 92,592 119,187 19,309 12,158 36,808 20,582 30,328

35.00 11,382 139,458 150,922 19,748 5,647 56,266 4,393 64,865
3,567.07 13,917,578 36,005,741 50,966,328 6,065,644 10,765,338 24,986,516 1,434,504 7,714,324
1,681.57 1,948,721 5,795,830 7,855,741 2,096,208 2,233,079 3,699,735 240,790 —414,072

1,032.63 480,425 1,334,050 1,836,685 668,804 596,088 1,116,626 74,069 —618,912
53.06 
60 91

24,272 44j235 69,168 50,119 21,749 77,736 5,422 —85,879

27.00 11,344 19,385 32,064 6,944 4,084 10,578 2,001 8,454
355.69 

31 81
243,331 348,841 607,770 271,997 77,555 290,513 15,997 —38,293

30.00 
1 91

6,167 35,324 41,507 11,824 4,279 14,228 5,575 5,599

5.10 13,696 7,171 20,868 3,139 2,791 12,752 1,088 1,096
91.77 4,991 17^654 23,158 66,829 9,736 45,379 3,756 —102,547
15.00 7,132 100,001 107,193 21,964 8,972 43,485 3,818 28,952
35.46 69,171 148^610 220,443 71,201 48,880 181,584 12,036 —93,259

6.40 136,091 133,953 283,394 53,233 54,635 241,006 15,193 —80,674
34.00 12,570 21,147 34,787 30,061 8,112 17,122 5,841 —26,350

184.40 234,405 1,171,843 1,445,713 283,251 305,173 811,101 37,225 8,962
10.85 10,856 83,914 ' 94,770 11,981 13,302 43,149 14,094 12,242
27.06 96,742 195,397 293,375 47,862 25,869 104,918 22,745 91,979
55.42 23,196 28,859 55,291 41,514 10,723 51,172 5,073 —53,193
58.00 18,836 38,301 58,426 27,976 6,017 16,972 3,630 4,830
15.18 
8 63

609 4,394 5,006 7,937 1,963 6,908 807 —12,610

19 80
5 50

56.90 118,303 160,498 280,647 85,832 51,774 211,522 7,673 —76,155

198.81
6.00

140,698 3,121,464 3,289,199 355,951 237,156 1,337,836 107,618 1,253,636

(Continued on page 366).
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Steajn Railway Statistics for Year Ended June 30, 1918 (Continued from page 365)

Name, .of Railway - First track 
mileage

Passenger
earnings

Freight and 
switching 
earnings

earnings from 
operations

Maintenance 
of way and 
structures

Maintenance 
of equipment

Traffic and
transportation 
expenses, etc.

General
expenses

Net
operating
earnings

Quebec Central ......................... 277.00 519,942 1,409,443 1,962,558
645,671

275,115 190,614 883,734 59,843 553,249 
—29,264 

25,974 
22,078 

— 21,882 
49,555 

—5,875 
97

Quebec, Montreal & Southern.. 192.18 171,767 469,053 172,136 189,445 290,126 23,227
Quebec Oriental ......................... 100.00 76,758 224,850 301,609 106,920 35,862 115,864 16,987
Quebec Ry., Light & Power Co. 30.82 4,239 116,308 120,841 13,120 23,738 48,680 13,223
Red Mountain ............................. 9.59 2,821 8,890 12,187 11,806 1,758 19,612 892
Roberval-Saguenay ................... 36.80 18,879 162,241 199,542 32,581 15,524 79,596 22,284
Rutland & Noyan....................... 3.39 2,974 7,682 10,657 4,629 2,397 8,615 890
Salisbury & Albert.................... 45.00 

1 23
9,652 36,167 50,677 19,069 4,385 20,762 6,362

St. Lawrence & Adirondack..... 46.14 266,090 1,081,807 1,362,884 121,106 61,781 530,368 12,282 637,545
—3,790
107,174

67,006

478,806
14,688

898,470
—527,718

—3,286

17
511,280

1,415

St. Martins ................................. 30.00 3,707 10,866 14,660 7,163 447 9,525 1,314
Sydney & Louisbourg................. 70.27 56,499 842,922 920,712 162,389 265,307 342,585 43,255
Temiscouata ................................
Timiskaming & Northern On-

113.00 62,256 228,844 300,961 62,608 37,964 116,098 17,282

tatio ....................................... 328.50 779,174 1,765,936 2,651,109 462,892 382,105 1,221,773 105,531
Thousand Islands ....................... 6.33 13,940 29,195 46,888 5,060 276 22,837 4,026
Toronto, Hamilton & Buffalo.... 100.30 512,385 1,987,490 2,565,708 317,566 398,082 861,591 89,997
Vancouver, Victoria & Eastern 269.61 161,381 429,502 661,600 420,822 117,899 625,006 25,590
Victoria & Sidney.......................
Victoria Terminal Ry. & Ferry

15.97 19,205 11,655 31,144 5,722 2,571 23,253 2,883

Co.............................................. 0.99 1,434 725 2,202 350 158 1,492 184
Wabash (5).................................. 514,979

1,861
3,061,492

7,783
3,335,278

9,645
356,953 728,749 1,934,172 104,122

York & Carleton........................
..............

10.50 1,990 2131 5,990
|
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38,878.52 $88,192,056 $231,813,388 $330,220,149 $51,614,857 $57,304,234| $157,438,358 $7,597,985 $56,264,714

Notes to Steam Railway Statistics.

The following notes refer to the sta
tistical table on page — of this issue:

(1) The Detroit River Tunnel is oper
ated by the Michigan Central Rd., which 
controls the Canada Southern Ry. Its 
earnings are reported in a separate table 
respecting international lines.

(2) The Inverness Ry. & Coal Co. Ry. 
in Nova Scotia is being operated by its 
receiver, but no particulars except mile
age are available. The Klondike Mines 
Ry. in Yukon Territory; the North Shore 
Ry. (formerly the Beersville Coal & Ry. 
Co.), in New Brunswick, and the North
ern New Brunswick & Seaboard Ry. are 
not being operated.

(3) The Magnetawan Ry. and the St. 
Clair Tunnel are operated by the Grand 
Trunk Ry. The earnings of the first 
named are included in those of the 
G.T.R., while those of the tunnel are re

ported in a separate table respecting in
ternational lines.

(4) The Nobonsing & Nipissing Ry., 
5.50 miles, was taken up several years 
ago.

(5) The Wabash Ry., while operating 
in Canada, does not own any railway in 
the country, but runs over the G.T.R. 
from Windsor to the Niagara River un
der a lease. It does both a through and 
local business in Canada, the officials act
ing jointly for the G.T.R. and Wabash 
Ry.

International Railways—The following 
table gives particulars of operations of 
companies which are of an international 
character, operating across the Interna
tional boundary. The Detroit River 
Tunnel is owned by the Michigan Central 
Rd.; the International Bridge Co., and 
the St. Clair Tunnel are owned by the 
Grand Trunk Ry., and the Pullman Co., 
operates sleeping and parlor cars over 
some Canadian railways.

Co.
St. Clair Tunnel 
Pullman Co.

Total Net
Total operating operating

revenue expenses revenue 
Detroit River Tun- _

nel ............................ $1,050,000 ................ $1,050,000
International Bridge

438,831 $ 83,255 355,576
324,694 176,058 148,636
744,261 583,294 160.966

The Van Buren Bridge Co., operating 
between St. Leonards, N.B., and Van 
Buren, Me., which reported for 1916-17, 
did not report for 1917-18.

Second Track—Following are details 
of second track, in addition to the first 
track mileage given in the table on page 
365, and this page, col. 1. Miles-
Canada Southern Ry........................................... 243.04
Canadian Pacific Ry.........................................  1427.60
Grand Trunk Ry.................................................... 723.37
Grand Trunk Pacific Ry.................................... 14-94
Intercolonial Ry...................................................... 72.86
Montreal & Atlantic Ry.................................... 6.50
National Transcontinental Ry....... ................. 5.31
Quebec Ry., Light and Power Co............. . 9.50
Sydney and Louisburg Ry. ...... !.................... 1-00
Timiskaming & Northern Ontario Ry........ 1-70
Toronto, Hamilton & Buffalo Ry................... 9-79
Vancouver, Victoria & Eastern Ry............ 7.1^

An Address on Car Service.
By J. D. Altimas, Assistant General Superintendent Car Service. Canadian Pacific Railway.

The following address was given at a 
meeting of C.P.R. officers, agents, fore
men, etc., in Montreal recently:—

“Car service in its essentials means 
the prompt and proper handling of cars, 
i.e., getting them ready for placement 
as soon as ordered, preparing the billing 
and other papers, and moving them out 
immediately they are loaded, prompt 
movement while in transit, prompt place
ment at destination, and switching them 
out after they are made empty, so as to 
make them available for further load
ing. In all circumstances, cars must be 
used to the best possible advantage.

“Heretofore we have classed all cars 
of foreign ownership as foreign cars, but, 
from now on, we will draw the line a 
little closer and classify foreign cars of 
Canadian ownership and of United States 
ownership. Under the new arrangement, 
Canadian-owned cars must be used as 
much as possible for business originat
ing at and moving to points in Canada.

Canadian Pacific cars, however, must, 
whenever possible, be used for business 
moving from and to points on the C.P.R. 
only, and all foreign cars will still cost 
60c a car per day while they are on our 
rails, therefore, it will be just as im
portant as ever to get rid of all classes 
of foreign cars as promptly as possible. 
When foreign cars are to be loaded, they 
should be used for loads that will take 
them off our rails via the shortest route, 
but always in accordance with the rules. 
When no loading is in sight they must 
be reported to the proper officer for dis
posal.

“Every effort should be made to load 
cars to their full carrying capacity. Even 
in times of car surplus, the maximum 
loading should be obtained, because this 
factor has a most important bearing upon 
the cost of handling tonnage in trains.

“The points which I have mentioned 
are the essentials of the car service 
problems. The details covering the han

dling of the various classes of cars of 
different ownership, both railway and 
private, are contained in the circulars 
issued by the car service department. An 
agents should study these rules carefully» 
so that they will understand what is re- 
quired and so that they may instruct 
their subordinates and see that all con
cerned carry out the instructions.

“With all the instructions that are is
sued, and all the reports that are com
piled, very often we do not get proper 
results, simply because we fail in soin® 
of the essentials. My experience leads 
me to the conclusion that where most o* 
us fail is in not keeping proper records- 
Occasionally when proper records are in
stalled, they are allowed to go wrong 
owing to a lack of supervision. We kno'*' 
that an agent, usually, is a pretty busy 
man, and has many things to look aft®1"» 
but he should make it his business 
see that a proper record is kept of every 
car in his yard, from the time it arrive-
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until it leaves.

“The agent may not have, in fact very 
seldom has, the time to do this work 
himself. He should, first of all, see that 
the information is obtained from the 
proper source, i.e., from the cars them
selves, as to initials and car numbers, 
the other information from the waybills, 
or other data which accompany the cars. 
Next he should see that the information 
is entered promptly and correctly into 
the records. With his station records in 
good shape, it then becomes an easy mat
ter for the various reports, daily, week
ly. or monthly, to be correctly compiled 
and forwarded to the proper officers. The 
daily car report for the car service de
partment is without doubt, the most im
portant report an agent has to compile. 
When cars are promptly and properly re
ported, the car service department is en
abled to give orders for their disposal, 
and in a great measure the proper and 
prompt disposal of equipment is a big 
factor in the economical handling of ton
nage, which affects the expenses of opera
tion and in the securing of business which 
affects the earnings. Once the records 
are properly started, the agent, or in 
the case of larger stations, the chief 
clerk, can check up and supervise the 
records very quickly. Surprise checks 
are always productive of good results. 
We very soon learn which clerks require 
plose supervision. The fact that check- 
lng up and supervising is in effect, 
Prompts everybody in the office to see 
that the work is promptly and efficiently 
done.

Interswitching, so far as the car 
service department is concerned, means 
the interchange of cars. Every physical 
ttiovement of a car from one road to an
other, must be properly shown in the in
terchange report. The correct number, 
yith the correct initials or marks, is 
lust as important as the correct date 
of interchange. The most important fea
ture of all, however, is to see that each 
nnd every car interchanged is shown in 
the report. There are too many cars 
onritted from the interchange reports, 
which would not be the case if the im
portance of these reports was impressed 
nP°n all concerned and a little super- 
vision was given by the agent or chief 
?lerk. Recently I have not been follow- 
lng up closely the record of errors and

omissions in the interchange reports, but 
I mentioned this matter a few days ago 
to Mr. Phelan, our car accountant, who 
tells me we are getting good results from 
the agents in clearing the outstanding 
records, but apparently there is still lots 
of room for improvement. Best results 
can only be obtained by close checking 
and supervision, which will ensure more 
correct and complete reports in the first 
place, which would, of course, eliminate 
all the unnecessary work in both the car 
accountant’s office and in the agent’s of
fice. In every case where we are unable 
to pay per diem to the car owners, in 
accordance with the rules, we are pen
alized by the addition of a penalty of 
5c per day, which makes the per diem 
charge 65c a day instead of 60c. When 
you consider that we are paying on an 
average over $345,000 a month for the 
use of foreign cars, while our accounts 
against foreign roads for the use of our 
cars average over $529,000 a month, 
you will realize how important it is for 
the car accountant to get proper inter
change reports, since the whole account
ing system is based upon these reports.

“There is another good reason why we 
must make every effort to improve the 
interchange reports. The American Rail
road Association has under consideration 
a new method of settlement for car hire. 
Under our present method we settle for 
each individual car, allowing to the car 
owner direct 60c for each day one of 
his cars is on our rails. The proposed 
plan contemplates a settlement between 
connecting roads on daily balances of the 
number of cars received and delivered 
at the interchange point, regardless of 
ownership of such cars, the final settle
ment being made with the car owner, 
through the medium of a per diem clear
ing house. You will readily understand 
that to operate a plan of this kind the 
interchange reports must be absolutely 
correct. As a preliminary to this plan, 
the American Railroad Administration at 
Washington has decided to inaugurate a 
per diem bureau for the settlement of 
per diem accounts between U.S. roads 
and Canadian roads, and it has already 
started a campaign to ensure all inter
change reports at border points being 
prepared on a proper basis. Special 
meetings are being convened at the prin
cipal points and all concerned are being

instructed as to what is required. In 
addition the various car accountants are 
to prepare complete data, covering er
rors and omissions in the reports, show
ing the record for each station and these 
statements are to be forwarded to the 
Railroad Administration. It will be ne
cessary for all of us to get busy and 
make sure that all concerned understand 
what is required, otherwise, we will be 
sure to hear from headquarters.

“I am prompted to tell you of some
thing which I discovered by a little check
ing up at one of our large interchange 
points. The interchange reports from 
this particular station contained quite a 
few errors in initials and numbers, and 
numerous omissions. Our analysis de
veloped that these errors and omissions 
were in the reports covering Sundays. 
The next time I visited that station I 
took this matter up with the agent, and 
we soon discovered that as the regular 
interchange clerk was entitled to one 
day off each week, he had decided to lay 
off Sundays, and a substitute was fur
nished in the person of the lamplighter, 
who was very glad to earn the extra 
money. Sometimes you will find a lamp
lighter who will make a good interchange 
clerk, but in most cases if such a man 
could make a good interchange clerk, he 
would not be a lamplighter very long. 
My advice, therefore, is not to depend 
on the lamplighter, or any other similar 
help, to look after interchange work.

“This question of records in connec
tion with car service and interchange 
work is most important and I will take 
this opportunity to point out that the 
index record should be properly main
tained at all times for the reason that 
it is the key to all the information in 
your station records. We are prepar
ing a new form of index record, some
thing similar to old form 908b, which 
we believe can be used more effectively 
at the smaller stations.

“I will again impress upon you the 
necessity of exercising supervision over 
the work of your subordinates. We have 
tried this method in our own office to 
good advantage and I am certain that 
you will improve conditions and get bet
ter results if you will give a certain 
amount of your time each day to super
vising the several desks in the offices 
under your care.”

The Canadian Railway Troops Splendid Work in the War.
The story of the Canadian Railway 

•"oops is one 0f the romances of the 
ar> recording how one battalion of Can- 
chan railwaymen grew into a corps of 

nearly 16,000 strong, which, from the 
^Prmg of 1917, took a major part in the 
instruction and maintenance of rail- 

of all gauges to within easy reach 
o the front line. After the battle of the 
a'l’[lrne, it was clearly proved that road 
tab nnimal transport could not alone 
sh ii f°rward in the fighting zone, over 
te» i orn terrain, the weight of war ma- 
arK <as much as 2,000 tons a mile of 
, ,'Ve front per day) required to stage a 
Modern battle.
p n the early stages of the war, the 
res0nca General Staff assumed the entire 
C(mP?nsib.*lity for the maintenance and 
ai. . rneti°n of railways, in the British 
■pL11es zone on the western front. 
HahUgh six Imperial Royal Engineer 
sentWay Construction Companies were 

1 to France in 1914, they were not

permitted by the French to do any, or 
scarcely any, work, until it was recog
nized that the duration of the war would 
be indefinitely prolonged, and the French 
Government would be unable to furnish 
either sufficient railway construction 
personnel or material.

In 1914, some well known Canadian 
railway contractors requested the Mil
itia Department to be allowed to raise 
a railway construction unit, but for rea
sons outlined above, this proposal was 
not approved. However, in the spring of 
1915, the War Office requested the Can
adian Government to send over two rail
way construction companies. These, the 
Canadian Pacific Ry. Co. undertook to 
organize at the Militia Department’s re
quest, with the result that the Canadian 
Overseas Railway Construction Corps 
proceeded to France in Aug., 1915. This 
unit was made up of 500 picked men from 
the C.P.R. construction forces. Each man, 
before enlisting, was required to pass a

test as to his technical ability before he 
joined the unit, which was the pioneer 
Canadian railway construction unit in 
France.

After personal representations had 
been made to several War Office depart
ments, it was finally decided in May, 
1916, to ask Canada to furnish another 
unit, approximately 1,000 strong, for rail
way construction work on the western 
front. The organizer of this battalion, 
Lt.-Col. J. W. Stewart, of Vancouver, 
now Major-General J. W. Stewart, C.B., 
C.M.G., who gathered recruits from 
among the experienced railway workers 
of every province in the Dominion. It 
was known as the 239th Overseas Rail
way Construction Corps, but, before it 
could sail, Lt.-Col. Stewart was called to 
England, at the War Office’s request, to 
assist in the general organization of bet
ter transport facilities on the western 
front.

As outlined above, after the commence-



368 CANADIAN RAILWAY AND MARINE WORLD July, 1919.

UtVl.

mm

KMre»

>

iM

ment of the battle of the Somme, it was 
decided by the Imperial General Staff to 
make greater use of railways, and more 
especially of light railways in forward 
areas as used by both the French and 
Germans. To accomplish this, Sir Eric 
Geddes was appointed Director General 
of Transportation, with practically plen
ipotentiary powers to reorganize all the 
transportation services on the British 
western front. As during recent years 
more new railways have been built in 
Canada than in any other part of the 
British Empire, Sir Eric Geddes natur
ally looked to Canada for a man to su

pervise and direct the construction of 
railways.

It was agreed that Canada should fur
nish five battalions of construction men, 
to be known as the Canadian Railway 
Troops, and that Col. Stewart should 
proceed to France immediately to act as 
Deputy Director of Light Railways, as 
well as being in immediate command of 
the Canadian Railway Construction Bat
talions on their arrival in France. Lt.- 
Col. Angus McDonnell, now Colonel An
gus McDonnell, C.M.G., was delegated to 
remain in England to organize the units 
and to follow Lt.-Col. Stewart as second 
in command, on the completion of the 
organization.

On Jan. 1, 1917, Brigadier-General Ste
wart (having been promoted to that 
rank), was appointed Deputy Director 
General Transportation (Construction), 
and made directly responsible to the Di
rector General of Transportation, for all 
railway construction, the maintenance 
and provision of necessary material, thus 
having supervision of the work done by 
the Royal Engineers’ Railway Construc
tion Companies (at that time numbering 
5,312 all ranks), in addition to that done 
by the Canadian Railway Troops, as 
well as direct administrative command of 
the latter. An administrative office to 
deal with the organization was set up 
in London, and a depot established at 
Purfleet, Essex. The original five bat
talions were made up as follows:

The 1st Canadian Overseas Construc
tion Battalion, which had proceeded to 
France in Oct., 1916, and was working 
on standard gauge railways, was re-or
ganized and re-equipped as the 1st Bat
talion Canadian Railway Troops in 
France.

The 127th Infantry Battalion, then at

Bramshott, Eng., was re-organized as 
the 2nd Battalion Canadian Railway 
Troops, proceeding to France, Jan. 11, 
1917.

The 239th Battalion was re-named the 
3rd Battalion, Canadian Railway Troops, 
and went to France, Mar. 22, 1917.

The 4th and 5th Battalions were or
ganized at Purfleet, and proceeded to 
France in Feb., 1917.

However, before the 3rd Battalion left 
for France on Mar. 22, 1917, it had been 
decided to increase the number of bat
talions to 10, and as more units arrived 
from Canada, they were sent to Purfleet.

So swiftly was the new organization 
carried out, that by Apr. 1, 1917, there 
were six Canadian Railway Troops bat
talions fully equipped and serving in the 
field. All ten battalions were at work 
on the British western front by the end 
of June, 1917. The greater number of

the units were employed on light rail
way construction and maintenance, and, 
with the help of attached labor, since 
1917, all the light railway construction 
and maintenance, on the British western 
front, until the armistice was signed, was 
carried out by Canadian Railway Troops.

The whole Canadian Railway Troops 
organization was separate from the Can
adian Corps. The administrative head
quarters of the Canadian Railway Troops 
were established at the British Army’s

General Headquarters in France in Mar., 
1917, to enable Brigadier-General Ste
wart to fill the dual capacity of General 
Officer Commanding the Canadian Rail
way Troops, and Deputy Director of 
General Transportation (Construction).

The Railway Troops arrived in France 
just in time to prove their worth. Dur
ing the German retreat on the Somme, 
in Feb. and Mar., 1917, the first of the 
battalions to arrive were able to push 
forward standard gauge and light rail
way lines with surprising rapidity, in 
spite of the obstacles and difficulties im
posed by atrocious weather and the 
thoroughness of the destruction left by 
the enemy in the wake of his retreat.

On Apr. 9, 1917, began the battle of 
Arras, when the Canadians attacked and 
captured Vimy Ridge, then the strongest 
German fortress on the western front. 
For several weeks prior to the opening 
of the attack, the weather had been ex
tremely bad, and the ground in the bat
tle area was like a quagmire. Notwith
standing this, the Canadian Railway 
Troops had laid rails to within a short 
distance of the front line. Then, as soon 
as the infantry advanced on that memor
able Easter Monday, the railway battal
ions constructed new lines on the heels 
of the fighting men. Supplies and am
munition were carried forward on stand
ard and narrow gauge lines, and the 
wounded were evacuated over them to 
the very doors of the field ambulance 
dressing stations and the casualty clear
ing hospitals. It was the first time that 
such work had been accomplished dur
ing the war. Within a week of the 
opening of that Arras offensive, trains 
were running to the brow of Vimy Ridge, 
and by the end of April, by which time 
the British lines had been pushed for 
some distance across the level plain 
Stretching beyond the ridge, light rail
ways were running forward as far as 
the battalions’ ration dumps.

The next big offensive in 1917 was 
at Messines, and there the railwaymen 
from Canada contributed their quota to

success, in spite of interruptions caused 
by enemy shell fire, the almost impas
sable sea of mud which they were com
pelled to cross, and the many other ob
stacles that beset the path of railway 
construction on the battlefield, obstacles 
that are unknown to the civilian railroad 
worker. Nor were the Railway Troops 
less determined and successful during 
the final attack at Passchendaele, >n 
which the Canadian corps again won 
undying fame, under conditions among

Canadian Pioneer Battalion building grade, Lebucquiere East Diversion, in France, Nov. 22, 1917.
Photograph loaned by C.P.R.

Steam shovel working in chalk pit, for railway construction on British Western Front, Nov. 26, 1917.
Photograph loaned by C.P.R.
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the most trying and exasperating en
countered during the war.

The difficulty of the task set the Can
adian Railway Troops in the Ypres sal 
!ent may be gauged from the fact that 
during more than two moths of the sum
mer of 1917, the average daily number 
of breaks in the light railway lines, due 
to enemy shell fire, was about 100, in 
the areas of the 2nd and 5th British 
armies alone.

It was in Mar., 1918, when the Ger
man offensive began in the Somme sec
tor, that it unfortunately became neces- 
sary to leave many miles of standard 
and light gauge railways in the enemy’s 
hands. Seven battalions of the corps of 
Canadian Railway Troops had to be with
drawn from railway work and were em
ployed for a time on the construction of 
a rear defence trench system. In this 
Work, which was carried out under the 
direction of Brigadier-General Stewart, 
they were assisted by 20,000 troops from 
labor, engineer, road and other technical 
units. When the task was completed, 
fhey had built a defensive trench Sys
tem on a front over 30 miles, with a 
total trench mileage of approximately 
120 miles. In addition, many strong 
Points and machine gun emplacements 
Were built and the whole front protected 
With thick belts of wire. In addition to 
this work the railway system was being 
altered and lines added, so that, if the 
Position became still more serious, sup
plies and material could be handled with 
greater dispatch and convenience. Nor 
Was this all. On the southern part of 
the front, a point where the German 
thrust had been most successful, the Rail
way Troops were kept busy on the re
organization of the lines of communication.

March and April, 1918, were indeed 
eventful for the corps of Canadian Rail
way Troops, for not only did the sitaa- 
tion strain their wonderful adaptability 
to the utmost, but it threw out a direct 
challenge. There arrived a moment when 
it became necessary for the Canadian 
wail way Troops suddenly to transfer 
J-hemselves into fighting men. They met 
"}e challenge with a skill and a success 
which proved the wisdom of the policy in- 
“isted on by the Canadian military 
authorities, that every Canadian at the 
font engaged on work of a technical 
ature, should first be trained as a sol-
It was during the last four days of 

/arch, when the enemy was advancing 
n Amiens, that one battalion of the 
orps of Canadian Railway Troops was 
ailed on to take part in the defence of 
ne .city. The railwaymen promptly or- 

ganized 16 Lewis gun teams and held 
u ^aciousiy to the position allotted them, 
ntil relieved by troops from the New 

ti ? an<I Division. Again, in the first Bri- 
sh army area, three of their battalions 

Ca 6 °r£anized into what was called the 
, anadian Railway Brigade. No sooner, 
th Wever, had they became so formed, 
b an the importance of engineering again 
thCtme such a paramount consideration 
Wh' v, Canadian Railway Brigade, 
tent" *la<t been organized with every in
fer °n unking use of it as a fighting 
p c.e’ had to be disbanded. Two com- 
Wa1(;R’ however, from still another rail- 
did^ battalion, were put into the line and 
w.vÇry good work until relieved by Im- 

j’al troops.
tab*1 t^le meantime, the number of bat- 
con°nS ■*laJ been increased to 13, by the 
and o"8'011 an<I re-organization of the 2nd 

urd Canadian Railway Labor Bat

talions with the 11th and 12th Battalions, 
Canadian Railway Troops, respectively, 
ad the formation of the 13th Battalion 
from personnel at the depot at Purfleet, 
England.

Later in the spring of 1918, the Ger
mans launched an offensive in two sec
tors in the north, with the intention of 
reaching the Channel Ports. This, too, 
placed a considerable strain on the corps 
of Canadian Railway Troops, as they 
were at once put to work on the con
struction of broad gauge lines and the 
elaboration of the light railway system 
which acted as a feeder to the front line 
trenches.

In the early summer of 1918, the Can
adian Overseas Railway Construction 
Corps, the 58th Broad Gauge Operating 
Company, the 13th Light Railway Oper
ating Company, the 69th Wagon Erect
ing Company, and the 85th Engine Crew 
Company, were brought under the Head
quarters, Canadian Railway Troops, and 
the whole formed into the corps of Can
adian Railway Troops. About the same 
time Brigadier-General Stewart was ap
pointed Director of Construction, and as 
such his duties embraced all construc
tion of a civil engineering character in 
the zone of the British armies. This 
work continued until the end of July, 
1918, and at the beginning of August 
preparations were being made by the 
railwaymen for the work which would 
be required of them in the attack by the 
allies on a 20 mile front beyond Amiens. 
The achievements accomplished by the 
corps of Canadian Railway Troops in 
that battle formed a brilliant chapter in 
their career, and from then on the rail
waymen continued to lend invaluable aid 
in the successive offensive which, launch
ed on different parts of the front, finally 
led to victory.

Mention should not be omitted of the 
fact that during the offensive in Pales
tine in the summer of 1918, when General 
Allenby called for a party of expert 
bridge builders, the War Office requisi
tioned the services of Canadian Railway 
Troops. Six officers and 250 other ranks 
were thereupon selected from among the 
volunteers who came forward in France, 
and left for Palestine on Sept. 20, 1918.

It should be added that many officers 
were seconded from the Canadian Con
struction Railway Troops to fill execu
tive positions in different departments 
under the Director General of Trans
portation, which should be considered as 
a high tribute to the technical efficiency 
of the officers concerned and the corps 
of Canadian Railway Troops as a whole.

The following table shows the com
parative strength of the Imperial and 
Canadian Railway Construction Forces 
on the western front as at the dates 
given:

Nom’l. strength Nom’l. strength 
Imperial Ry. Canadian Ry.

Date. Con. Troops Con. Troops
Dec. 31, 1914............................... 1,476
Dec. 31, 1916............................... 2,440 612
Dec. 31, 1916............................... 4,900 1,617
Jan. 30, 1917............................... 7,340 11,562
Dec. 31, 1917............................... 7,340 13,772
Nov. 11, 1918............................... 7,340 14,877

In addition there were four Canadian 
Railway Troops Operating Companies, 
with a strength of 1,087, all ranks, on 
Nov. 11, 1918. The total strength of Can
adian Railway Troops in England on 
Nov. 11, 1918, was 3,364.

During their career at the front, the 
personnel of the Corps of Canadian Rail
way Troops were awarded 489 honors 
and decorations. The construction units 
of the corps of Canadian Railway Troops 
were more mobile than any other con

struction units on the British front, as 
their establishment provided for 280 
mules, 10 lorries and 8 box cars per unit. 
They also were able to carry out new 
construction with great rapidity by us
ing scrapers and mules, thereby saving 
man power, one of the most important 
questions in the concluding phases of 
the campaign.

In this necessarily condensed report, 
it is impossible to give more than the 
briefest outline of the orgatiization, func
tions and operations of the Canadian 
Railway Troops. The importance of the 
work assigned to them can easily be un
derstood by anyone with only a rudimen
tary knowledge of warfare, as, since pre
historic times, mobility has been organ
ized as an essential factor to victory. 
The career of the Canadian Railway 
Troops on the western front furnishes 
one of the most engaging chapters in 
the record of Canada’s contributions in 
the war, and was a factor in helping to 
spell victory with a capital “V.”
Summary of work done by Corps of Canadian 

Railway Troops during 1918.
Standard Gauge Lines, 4 ft. 8% in.

Miles located ...................................................... 211.28
Miles graded ........................................................ 369.65
Miles grade repaired......................................... 838.52
Miles track laid.................................................... 1038.00
Average number of miles maintained

monthly ............................................................... 154.18
Average number attached labor daily on

construction ......................................................  4616.
Average number other ranks, C.R.T.

daily on maintenance..................................... 997.
Narrow Gauge (Decauville) Lines, 2 ft.

Miles located ...................................................... 1494.19
Miles graded ........................................................ 722^37
Miles grade repaired ..................................... 385.76
Miles track laid .................................................. 923^79
Average number of miles maintained

monthly ............................................................... 546.81
Average number attached labor daily on

construction ...................................................... 3288.
Average number other ranks, C.R.T.

daily on maintenance.................................... 2166.
The foregoing is reproduced from the 

report of the Minister of Canadian 
Overseas Military Forces, Sir Edward 
Kemp, of which it forms a chapter.

Canadian Manufacturers’ Associa
tion’s President on Govern

ment Ownership.
W. J. Bullman, of Winnipeg, President, 

Canadian Manufacturers’ Association, in 
his opening address at the recent annual 
meeting in Toronto, said: “A great ex
periment is being tried now in the gov
ernment ownership of railways. While 
this association in annual convention at 
Winnipeg in 1917 declared against the 
public ownership of railways, and even 
suggested that further aid should be 
given to certain railways under proper 
supervision, so that their identity might 
be continued, the fact must not be for
gotten that the construction of these 
railways was duly authorized by the 
people at large and would not have been 
built without such endorsation. However, 
as the government has been compelled 
to take over the Canadian Northern 
Railway and to operate the Grand Trunk 
Pacific under a receivership, the experi
ment must proceed, and the government 
is to be congratulated on the effort which 
is being made through legislation to keep 
the operation of these railways free 
from politics.

“It may be necessary for the govern
ment to take over the Grand Trunk Rail
way, but the extension of the principle 
of government ownership to the Can
adian Pacific Railway would prevent 
competition, and, by overloading the gov
ernment, would endanger the success of 
the whole undertaking.”
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Mainly About Railway People Throughout Canada.
J. C. Beckwith, who has been appoint

ed District Engineer, Levis, Edmundston 
and St. Maurice Divisions, Quebec Dis
trict, Canadian National Rys., Quebec, 
Que., was bom at Fredericton, N.B., Aug. 
1, 1875, and entered railway service, 
June, 1898, since when he has been, to 
1900, rodman and draftsman Columbia 
and Western Ry., Boundary District,
B. .C.; 1900, draftsman, C.P.R., in British 
Columbia and Ontario; 1901, draftsman, 
Algoma Central and Hudson Bay Ry. in 
Western Ontario; 1901 to 1902, drafts
man, C.P.R., Winnipeg; 1902 to 1903, 
leveller and transit man, C.P.R., Winni
peg; 1903, Resident Engineer, C.P.R., 
Winnipeg; 1903 to 1904, transit man and 
Resident Engineer, C.P.R., Winnipeg; 
1905 to 1907, Assistant Engineer, Con
struction Department, Eastern Lines,
C. P.R., Montreal; 1907 to 1908, Engineer 
in Charge, New Brunswick Southern Ry., 
St.. John, N.B.; 1909, Division Engineer, 
New Canadian Co., Port Davis, Que.; 
1909 to 1912, Assistant Engineer, Con
struction Department, Western Lines, 
C.P.R., Winnipeg; 1912 to 1913, Assist
ant Engineer, Construction Department, 
Eastern Lines, C.P.R., Montreal; 1913 
to Apr. 1, 1914, Assistant Engineer, Can
adian Government Rys., Moncton, N.B.; 
Apr. 1, 1914 to May 1, 1919, Engineer 
of Construction, Canadian Government 
Rys., Moncton, N.B.

Van Tuyl Boughton, whose appoint
ment as Assistant Superintendent, C.P.R., 
Chapleau, Ont., was born at Troy, N.Y., 
Sept. 9, 1888 and entered railway ser
vice in July, 1910. From July, 1910 to 
Oct., 1910, he was rodman, C.P.R., 
Schreiber, Ont.; July, 1911 to Nov., 
1912, transitman, C.P.R., Sudbury, Ont.; 
Nov., 1912 to June, 1916, Resident En
gineer, C.P.R., Chapleau, Ont.; June, 
1916 to May, 1917, Resident Engineer, 
C.P.R., Sudbury, Ont.; May, 1917 to May, 
1919, with 11th Engineers (Railway) 
U.S. Army.

Lady Brown, wife of Sir Geo. McLaren 
Brown, European General Manager, C.P. 
R., who has been spending some time in 
Canada, principally in Hamilton and 
Montreal, has returned to England.

Sir Geo. Bury, ex-Vice President, C.P. 
R., assumed his duties as President, 
Whalen Pulp & Paper Mills Ltd., at Van
couver, June 2.

George Judson Cooper, whose appoint
ment as General Claims Agent, Grand 
Trunk Western Lines Rd., Detroit, Mich
igan, was announced in our last issue, 
was born at Chicago, 111., Aug. 25, 1892, 
and entered railway service Sept. 1, 1909, 
since when he has been, to Oct. 1, 1910, 
clerk to General Claim Agent, Pere Mar
quette Rd., Grand Rapids, Mich.; between 
Oct. 1, 1910 and Nov. 1, 1913, he attend
ed Wisconsin University; Nov. 1, 1913 
to Jan. 1, 1914, Claim Agent, Illinois 
Central Rd., Paducah, Ky.; Jan. 1 to 
June 1, 1914, Claim Agent, same road, 
Freeport, 111.; July 1, 1914 to Jan. 1, 
1915, Claim Agent, same road, Spring- 
field, III.; Jan. 1, 1915 to May 1, 1917, 
Assistant to General Claim Attorney, 
Pere Marquette Rd., Grand Rapids, 
Mich.; May 1, 1917 to July 15, 1918, As
sistant General Claim Agent, same road, 
Detroit, Mich.; July 1, 1918 to Jan. 15, 
1919, he held a commission in the U.S. 
Navy; Mar. 1, to May 1, 1919, Dis
trict Claim Agent, U.S. Railroad Ad
ministration, Detroit, Mich.

Emery C. P. Cushing, who has been

appointed Purchasing Agent, C.P.R., 
Calgary, Alta., was born at Ottawa, Ont., 
Nov. 13, 1886, and entered C.P.R. ser
vice Dec. 1, 1902, since when he has been, 
to Mar. 15, 1907, clerk and stenographer, 
Passenger Department, Ottawa; Mar. 
15, 1907, to Aug. 1,1908, clerk and steno
grapher, General Passenger Department, 
Montreal; Aug. 1, 1908, to Aug. 1, 1912, 
clerk and stenographer, President’s of
fice, Montreal; Aug. 1, 1912, to May 1, 
1918, chief clerk and secretary to Presi
dent (Lord Shaughnessy), Montreal; 
May 1 to Sept. 30, Assistant to General 
Purchasing Agent, Montreal; Sept. 30, 
1918 to May, 1919, Assistant Purchasing 
Agent, Winnipeg.

Louis Charles Dupuis, whose appoint
ment as Division Engineer, Canadian 
National Rys., Quebec, Que., was an
nounced in our last issue, was born at 
St. Roch des Aulnais, L’lslet County, 
Que., Nov. 8, 1886, and entered railway

H. C. Martin,
Freight Traffic Manager, Grand Trunk Railway.

service, Aug. 20, 1911, since when he has 
been, to May, 1912, Assistant Engineer, 
Intercolonial Ry., Moncton, N.B.; May, 
1912 to Jan., 1913, Assistant Engineer, 
I.R.C., Levis, Que.; Jan. to Oct., 1913, 
Resident Engineer, I.R.C., Levis, Que.; 
Oct., 1913 to Jan., 1916, Assistant En
gineer in charge of double track, St. 
Romuald to Charing, Que., Canadian 
Government Rys., Levis, Que.; Jan., 1916 
to May, 1919, Assistant Engineer, C.G. 
R., Levis, Que.

Llewellyn E. Edwards, Supervising 
Engineer, Railways, Bridges and Docks, 
Works Department, Toronto, has resign
ed on his appointment as Bridge Engin
eer, in the Bureau of Public Roads, U.S. 
Department of Agriculture, Washington,
D.C. He was born near Portland, Me., 
and in 1907, was Structural Engineer, 
G.T.R., Montreal, and was engaged on 
the design and construction of the Coteau 
bridge over the St. Lawrence River, at 
Valleyfield, Que. He entered the City of

Toronto’s service in Feb., 1913, and was 
engaged on general bridge construction, 
and when the U.S. entered the war, he 
was appointed a captain in the Engin
eers Corps, U.S. Army, and was inca
pacitated from further service by an ac
cident sustained whilst training troops 
in a southern camp.

Ulmus E. Gillen, who has been ap
pointed General Manager, Toronto Ter
minals Ry. Co., Toronto, was born at 
Brooklyn, Mo., Feb. 27, 1867. He en
tered railway service in 1884, and was, 
to Apr., 1885, clerk, telegraph operator 
and relief agent, Chicago, Milwaukee and 
St. Paul Ry., Canton, S.D.; Apr., 1885 to 
1888, telegraph operator, Missouri Paci
fic Ry., Pacific, Mo.; 1888 to 1892, oper
ator in dispatcher’s office, same road, St. 
Louis, Mo.; 1892 to 1901, dispatcher, and 
chief dispatcher, same road, St. Louis; 
1901 to 1902, Trainmaster, G.T.R. Belle
ville, Ont.; 1902 to 1904, Assistant Su
perintendent, same road, Belleville, Ont.; 
1904 to 1907, Assistant Superintendent 
same road, London, Ont.; 1907 to 1912, 
Superintendent, same road, Montreal; 
1913 to Sept. 1, 1917, General Superin
tendent, Western Lines, same road, Chi
cago, 111; Sept. 1, 1917 to June 17, 1919, 
Vice President in charge of transporta
tion, G.T.R., Montreal, and since Oct., 
1918, on leave of absence through ill
ness. He was President of the G.T.R- 
Maintenance of Way Association for 
1916, and in 1917 was President of the 
General Superintendents’ Association of 
Chicago. He is a member of the Amer
ican Railway Engineering Association.

Casimir Stanislaus Gzowski, Jr., whose 
appointment as Special Engineer to Vice 
President, Operation, Etc., Canadian Na
tional Rys., Toronto, was announced iu 
our last issue, was born at Toronto, May 
1, 1876, and entered transportation ser
vice in April, 1897. While attending To
ronto University he was engaged dur
ing the summers on survey work, in 1897 
being with the C.P.R. on survey and con
struction on its Crowsnest Branch and 
subsequently in various positions in 
charge of location and construction work 
for the C.P.R. and other roads. In 1905 
he became a partner in Macdonell. 
Gzowski & Co., Vancouver, B.C., and 
later with a branch in Spokane, Wash., 
under the name of G. O. Foss & Co., as 
contractors and engineers, building the 
C.P.R. Nicola Branch, changes of line on 
C.P.R. at Rogers Pass, near Nelson, B.C-. 
and on the Esquimalt & Nanaimo Ry-’ 
Vancouver Island. The firm also built 
parts of the Milwaukee extension west
erly, Great Northern Ry. changes of lines 
and parts of branches in Canada and the 
U.S.; C.P.R. spiral tunnels at Field, B.Ç-» 
and considerable other railway work in 
Canada and the U.S., until its dissolution 
in 1914, after which he did valuation work 
for the Dominion commission of enquiry 
into railways and also acted as special 
engineer for the Canadian Northern Ry- 
on the government arbitration of its 
stock valuation.

Mrs. Grant Hall, wife of the Vice 
President, C.P.R., returned to Montreal, 
early in June, after spending several 
weeks with her sister, Mrs. Allen Wea- 
gant, in Winnipeg.

George Ham, of the C.P.R. headquar
ters staff, Montreal, visited Vancouver 
in June, having accompanied the first 
party of passengers on the new C.P-3- 
Trans-Canada Limited train.
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E. J. Hilliard, who has been appoint
ed Division Freight Agent, G.T.R., Ot
tawa, Ont., was born at Montreal, Apr. 
14, 1870, and entered G.T.R. service in 
1886, since when he has been consecu
tively, to June, 1904, clerk, Passenger 
Department; in Chief Accountant’s of
fice; stenographer, General Manager’s 
office and Division Freight Agent’s of
fice; Contracting Freight Agent, Mont
real; Contracting Freight Agent, New 
York; Travelling Freight Agent, Mont
real ; chief clerk, Division Freight 
Agent’s office, Montreal; Travelling 
Freight Agent. Moncton, N.B.; June, 
1904 to June, 1919, Commercial Agent, 
Buffalo, N.Y.

Chas. R. Hosmer, of the C.P.R. direc
torate, who was in the Royal Victoria 
Hospital, Montreal, for a number of 
Weeks, during which he had to undergo 
two operations, was reported June 1 to 
have recovered sufficiently to leave the 
hospital, return to his house and take 
daily motor drives. He left Montreal 
June 18, with Mrs. Hosmer, to spend 
some weeks at their summer house at St. 
Andrews, N.B.

H. Hulatt, Manager of Telegraphs, 
G.T.R. and Grand Trunk Pacific Ry., 
Montreal, has been elected second vice 
chairman, Telegraph and Telephone Di
vision, American Railroad Association, 
formerly Association of Railway Tele
graph Superintendents, for the current 
year. Last year he was one of the com
mittee of directors.

F. James, foreman of the planing mill, 
Canadian National Rys., Moncton, N.B., 
retired from active service, May 31, after 
44 years service, and was presented with 
a gold watch and locket by the em
ployes.

Ihomas Kearney, who has been ap
pointed Resident Engineer, Canadian 
National Rys., Montreal, was born at 
Donegal, Ireland, July 19, 1887, and was 
educated at the Royal School, Raphoe, 
and University College, Galway, Ireland, 
and graduated from the National Uni
versity of Ireland, in science, in 1911, " 
and in engineering in 1912. He came to 
panada in 1913, and from Apr. 10, to 
May l 1914, was Assistant Engineer, 
f-anadian Northern Quebec Ry., Quebec, 
Sue.; May 1, 1914 to Apr. 1, 1919, As
sistant Engineer, C.N.Q.R., Montreal.

H. G. Kelley, President, G.T.R. and 
Grand Trunk 'Pacific Ry., has been elect
ed a member of the American Railroad 
•Association’s executive committee.
<3 E. R. Lewis, Chief Engineer, Duluth, 
^°uth Shore and Atlantic Rd„ Duluth, 

,.nn., has resigned, to take up railway 
editorial work.
tx.H; W. Long, who has been appointed 

•vision Freight Agent, G.T.R., Toronto, 
born at Appin, Ont., Mar. 20, 1873, 

ud entered G.T.R. service in March, 
18qc’ s'nce when he has been, to Oct., 
«96, operator and clerk in Commercial 

è Ker>t’s and Local Freight Agent’s of- 
y£es> Buffalo, N.Y.; Sept., 1901 to May,
T u4, Commercial Agent, Buffalo, N.Y.; 
une, 1904 to July, 1907, Division Freight 

Vfent, Stratford, Ont.; July, 1907 to 
it ne> 1919, Division Freight Agent, Ha'nilton, Ont.
C0,Mra- Malcolm, widow of Thos. Mal- 
Ry1"’ formerly President, International 
Kfy. of New Brunswick, Campbellton, 
Cavil wh° has been living at the- Ritz 
for c-on’ Montreal, for some time, left 

England early in June.
a, Jordon A. McGuire, who has been ap- 

nted Commercial Agent, G.T.R., Buf

falo, N.Y., entered G.T.R. service in 1905 
and served at Montreal and Toronto, 
until 1908, when he was transferred to 
Grand Trunk Pacific Ry. service at Win
nipeg, in 1913, being chief clerk to Di
vision Freight Agent, Edmonton, Alta.; 
1916, tariff clerk, General Freight of
fice, Winnipeg, and later he was appoint
ed chief clerk to Vice President (Traf
fic), G.T.R., Montreal, which position he 
held at the time of his present appoint
ment.

Sir Wm. Mackenzie, ex-President, Can
adian Northern Ry., left Toronto, May 
14, for England, expecting to return 
about the end of July.

J. K. McNeillie, Superintendent, Sus
quehanna Division, Delaware & Hudson 
Rd., Oneonta, N.Y., formerly General Su
perintendent, Canadian Government Rys., 
Moncton, N.B., has been elected a di
rector of the Oneonta Chamber of Com
merce, for three years. The Oneonta 
Star says his election is in recognition 
of his public spirited interest in all that 
pertains to the welfare of the town since 
he became a resident of it.

C. E. McPherson, Assistant Passenger 
Traffic Manager, C.P.R., Winnipeg, who 
travelled on the first Trans-Canada Lim
ited train, from Winnipeg to Vancou
ver, recently, went on to San Francisco 
on business.

G. W. McVicar, Travelling Auditor, 
G.T.R., Guelph, Ont., won a McLaughlin 
motor car in a Great War Veterans’ As
sociation’s drawing recently.

W. M. Noon, Superintendent, Duluth, 
South Shore and Atlantic Rd., died at 
Miami, Fla., recently. He had been in 
railway service for 52 years, was with 
the D.S.S. & A.R. for the past 29 years, 
and was a member of the American Rail
way, Bridge and Building Association.

H. D. Reid, President, Reid Newfound
land Co., St. John’s, Nfld., was married 
June 5, to Miss M. M. Robert.

J. G. Rutherford, C.M.G., one of the 
members of the Board of Railway Com
missioners for Canada, has been given 
the degree of Doctor of Veterinary 
Science, by Toronto University. He has 
been appointed chairman of a commis
sion of four, to investigate the poten
tialities of the arctic and subarctic re
gions of Canada as a grazing country 
for the development of musk ox and 
reindeer herds for commercial and na
tional purposes.

Lady Schreiber, widow of the late Sir 
Collingwood Schreiber, who at the time 
of his death was General Consulting En
gineer for the Dominion Government, has 
left Ottawa for England to visit her 
sister, Mrs. Baldwin.

Hon. W. J. Shaughnessy, who has been 
elected a director of the C.P.R., suc
ceeding Jas. Dunsmuir, resigned, is the 
only surviving son of Lord Saughnessy, 
his brother having been killed in the 
war. He was educated at Laval Univer
sity, Montreal, and Cambridge, Eng., and 
practices law in Montreal. He served 
overseas for three years, leaving Can
ada as Captain and Adjutant of the 199th 
Irish Rangers, recruited in Montreal, and 
was in charge of the arrangements for 
the Battalion’s Irish tour. On the break
ing up of the Irish Rangers, he went to 
France as A.D.C. to Brig.-Gen. Simms, 
Canadian Representative at British gen
eral headquarters, and afterwards was 
transferred to the Canadian Corps head
quarters, as A.D.C. to Lieut.-Gen. Sir 
Arthur Currie, Corps Commander.

Alex. T. Shortt, Superintendent of 
Ogden shops, C.P.R., Calgary, Alta., died

at the Calgary General Hospital, May 
27, aged 46, after a short illness. He 
had been, at various times, Master Me
chanic of the Saskatchewan and Alberta 
Divisions, and was in C.P.R. service for 
about 20 years.

A. H. Smith, President, New York 
Central Rd., has been elected President, 
Cleveland, Cincinnati, Chicago and St. 
Louis Rd. Co. and also the Canada 
Southern Ry., Lake Erie and Western 
Rd., and other New York Central sub
sidiaries, vice W. K. Vanderbilt, Jr., re
signed.

Lord Mount Stephen, first President 
C.P.R. Co., who has lived in England 
for many years, was 90 years of age 
on June 5.

Mrs. Stitt, widow of Wm. Stitt, who 
at the time of his death was General 
Passenger Agent, Eastern Lines, C.P.R., 
is spending some w.eeks at Delta, on 
Lake Manitoba.

Sir Thomas Tait, President Frederic
ton and Grand Lake Coal and Ry. Co., 
motored recently from Montreal to St. 
Andrews, N.B., where he and his family 
spend the summer at the Algonquin 
Hotel.

Lady Van Horne and Miss Van Horne 
left Montreal, June 19, to spend the 
summer at their house, Covenhoven, St. 
Andrews, N.B.

Robert James Scott Weatherston, who 
has been appointed Division Freight 
Agent, G.T.R., Hamilton, Ont., was born 
at St. Thomas Ont., Jan. 27, 1878, and 
entered G.T.R. service July 4, 1893, since 
when he has been, to Dec. 31, 1901, clerk 
in Transportation Department, Hamil
ton, Orit.; Jan. 1 to July 22, 1902, clerk 
in Traffic Department, Hamilton, Ont.; 
July 23, 1902, to May 10, 1903, Solicit
ing Freight Agent, Hamilton, Ont.; May 
11, 1903, to June 17, 1906, Soliciting 
Freight Agent, Toronto; June 18, 1906, 
to May 31, 1907, Travelling Freight 
Agent, Ottawa, Ont.; June 1, 1907, to 
Oct. 31, 1911, chief clerk to Division 
Freight Agent, Hamilton, Ont.; Nov. 1, 
1911, to Jan. 31, 1919, Division Freight 
Agent, Stratford, Ont.; Jan. 31 to June, 
1919, Division Freight Agent, Ottawa, 
Ont.

J. K. Yorston, who has been appointed 
Locating Engineer, Western Lines, C.P. 
R., Winnipeg, entered C.P.R. service 
9ug., 1906, and has been, to Jan., 1907, 
rodman; Jan., 1907 to May, 1908, chain- 
man and topographer; May, 1908 to 
Dec., 1909, rodman, experiment man, 
chainman on location and experiment 
man on construction; Dec., 1909 to Jan., 
1913, resident engineer on construction; 
Jan. to Apr., 1913, transit man on loca
tion; Apr., 1913 to Sept., 1915, resident 
engineer on construction; Sept., 1915 to 
Dec., 1916, inspector of concrete and ex
periment man, Rogers Pass tunnel ; in 
Apr., 1917, he was appointed resident 
engineer, Lethbridge Division, Alberta 
District, C.P.R., Lethbridge, Alta., which 
position he held at the time of his pres
ent appointment.

Car Demurrage Rules, Influenza Epi
demic—The Board of Railway Commis- 
sionérs issued a circular May 31, refer
ring to its judgment of Nov. 25, 1918, 
and stating that the special treatment 
given in respect to influenza conditions 
would terminate on June 15, but that 
this, of course, would not in any way af
fect claims under consideration, or in re
spect of relief under the judgment which 
might be filed prior to June 15.
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Transportation Appointments Throughout Canada.
The information under this head, which is gath

ered almost entirely from official sources, is com
piled with the greatest care, so as to ensure abso
lute accuracy. Anyone who may notice any error 
in our announcements will confer a favor by ad
vising us.

Canadian Government Merchant Ma
rine Ltd., R. B. TEAKLE, formerly Man
ager, Allan Steamship Line, at Boston, 
Mass., and latterly Manager, France- 
Canada Line, at Philadelphia, has been 
appointed Manager, C.G.M.M. Office, 230 
St. James St., Montreal, Que.

THOS. TODD, formerly Chief Account
ant and Purchasing Agent, Allan Steam
ship Line, Montreal, and subsequently 
loaned by the C.P.R. to the Canadian 
Cheese Commission, has been appointed 
Auditor, C.G.M.M. Office, 230 St. James 
St., Montreal.

Canadian National Rys., J. C. BECK
WITH, heretofore Engineer of Construc
tion, Canadian Government Rys., Monc
ton, N.B., has been appointed District 
Engineer, Levis, Edmundston and St. 
Maurice Division, Canadian National Rys. 
Office, Quebec, Que.

LIEUT .-COL. F.F. CLARKE, who prior 
to the war was in Canadian Northern 
Ry. service, has resumed his duties as 
Chief Land Surveyor, Canadian National 
Rys., with jurisdiction over the whole 
system.

C. M. HAMILTON, of Weyburn, Sask., 
who has been nominated as the Liberal 
candidate for the provincial constituency, 
is reported to have stated that he in
tended to resign as a director of the Can
adian National Rys.

J. J. LEYDON, heretofore city ticket 
agent, Halifax, N.S., is reported to have 
been appointed City Passenger Agent 
there.

W. C. MOIR, formerly in the city 
ticket office, Halifax, N.S., and latterly 
in active military service, is reported to 
have been appointed city ticket agent 
there, vice J. J. Leydon, promoted.

A. PATRICK, formerly Sleeping and 
Dining Car Inspector, Western Lines, 
Canadian Northern Ry., and latterly in 
the Royal Air Force, has been appointed 
Agent, Sleeping, Dining and Parlor cars, 
Canadian National Rys., Quebec, Que., 
vice Jas. Baird, transferred.

Canadian Pacific Ry., M. W. BOUCHER, 
heretofore Locomotive Foreman, Ignace, 
Ont., has been apponted Locomotive Fore
man, Field, B.C.

H. G. BUCHANAN, heretofore City 
Freight Agent, Edmonton, Alta., has 
been appointed District Freight Agent 
there, and his former position has been 
abolished.

E. C. P. CUSHING, heretofore Assist
ant Purchasing Agent, Winnipeg, has 
been appointed Purchasing Agent, Cal
gary, Alta., vice B. W. Roberts, trans
ferred to Vancouver, B.C.

H. G. DRING, formerly General Pas
senger Agent, has been appointed Euro
pean Passenger Manager, C.P.R., and not 
European Passenger Manager, Canadian 
Pacific Ocean Services Ltd., as stated in 
Canadian Railway and Marine World for 
June. His initials were erroneously stat
ed as H. D. Office, London, England.

C. H. FOX, heretofore, Resident En
gineer, Portage Division, Manitoba Dis
trict, Winnipeg, has been appointed Di
vision Engineer, Saskatoon Division, Sas
katchewan District, vice E. A. Kelly, 
transferred. Office, Saskatoon.

E. J. MELROSE, heretofore Assistant 
Superintendent, London Division, Ontario 
District, London, Ont., has been appoint

ed Assistant Superintendent, Bruce Divi
sion, Ontario District, vice W. J. Stinson, 
transferred. Office, West Toronto, Ont.

J. MILES, heretofore Assistant Super
intendent,. Toronto Terminals Division, 
West Toronto, has been appointed As
sistant Superintendent, Trenton Division, 
Ontario District. Office, Trenton, Ont.

COL. C. W. P. RAMSEY, C.M.G., for
merly Engineer of Construction, Eastern 
Lines, who returned from overseas some 
little time ago, and re-entered the C.P.R. 
service, is for the summer attending to 
the work of superintendents at various 
points, who are given their usual leave 
of absence.

LIEUT. COL. BLAIR RIPLEY, C.B.E.,
D.S.O., formerly Engineer of Grade Se
paration, C.P.R., Toronto, having return
ed from overseas, has re-entered the com
pany’s service and has been assigned 
special duties for the present.

U. E. Gillen,
General Manager, Toronto Terminals Ry. Co.

B. W. ROBERTS, heretofore Purchas
ing Agent, Calgary, Alta., has been ap
pointed Purchasing Agent, Vancouver,

HON. W. J. SHAUGHNESSY, son of 
Lord Shaughnessy, has been elected a 
director, succeeding Jas. Dunsmuir, of 
Victoria, resigned. The vacancy on the 
board caused by the death of W. D. Mat
thews, of Toronto, has not been filled.

L. J. SKELLY, heretofore Assistant 
Superintendent, Montreal Terminals Di
vision, Quebec District, has been ap
pointed Traffic Supervisor, Toronto Ter
minals Division, Ontario District. Of- 
ffice, West Toronto, Ont.

W. J. STINSON, has been appointed 
Assistant Superintendent, Toronto Ter
minals Division, West Toronto, Ont., 
vice J. Miles, transferred.

J. K. YORSTON, heretofore Resident 
Engineer, Lethbridge Division, Alberta 
District, Lethbridge, Alta., has been ap
pointed Locating Engineer, Western

Lines. Office, Winnipeg.
Canadian Pacific Ocean Services, Ltd.,

E. C. BROWN, has been appointed Pur
chasing Agent, Montreal.

H. G. DRING has not been appointed 
European Passenger Manager, C.P.O.S., 
London, as stated in Canadian Railway 
and Marine World for June, his appoint
ment being that of European Passenger 
Manager, C.P.R. His initials were er
roneously stated as H. D.

CAPT. THOMAS FISHER, R.N., has 
been appointed General Manager, Lon
don, Eng.

J. A. MARTIN, heretofore Assistant 
Manager, has been appointed Manager, 
Liverpool, Eng.

A. S. MAYNARD, heretofore Commis
sary Agent, has been appointed General 
Purchasing Agent, Montreal.

E. T. STEBBING, heretofore Agent, 
New York, has been appointed Passenger 
Manager for Great Britain and the Euro
pean continent, vice H. S. Carmichael, 
resigned. Office, Liverpool, Eng.

WILLIAM WAINWRIGHT, formerly 
with the Allan Line Steamship Co., and 
latterly with the British Ministry of 
Shipping (Canada), has been appointed 
Assistant to the Chairman, C.P.O.S. Ltd. 
Office, Montreal.

Caraquet & Gulf Shore Ry.—F. V. 
BURTON, not F. B. Burton, as stated 
in Canadian Railway and Marine World 
for May, Superintendent, Bathurst, N.B., 
is now in direct charge of this line, con
sequent on the death of W. B. Cronk, 
Vice President.

S. G. WOODWARD, formerly Road- 
master, British Chemical Co., and As
sistant Roadmaster, Central Ontario Ry-, 
Trenton, Ont., has been appointed Road- 
master, C. & G.S. Ry. Office, Bathurst, 
N.B.

La Cie. Canadienne Transatlantique 
Ltee., Canada Steamship Lines., Ltd., 
General Agents—DUNCAN D’E. COOP
ER, formerly Agent, Lehigh Valley Rd., 
Toronto, has been appointed Agent for 
Ontario for La Compagnie Canadienne 
Transatlantique, in charge of export and 
import traffic. Office, Foy Bldg., Front 
St. West, Toronto.

Grand Trunk Ry.—I. N. CLARK, here
tofore Travelling Car Inspector, Eastern 
Lines, Montreal, has been appointed 
Master Car Builder, Ontario Lines, and 
his former position has been abolished. 
Office, London, Ont.

F. FOUSE, heretofore Travelling Car 
Inspector, Ontario Lines, London, Ont., 
has been appointed Master Car Builder, 
London shops, and his former position 
has been abolished. Office, London, Ont-

E. J. HILLIARD, heretofore Commer
cial Agent, Buffalo, N.Y., has been ap
pointed Division Freight Agent, Ottawa, 
vice R. J. S. Weatherston, transferred-

R. W. LONG, heretofore Division 
Freight Agent, Hamilton, Ont., has been 
appointed Division Freight Agent, To
ronto, vice L. Macdonald, promoted.

J. HENDRY, heretofore Assistant 
Master Car Builder, Montreal, has been 
appointed Master Car Builder, Eastern 
Lines, and his former position has been 
abolished. Office, Montreal.

W. J. HYMAN, Chief Draftsman, Car 
Department, has resigned, and has been 
appointed Sales Engineer, International 
Equipment Co., Montreal. ,

G. A. McGUIRE has been appointed 
Commercial Agent, Buffalo, N.Y., vice
J. Hilliard, promoted. ,

JOHN McMURTY, has been appointed
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Road Foreman of Locomotives, Hamilton, 
Ont., vice G. Cooper, promoted.

D. C. MESSEROLL, heretofore Lubri
cating and Air Brake Inspector, Mont
real, has been appointed General Travel
ling Car Inspector, and his former posi
tion has been abolished. Office, Mont
real.

N. P. NORTH, heretofore Trainmaster, 
Districts 2 and 3, Montreal Division, has 
been appointed Trainmaster, Districts 6 
and 7, Montreal Division, vice H. M. 
Gain, transferred. Office, Belleville, Ont.

W. A. PITT, heretofore Assistant 
Master Car Builder, London, Ont., has 
been appointed Master Car Builder, 
Montreal shops, and his former position 
has been abolished. Office, Montreal.

R. J. S. WEATHERSTON, heretofore 
Division Freight Agent, Ottawa, Ont., 
has been appointed Division Freight 
Agent, Hamilton, Ont., vice R. W. Long.

Grand Trunk Pacific Ry.—A. C. LIP- 
SETT, recently in active service overseas, 
is reported to have been appointed act
ing City Passenger and Ticket Agent,

Calgary, Alta., vice R. Merritt, who has 
been granted extended leave of absence 
on account of illness.

Toronto Terminals Ry. Co.—U. E. GIL
LEN, heretofore Vice President in charge 
of transportation, G.T.R., Montreal, has 
been appointed General Manager, To
ronto Terminals Ry. Co., vice J. W. Leon
ard, deceased. Office, Toronto.

J. M. ROSEVEAR, General Auditor, 
G.T.R., Montreal, has also been appointed 
Auditor, T.T.It. Co., vice W. H. Ardley, 
retired. Office, Montreal.

President Beatty, of the C.P.R., on Government Ownership, Etc,
E. W. Beatty, K.C., President C.P.R., 

during his trip from Montreal to the Pa
cific coast and return, in the latter part 
°f May and early in June, addressed a 
dumber of meetings, including the fol- 
jow: Associated Boards of Trade of Bri
tish Columbia, at Nelson; Canadian Club, 
dt Victoria; Board of Trade and Cana
dian Club, at Vancouver; Canadian and 
Rotary Clubs at Calgary; business men, 
dt Edmonton; Canadian Club, at Fort 
William.

Following is a complete report of Mr. 
“c-atty’s remarks ;—“I feel that I need 
"lake no apology for speaking very 
briefly on a matter which is engrossing 
the attention of the most serious think- 
“ig Canadians, and that is, what is to 

the ultimate end of our railways and 
under what auspices or method of admin- 
stration are they to be managed. The 

Possession by the Canadian Pacific Ry. 
Vo. of a SyStem involving 13,770 miles 
n Canada, of which 8,750 miles are west 
1 the Great Lakes, gives in itself a 
oason why its officers should have 
°hi.e knowledge and some views on the 
ubject, and if they are of any value, 

fini6 ^at have an equal voice in the 
nal determination of the question are 
«tainly entitled to the benefit of them. 

.. I have an additional reason for men- 
oning this subject, in that a great deal 

* hiisapprehension seems to exist in 
®hie quarters as to just what the 

Problem is. We have private ownership 
_ some railways and we have public 
wnership of others, both existing in the 

jUuntry now. The fact that the country 
fa'1 °een compelled, through the financial 
uilure of some systems, to take them 

fair’ 'n order to prevent them from 
butiE 'ut° utter desuetude is one thing, 
fr that it is quite a different problem 
of°m the question of a permanent policy 

government owned and government 
thp^Sed railways. I do not know that 
el Government could have done anything 
nei?, than it did do, but I do feel that 
thi ■ r Government nor the people of 
t„ ® ?°untry are yet in a position to de- 
th/nine finally what the future of all 

»e systems must be.
djsJ think it is unfortunate that fuller 
tai Ussi°n of this subject has not ob
it o * Canada up to now. It is true 
p'cupios certain space in the news- 

and has been discussed in parlia- 
res. hut always with the unsatisfactory 
Op'th.i at the advocates of the different 
PreiiiH- administration are considered 
shru ,1Ce<*- hf a public man speaks, we 
if a K ?ur shoulders, and say it is politics; 
prejyp.’lWay man speaks, he is said to be 
Not i,ced by his railway association, 
kover men who go to Ottawa are
boliti i absolutely and exclusively by 
than . considerations, and the railway 
a .can still be a railway man and be 

o citizen of Canada, with an honest

desire to see the transportation future of 
his country assured.

“Government ownership in theory has 
much to recommend it. It has been said 
by a very able member of the Govern
ment that the advisability of its increases 
as you approach a state of monopoly, and 
that is probably true, but it has not been 
determined in any satisfactory way up 
to date, whether Government manage
ment of our systems is feasible or even 
possible. Until it is determined, I should 
conclude it would be well for the govern
ment and the people to withhold their 
final judgment. Among the advocates 
of this system are many men who are 
sincerely and honestly convinced that 
in the last analysis it will be for the 
benefit of the people of this country, and 
that is the only angle from which the 
question can be viewed. It is unfortunate 
however, that most of these large enter
prises, and the wish for success is father 
to the thought, that success will result. 
We have recently had the benefit of the 
results of similar experiments in Great 
Britain and the Uuited States, and while 
I am quite prepared to admit that the 
abnormal conditions under which the 
systems had to be operated during the 
war, make the lessons to be drawn from 
this method of administration not en
tirely conclusive, I am strongly of the 
view that there is nothing in these results 
which gives confidence or justifies the 
hope that we would avoid the disaster 
they have experienced, and that the diffi
culties which at least, contributed to their 
failure would be absent from the ad
ministration of Canadian railways under 
like auspices.

“You will recall that the Uuited 
States systems broke down when put to 
the test. They broke down physically 
and financially. Both could, I think, have 
been avoided, or at least minimized, had 
a little broader view of the needs of 
U.S. railways been taken by U.S. tri
bunals in the five years prior to the 
entry of the U.S. into the war. What 
was subsequently done, was done in an 
attempt to meet a highly emergent situ
ation and with an intent that the cost, 
whatever it might be, of mistake or 
should be borne in the interest of the 
principles for which the allied nations 
were contending in this war. The result 
is described as a debacle, the deficits have 
been enormous, and the efficiency and 
character of the service lessened to an 
alarming degree. The U.S. people were, 
however, fortunate their experience was 
crowded into a comparatively short time, 
and they were enabled to learn the lesson 
it taught without protracted experiments.

“As a result of this experience and 
that which they had through the opera
tion of cables, telegraphs and telephones, 
I think it may be safely said that the 
last vestige of desire for government op

eration of these utilities has departed 
from the majority of the U.S. people. 
In fact, those actually entrusted by the 
government with the administration of 
the properties have admitted the un
wisdom of the continuance of the system. 
The Posmaster-General has agreed to the 
return of the cables and the telegraph 
lines, and the President of the U.S. has 
directed the return of the railways. The 
Director-General of Railroads, Mr. Hines, 
who has been connected with the U.S. 
Railroad Administration from the begin
ning, first as Assistant Director-General 
and latterly as Director-General, ex
presses his views as follows: “I want to 
tell you that in my judgment, based on 
a very careful sudy of this subject since 
the Federal Control began, the best in
terests of the country will be promoted, 
not through permanent government oper
ation, but through the return of the rail
ways to private management. I believe the 
American public wants competition in ser
vice, and private initiative is, I think, of 
the utmost importance in order to get 
satisfactory public service. Mr. E. N. 
Hurley, Chairman of the U.S. Shipping 
Board, states that it is his belief that com
binations between government and busi
ness are almost as dangerous as com
binations between church and state. The 
results in the U.S. will be available to 
this country and the ultimate solution 
adopted there will be of use to us in 
determining what our policy will be, be
cause the evils of government adminis
tration if present in one country will be 
difficult to avoid in the other.

“It may be said that my own views are 
prejudiced, and they are to the extent 
that they are the result of 18 years in
timate association with the workings of 
one railway company and an appreciation 
from the inside of what factors contribut
ed to its efficiency and success. It is a 
long and arduous work to hammer to
gether an efficient organization which 
must be so widespread in its activities 
and so widely separated as to locality 
as the organization of a transcontinental 
railway. In the case of the C.P.R., it 
has been in existence for almost 30 years, 
and the organization has been built up 
painfully and slowly. It has nowj^ach- 
ed an efficiency in all ranks, which it will 
be easier to maintain, but it could not 
be developed, nor can it be maintained 
without the enterprise, resourcefulness, 
loyalty, initiative and esprit of the of
ficers and men of the company. There 
is something which gives rise to this 
spirit which comes from within the or
ganization itself, and I would need be as
sured not only that independent non
political administration is possible, but 
that it would provoke this spirit, before 
I would cast a vote for a permanent 
policy of government ownership and 
operation. When I speak of government
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ownership and operation, I do so be
cause interference in the latter is the 
necessary consequence of the establish
ment of the former. It is not possible, in 
my opinion, to divorce the responsibility 
for operation from those upon whom 
rests the responsibilities for the results. 
In theory, it may seem reasonable, but 
in practice I am quite convinced it will 
be found impossible to persuade those 
who vote the money for these enter
prises to exclude themselves entirely 
from the administration of the properties 
for which they supply the money.

“In the determination of this question, 
I know of no consideration less important 
than that of political expediency. It is 
particularly a question of national econ
omics, and what system will give the 
best and cheapest service to the people 
of this country. The crux of the whole 
thing lies in this, that is, the ability of 
governments to carry on enterprises such 
as this with the same competency and 
efficiency as private owners. I am not 
attempting to persuade you to my views ; 
they are not unalterable, but I have not 
yet found anyone who could adduce evi
dence of the success of a government 
operated system in former days, or in 
other countries, where similar conditions 
prevail, and before we adopt a similar 
policy which will saddle us with the prin
ciples of public ownership and operation 
of our systems, we should, I think, be 
very sure of our ground. The question 
cannot be determined in accordance with 
the wishes and views of financiers, stock 
holders, politicians, or any one set of 
men ; it must be determined on the one 
ground by balancing its advantages with 
its disadvantages and considering which 
is in the best interests of Canada.

“In order to reach a decision, the most 
careful consideration and analysis of re
sults here and in other countries is ne
cessary. With knowledge and experi
ence, we can determine it, without it, we 
will add to our railway mistakes. That 
we have made serious blunders is evi
dent, but we are all responsible. We built 
railways in wrong places, and at wrong 
times, but these mistakes, serious as 
their consequences have been, would be 
minor compared to the mistake if we 
adopted a wrong principle for their ad
ministration, and add the continuing and 
pyramiding losses, which would result 
from extending these wrong principles 
to a largely extended system.

“I am a great believer in this coun
try and I believe that our difficulties, 
economically and commercially speaking, 
will be solved. Some of these difficul
ties appear serious, and they are, and in 
expressing hope and confidence, I do not 
wish to minimize the danger of the situa
tion. I am convinced, however, that the 
difficulties are not insuperable, nor should 
they be entirely unexpected. It is the 
most natural thing, and quite in accord
ance with the precedent of history, that 
following such a terrible four years 
world eruption, there should now arise, 
both nationally and individually, condi
tions which it will take extraordinary 
measures to meet. Last summer the 
railways of the country were threatened 
with very serious labor troubles ; wage 
adjustments were made and rates were 
raised, but the individual difficulties due 
to unrest did not thereby disappear. The 
railways, in conjunction with the gov
ernment and the labor unions, adopted 
a course quite without precedent in the 
history of Canada. Their heads sat 
round a table, discussed the best meth
ods to adopt, and in the end constituted

what is known as Railway Board of Ad
justment No. 1, composed of six repre
sentatives of the labor unions and six 
railway executives. The board was em
powered to adjust and make binding upon 
the parties concerned all disputes aris
ing between railway employes and the 
railway companies. In the event of fail
ure to agree, there was a provision for 
calling in an outside and independent re
feree, who would give the casting vote. 
Whether or not it was because the num
ber this gentleman would bear was no. 
13, I cannot say, but 32 main disputes, 
in some cases involving half a dozen 
minor differences, each one of which 
might have precipitated a strike, have 
been determined by this board, and in no 
case has there been an absence of agree
ment, and in no case have either the 
executives or the men complained that 
substantial justice was not done. Now 
the reason for the extraordinary suc
cess of the tribunal, which was formed 
to exist during the period of the war 
only, but which I hope will continue long 
after peace has been declared, is this— 
it was composed of men determined to 
see that right was done; men who re
spected their colleagues on the board 
and themselves; men who were actuated 
by the spirit of adjustment. In no case 
has the board ever forgotten its judicial 
attitude, nor has there been any evi
dence of feeling on either side.

“It is not for me to suggest what mea
sures would be appropriate for indus
tries, but I can assure you that the 
workings of the Canadian Board of Ad
justment No. 1 can be looked to with 
great satisfaction, and I should think, 
with some advantage by all those who 
have to deal with the existing labor prob
lems. You are all aware of the high 
scale of wages now existing in this 
country and of the prevailing unrest. 
As representing a company whose oper
ating expenses increased by $34,000,000 
in the short period of two years, I have 
had some experience of the manner in 
which these rapidly increasing costs af
fect large enterprises. We are all dis
posed to attribute these things to the 
high cost of living, but few, if any, of 
us know what is responsible for it, or 
what the ingredients in it are. It has 
recently been announced by the Minister 
of Labor that the government has quietly 
made investigations and will be able 
shortly to make an announcement of the 
results of them, and undoubtedly that is 
the first step to be taken, because if these 
costs are improper costs, we should know 
where the unfairness rests ; if they are 
otherwise, we must take means to ensure 
our ability to meet these higher stand
ards of living. Here again, it is the 
actual facts, which will enable the peo
ple to decide what should be done and 
whether our highly increased wages are 
due to reasons which could be avoided, 
or whether they are inevitable.

“It has been announced that conven
tions are to be held in the coming sum
mer for the purpose of developing the 
natural resources of the western pro
vinces, and the establishment of indus
tries there in order that they may be 
more self contained. This is as it should 
be. We need immigrants; principally of 
the agricultural class, and we need to 
know and interest others in the local pos
sibilities of Western Canada. Most of 
us believe that they are almost limitless, 
but we must interest capital in order that 
these resources can be developed and in
dustries maintained in the development 
of the whole country.”

Freight and Passenger Traffic 
Notes.

The Canadian National Rys. are re
ported to have bought the old Sun Life 
Bldg., James St. North, Hamilton, Ont., 
for an up-town office.

The C.P.R. is reported to be arrang
ing for the establishment of a tourist 
route from Vancouver, by water, around 
the west coast of Vancouver Island, dur
ing the summer, the round trip to last 
a week.

A Quebec press report of June 12 
stated that the putting on a daily pas
senger train service on the Quebec and 
Saguenay Ry., between St. Joachim, and 
Murray Bay, Que., for July, Aug. and 
Sept., was being discussed.

The Canadian National Railways, Dis
trict Passenger Agent’s office, and city 
ticket office, heretofore located in the 
Transportation Building, 120 St. James 
St.., Montreal, were removed June 23 to 
the Canadian National Rys. Bldg., 226- 
230 St. James St.

The Vancouver Board of Trade, the 
Canadian Manufacturers’ Association’s 
British Columbia branch and other allied 
trading bodies, are reported to have ar
ranged for establishing a freight traffic 
bureau for the province with headquar
ters at Vancouver.

The Canadian National Rys. advised 
the Edmonton, Alta., Board of Trade, 
recently, that it was impossible to put 
on a freight service over the 44 miles 
of the line from Oliver towards St. Paul 
de Metis, on which track was laid, on 
account of it not being ballasted.

Freight traffic over the Quebec bridge 
for the week ended June 15, was, ac
cording to a press report, 335 loaded 
cars from the bridge station to Chaudière 
Jet.., and 252 from Chaudière Jet. to the 
bridge station, a total of 587, against 
618 for the corresponding week of 1918-

The car ferry steamship Prince Ed
ward Island, operating between Cap6 
Tormentine, N.B., and Borden, P.E.I., is 
making two trips a day, thus giving a 
double daily service for passengers, ma» 
and freight. The 6.15 a.m. train out ol 
Charlottetown, connects with the Ocean 
Limited train, and the 12.50 p.m. train 
out of Charlottetown connects with the 
maritime express, going west; while pas
sengers on these trains going east change 
at Sackville, N.B., to trains- connecting 
with the ferry. Passengers arriving in 
Prince Edward Island on the ferry’s aft
ernoon trip can get through to Tiquis» 
and those arriving in the evening ferry 
can get to Summerside.

Mail from Edmonton to McMurray* 
Alta., heretofore carried via Athabasca 
Landing by rail, thence by motor boat 
to House River, and then by portage to 
destination, is now being carried by ra» 
to Lac la Biche on the Alberta a»» 
Great Waterways Ry., thence by a gaso
line “speeder” to the end of track, fÇ* 
the remaining eight miles the mail lS 
carried to wagon to the Clearwater River> 
and thence by launch to destination. Th® 
mail is now delivered twice a month. ■" 
press report states that the mail con
tractor is having a motor car fitted 
run on the Edmonton, Dunvegan and Bri
tish Columbia Ry., with a view of mak
ing weekly round trips.

The British Columbia Government 
sued an order in council recently, grant
ing running rights over the Victoria an 
Sidney Ry., to the Canadian Nations 
Rys. The operation of the V. and S. By-
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'vas abandoned by the Great Northern 
%., and the company’s affairs are in a 
receiver’s hands. A conference is re
ported to have taken place at Vancouver 
recently between A. T. Goward, Local 
Manager of the British Columbia Elec
tric Ry. at Victoria, and the liquidator 
of the V. and S. Ry., with a view of the
B.C.E.R. taking over the section of the 
line from Victoria to the nearest point 
?f contact with its own line, thus mak- 
uig a loop line.

A. P. Barnhill, K.C., a director of the 
Canadian National Rys:, is reported to 
have said in Montreal, June 20, that as 
soon as the St. John and Quebec Ry. is 
completed from Gagetown to the C.P.R. 
to Westfield, N.B., and the Fredericton- 
McGivney Jet. improvements on the old

Canada Eastern Ry. are done, it will 
be possible to run through trains be
tween St. John and Montreal. The trains 
will start from the west side of the har
bor in St. John, and reach Westfield 
over the C.P.R., running rights having 
been arrange dfor, thence over the St. 
John and Quebec Ry. to Fredericton, 
thence over the I.R.C. to McGivney Jet. 
and thence by the National Transcon
tinental Ry. to Levis, and from Levis 
by the Intercolonial to Montreal. It is 
expected that the new route will be open
ed up in September. The distance from 
St. John to Montreal, by the proposed 
route will be 660 miles, and trains leav
ing St. John at 3 p.m., will, it is said, 
be timed to reach Montreal at 8 o’clock 
on the following morning.

Canadian Transportation Men, Engineers, Etc. in
the War.

jkP

loaded on railway cars, on British Western 
deep trenches, to allow tanks to

Win6'* camps and seaports east of 
3l a'Peg, between Aug., 1914 and May 
Cost • 9’ Was 1,108,081. The estimated 
$10 t'S *>ased on a calculation of from 
an,i Vi $15 a man. Between Aug., 1914 
*orl L°v- 30> 1918, the actual war per- 
epeo- i C N-R- handled 462,240 men by 
train® trains and 296,585 by regular 
of „ns aH outward bound. The number 
the fecial trains required was 1,191 and 
P,.r sPet'ial train mileage was 808,359.

1 the commencement of demobilize-

Front, showing bundles of wood carried, to dump in 
cross. Photograph loaned by C.P.R.

considerable service in France, js a son 
of A. L. Hertzberg, Engineer, Ontario 
District, C.P.R., Toronto. He went over
seas as a lieutenant with the first con
tingent and in April, 1915, was wound
ed, while serving with the 1st Field Co. 
of the 3rd Brigade. In June, 1915, he 
was awarded the Military Cross for con
spicuous gallantry and devotion to duty, 
and in Jan., 1918, received the Distin
guished Service Order. In addition to 
these decorations he was mentioned in

Canadian Railway and Marine World 
Readers who are returning to civil life 
'ronv military, naval or other govern
ment service are strongly urged to send 
Jj* items about themselves and about 
jheir friends who are in a similar situa- 
l*°n. Items should give former position, 
describe character of military or other 
service and state the civil work to which 
:!*e transportation official, etc., in ques- 
ll°n, is going. In the case of those with 
Service abroad, information regarding 
the activities of the units to which they 
"’ere assigned is especially desired.

Troop Transportation Expenditures— 
According to Canadian National Rys. 
statistics, the total number of troops

tion, Dec. 1,' 1918 to May 31, 1919, 163,- 
609 men were handled by special trains 
at Halifax, N.S., westerly, and 17,680 
by regular trains. For home coming 
troops to the latter date, 353 special 
trains were used with a total mileage 
of 303,515.

PERSONAL NOTES.
Lieut.-Col. Blair Ripley, D.S.O., for

merly Engineer of Grade Separation,
C.P.R., Toronto, who returned to Canada 
recently with the 1st Battalion, Cana
dian Railway Troops, of which he was 
O.C., has been made a Commander of 
the Order of the British Empire.

Lieut.-Col. H. F. H. Hertzberg, D.S.O., 
M.C., who has returned to Canada after

dispatches three times.
Capt.Howard Reid,recently of the Royal 

Air Force, who is acting as official start
er of various flying machines in Trans
atlantic flights, making Newfoundland 
their starting point, is a son of Sir Wm. 
Reid, formerly President, Reid New
foundland Co. He was one of twelve 
British airmen to start a flight from 
Mudros to Bucharest in 1916, across the 
Bulgarian and Turkish battle lines and 
thence northward to Russia and to Eng
land by way of Archangel. Only two 
of those who started finished the flight.

Lieut. W. H. Roberts, who has resum
ed duties in the C.P.R. ticket office at 
Edmonton, Alta., enlisted in the old 9th 
Battalion and served in France with a 
machine gun brigade. He was given a 
commission in Aug., 1917, and was 
awarded" the Military Cross, for con
spicuous gallantry at Amiens, in 1918.

Lieut. E. E. Soper, son of W. Y. Soper, 
Vice President, Ottawa Electric Ry. re
turned to Canada, June 5, after 3 years 
service overseas. He left Canada in 1916 
with the Canadian Army Service Corps 
and on arrival in England was trans
ferred to the Forestry Corps, and went 
to France as Quartermaster of No. 48 
Company, which operated chiefly in 
Southern France. He returned to Eng
land in February. His wife returned to 
Canada with him, she having been en
gaged in war work as deputy adminis
trator of the women’s section of the 
Royal Air Force, at Bushey Park, near 
London.

C.P.R. Boys’ Club, Montreal—In con
nection with its welfare work, the C.P.R. 
has organized a club for the boys em
ployed in the offices at the Windsor St. 
station, Montreal. The membership at it 
recent organization consisted of about 
150 employes under 18 years of age. The 
club engages in various atheltic and 
other amusements, and the members take 
up various branches of study connected 
with their work, 50% of the cost of in
struction being borne by the company.

Canadian National Rys. Headquarters 
—A report that the C.N.R. headquarters 
were to be removed from Toronto to 
Montreal having been in circulation re
cently, the mayor of Toronto telegraph
ed Sir Robert Borden, protesting, and re
ceived the following reply:—“Your tele
gram regarding reported removal Can
adian Government Railway headquarters 
from Toronto to Montreal, Government 
has no intention of any such proposal, 
nor has it been considered.”

The C.P.R. Social Club was organized 
recently at Fort William, Ont. The of
ficers elected are: Honorary President, 
A. F. Hawkins, Superintendent; Honor
ary Vice Presidents, the heads of all de
partments at the terminal; President, J.
D. Callahen, Yard Office; Vice President, 
J. C. Watson, General Office; Secretary, 
Insp. M. A. Woodworth, Superintendent’s 
Office; Treasurer, Insp. J. Rowe, Port 
Arthur, freight department. There is 
an executive committee representative of 
the employes of the different depart
ments. The club aims at the promotion 
of more intimate intercourse among the 
staff of the different departments, and 
the fostering and encouraging of activi
ties in all branches of sport. It is in
tended to equip club rooms for the mem
bers, the company having granted the 
use of rooms on the second floor of the 
freight and grain office for this purpose. 
We are advised that over 300 of the 
company’s employes have already joined 
the club.
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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

General order 264. May 13.—Authorizing Bell 
Telephone Co.'s increased tolls for long distance 
service and on all toll rates and charges for ex
change telephone service and charges incidental 
thereto, of 10% ; service connection charge, so- 
called, to be disallowed, increased tolls for ex
change service already installed to be effective 
July 1.

28.318. May 14.—Authorizing Grand Trunk Pa
cific Branch Lines Co. to build spur for Rocky 
Hard Collieries Ltd., in northwest *4, Sec. 35, Tp. 
47, Range 20, west 5th meridian, Alta.

28.319. May 14.—Approving plan of work to 
be done on Barons drain, under C.P.R., of South 
Dorchester Tp., Ont.

28.320. May 15.—Authorizing Canadian Na
tional Rys. to cross highways on its Melfort- 
Humbolt Branch between Sec. 4, Tp. 38, Range 
22, and Sec. 33, Tp. 37, Range 22, between 
Secs. 28 and 21, Tp. 37, Range 22, and between 
Secs. 21 and 20, Tp. 37, Range 22, west 2nd 
meridian, Sask.

28.321. May 15.—Authorizing Esquimalt and 
Naniamo Ry. to build spur for Victoria Lumber 
& Mfg. Co., Naniamo, B.C.

28.322. May 12.—Approving G.T.R. plan of re
vised location of station at St. Agapit, Que.

28.323. May 16.—Relieving Canadian National 
Ry. from providing further protection at the 
crossing of Dawson Road, Man.

28,324 and 28,325. May 15.—Authorizing Can
adian Northern Ontario Ry. to rebuild bridges 
over Mill Creek, Ont., mileage 59.25, from Mont
real ; and Squiers Creek, mileage 49.76, from Pic- 
ton, Ont.

28,326. May 16.—Authorizing Canadian Na
tional Rys. to cross highway between Secs. 23 
and 26, Tp. 38, Range 22, west 2nd meridian, 
Sask.

28,327 and 28,328. May 16.—Authorizing Can
adian Northern Ontario Ry. to rebuild bridges 
over Cold Creek, mileage 38.13 ; and over Squiers 
Creek, mileage 51.35, from Picton, Ont.

28.329. May 16.—Authorizing G.T.R. to oper
ate over crossing at Junction Cut, Ont., without 
first stopping.

28.330. May 14.—Approving agreement, Apr. 
25, between the Bell Telephone Co. and North 
Brock Telephone Co. in Ontario County, Ont.

28.331. May 20.—Authorizing Canadian North
ern Ontario Ry. to rebuild bridge over Black 
River, mileage 86.90, from Toronto.

28.332. May 21.—Relieving Montreal Tram
ways Co. and G.T.R. from protection at cross
ings of G.T.R. along the front of the city docks, 
and Dominion Coal Co.’s spur.

28.333. May 19.—Authorizing Niagara, St. 
Catharines and Toronto Ry. to build spur for A. 
Martin & Son, Thorold, Ont.

28.334. May 19.—Authorizing Grand Trunk Pa
cific Ry. to build spur for Penny Labor Co. at 
mileage 1,205, British Columbia.

28.335. May 20.—Authorizing Canadian Na
tional Rys. to cross highway between Secs. 22 
and 23, Tp. 38, Range 22, on its Melfort-Humbolt 
Branch, Sask.

28.336. May 19.—Approving G.T.R. clearances 
at Robinson ash hoist, Brockville, Ont.

28.337. May 20.—Authorizing Canadian North
ern Quebec Ry. to rebuild bridge over River 
Ouareau. mileage 7.29, from Joliette, Que.

28.338. May 20.—Authorizing Canadian Na
tional Rys. to cross highway between Secs. 10 
and 15, Tp. 38, Range 22, on its Melfort-Hum
bolt Branch, Sask.

28.339. May 19.—Relieving Quebec, Montreal 
& Southern Ry. until Oct. 1, from complying with 
order 27,741, Oct. 1, 1918, re mixed trains ser
vice between Noyan Jet. and Lacolle Jet., Que.

28.340. May 19.—Ordering Canadian National
Rys. to stop train 7 at Richmond, Ont., on Satur
day nights. ____ ,

28.341. May *20.—Authorizing Hydro Electric 
Power Commission of Ontario to build spur across 
Niagara, St. Catharines and Toronto Ry. on lots 
77 and 90, Stamford Tp., Ont.

28.342. May 20.—Authorizing C.P.R. to open 
for traffic its second main track between Fair- 
field and West St. John, N.B., from mileage 0.07
to 1.11. _ .. _T .,

28.343. May 20.—Authorizing Canadian North
ern Ontario Ry. to rebuild bridge over Chenail 
Ecart Creek, Hawkesbury, Ont.

28.344. May 20.—Authorizing Canadian Na
tional Rys. to rebuild bridge over Sinclair St., 
Cobourg. Ont. _ ,. **

28,845. May 20.—Authorizing Canadian Na
tional Rys. to build across highway between Secs. 
3 and 4. Tp. 38. Range 22, on its Melfort-Hum
bolt Branch, Sask. _

28.346. May 20.—Authorizing G.T.R. to re
build bridge across Conestoga River, near bt. 
Jacobs. Ont. , __ .

28.347. May 21.—Amending order 28,291, Apr. 
28, re C.P.R. bridge near Atwater Ave., Montreal.

28.348. May 19.—Rescinding order 27,348, July

17, 1918, suspending C.P.R. and G.T.R. tariffs 
cancelling special commodity rates on glass bot
tles in carloads, Hamilton, Toronto and Montreal, 
and authorizing them to cancel special commo
dity rates on bottles in carloads from Wallace- 
burg made effective in pursuance of judgment 
of July 30, 1904, to take effect simultaneously.

28.349. May 2.—Authorizing Great Northern 
Ry. to discontinue train service between Grand 
Forks and Phoenix on Vancouver, Victoria & 
Eastern Ry. & Nav. Co., on condition that sat
isfactory freight service be furnished.

28.350. May 19.—Approving agreement, May 9, 
between Bell Telephone Co. and Welland County 
Telephone Co., Welland County, Ont.

28.351. May 21.—Ordering that crossing of 
Powell St., Vancouver, B.C., by the Vancouver, 
Victoria & Eastern Ry. & Nav. Co. (G.N.R.), to 
take up tracks to stop at northern boundary, Do
minion Biscuit Co. property. ; Canadian National 
Rys. to extend the V.V. & E.R., over which it has 
running rights to south of Hastings St., northerly 
and easterly, crossing Powell St. and C.P.R. main

28,352 and 28,353. May 26.—Approving Bell 
Telephone’s agreements with Ivy Thornton Tele
phone Co., Simcoe County, Ont., May 26, and 
Durham Road Telephone Co., Bruce County, Ont., 
May 8.

28.354. May 26.—Authorizing Canadian North
ern Ontario Ry. to rebuild bridge over Talbot 
River, Mara and Thorah Tps., Ont., mileage 67 
from Toronto.

28,356- May 26.—Authorizing Canadian North
ern Ontario Ry. to rebuild bridge over Laronde 
River, Beaucage Tp., Ont., mileage 74.7 from 
Brent.

28.355. May 28.—Suspending pending hearing 
at Ottawa, June 10, tariffs of C.P.R., G.T.R., 
Canadian National Rys., New York Central Rd., 
Quebec, Montreal & Southern Ry., Napier ville 
Jet. Ry. and Montreal & Southern Counties Ry., 
increasing, effective June 1, rates on milk in pas
senger or mixed train service.

28.357. May 23.—Amending order 28,147, Mar. 
11, re maintenance of signalmen at G.T.R. cross
ing at Southwold, Ont., and Michigan Central Rd. 
at Appin, Ont.

28.358. May 27. — Authorizing Saskatchewan 
Government to build highway crossing over Can
adian National Rys. on dead line between Secs. 
6 and 7, east to Hague Ferry, Sask.

28,359 to 28,361. May 26.—Authorizing Can
adian Northern Ontario Ry. to divert Burnt Creek, 
Neelon Tp., Ont., mileage 107.80 from Parry 
Sound, and to rebuild bridge over same ; to re
build bridge over South Nation River, North 
Plantagenet Tp., Ont., mileage 78.26 from Mont
real ; and to rebuild bridge over Farm Road, 
Whitechurch Tp., Ont., mileage 34.50 from To-

28,362. May 26.—Ordering C.P.R. and Ottawa 
& New York Ry. to change timetables in connec
tion with trains at Finch, Ont., and the connec
tion there.

28,863. May 27.—Authorizing Grand Trunk Pa
cific Ry. to divert road allowance in northeast %, 
Sec. 2, Tp. 24, Range 9, in Stanley rural mu
nicipality, no. 215, Sask.

28.364. May 27.—Authorizing Canadian North
ern Ontario Ry. to rebuild crossing over arm of 
Sydenham Lake, mileage 166.10 from Todmorden. 
Ont.

28.365. May 26.—Authorizing C.P.R. to build 
spur to Dryden ballast pit, Zealand Tp., Ont.

28,866. May 27.—Ordering G.T.R. to build farm 
crossing for J. Demers, St. Agapit Parish, Que.

28.367. May 26.—Rescinding order 16,128, Mar. 
15, 1912, in so far as it exempts C.P.R. from 
erecting fences along right of way between mile
age 42.3 and 42.5, and 45.5 and 45.8, north side, 
such fencing to be done by June 30, 1919.

28.368. May 21.—Approving Canadian North
ern Western Ry. location through Tps. 14 and
18, Ranges 6 and 9, west 4th meridian, Alta., 
from mileage 92.40 to 128.68.

28.369. May 21.—Dismissing application for 
order directing Lake Erie and Western Ry. (C.P. 
R.) to provide access to M. F. Muir’s property 
on the river front at Brantford, Ont., by cross
ing beneath tracks.

28.370. May 30.—Authorizing Niagara, St. 
Catharines & Toronto Ry. to build spur for 
Clemens & Miller, Welland, Ont.

28.371. May 29.—Authorizing Canadian North
ern Quebec Ry. to build spur for H. Walsh & 
Son, St. Andrews, Que.

28,872 to 28,374. May 29.—Authorizing Can
adian Northern Saskatchewan Ry. to build across 
three highways in Saskatchewan.

28,375. May 29.—Authorizing C.P.R. to build 
spur for Canadian Co-operated Wool Growers, 
Ltd., in York Tp., Ont.

. 28,376. May 31.—Authorizing Canadian Na
tional Rys. to connect with Grand Trunk Pacific 
Branch Lines Co.'s line at Moose Jaw, Sask.

28,377. May 30.—Authorizing Canadian North
ern Western Ry. to cross highway between Sec. 
3 and 4, Tp. 17, Range 8, west 4th meridian, 
Alta.

28,378 to 28 382. May 29.—Authorizin' Cana
dian Ncrthern Saskatchewan Ry. to build across

five highways in Saskatchewan.
28.383. June 3.—Authorizing Canadian Na

tional Rys. to operate over portion of Victoria & 
Sidney Ry. (G.N.R.) from Sidney, B.C., to Can
adian Northern Pacific Ry. crossing, for three 
months from date.

28.384. May 30.—Authorizing G.T.R. to take 
certain land for track for suburban trains, new 
team tracks and house tracks serving new freight 
shed near Point St. Clair, Que.

28.385. May 31.—Authorizing Town of Drum- 
heller, Alta., to make highway crossing over Can
adian National Rys. Y on Third Ave.

28.386. June 4.—Authorizing C.P.R. to build 
spur for B. Blair Co., Blandford Tp., Ont.

28.387. May 30.—Approving agreement be
tween Bell Telephone Co. and Imperial Munitions 
Board Liquidation Committee, dated May 17, re 
operating exchange at Nobel, Ont.

28.388. May 30.—Authorizing Canadian North
ern Western Ry. to cross 26 highways in Al
berta.

28.389. June 5.—Authorizing McDougall TP*’ 
Ont., to make highway crossing over Canadian 
National Ry. at Lot 28, Con. 6.

28.390. June 5.—Approving plans and speci
fications of work on Parent outlet relief train on 
G.T.R. lands, Sandwich East Tp., Ont.

28.391. 28,392. June 2. — Authorizing Can
adian Northern Saskatchewan Ry. to cross two 
highways in Saskatchewan.

28.393. May 31.—Approving Canadian National 
Rys. plan of alterations to station building at 
Kamsack, Sask.

28.394. June 5.—Approving changes in G.T.R* 
spur for Steel Co. of Canada, Belleville, Ont.

28.395. June 2.—Amending order t27,996, Jan*
8, re protection by C.P.R. at street crossings in 
Peterborough, Ont. .

28.396. May 31.—Ordering Canadian National 
Rys. to move portable station at Runnymede, 
Sask., to 50 ft. east of east switch and to make 
road past station and adjoining road allowance.

28.397. May 29.—Amending order 25,540, Oct. 
17, 1916, re protection of crossing of C.P-R*’ 
Canadian National Rys. and G.T.R. in Riverdale 
Park, Toronto.

28.398. May 28.—Authorizing Lake Erie * 
Northern Ry., Toronto, Hamilton & Buffalo Ry*’ 
and G.T.R. to operate over interchange track at 
Brantford, Ont.

28.399. May 31.—Authorizing Canadian Na
tional Rys. to build spur fo rManitoba Abbattou 
& Packers Ltd., St. Boniface, Man.

28.400. June 4.—Approving Great Northern R£*
plan of changes in its bridge over False Creek, 
Vancouver, B.C. ,

28.401. June 5.—Ordering Michigan Central 
Rd. within 60 days to instal automatic bell a 
crossing of Talbot Road, Maidstone, Ont.

28.402. Jùne 6.—Authorizing C.P.R. to mak? 
changes in track for Dwyer Elevator Co., Fort 
William, Ont.

28.403. Apr. 19.—Authorizing Saskatchewan 
Government to make highway crossing over Gran 
Trunk Pacific Ry. on surveyed road north of SeC* 
29, Tp. 39, Range 21, west 3rd meridian.

28.404. June 4. — Authorizing SaskatcheW»
Government to make crossing over C.P.R- a 
Amazon. ..j

28.405. June 4.—Authorizing G.T.R. to bull® 
branch line for Stewart Ltd., Sarnia, Ont. .n

28.406. June 2.—Ordering C.P.R. within b
days to instal two automatic bells at crossin» 
of Anderson St., Grenfell, Sask. .

28.407. June 6.—Authorizing Canadian Nortn' 
em Pacific Ry. to build spur for Queen "eS 
Mine, Lot 1652, Kamloops Land District, B.C.

28.408. June 6.—Approving clearances *
Canadian National Rys. overhead unloading aPj 
paratus for tank cars, to be erected for lmVeTia 
Oil, Sarnia, Ont. .,j

28.409. June 6.—Authorizing C.P.R. to rebui
bridge near Ardendale station, Ont. .

28.410. June 6.—Authorizing Canadian Nor1 
ern Ontario Ry. to rebuild bridge over SegV1 
River, at Parry Sound, Ont.

28.411. June 6.—Approving G.T.R. plan of
struction and location of passenger shelter, at & '
Henri station, Montreal. y

28.412. June 9.—Approving relocation of C.P*
station at Coldwater Jet., Ont. .

28.413. June 4.—Ordering Canadian Nation
Rys. to make certain alterations in station 
Baldur, Man., to be completed by Aug. 1. a

28.414. June 4.—Ordering G.T.R. to divert ro
allowance between Cons. 4 and 5, Raleigh 
Ont., to make it cross tracks at right angles W» 
turns outside of right of way. \

28.415. June 4.—Approving Michigan Cent* 
Rd. clearances at belt conveyor for Queensto 
Quarry Co., St. Davids, Ont.

28.416. June 9.—Ordering C.P.R. to apP"‘“, 
male caretaker at Laval Rapids, Que., to see 
station is kept clean and in proper condition 1 
l.c.l. freight and express and for passengers.

28.424. June 11.-—Authorizing Canadian ** ^
tional Rys. to build spur for Manitoba Coal 
Development Co., Drumheller, Alta. - v,

28.425. June 11.—Authorizing Dominion ** w 
eminent to build highway over C.P.R. near L® 
Louise. A!ta.
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Canadian Northern Ry.—There has 

been filed with the Secretary of State 
at Ottawa duplicate of a lease, dated 
May 1, made by Canadian Northern Roll
ing Stock Ltd., to the Canadian Northern 
Ry. of certain rolling stock, attached to 
which is an assignment of the same to 
the Girard Trust Co.

Grand Trunk Ry.—The Dominion Par
liament has authorized the company to 
issue additional perpetual consolidated 
4% debenture stock, in such amounts as 
the proprietors of the company entitled 
to vote shall from time to time deter
mine, provided that the aggregate 
amount of the interest to be paid an
nually on the stock to be issued under the 
present act shall not exceed £100,000. 
Such stock is to rank equally and be 
consolidated with the present consolidat
ed debenture stock, and the holder shall 
be entitled to the same voting powers. 
The proceeds of the stock issued may 
be applied in the exercise of any of the 
powers specifically conferred upon the 
company, and for the company’s general 
purposes.

A special meeting of shareholders was 
called to be held in London, Eng., June 
30, to approve of the act, and authorize 
the directors to exercise the powers con
ferred by the act.

Grand Trunk Pacific Ry.—The Do
minion Parliament has confirmed the two 
orders in council under which the Min
ister of Railways was appointed Receiv
er for the G.T.P.R. and its subsidiary 
companies. These orders were given in 
full in Canadian Railway and Marine 
World for April.

Grand Trunk Pacific Ry.—The Pre
mier of Saskatchewan is reported to 
have stated, June 5, that the Saskatche
wan Government had paid the interest 
due on the bonds issued by the Grand 
Trunk Pacific Ry., and subsdiary com
panies, in respect of branch lines in the 
province, the payment of which had been 
guaranteed by the Saskatchewan Legis
lature.. The half year’s interest, due 
May 1, amounted approximately to 
$260,000.

Roberval-Saguenay Ry.—The Saguenay 
Pulp and Power Co., which owns the 
Roberval - Saguenay Ry. Co.’s stock, 
placed on the market, June 9, an issue 
of $5,500,000 6 % % serial gold bonds, 
dated June 1. They are issued in de
nominations of $100, $500 and $1,000 
and are redeemable as to $100,000 on 
July 1, 1921, and in increasing amounts 
on each succeeding July 1, until 1934, 
when the balance of $2,476,000 will be
come due. The security for the issue 
includes $1,333,000 of 7% bonds, $800,- 
000 or 6%, non-cumulative preferred 
shares, and $1,200,000 ordinary shares 
of the Roberval-Saguenay Ry., these 
being the entire bonds and shares issued 
by the company. The profits of the rail
way for the year ended Dec. 31, 1918, 
are stated to have been $105,002.88. The 
directors of the Saguenay Pulp and 
Power Co. include: Hon. F. L. Beique, a 
director of the Canadian Pacific Ry., 
and Hon. J. M. Wilson, a director of the 
Montreal Tramways Co.

Rutland Rd.—There has been deposited 
with the Secretary of State at Ottawa 
an agreement dated April 5, between the 
company and the Guaranty Trust Co. of 
New York, supplemental to the lease of 
April 1, 1913, establishing the Rutland 
Rd. Equipment Trust of 1913.

Toronto, Hamilton and Buffalo Ry.—

Following are the directors for the cur
rent year, elected at the annual meeting 
in Hamilton, Ont., June 3:—H. B. Led- 
yard, J. N. Beckley, W. K. Vanderbilt, 
Jr.; Lord Shaughnessy, D. W. Saunders, 
W. P. Torrance, E. W. Beatty, W. L. 
Scott, A. K. Harris, Grant Hall, A. H. 
Smith.

Rolling Stock Orders and 
Deliveries.

The C.P.R., between Apr. 13 and Junt 
14, ordered 3 vans from its Winnipeg 
shops.

The C.P.R., between Apr. 13 and June 
14, received the following additions to 
rolling stock : 108 flat cars, and 7 loco
motives, from its Angus shops; and 4 
vans from its Winnipeg shops.

The Canadian Locomotive Co. has 
made no deliveries of locomotives on 
order since those last mentioned in Can
adian Railway and Marine World on ac
count of the plant being closed owing to 
a strike.

The G.T.R. has received 4 switching 
locomotives from its Montreal shops, 
leaving 5 of an order of 20 under con
struction there. A full description of 
these locomotives was given in our last 
issue.

The National Steel Car Co., between 
May 13 and June 12, delivered 427 box 
cars, 40 ft. long, to Canadian National 
Rys., and is continuing delivery of rail
way material to the Federated Malay 
States Government.

Canadian National Rys. has invited 
tenders for the construction of 20 steel 
postal cars and 20 steel first class pas
senger cars. The postal cars are to be 
supplied with the latest Canadian Rail
way Mail Service’s requirements and also 
with those of the U.S. Railway Mail 
Service. They are to be 73% ft. long.

Canadian Car and Foundry Co., be
tween May 13 and June 12, delivered to 
Canadian National Rys. 347 steel frame 
box cars, completing an order for 5,000; 
41 colonist cars; 142 ballast cars, and 
22 Eastman heater cars, which were 
equipped at the company’s Amherst 
plant. It has also delivered 6 electric 
locomotives to the Hydro Electric Power 
Commission of Ontario, and 23 refrig
erator cars, which have been repaired at 
Montreal, to the G.T.R.

Quebec Board of Trade on Govern
ment Ownership of Railways.

The Quebec Board of Trade passed 
the following resolution recently:—“That 
the President be requested to write to 
Sir Robert Borden, Prime Minister, stat
ing that while quite understanding that 
urgent reasons compelled the govern
ment to take over and operate the Na
tional Transcontinental Ry. and the Can
adian Northern Ry., the Quebec Board of 
Trade would respectfully suggest that 
it would not be wise for the government 
to take over and assume the indebtedness 
of any other railway, at least until two 
or three years trial of the roads they 
are now operating shall have proved 
whether this can be done with advant
age and without increasing the already 
very heavy financial burdens of the coun
try. An opportunity to ascertain, by a 
little delay, would seem prudent, in view 
of the enormous losses sustained by the 
United States Government in operating 
the" railways of that country, even with 
increased rates, and in view of our own 
experience with the Intercolonial Ry.”
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Canadian Pacific Railway Trans- 
Canada Trains.

As announced in advance, in Canadian 
Railway and Marine World for June, the
C. P.R.’s new Trans-Canada Limited 
started running on June 1, the first 
westbound train leaving Montreal at 3.30 
p.m. and reaching Vancouver, Jan. 6 at 
10 a.m., making the annual running time 
for the 2,885.8 miles, 93% hours. It was 
never behind time on the whole run, and 
at some points exceeding its schedule, 
and it could have reached Vancouver 
considerably earlier.

As stated above, the running time 
from Montreal to Vancouver is 93% 
hours. From Toronto to Vancouver it is 
89% hours. Eastbound the running time 
is, from Vancouver to Montreal, 92% 
hours, and from Vancouver to Toronto, 
88 hours.

On leaving Montreal the train had 
about 100 passengers and picked up 
others en route. The highest number of 
passengers was 125. The passengers on 
the cross country flight were largely 
from Boston, New York, Washington,
D. C., and San Francisco. Some left at

Minister, on the advice of the Deputy 
Minister of the Department of Railways 
and Canals, recommends that authority 
be given for entry into a contract with 
the Algoma Steel Corporation for 10,- 
000 gross tons of 85 lb. steel rails ; the 
price per ton not to exceed the actual 
cost of production as ascertained by the 
Minister of Railways and Canals upon 
investigation, and in no event to exceed 
$50 a ton, or such lesser price as may be 
agreed upon with the Canadian Pacific 
Railway Co. for any rails which may be 
rolled for them by the Algoma Steel 
Corporation, at any time prior to Sept. 
15, 1919, the said rails to be used on 
the Canadian National Railways and to 
be rolled in accordance with the same 
specifications as used by the company in 
manufacturing the rails covered by their 
recent contract of Jan., 1919. The com
mittee concur in the foregoing recom
mendation and submit the same for ap
proval.”

The contract as above outlined was ac
cepted by W. C. Franz, President Algoma 
Steel Corporation, in a letter to the De
puty Minister, in which he said:—“Refer
ring to order in council, dated June 2, 
1919, covering purchase of 10,000 gross 
tons of 85 lb. rails. We are quite agree-

sleeping car, Vancouver to Montreal ; 
standard sleeping car, Vancouver to 
Winnipeg, Winnipeg to Montreal ; stand
ard sleeping car, Winnipeg to Fort Wil
liam; compartment car, 1 drawing room, 
7 compartments, Winnipeg to Toronto; 
compartment observation car, 1 drawing 
room, 3 compartments, Vancouver to 
Montreal.

The new trains, east and west, require 
for their operation, 59 sleeping cars, the 
value of which at present prices is ap
proximately $2,478,000; fifteen dining 
cars, $750,000; twelve observation cars, 
$480,000; five compartment cars, $210,- 
000; twelve baggage cars, $180,000, and 
24 locomotives, $1,464,000; making a 
total of $5,762,000 on a very conserva
tive estimate. The labor cost is less easy 
to compute, but each train itself requires 
12 train crews, and 24 locomotive crews.

The first westbound train carried 
many photographers, who took views en 
route.

Steel Rails Ordered for Canadian 
National Railways.

Following is a copy of a report of a 
committee of the Privy Council, approved

Trans-Canada Limited Train, Canadian Pacific Railway, leaving Windsor Street station. Montreal, June 1, 1919, on its first run to Vancouver
B.C., 2885.8 miles.

Banff, but the majority went through.
Following are particulars of the 

equipment of the Trans-Canada Limited 
trains. Train 7, from Montreal to Van
couver, and train 9, from Toronto to 
Sudbury, where it is consolidated with 
train 7: Dining car Montreal to Van
couver; Toronto to Sudbury, standard 
sleeping car, Montreal to Vancouver; 
standard sleeping car, Montreal to Win
nipeg; Winnipeg to Vancouver; stand
ard sleeping car, Toronto to Vancouver; 
standard sleeping car, Toronto to Win
nipeg, Winnipeg to Vancouver; standard 
sleeping car, Fort William to Winnipeg; 
standard sleeping car, Winnipeg to Van
couver; compartment car, 1 drawing 
room, 7 compartments, Toronto to Win
nipeg; compartment observation car, 1 
drawing room, 3 compartments, Montreal 
to Vancouver.

Train 8, from Vancouver to Montreal, 
and train 10, from Sudbury to Toronto: 
Dining car, Vancouver to Montreal ; Sud
bury to Toronto; standard sleeping car, 
Vancouver to Winnipeg; standard sleep- 
in • car, Vancouver to Toronto, stand
ard sleeping car, Vancouver to Winni
peg, Winnipeg to Toronto; standard

by the Governor-General, June 6, 1919:— 
“The committee of the Privy Council 
have had before them a report, dated 
June 2, 1919, from the Minister of Rail
ways and Canals, representing that the 
Algoma Steel Corporation have advised 
that, as the production of munition steel 
now has ceased, they are without orders 
with which to keep their plant running, 
and that if this continues, they will be 
forced to close down their plant, throw
ing 2,000 and 3,000 mén out of employ
ment. That a deputation of the employes 
of this company recently had an inter
view with the Minister of Railways and 
Canals, and drew attention to the fact 
that the closing down of the plant would 
throw them out of employment, leaving 
them with no means of supporting their 
families.

“That the matter has been taken up 
with the management of the Canadian 
National Railways, who advise that an 
additional quantity of steel rails, up to 
10,000 tons, could be used by them in 
work which has not been laid out for the 
present season, but which it would be 
advisable to have carried out this year, 
if the rails required are available. The

able to accept all conditions regarding' 
daily tonnage, and price to be actual cost 
not exceeding $50 a ton. However, the 
last clause referring to C.P.R., we ask to 
apply on any rails we might sell to the 
C.P.R. prior to Sept. 15, 1919, as we now 
have a balance due that company on old 
contract made in 1917, that was at a 
price of $33 a ton, that we would like 
to be free to roll at any compromise 
price we might make with the C.P-R- 
when this tonnage is supplied them.”

The Canadian Railway and Marine 
World is advised that the 10,000 tons ot 
rails are to be used to replace 60 lb- 
rails on the Saskatoon-Calgary Line.

Business at National Transcontinental
Ry. Stations—The Minister of Railway5 
stated in the House of Commons, Jun® 
4, in reply to a question, that it was not 
in the interest of the Canadian National 
Rys. System that information as to the 
business done at each station, either W 
way of receipts or cars received, or dis
patched, should be given to competing 
systems. The request was that this in" 
formation be given for each station o/1 
the Transcontinental Ry. for each month-
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Canadian National Railways Construction, Betterments, Etc
Appropriations for Construction and 

betterments—The Minister of Railways 
informed the House of Commons, June 5, 
When the vote of $11,121,681 for con
struction and betterments on the Can
adian Government Railways came up for 
consideration, that the amount included 
vb,004,140 for work on lines east of Que- 
°dc; $1,600,000 for the Halifax Termin
als; $500,000 for branch lines in New 
Brunswick; $993,208 for work on the 
Rational Transcontinental Ry. west of 
fort William; $524,333 for the mechan- 
oal department, and $1,500,000 for gen- 
ral appropriations in connection with 
Obstruction and betterments.

t; ^>r'n<:e Edward Island Ry.—In connec- 
on with the vote on account of $11,- 

on m?1 ^or construction and betterments 
the Canadian Government Rys., the 

Minister of Railways said in the House 
la rommons, June 5, that it was decided 

st jfear to standardize the gauge of 
g6 P.E.I.R. between Port Borden and 
c^merside gQ godard gauge cars 
t»v °e loaded between these points and 
wken over the main line. That work 
id?s started and proceeded with as rap- 
..*y as possible. The present informa- 
jn_n « that if labor can be obtained dur- 

S the summer, it will be possible to 
berate standard gauge cars into Sum- 

jn?rside and Charlottetown. It is not 
thpendcd to standardize the line any fur- 
du / than Charlottetown or Summerside 
th *ng this year. After the rails are laid 
t;nrwill be a lot of work to do in put- 
Und road in shape, and it is felt that 
Kovr present financial conditions the 
Cee ?.rnment would not be justified in pro- 
thg ln£ further during this year. It is 
i, government’s intention to standard- 
botwl*°le üne, but the Minister could 

say hoW much will be done next year.
Terui'nce Edward Island Car Ferry— 
ibin 6rS Were received to June 28 for 
the '°Vements, including dredging, of 
at tLntrance channel and turning basin 

car ferry terminal at Cape Tor- "entme, N.B.
We aüfax_ Ocean Terminals — Tenders 
str„Veceived to June 30 for the eon- 
N gCtlon of a train shed at Halifax, 
biinnias part °t the Halifax ocean ter- 
r6a, ls Plans. Ross and McDonald, Mont- 

’ are the architects.
Pubh'angedale to Cheticamp Branch—A 
24 c Meeting at Inverness, N.S., May 
Mi’nio SSed a resolution asking the Do
ling f Government to build a branch 
dale rora the Intercolonial Ry. at Orange
line ’ fMleage 153, on the Truro-Sydney 
Pointe1? Cheticamp. The meeting ap- 
f°r Af1 a railway extension committee 
del6£r h.e. Inverness County, and also a 
the ,atl0,n t° go to Ottawa to present 
ibeeti^80 u**on- A press report of the 
and th Says that reports on the route 
to t},p Prospects of traffic were made

l> government >n 1912 and 1914.
^ailxv Waslt’ N.S., Spur—The Minister of 
ibons a?s stated in the House of_£om- 
from ’ ne 4, that the cost of the spur 
yards * ^'It-C. main line to the brick 
and th , h’ugwash, N.S., was $92,452.67, 
28, w°rk was completed, Aug.
standis .I1 here were four claims out-
Whic. £ in respect of right of way, 
total n^ere in course of settlement, the 
same /count involved being $694.78. The 
a_bd tn rates apply on traffic from
libe as1# hi°va Scotia Clay Works spur 
shipmenJrom Pugwash itself, except on 

nts of ore, on which there is a

switching charge of lc per 100 lb. The 
total receipts from such switching 
charges to Mar. 31, were $82.40. The 
total tonnage handled over the spur from 
date of opening to Mar. 31, 1919, was 
2,479 tons, and the total earnings there
from from originating point to destina
tion were $5,167.63. The Nova Scotia 
Clay Works is to pay rental for this 
spur of $1,700 a year for 15 years.

Second Track on Intercolonial Main 
Line—We are officially advised that new 
second track is to be built this year be
tween Truro and Belmont, mileage 0 to 
7.57, and between Springhill Jet. and 
Maccan, mileage 59.54 to 68.67. Between 
Truro and Belmont there will be only 
slight changes in alignment on curves, 
and the gradients will remain unchang
ed, except slightly at a few locations.

On this stretch there are three bridges 
to be doubletracked, the following being 
the details: Salmon River bridge being 
0.6, two 105 ft. deck plate girder spans, 
each track; new abutments and pier to 
be built and new steel placed; existing 
spans to be removed; old piers and abut
ments to be dismantled to bed of stream. 
North River bridge, mile 2, two 105 ft. 
truss plate girder double track spans; 
new abutments and pier to be built and 
new steel to be placed; existing spans 
to be removed; old abutments to be dis
mantled. Belmont River bridge, mileage 
7.3, two 105 ft. truss plate girder double 
track spans; new abutments and pier to 
be built and new steel spans placed; ex
isting spans to be removed and old abut
ments and pier to be dismantled.

Between Springhill Jet. and Maccan 
there will be a few slight changes in 
alignment and curves, also some slight 
changes in gradients, to make same 
more uniform and to take out small 
snags. On this stretch there is one 
bridge to be doubletracked, at Little 
Forks, mileage 62.9, consisting of one 
104% ft. deck plate girder span, with 
one 35 deck plate girder span at either 
end for each track, the existing 104% 
ft. deck plate girder span to be raised; 
new substructure consisting of 2 piers 
and 2 abutments for double track.

Tenders for grading for the above 
work were received to June 28, the work 
being as follows:—

Grading for one additional main line 
track, between Truro and Belmont, N.S., 
for approximately 7.57 miles, partly on 
the right side and partly on the left side 
of the present track.

Grading for one additional main line 
track between Springhill and Maccan, 
Amherst Subdivision, N.S., for approxi
mately 9.13 miles, partly on the right 
side and partly on the left side of the 
present track.

Tenders were also received to June 
28, for the following second track and 
diversion work:—

Grading for double track railway at 
Moncton, N.B., approximately 3.35 miles, 
consisting of grading on the north side 
of and parallel to the present track on 
the St. John Subdivision from mile 1.44, 
to 2.53, both approximate, and grading 
for double track from mile 2.53, St. 
John Subdivision, to mile 3.50, Newcastle 
Subdivision.

Grading for double track diversion 
from mileage 108.21 to 112.91, on Chau
dière Subdivision, between Ste. Rosalie 
and Charlotte, Que.

Fredericton - McGivney Jet. Better

ments—We were officially advised, June 
11, that work had not then been started 
on the improvement of the section of 
the old Canada Eastern Ry., between 
Fredericton and McGivney Jet., N.B., 
which is to be used in connection with 
the through route from the National 
Transcontinental Ry., via the St. John 
and Quebec Ry. to St. John, N.B.

Grand Lake, N.B.—The proposal for 
the building of a 5-mile spur line from 
the National Transcontinental Ry. to the 
Grand Lake coal areas of New Bruns
wick, has, we are officially advised, been 
considered by Canadian National Rys. 
executive and it has been decided not to 
build it.

Double Track Bridge Near Sackville— 
Tenders were received to June 28 for 
the construction of the substructure for 
a double rack railway bridge over the 
Tantramar River, about a mile east of 
Sackville, N.B., on the I.R.C. main line.

Section Houses—Tenders were receiv
ed to June 28 for building section houses 
at the following points:—Napadogan 
Subdivision-Pacific Jet.; Alward, Pang- 
bum, North Cains, N.B.; Edmundston 
Subdivision-Juniper, Summit, N.B. ; Leon
ard Subdivision—Grog Brook, N. Grog 
Brook, Sirios, N.B.; Monk Subdivision— 
Lapointe, Picard, Bretaque, Lefebvre, 
Que.; Quebec Subdivision—Hervey Jet.; 
Lac Chat, Que.; Fitzpatrick Subdivision 
—Hibbard, Que.; Parent Subdivision— 
Parent, Monck, Que.; Doucet Subdivision 
—Vilmontel, Que.

Tenders were received to June 28 for 
the construction of a coaling plant and 
sand house at Sydney, N.S., and a freight 
shed at Rothesay, N.B.

Tenders were received to June 28, for 
the erection of three dwellings at Napa
dogan, N.B.

St. Ubalde, Que.—A press report states 
that “the Canadian National Rys. con
templates building a spur line near St. 
Ubaldo to connect with new mines.” We 
cannot locate St. Ubaldo, but there is a 
St. Ubalde, in Portneuf County, the 
nearest station to which is St. Casimir, 
mileage 124, from Montreal on the Can
adian Northern Ry. to Quebec, and mile
age 505 on the National Transcontin
ental Ry. from Moncton.

St Malo Shops—We are officially ad
vised in connection with the track to be 
laid at the St. Malo Shops, Que., that it 
is not intended to build a new line con
necting the shops with the main track, 
that line being already laid, but that it 
is intended to relay some of the tracks 
leading to the car and erecting shops.

The shops were expected to be partly 
opened before the end of June.

Cap Rouge to Portneuf, Que.—Ten
ders were received to June 21 for rock 
filling, riprapping, broken stone ballast
ing, etc., on the St. Lawrence Subdivision 
between Cap Rouge and Portneuf. This 
work is in connection with the rebuild
ing of the washed out roadbed and track 
between the places named.

National Transcontinental Ry.—Tenders 
were received to June 30, for the erec
tion of no. 1 section houses at Frederick, 
Hunta, Moonbeam, Savoff, Jacobs, Fow
ler, Superior Jet., Quibell, Dugald, and 
Oscar, east and west of Superior Jet., 
Ont. J. Schofield, is the railway’s archi
tect at Winnipeg.

Toronto-Sudbury Line Betterments—
Tenders were received to June 28 for the
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construction of concrete culverts and 
bridge abutments between mileage 56, 
Pefferlaw, and 94, Sparrow Lake, on the 
Muskoka Subdivision ; and for concrete 
culverts and bridge abutments and piers 
between mileage 82, Porlock, and 108, 
Coniston, on the Sudbury Subdivision.

Port Arthur Elevator—Tenders were 
received to June 30 for the construction 
of the superstructure of a grain ele
vator workhouse of about 700,000 bush, 
capacity, with unloading shed and com
plete elevator equipment at Port Arthur, 
Ont. The plans, specifications, etc., were 
given out to tendering firms by C. D. 
Howe & Co., consulting engineers, Port 
Arthur.

Port Arthur Locomotive House—A 
press report states that a 5-stall addi
tion is to be made to the locomotive 
house, and that the foundation under 
the turntable will be replaced this year.

Prairie Provinces Extensions—In fur
ther reference to the matter published 
under this head in Canadian Railway 
and Marine World for May, we have 
been officially advised that on the Amar
anth extension the 35 miles to be built 
is divided into two parts, 15 miles to 
be added northerly from Amaranth, 
Man., the other 20 miles to be added 
to the St. Rose du Lac branch, which 
leaves the main line at Ochre River, 
running easterly, and is at present in 
operation to St. Rose du Lac, Man. This 
20 miles is to be graded in northerly and 
northwesterly from the present end of 
grade, 9 miles from St. Rose du Lac. 
The grading to be done on the Swift 
Current extension is let for 27 miles 
instead of 25 miles as mentioned in the 
article referred to above.

In connection with this latter line, we 
are advised that the firm of Gibbs Bros., 
to which the contract was let, consists 
of J. N. F., D. C. and W. C. Gibbs, the 
latter of whom is Manager. The work 
was started May 15, and is in charge 
of D. C. Gibbs, who has his headquar
ters at Gravelbourg, Sask.

The Western Construction Co., to 
which was let the contract for the con
struction of the 23 mile extension of 
the Luck Lake branch, is a recently in
corporated company in which Jas. Miller 
and L. Parke, are principally interested. 
The company’s headquarters are at 
North Battleford, Sask.

Western Lines Locomotive Houses— 
We are officially advised that the loco
motive houses to be built at Kamsack, 
Humboldt and North Battleford, Sask, 
will have brick walls, mill construction, 
supports and roofs, and concrete pits, 
the stalls being 100 ft. long. The build
ings at Kamsack and Humboldt will 
have 10 stalls, and that at North Bat
tleford, 15. The machine shop attached 
to each will be of similar construction, 
30 x 80 ft.

Water Supply at Wartime, Sask.— 
Tenders were received to June 20 for the 
construction of a water supply pipe line 
at Wartime.

Rosebud Diversion—Tenders were re
ceived to June 19, for the construction 
of stream diversions at mileages 324 and 
332, Calgary Subdivision.

Hanna-Medicine Hat Line—The Secre
tary of the United Farmers of Alberta 
is reported to have received a letter re
cently from A. E. Warren, General Man
ager Western Lines, in which he said 
that it was hoped to begin operations on 
the Hanna-Medicine Hat Line in three 
or four weeks, and that it would take 
about six weeks to lay the track from the

present railhead, mileage 11.8, to the 
river.

Kamloops-Kelowna-Lumby Line—We 
are officially advised that this line will 
have a total length of 132 miles. It is 
already built from the Canadian North
ern main line across the Thompson 
River into Kamloops (see Canadian Rail
way and Marine World, Mar., pg. 128), 
and the contract let recently to John W. 
Stewart & Co., Winnipeg, is for the com- 
cially advised that the line running from 
Kamloops through Armstrong to Vernon 
is 83.7 miles long; the line from Vernon 
to Kelowna, is 33 miles long, and the 
line from Vernon to Lumby is 15 miles 
long. The route from Kamloops is along 
the southern bank of the Thompson 
River, then along Monte Creek to Monte 
Lake, and across the Grande Prairie 
County to Ashcroft, Armstrong and Ver
non, where the line branches, one sec
tion running easterly for 15 miles to 
Lumby, and the other southerly via Long 
Lake, to Kelowna, on Okanagan Lake. 
The maximum gradient is 1.56%, and 
the maximum curvature 10 deg., there 
are no large bridges on the line, but 
there will be a number of timber trestles.

A recent press report states that sub
contracts have been let for the grading 
approximately 10-mile sections to Ran
kin Bros., Carleton and Barber; Lieut.- 
Col. McDonald, Major Stewart and Capt. 
McLeod.

New Westminster to Vancouver, B.C. 
—We are officially advised in connection 
with the press report referred to in our 
last issue as to a proposed line from 
New Westminster to South Vancouver, 
that it is intended to build the line from 
the south end of the bridge over the 
Fraser River into New Westminster, ap
proximately a mile. Until the surveys, 
which are to be extended beyond New 
Westminster are completed, no decision 
can be reached as to further construc
tion, route, etc.

Vancouver Island Lines—Tenders were 
received recently for erecting a pile 
trestle on a spur line to Cameron Mill, 
Selkirk Water, Victoria, B.C.

Tenders were received recently for 
grading the company’s railway terminal 
north of Point Ellice bridge, Victoria, 
B.C. A press report states that the 
work to be done requires the removal of 
about 40,000 cubic yards of material 
from the area between Point Ellice 
bridge and the southern end of the Sel
kirk Water bridge. (June, pg. 318).

Alien C.P.R. Stockholders—The Que
bec Court of Appeal has dismissed the 
C.P.R.’s appeal from an order of the Su
perior Court under sec. 28 of the Con
solidated Orders in Council respecting 
trading with the enemy. Under this order 
approximately $22,000,000 of C.P.R. stock 
held by or on behalf of Germans, was 
given into the charge of the Finance 
Minister as custodian. Counsel moved, 
on behalf of the Secretary of State, to 
dismiss the appeal on the following 
grounds : That the Superior Court was 
exercising special statutory jurisdiction 
and acting as a curia désigna ta ; that no 
right of appeal existed under the statute 
or otherwise; that the judgment appealed 
from was not a final judgment, and did 
not order the doing of anything which 
could not be remedied, and did not decide 
the issues in whole or in part; that there 
was concurrent jurisdiction in the Court 
of King’s Bench and the Superior Court 
created by the order in council; and that 
the appellant had no interest in prose
cuting this appeal.

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 :

1919 1918
January ...........................  $ 6,744,018 $ 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 ................................... 7,518,244 6,580,746

$33,999,727 $28,575,366
Approximate gross earnings for two 

weeks ended June 14, $2,924,017, against 
$2,980,286 for same period, 1918.

Canadian Pacific Railway Earn
ings, Expenses, Etc.

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

Gross Expenses Net decreases
Jan........ $13,028,328 $11,474,816 $1,553,512 $ 385,519
Feb........  11,064,167 10,083,051 981,116 390,21»
Mar........ 12,374,182 10,835,138 1,539,044 «1,453,737

$36,466,677 $32,393,005 $4,073,672 *$678,000
Incr.... $ 3,674,643 $ 4,352,643 ....................................
Deer.................................................$ 678,000..................

«Decreases.
Approximate earnings for April, $12,' 

780,000; May, $13,277,000, and for two 
weeks ended June 14, $6,019,000, against 
$13,007,000; $13,024,000, and $5,760,000, 
for same periods respectively in 1918.

Grand Trunk Railway Earnngs, 
Expenses, Etc.

Gross earnings, working expenses, net 
earnings and increases or decreases com
pared with those for 1918, from Jan. 1» 
1919:

Increases or
Gross Expenses Net decreases

Jan........$ 4,405,402 $ 5,121,779 x$ 716,377 *$ 81,81»
Feb........ 4,090,800 4,401,019 x 311,219 660,374
Mar........ 5,517,223 4,676,174 841,049 763,61»
Apr........ 5,360,896 4,604,585 7 56,311 93,041

$19,374,321 $18,803,557 $ 569,764 $1,4S5,219
Incr....... $ 5,318,527 $ 3,883,308 $1,435,189 .................

xDeflcits. *Decreases.
Approximate gross earnings for May» 

$5,272,060, and for two weeks ended Jun, 
14, $2,288,670, against $4,863,585, and 
$2,126,210 for same periods respectively 
in 1918.

Canadian Northern Ry.’s Winnipeg 
Taxes—The Canadian Northern Ry., and 
the Winnipeg City Council were report
ed, June 14, to have reached an agree' 
ment with regard to local taxes. The city» 
is said to have agree to accept $100,009 
in full payment of all taxes due by the 
company as owner or lessee for the pet' 
iods ended Dec. 31, 1917, and Dec. 31» 
1918, the company to pay all the loÇ®1 
improvement assessments against r*S 
lands in the city from and including the 
year 1918.

Railway Lands Patented—Letters Pat' 
ented were issued during May for Do
minion railway lands in Manitoba, Sas
katchewan, Alberta and British Colum
bia, as follows :—

Acres-4
Alberta & Great Waterways Ry.................. 31* .
Canadian Northern Ry.................................... 940-«
Edmonton, Dunvegan & British Colum- „ -a

bia Ry...............................................................
Grand Trunk Pacific Ry.............................
Qu’Appelle, Long Lake and Saskatchewan 

Rd. and Steamboat Co.............................
Total......................................................... 1.067-76
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Railway Development, Projected Lines, Surveys, Construction, Betterments, Etc.

British America Nickel Corporation— 
We are officially advised in connection 
with a press report as to the construc
tion of a line from Nickel ton to Sud
bury, Ont., that the company has made 
a survey for such a line, but has no im
mediate intention of building it. J. H. 
Oillis, Nickelton, Ont., is the company’s 
Superintendent of Construction. (June, 
Pg. 313).

Burrard Inlet Tunnel and Bridge Co.—
A deputation from the Vancouver area 
headed by the mayor of North Vancou
ver, B.C., waited on the Dominion Gov
ernment at Ottawa recently to urge that 
the Dominion undertake the construction 
of the projected bridge across the Second 
Narrows of Burrard Inlet, as a part of 
the projected Vancouver harbor works, 
ft is reported that the delegation was 
informed that the appropriations include 
amounts for a car ferry and terminal 
nailway to serve the North Shore indus
tries, and that the question of the erec
tion of a bridge is one more for the con
sideration of the British Columbia Gov
ernment and for the municipalities than 
for the Dominion Government. (June, pg. 
313).

A delegation which visited Ottawa re
cently in connection with the projected 
bridge over the Second Narrows of Bur- 
nard Inlet, is reported to have made the 
following report to the north shore re
construction committee, on June 10:— 
The bridge is accepted as a definite 

Part of the whole scheme of harbor de
velopment; the Minister of Marine is 
heartily in favor of its construction 
when finances will permit; when built it 
Vfill be financed by the harbor board, 
Canadian National Rys., and the munic- 
'Palities with possible provincial gov- 
e foment assistance; there is still a pos
sibility of obtaining a portion of the 
vb,000,000 appropriation for harbor im
provements; Commissioner McClay has 
declared his intention of standing for the 
appropriation of $500,000 of board funds 
towards bridge construction; Messrs, 
btevens, Crowe and Cooper have speci
fically declared that they will secure a 
commencement of bridge construction 
fiext year, while Messrs. Hanna and Mac
Leod, of the C.N.R., have declared their 
readiness to enter into an arrangement 
for the joint construction of the bridge 
dfid to prepare their plans in time for 
the submission of bylaws in Jan.”

Calgary and South Western Ry.—The 
route map of this projected railway 
shows a line starting from Sec. 27, Tp. 
=3, Range 1, west 5th meridian, near 
burner, 6 miles out of Calgary on the 
C-P.R. Calgary-Macleod line, cutting 
Across the southeast corner of the Sarcee 
Indian reserve, crossing Fish Creek at 
■vriddis, Fisher Creek at Millerville, the 
fiorth branch of Sheep River at Kew, 
thence to the valley of the south branch 
cf the Sheep River, the north bank of 
5mich is followed up to its source in the 
, ocky Mountains Forest Reserve in Sec.

Tp. 19, Range 7, west 5th meridian, 
phe total distance is 59.4 miles. We are 
othcially advised that construction will 
?e deferred until next autumn, or early 
h the spring of 1920. John Callaghan, 

t-algary, Alta., is Chief Engineer. (May, 
fie- 253).

.Central Ry. Co. of Canada—The Do- 
muiion Parliament has passed an act 
Providing that subject to the provisions 

1 sec. 3, chap. 83, statutes of 1914

(Consolidated Railway Act). “The Cen
tral Ry. of Canada or the purchaser 
thereof in the proceedings now pending 
in the Exchequer Court of Canada, may 
complete within five years of the pass
ing of this act the uncompleted portions 
of the railway authorized by chap. 172 
of the statutes of 1903, and the acts 
amending the same, to be constructed 
between Rockland and South Indian, be
tween South Indian and Hawkesbury, 
between Hawkesbury and Glen Robert
son, Ont., and between St. Andrews and 
Ste. Agathe, Que.,” with the proviso that 
if 25 miles of the uncompleted portions 
of line are not completed and put in 
operation within two years, and 25 miles 
additional built each succeeding year, 
and the whole lines completed within five 
years, the powers granted shall cease 
in so far as the uncompleted portions 
of the lines are concerned. The Minister 
of Railways explained to the House of 
Commons that the passage of the act in 
this form gives the bondholders the 
power to sell anything that has any 
value. The company has an interest in 
35 miles of line, serving Glen Robertson 
and Hawkesbury and leased to the G.T. 
R., and owns, in addition, the right of 
way for the South Indian-Hawkesbury 
and the St. Andrews-Ste. Agathe lines. 
(May, pg. 260).

Esquimalt and Nanaimo Ry.—The Do
minion Parliament has authorized the 
building of a line from between Port 
Albemi and Bainbridge, on the existing 
Parksville Jct.-Alberni line, northwester
ly via Great Central Lake and Ash River 
Valley to Comox Lake, with a branch 
line from near Sproat Lake to Long 
Beach on the west coast of Vancouver 
Island. Plans for these lines are re
ported to have been prepared. (Apr. 
pg. 191 and Feb., pg. 79).

The Minister of Public Works is re
ported to have advised the mayor of 
Victoria that the Dominion Government 
has definitely decided not to make a 
contribution towards the cost of the 
Johnson St. Bridge. The modified plans 
for the bridge prepared by the City En
gineer of Victoria after the conference 
with the C.P.R. officials, have been for
warded for final approval by P. B. Mot
ley, Engineer of Bridges, and J. M. R. 
Fairbairn, Chief Engineer C.P.R. The 
estimated cost of the bridge is $525,000, 
of which the C.P.R. will contribute $100,- 
000, the city $225,000, and the govern
ment $200,000. (June, pg. 313).

Great Northern Ry.—About 1,000 
yards of the right of way, about 10 miles 
south of Nelson, B.C., on the Bedlington 
and Nelson Ry., one of the lines owned 
by the G.N.R. in Canada, is reported to 
have been washed out by floods.

A recent decision of the Board of Rail
way Commissioners rejected the City of 
Vancouver’s application for an amend
ment of the order with respect to the 
interlocking and derailing plant at the 
Powell St. crossing, on a new line which 
is to be double tracked and will connect 
the G.N.R. spur from False Creek with 
the C.P.R. service track north of the 
main line, connections being made east 
and west with the government dock and 
the G.N.R. dock, respectively. The order 
suggests that a new line might be built 
from just south of the Hastings St. via
duct, under the viaduct, with a trend 
north and east, instead of north and 
west. (May, pg. 253).

Grand Trunk Ry.—The Dominion Par
liament has extended for two years the 
time within which the Lachine, Jacques 
Cartier and Maisonneuve Ry. may build 
its projected line from Lachine Parish 
to Hochelaga Ward, Montreal, or in the 
Town of Maisonneuve, passing in the 
rear of Mount Royal, with power to ex
tend the line from the starting point to 
Dorval, on one side, and to the northern 
end of the Montreal Island on the other. 
The construction of this line was orig
inally authorized in 1909; it was declar
ed to be a work of the general advantage 
of Canada in 1911, and extensions of 
time for its construction have been 
granted, the one prior to the present 
being in 1917. Surveys were made sev
eral years ago, and plans were approved 
by the Minister of Railways and the 
Board of Railway Commissioners, but 
considerable difficulties were experienced 
in securing right of way, and the ap
proval of the municipalities for the 
crossing of highways.

The Toronto City Council has author
ized the company to erect a bridge shop 
near Main St., York Station, East To
ronto, at an estimated cost of $7,500.

A press report states that the com
pany is considering the purchase of some 
property east of Rectory St., London, 
Ont., to extend its east end yards. (June, 
pg. 313).

Kettle Valley Lines—A press report 
states that representations have been 
made to the British Columbia Govern
ment to urge the company to build a line 
southerly from Penticton, through the 
22,000 acres of land set apart mainly for 
settlement by returned soldiers. It is 
said that the matter was discussed with 
E. W. Beatty, President, C.P.R., which 
company leases the K.V.R. during his 
recent visit to Victoria.

In connection with the building of 
the branch line from Princeton to the 
Copper Mountain district, a local cor
respondent gave some details recently 
of the development work in progress 
at Princeton, Allenby and Copper Moun
tain in carrying out the Canada Copper 
Corporation’s plans. He says that at 
Allenby it appears as though there were 
two railways building into the town, one 
on each side, with the lower one some 
200 ft. beneath the upper one. In mak
ing distance, in order to secure a fea
sible gradient, a loop is formed, and by 
a clever piece of engineering, the line 
comes in at the upper side of the mill 
to which it will deliver the crude ore, 
and it goes out from the lower side at 
which it will receive the concentrates 
for delivery at the Trail smelter. A 
good deal of development work is report
ed to be at a standstill, waiting for the 
completion of the branch line, which was 
to have been finished in June. The rail
way contractors’ men are reported to 
have stopped work Apr. 1, and practic
ally no work has been done since. (Mar., 
pg. 135).

Lacombe and North Western Ry.— 
A press report states that ties and tele
phone posts have been delivered at Gull 
Lake, and that construction gangs are 
making preparations for the extension of 
the line from its present terminus near 
Bentley to Rimbey, Alta. The line is 
owned by the Alberta Government, and 
provision for the extension was made at 
the legislature’s recent session. (June, 
pg. 313).
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Montreal Central Terminal Co.—The 
Senate’s railway committee reported 
June 5 that C. N. Armstrong, one of the 
promoters of the bill, having made ap
plication for leave to withdraw it, he 
be allowed to do so and that the fees 
paid less cost of printing and translat
ing be remitted. This report was ap
proved by the Senate June 6, and the 
bill was withdrawn. The bill asked for 
an extension of time within which the 
company could construct its proposed 
terminals, bridge and other projected 
works in Montreal.

The company, according to a press re
port, applied to the Minister of Public 
Works at Ottawa, June 11, for approval 
of its plans for a tunnel or tunnels pro
posed to be built under the St. Lawrence 
River from Longueuil on the south 
short to Montreal in lieu of the bridge 
originally proposed, and for certain rail
way connections therewith. Counsel or 
engineers were present on behalf of the 
Railways Department, the Montreal Har
bor Commission, the municipalities inter
ested on the south shore, the Grand 
Trunk Ry., etc., and all expressed their 
opposition to the plan. C. N. Armstrong, 
the principal promoter of the project, 
stated that, apart from outlays on land, 
$260,000 had been expended in connec
tion with the proposal. The company de
sired to provide facilities for access to 
the east end of Montreal for railways 
not having them. The company was not 
asking a guarantee of bonds or a sub
sidy, but desired to have a traffic agree
ment for the government lines to use the 
tunnel and terminal. If the company 
could not get that the tunnel would not 
be built. Counsel for the Railways De
partment stated that the only effect of 
sanctioning the scheme would be to com
pel the Canadian National Rys. to buy 
out the company; the engineer for the 
Grand Trunk Ry. said it would cost be
tween $80,000,000 and $90,000,000 to 
carry out the company’s plans and that 
the project could never be made to pay 
without having industrial connections; 
the secretary of the Montreal Harbor 
Commission said the sanction of these 
plans would interfere with the commis
sions plans for the proposed bridge to 
the south shore, via St. Helen’s Island, 
and the south shore municipalities’ rep
resentatives stated that only a bridge 
would meet with their approval and sup
port. The Minister reserved his deci
sion. (June, pg. 313).

The North West Route—The Senate 
Standing Committee on Railways report
ed June 6 with respect to the bill for 
the incorporation of a company with this 
title, which had been passed by the 
House of Commons, that after examina
tion it had arrived at the decision that 
the incorporation of the company pro
posed to be created would not be in the 
public interest. This report was adopted 
by the Senate June 6. The bill provided 
for the incorporation of a company to 
develop certain stretches of navigable 
waterways, and to connect the same by 
means of railways, so as to provide a 
rail and water connection between the 
westerly end of Baker Lake, at the head
waters of Chesterfield Inlet, Hudson 
Bay, and Old Fort Reliance at the east
erly end of Great Slave Lake. (May, 
pg. 254).

Pacific Great Eastern Ry.—A press re
port states that delivery has been com
pleted of the rails which were ordered 
in the United States prior to the war. 
There are said to be about 1,500 tons at 
Fort George, and about 9,000 tons at

the present end of track, the remaining 
10,000 tons were loaned to the Dominion 
Government for the Canadian Northern 
Ry. The 9,000 tons at the end of track 
will, it is estimated, be sufficient to lay 
track from mileage 210 to William Lake, 
about 70 miles. Tracklaying is expected 
to begin July 1, and to be completed to 
Williams Lake by Sept. 1.

In the course of a recent speech, the 
Premier of British Columbia is reported 
to have said that a number of miles of 
the railway would have to be abandoned. 
It would cost the province a consider
ably greater sum than the government 
had anticipated in the first place, to get 
the railway linked up with the Grand 
Trunk Pacific Ry. at Prince George.

Major Ewart, formerly of the 8th Bat
talion Canadian Railway Troops, in 
France, is reported to have been ap
pointed to make a survey of the country 
north of Quesnel, with a view of secur
ing a route for the line, which will avoid 
some difficult country.

Part of the original project of the 
P.G.E.R. was the continuation of the 
line from Prince George to the Peace 
River country, and the effecting of a 
junction at the British Columbia-Alberta 
boundary, with the Edmonton, Dunvegan 
and British Columbia Ry. A deputation 
from the Peace River country waited on 
the British Columbia Government re
cently to urge progress and the Premier 
promised consideration. (June, pg. 313).

Quebec to St. Stephen, N.B.—D. F. 
Maxwell, C.E., in a recent interview at 
Quebec, is reported to have said that a 
railway from Quebec to St. Stephen, 
N.B., would be a very valuable branch 
to the Transcontinental Ry., and would 
cut the distance from Quebec to an ocean 
port in half, as compared with the pres
ent route from Quebec to St. John. The 
distance from Quebec to St. John, by the 
present route, is 577 miles, while from 
Quebec to St. Stephen it would be 250 
miles. A line between these two points 
would run through a real virgin timber 
country for 100 miles, and would open 
up a new and rich country for general 
settlement. The route was gone over at 
one time by A. L. Light, C.E., and J. G. 
Scott, Quebec, is reported to be also fa
miliar with the country through which 
the line would pass. The port at the end 
of the line would be St. Croix harbor, 
which it is claimed that the largest ships 
could use. Starting at St. Croix harbor, 
the line would run through St. Stephen, 
passing through Princeton, Me., back to 
the St. Croix River, and lakes to Mat- 
tawamkeag, and along the valley of the 
Penobscot River to Melensocket, and on 
to the Etchemin River, to St. Malachie, 
Dorchester County, Que., where connec
tion could be made with the Transcon
tinental Ry.

J. G. Scott is reported to have said 
that the surveys for this line were made 
in 1882, before the line via Sher
brooke and Lake Megantic was 
built. That line was. only 90 miles 
shorter between Montreal and Halifax 
than via the Intercolonial Ry., and it goes 
over a summit of 1,700 ft., while the sug
gested Quebec-St. Stephen line would 
have a summit of about 1,200 ft., with 
a maximum gradient of 0.4%. The Na
tional Transcontinental Ry. would be 
used from Quebec to Frampton, 52 
miles.

St. John and Quebec Ry.—The Do
minion Parliament has extended to Dec. 
21, 1921, the time within which the sec
tion of the line from the present north
erly terminus at Centreville to Andover,

N.B., may be built, at the Minister of 
Railways direction. The Minister is given 
power to extend the subsidy agreement 
with the Dominion Government to the 
same date, and the agreement with the 
New Brunswick Government for the op
eration of the line as a part of the In
tercolonial Ry. on the basis of a divi
sion of the gross receipts in the propor
tion of 60% to the Dominion and 40% 
to New Brunswick. The New Bruns
wick Legislature has also passed an act 
providing for the extension of time, etc.

We are officially advised that the sec
tion of the line from the present south
erly terminus to Westfield where a junc
tion is effected with the C.P.R., will be 
ready for operation by Aug. 1. Ballast
ing and other work is in progress. The 
Premier and other representatives of 
the New Brunswick Government left 
Fredericton, June 6, to inspect the line. 
A press report of June 6, states that a 
train left Centerville, June 5, and travel
led over the line via Westville and on to 
St. John. (June, pg. 314).

Western Dominion Ry.—The Dominion 
Parliament has extended for two years 
the time within which this company may 
commence its projected railway from the 
International boundary in Range 23, 
west 4th meridian, via Cardston, and 
Pincher Creek to Lundbreck on the C.P.R- 
Crowsnest line, thence to Calgary and 
Edmonton, Alta., and Fort St. John, B.C., 
with branches into the Southern Alberta 
coal fields. (Feb., pg. 80).

New Conditions for Extension of 
Railway Charters.

In connection with the several acts 
passed by the Dominion Parliament at 
its current session, granting extensions 
of time for construction, an additional 
provision has been inserted at the Min
ister of Railway’s instance. The prac
tice has hitherto been to extend the time 
for beginning of construction for two 
years, and the time of completion for 
five years. The new provision is that 
the company shall within two years after 
the passing of the act proceed with the 
construction and complete and put in 
operation 25 miles of the authorized 
railway, and shall continue to construct 
and complete and put in operation to the 
satisfaction of the Minister, not less than 
25 miles of the railway, or the equivalent 
thereof, during each year thereafter, 
until the whole of the railway is com
pleted. The section also provides that 
if the company fails to carry out the 
requirements specified, the powers of 
construction granted to it shall cease.

The Shedden Forwarding Co., Ltd., 
has been granted supplementary letters 
patent, decreasing its capital stock from 
$1,500,000 to $1,125,000, the decrease be
ing effected by repaying to shareholders 
$25 on each of 7,000 share allotted, and 
by reducing to the war value of $75 each, 
8,000 unallotted shares, so that the exist
ing 1,500 shares now of the par value of 
$100 each, shall be reduced to the par 
value of $75 each. The company is to 
add to its name the words, “and re
duced” for one month from May 22, 
1919.

Rails for G.T.R.—The Algoma Steel 
Corporation rolled 12,060 tons of 100 lb. 
A.R.A. section steel rails for the G.T.R. 
recently, shipments being made to Allan- 
dale, Ont., for distribution. This com
pleted a nolder order which was sus
pended during the war.
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Canadian Pacific Railway Construction, Betterments,
Etc.

New Brunswick District—A press re
port states that the company is about to 
call for tenders for paving with granite 
blocks, 2,500 square yards at its freight 
terminals, Mill St., St. John, N.B.

Manitoba District—Tenders were re
ceived to June 18 for the construction 
of a standard no. 3 station at Hargrave, 
Ont., piers for bridge 3.1, La Riviere 
Subdivision, Ont., for floor for stock 
yards at Fort William, Ont., and for the 
erection of a coaling plant at Raith, Ont.

The Manitoba and North Western Ry. 
Ço., a C.P.R. subsidy, has been author
ized by the Dominion Parliament to build 
a line from its Shell River Branch, in 
Tp.. 21, Range 28, west of 1st meridian, 
generally northerly to Tp. 23, Range 28, 
West 1st meridian. Work is to be start
ed within two years, and completed with
in five years, and to provide for con
struction, the company may issue securi
ties for $40,000 a mile..

Saskatchewan District — President 
Beatty is reported to have stated in Sas
katoon, June 6, on his recent trip, that 
the company will build a line from Lani- 
gan through Watson and Melfort, to Tp. 
57, Range 17, west 2nd meridian, north 
of the Carrot River, and that construc
tion will be gone on with this year from 
the Lanigan end, and that construction 
will also be started from Rosetown south 
to the Saskatchewan River, thence east
erly. The company is said to be investi
gating with a view to early construction, 
the route of a line from Hawarden into 
Saskatoon. Hawarden is a station on 
the Moose Jaw northwesterly branch, 
almost directly south of Saskatoon. The 
President is further reported to have 
said that construction will be started 
shortly on a line from Milden, on the 
Moose Jaw northwesterly line to Em
press, on the Swift Current northwest
erly line.

We are officially advised that the com
pany proposes to build a line from Vidora 
°r Govanlock, Sask., to Assiniboia, Sask., 
and that a start will be made from the 
Western end, during this year. In all 
Probability, the work will be started 
from Vidora, but this has not been de
finitely decided. As soon as the route 
niap is approved by the Board of Rail
way Commissioners, tenders will be 
asked for the work on 50 miles. This is 
®ne of the lines mentioned in the resolu
tion passed at the company’s recent an
nual meeting.
. Moose Jaw Station—President Beatty 
ls reported to have said, in an interview 
at Moose Jaw, Sask., May 30, that a 
new station to cost at least $250,000 will 
be built there. We are officially advised 
“hat competitive plans have been asked 
î®r from architects at Moose Jaw and 
Winnipeg. The new building will be di- 
rectly north of the present station and 
xvnl be of stone. The main street front- 
age, and part of the gardens will be oc
cupied by the building, the northern ex
tremity of which will reach almost to 
Manitoba St. The present baggage and 
Express rooms will be allowed to stand, 
but at a later date a west wing will be 
"Oded to the station to replace them, 
the plans provide for a change to a sub- 
'jhy entrance to the tracks if this is 
hesirable later, but the cosntruction will 
fV"st be made for an entrance similar to 
he one now in use.

B. C. Coleman, Vice President, Western

Lines, is reported to have stated that the 
question of building an hotel at Moose 
Jaw, will have to stand over until the 
cost of building had returned to a more 
normal level.

Alberta District—President Beatty is 
reported to have stated at Lethbridge 
recently, that the only construction de
finitely settled on for Alberta, is the 
Acme-Empress line.

A press report of June 11, states that 
a contract has been let to Stewart and 
Welch, Vancouver, B.C., for building of 
a line from Acme to Drumheller, Alta. 
The line will, it is reported, involve con
siderable heavy construction. This is the 
line referred to in the company’s annual 
report as an extension of the Langdon 
north branch from Acme, Alta., to the 
projected extension of the Swift Cur
rent Northwesterly Branch near Em
press, 132 miles. Such a line would pass 
through the Drumheller coal fields. 
(June, pg. 319).

Traffic Orders by Board of Railway 
Commissioners.

Supplement 12, to Canadian Freight 
Classification.

General order 265. Re application of 
Canadian Freight Association, on behalf 
of railway companies subject to the 
board’s jurisdiction, under section 321 of 
the Railway Act, for approval of pro
posed Supplement 12 to Canadian Freight 
Classification 16, containing certain in
creased, reduced, and additional ratings; 
notice having been given by the railway 
companies in The Canada Gazette as re
quired by sec. 321 of the Railway Act, 
and to the mercantile organizations en
umerated in general order 153, Nov. 4, 
1915, and the proposed changes having 
been considered at a conference of rep
resentatives of the Grand Trunk, Cana
dian Pacific, and Canadian National Rail
ways, the Canadian Manufacturers’ As
sociation, and the Montreal and Toronto 
Boards of Trade, held at Montreal, Apr. 
9, 1919, when various objections filed 
with the board were considered, the pro
posed changes were agreed to, modified, 
or eliminated; and upon the considera
tion of what has been filed, and upon 
the report and recommendation of the 
board’s Chief Traffic Officer, it is ordered 
that the proposed supplement 12, as fin
ally revised and submitted for approval 
by the Canadian Freight Association’s 
chairman, by letter, dated May 28, 1919, 
be approved.
Eastern British Columbia Ry.’s Tariff. 
28,420. June 11. Re application of 

Eastern British Columbia Ry., for ap
proval of its standard mileage freight 
tariff C.R.C., 73; upon reading what has 
been filed in support of the application, 
and upon the report of the board’s traf
fic department, it is ordered that the said 
tariff, cancelling C.R.C., no 16, be ap
proved; the said tariff, together with a 
reference to this order, to be published 
in at least two consecutive weekly is
sues of the Canada Gazette.

Commodity Rates on Ferro Silicon. 
28,427. June 11. Re application of 

Montreal Board of Trade for disallow
ance, and of Canadian Manufacturers’ 
Association for suspension of proposed 
cancellation of commodity rates on ferro- 
silicon from Welland and Thorold, Ont., 
and Shawinigan Falls, Que., the said pro

posed cancellation having been suspend
ed by order 27,841, Nov. 7, 1918; upon 
hearing the matter at Toronto and 
Montreal on Jan. 15 and 16, 1919, re
spectively, in the presence of counsel and 
representatives for the Canadian Pacific, 
Grand Trunk, and the Canadian National 
Railways, and the Canadian Manufactur
ers’ Association at the Toronto sittings; 
counsel for the C.P.R. only appearing at 
the hearing in Montreal, the case was 
adjourned to be reinstated for hearing 
at the request of the parties; no applica
tion for a rehearing having been made 
on behalf of the Montreal Board of 
Trade, and the Canadian Manufacturers’ 
Association having withdrawn its appli
cation for suspension; it is ordered that 
order 27,841, made herein, be rescinded. 
Classification of Dr. Rusk’s Chick Food.

28,436. June 12. Re application of the 
Taylor Milling and Elevator Co., Leth
bridge, Alta., complaining against the 
classification of Dr. Rusk’s chick food, 
when shipped in mixed cars of flour and 
feed; upon hearing the application at 
Lethbridge, Feb. 24, 1919, in the presence 
of counsel for the C.P.R., the applicant 
being represented at the hearing, and 
what was alleged; and upon reading what 
has been filed in support of the applica
tion, and on behalf of the Canadian 
Freight Association, and the report of 
the board’s Chief Traffic Officer, and its 
appearing that the C.P.R., by item 87A 
of Supplement 10, effective May 6, 1919, 
to its commodity tariff C.R.C., no. w. 
2,397, has established its 4th class rates 
from Lethbridge to all its stations in 
Alberta, Saskatchewan, and British Co
lumbia on poultry food, removing in part 
the applicant’s objections to the classi
fication complained against; it is ordered 
that the C.P.R. file forthwith a further 
supplement to its tariff C.R.C. no. w. 
2,397, adding to the said item 87A of 
Supplement 20, the 8th class rating for 
carload shipments of not less than 30,- 
000 lb. of the items of poultry food there
in enumerated; and it is further ordered 
that the application for the privilege of 
including less than carload lots of poul
try food with grain products at the car
load rates, provided for the latter, bulk
ing the whole to make up the minimum 
weight required for grain products, be 
refused. k,.„

American Railroad Association and 
Railway Stores—The American Railroad 
Association has created an additional 
section to be known as section 6, to con
sider and report upon all questions af
fecting the purchasing, selling, storing 
and distribution of materials and sup
plies, and kindred subjects. The section 
will include the Railway Storekeepers’ 
Association’s former activities. H. S. 
Burr, Superintendent of Stores, Erie Rd., 
is the chairman of the committee, which 
includes E. N. Bender, General Purchas
ing Agent, C.P.R., and E. J. McVeigh, 
General Storekeeper, G.T.R., Montreal.

British Railway Earnings, Etc., for 
1918—A London, Eng., cable of June 16, 
referring to the Board of Trade report 
on British railways for 1918, states that 
the total revenues in 1918 increased to 
more than $820,300,000, compared with 
$550,000,000 in 1913, while total expenses 
in 1918 were about $606,600,000, compar
ed with $347,000,000 in 1913. Operating 
rates are shown to have increased from 
63.3% in 1913 to 73.9% in 1918. One 
item of particular interest in the state
ment was the increase in passenger re
ceipts. They were approximately $250,- 
000,000 in 1913, and in 1918 were about 
$322,500,000.
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Birthdays of Transportation l Men in July. Canadian Manufacturers Oppose
__________  " Government Railway Ownership.

Many happy returns of the day to:
A. A. Allen, Vice President, Holden 

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

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

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

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

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

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

S. E. Dewey, General Eastern Freight 
Agent, G.T.R., New York, born at Beck
enham, Kent, Eng., July 4, 1879.

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

F. C. Foy, Passenger Agent, .New 
York Central Rd., Utica, N.Y., born at 
Toronto, July 5, 1881.

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

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

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

M. Kelly, Resident Engineer, Farnham 
Division, Quebec District, C.P.R., Farn
ham, bom at Thamesville, Ont., July 6, 
18784.

T. King, Superintendent, Detroit Divi
sion, Grand Trunk Western Lines Rd., 
Detroit, Mich., bom at Dunbarton, Ont., 
July 18, 1869.

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

G. A. McNicholl, Assistant General 
Freight and Passenger Agent, Grand 
Trunk Pacific Ry., Prince Rupert, B.C., 
bom at Montreal, July 31, 1876.

H. D. Mackenzie, Master Mechanic, 
Canadian National Rys., Edmundston, 
N.B., bom at Churchville, N.S., July 22, 
1864.

M. H. MacLeod, Vice President, Oper
ation, Maintenance and Construction, 
Canadian National Rys., Toronto, born 
in Skye, Invemess-shire, Scotland, July 
13, 1857.

J. M. Macrae, Assistant General Freight 
Agent, Canadian National Rys., Winni
peg, bom at Stornoway, Scotland, July 
31, 1884.

W. G. Manders, Assistant Freight 
Traffic Manager, Canadian National Rys., 
Winnipeg, born at Owen Sound, Ont., 
July 24, 1876.

Neil Marple, General Foreman, Michi
gan Central Rd., St. Thomas, Ont., bom 
in McKillop Tp., Ont., July 1, 1860.

J. E. Morazain, General Superinten
dent, Quebec District, Canadian National

Rys., Quebec, born at Wheatland, Que., 
July 31, 1875.

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

R. E. Perry, Assistant General Freight 
Agent, Canadian National Rys., Mont
real, born at Drayton, Ont., July 5, 1876.

J. E. Quick, ex-General Baggage 
Agent, G.T.R., Toronto, now at Port 
Huron, Mich., bom at Richmond, On
tario Co., N.Y., July 10, 1851.

G. G. Ruel, Counsel, Canadian Na
tional Rys., Toronto, born at St. John, 
N.B., July 5, 1866.

C. Steeves, General Boiler Inspector, 
Eastern Lines, Canadian National Rys., 
Moncton, N.B., born at Hopewell Cape, 
N.B., July 6, 1874.

George Stephen, Freight Traffic Man
ager, Canadian National Rys., Toronto, 
bom at Montreal, July 5, 1876.

Sir Thos. Tait, President, Frederic
ton & Grand Lake Ry. & Coal Co., Mont
real, bom at Melbourne, Que., July 24, 
1864.

M. M. Todd, Vice President and 
Treasurer, Grand River Ry. and Lake 
Erie & Northern Ry., Galt, Ont., bom 
there, July 22, 1891.

H. B. Walkem, Assistant Engineer, 
C.P.R., Vancouver, B.C., born at Mont
real, July 31, 1858.

G. A. Walton, General Passenger 
Agent, Western Lines, C.P.R., Winnipeg, 
born at Montreal, July 17, 1881.

R. H. Webster, Commercial Agent, 
G.T.R., Moncton, N.B., born at Pictou, 
N.S., July 2, 1885.

The Canadian Manufacturers’ Asso
ciation passed the following resolution 
at its annual meeting in Toronto re
cently:—Whereas, the Dominion Govern
ment has been compelled to take over 
and operate two transcontinental railway 
systems, and whereas, these systems are 
not yet paying the cost of operation, 
and deficits incurred by them must be 
borne by the tax paying public, and 
whereas, competition is absolutely neces
sary in order to secure proper and ade
quate service, be it therefore resolved, 
that the Canadian Manufacturers’ Asso
ciation places itself on record as being 
opposed to any further acquisition or 
operation of railways by the Dominion 
Government.

Interswitching at Owen Sound, Ont.—The 
city council engaged W. F. Tye, C.E., re
cently to report on the feasibility of in
terswitching traffic between the C.P.R. 
and G.T.R., and also on the possibility 
of erecting a union station and estab
lishing an electric railway service. The 
two railway lines are on opposite sides 
of the Sydenham River, and it is pro
posed to build a Y crossing the river 
from the G.T.R. near 10th St., to connect 
with the C.P.R. on the east side of the 
river. The estimated cost of this is 
$100,549, and it is claimed that a saving 
of $4,258 a year would be effected, over 
the present system of road hauling. The 
report did not favor the erection of a 
union station, or an electric railway, 
stating that a considerable annual loss 
could be expected.

Canadian Pacific Railway Honor Roll 43.
Armstrong, James Henry Agent Lemberg Wounded
Astbury, Charles Painter Winnipeg Wounded
Bareham, Arthur Wiper Moose Jaw Wounded
Birkhead, George J. Sectionman Inglewood Killed in action
Bogeya, George Car cleaner Toronto Wounded
Bougie, Joseph Boilermaker Kenora Presumed dead
Clifford, Arthur Carpenter Winnipeg Wounded
Coffey, George Apprentice North Bay Wounded
Costello, Patrick C. L. Clerk Calgary Wounded
Cox, Percy Alexander Acting agent Yokohama Wounded
Dando, Arthur Orchard Helper Ogden Wounded
Disbrey, William Stower Regina Wounded
Emery, Nelson Victor M. Stenographer Saskatoon Died of wounds
Fairbaim, Howard A. Coalman Bobcaygeon Wounded
Foley, Herbert Foreman Lethbridge Wounded
Gardner, Jack Helper Glen Yard Killed in action
Gilchrist, Robert B. Carpenter Ogden Wounded
Harvey, Fred Adam Trainman Revclstoke Wounded
Horsfield, Albert Air brake tester Ogden Shell shock
Ireland, James Henry Yardman Wnnipeg Wounded
Kinnear, George Watson Elevator operator Calgary Killed in action
Lingwood, Alfred Ashpitman Sault Ste. Marie Wounded
Lout it, Walter Brakeman Kenora Wounded
McHugh, George Cecil Toronto Wounded
McRitchie, Donald Clerk Montreal Wounded
Macario, Herbert G. Apprentice Angus Wounded
Menzies, Harold A. Checker London, Ont. Wounded
Mongrain, Frederick Trainman Kenora Wounded
Murray, Robert Hamilton Inspector Calgary Wounded
Pallot, Lawrence C. Clerk Vancouver Wounded
Patterson, William Watchman Wounded
Reid, Philip Burton Foreman Bassano Died of wounds
Reade, Wiliam Car repairer West Toronto Wounded
Roy, George Henderson Clerk Calgary Died of wounds
Sargood, Timms Augustus Locomotive fireman B.C. Dstrict Wounded
Sharpe, John William S. Clerk Montreal Gassed
Skinner, George Clark Linen handler Calgary Wounded
Smith, William James Teamster Strathmore Believed killed
Spinney, Arthur G. Car repairer St. Thomas Wounded
Stevens, Harry G. Locomotive fireman Montreal Wounded
Stewart, Charles A. Locomotive fireman New Brunswick Dist. Wounded
Sutherland, Walter S. Transportation student Toronto Wounded
Thorndike, Stanley Brakeman Manitoba District Wounded
Tiffen, Harry H. Clerk London, Eng. Wounded
Tweedle, Robert C. Wiper East Calgary Wounded
Ward, John Porter Lethbridge Killed in action
White, Frederick Helper London, Ont. Wounded
Williams, Edward S. Levelman Strathmore Wounded
Wilson, Gordon Trainman Minnedosa Wounded

Shown on honor lists to date; Killed, 904 ; wounded, 1,951 ; total, 2,855.
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Electric Railway Department
Electric Railway Operating Statistics for Year Ended June 30, 1918.

. .The figures in the following table are reproduced from statistics issued by the Railways Department at Ottawa. The fol- 
towing abbreviations are used in the names of railways: E., electric; E.R., electric railway; E.S.R., electric street railway; 
“•R-, street railway. The minus mark (—) in the column for net income or deficit, shows that there was a deficit in the opera
tion of the line to the extent of the figures given.

The figures in the first column of figures show the first main track mileage. In addition there are 453.11 miles of second 
track, making a total of 2,069.47 miles of main line track. An explanation of errors made in previous returns issued by the 
Railways Department will be found under “Notes to Electric Railway Statistics, on another page of this issue.

Name of Railway
1st Main 

mileage

Gross earn- I Miscel- 
ings from [ laneous 
operation | income

Operating
expenses

Taxes 
funded 

debt, etc.
Net income 

or loss
Total car 
mileage

Fare
passengers

carried

Freight
carried

Berlin and Waterloo S.R..................
(Now Kitchener and Waterloo S.R.)

Berlin and Northern Ry...................
Berlin, Waterloo, Wellesley & L.

Huron Ry..........................................
(Operated as Grand River Ry.)....

Urandon Municipal Ry. (1)...........
orantford and Hamilton Ry...........
"rantford Municipal Ry.................
Rntish Columbia E.R......................
palais S.R. (2)..................................
^algary Municipal Ry.....................
Canadian Resources Development..
~aPe Breton E.R............................... :
Chatham, Wallaceburg & Lake Erie

Cornwall E.R.
Edmonton Radial Ry
£°rt William S.R.......
^uelph Radial Ry......
Halifax Tramways Co. (Now Nova
t, Beotia Tramways and Power Co. 
Hamilton and Dundas E.R............-iiuun and Dundas E.R..............
*Jamilton, Grimsby & BeamsvilleE.R. 
Hamilton S.R.
Hai ■"tr^Bton Radial Ry 
> *U Electric Co.Bit,
Kin;ltemational Transit Co..

agston, Portsmouth & Cataraqui
. E.R......................................................
T-B® Erie and Northern Ry.........
y etilbridffe Mnnininfll Rv.....j^bridge Municipal Ry,
?6V1S County Ry. ...............................London S.R _Z..........................
^don & Lake Erie Ry. and Trans
portation Co. (3)

Mpdon & Port Stanley Ry................
Tramways, Elec.andGas.Co.

Mptrcal Tramways Co. (4).............
M.ntreal and Southern Counties Ry,
S®°se jaw e.R....................................Son s-r-tl^gara Falls Park and River Ry 
1Nlagara, St. Catharines & Toronto 
x,By....................................................................
H^gara, Welland & Lake Erie Ry.
."pissing Central Ry..................
oLhawa Ry.......................................
Ppawa Electric Ry.......................

cterborough Radial Ry...............
ort Arthur Civic Ry.............. -•••

NUebec Ry., Light and Power Co.
Citadel Division ........................

», Montmorency Division ............
o®^ina Municipal Ry 

andwich, Windsor a: 
s burg Ry..........................
Saraia S.R.........................
sP^atoon Municipal Ry. Ijhomas S.R

and Amherst-

qCnomberg and Aurora Ry—»......
Ehawinigan Falls Terminal Ry....
“berbrooke Ry. and Power Co......
<Ærban Rapid Transit Co.....
Sudbury-Copper Cliff Suburban E.R-
^hree Rivers Traction Co.................
1 °f onto Ry........................................

3.28

3.15

17.81

10.31
23.19 
14.61

244.22
7.00

55.50
1.75

30.59

38.05
4.00

31.09
19.88
8.03

12.29
6.98

22.60
17.40 
22.86 
16.67
4.30

7.00
51.00

7.00
11.75 
27.48

29.75
24.50 

4.47
124.26

52.20 
9.00 
2.13

11.91

61.58
1.87

15.37 
9.00

28.11
6.55

12.43

16.75 
28.60 
25.34

41.37 
8.26

12.63
6.25

14.40
3.75 
9.00

17.26
9.00
7.10

61.86

57,926

8,159

221,339

163

1,960

37,529

7,909

165,341

7,585

3,121
I

31,663

12,975! 

—2,870 

26,295

207,233
111,301

3,218,6971
41,926

612,029
95

286,902

130,585
35,263

499,023
147,988
50,149

421,692
83,746

152,022
787,429
173.489
207,244]
140,771

49,809
211,237

54,144
96,732

442,713

1,148,953

368,914
15,215

303,216
107,182
14,596

113,514

766,422
31,606
97,426

172,990
1,294,187

74,864
144,746

545,546
208,914]
244,013

331.419
68,964

208,098
20,497
17,892
61,365
65,280

110,439
41,523
86,004]

6,511,303]

16,542

116,435

25

2,565

202,378

32,990
1,711

503]

119,071
81,361

2,708,513
33,021

424,558
942

203,460

97,590
38,184

360,370
107,485
41,280

275,423
57,891

135,048
549,204
169,250
147,802
87,402

42,517
154,974
47,246

113,306
345,161

94,766
1,653

941,087
6,072

112,383

120,720

39,736
1,218

236,966
86,205

188,280
6,240

15,287
105,022
56,608
87,289

9,777

4,976
115,612
26,911
16,783
37,918

—6,605
28,285

718,049
2,833

91,630
—847
79,175'

i
—6,742
—4,113

—98,213
—45,703

11,434

160,366
19,613
1,687

133,202
—52,369

5,143
45,302

2,819
—59,360
—20,013
—33,356

59,633

$ 199,334 

35,254 

299,569

1,315,037

161,266

1,294,337 176,949

374,463 
401,859 

13,069,050 
183,960 

2,912,502 
6,388 

720,355

348,650
227,255

1,862,699
730,107
220,350]

1,371,352
161,181
413,519!

2,754,918
501,867
854,215
261,528

199,680
412,772
259,983
438,521

1,913,047]

711,848
1,909,750

52,853,373
748,697

14,519,256
1,913

5,466,012

258,776
440,851

10,214,019
3,430,129
1,125,552]

9,537,172
1,002,355

739,386
18,303,824

1,167,273
3,278,032]
2,258,563

1,049,697
440,508

1,086,813
1,964,291

11,987,965

5,337
82

365,426

8,945

97,250
89,733

200

23,712

352
40,921

47,746
7,270

64,802

2,130

255,670
22,117

75,983 37,260
—6,901

833,567
79,792

842,641
351,698

614,351

174

7,504

470|
212

1,912

31,664

67,928
32,918

26
"86,885

316,680
85,685
13,626
90,377

569,960'
17,716
83,552,
99,316

760,955]
62,074

108,234

363,727
183,643
207,630

222,744]
59,311

156,843
20,706
18,675
50,233
61,007

110,206
32,046]
60,466

4,124,059

72,9891 
4,072 
3,807 

36,970

88,094]
3,597

10,287]
6,730]

123,991
12,238
70,825

2,289

96,722

57,975
5,452

39,650]

29,394]
12,145
68,523
38,916
5,486

22,338
1,677,093

—86,178
17,423

—2,838
—6,329

108,367
15,762
3,798

68,856]
409,239

651
—34,312

I
170,530

25,270]
—60,339

82,234]
4,190

11,604]
208

—30,178
—1,013]

3,679
—5,765

4,018
3,199

897,035

909,348
458,226
60,750

274,328

1,362,084
84,566

253,864,
84,706]

4,998,041
433,782]
641,992

2,138,959
438,704
933,423

1,102,308
209,196]
752,100

61,642

408,797 
826,624 
128,256 
390,347 

20,676,608

2,263,702
2,414,341

332,234
1,155,160

5,788,656’
680,515

1,179,920
307,112

29,347,692
1,575,652
3,626,722

12,671,372
1,781,609
5,167,522

6,544,570
1,254,647]
4,111,042

441,620
39,109

12,467

429,703

1,481,892
2,625,703

506,818
1,678,601

164,142,462

227,064

32,636

156,581

12,532

844

(Continued on page 386).
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Electric Railway Operating Statistics for Year Ended June 30, 1918. (Continued from page 385).

Name of Railway
1st Main 

track 
mileage

Gross earn
ings from 
operation

Miscel
laneous
income

Operating
expenses

Taxes
funded 

debt, etc.
Net income 

or loss
Total car 
mileage

Fare
passengers

carried

Freight
carried
tons

Toronto and York Radial Ry..........
Toronto Civic Ry.............................
Toronto Suburban Ry. (5)...................
Windsor, Essex and Lake Shore

Rapid Ry......................................
Winnipeg Electric Ry................. .
Winnipeg, Selkirk and Lake Win-

peg Ry..........................................
Yarmouth E.R..................................

72.17 
10.26 
19.54

36.17 
63.26

38.48
3.00

710,253
306,921
277,412

158,643
2,180,298

145,166
45,397

856

520,235

26,176
78

529,141
270,005
224,212

121,237
1,569,537

101,076
16,709

147,435
87,891

137,459

59,383
840,855

43,895
13,901

33,675
—50,975
—83,403

—21,977
300,140

26,371
14,864

1,594,849
1,460,204

649,572

373,961
10,154,286

435,403
90,660

7,464,032
18,232,979

4,119,109

549,057
56,065,534

1,181,083
246,955

44,502

4,002

26,858

6,189

2,497,5301,616.36 $24,299,889 $2,311,176 $17,535,974 $6,150,074|$3,645,624 84,435,323 487,365,456

For additional mileage figures obtained by Canadian Less deficits ................ —720,606
Railway and Marine World, see under “Notes to Electric ------------
Railway Statistics.” Total net income.........$2,925,017

Notes to Electric Railway 
) Statistics.

The following notes refer to the sta
tistical table on page —.

(1) The Brandon (Man.) Municipal 
Ry., has not reported its earnings for 
the year.

(2) The Calais S.R. is the line report
ed in previous years as the St. Stephen 
S.R. of New Brunswick, Calais being the 
contiguous town in Maine, where the line 
is owned and from which it is operated.

(3) The London and Lake Erie Ry., and 
Transportation Co. ceased operations, 
Oct. 15, 1918, and the lines being dis
mantled. No report of its earnings has 
been made since 1916.

(4) The mileage given in the table for 
the Montreal Tramways Co. is that re
ported by the Railways Department as at 
June 30, 1915, but the company’s first 
track at June 30,1918 was 132.50 miles. In 
recent years the Railways Department’s 
statistical report has contained figures 
of receipts and expenditures taken from 
the company’s annual report. They are 
omitted from the table this year, and 
the company’s annual report is published 
in a different form than formerly, and 
the information formerly given is there
fore not now available. The company 
does not report to the Railways Depart
ment.

(5) The mileage given for the To
ronto Suburban Ry., 19.54, is palpably 
incorrect, as the company during the 
greater part of 1917-1918 had more than 
double that mileage in operation—the ex
tension from Lambton to Guelph .also 
being itself 46.3 miles long.

In addition to the mileage given in 
the table, the Edmonton Interurban Ry., 
which has not been operated for a cou
ple of years, owns 8.19 miles of track.

The New Brunswick Power Co., St. 
John, N.B., is omitted from the Railways 
Department’s table as it does not make 
reports to the department.

The Pictou County Electric Co. is omit
ted from the Railways Department’s table 
as it does not report to the department.

Errors in Railways Department’s Sta
tistics—When the Railways Department’s 
statistics for 1916-1917 were issued, it 
was apparent that mileage figures given 
for electric railways were incorrect. As 
an example, the Winnipeg Electric 
Railway was shown as having 110.20 miles 
of first main track, and no second main 
track. Canadian Railway and Marine 
World called the attention of the Rail
ways Department’s Comptroller of Sta
tistics to this and to some other similar 
errors in regard to other companies, 
in consequence of which he said he would

issue a special circular to the campanies 
so the figures for 1917-18 may be con
sidered more reliable than those for pre
vious years. The following table shows 
the figures published by the Railways 
Department for 1916-1917 respectively.

1916-1917 1917-1918
Length of 1st main track....1743.54 1616.36 miles
Length of 2nd main track.... 345.72 453.11 “
Total length of main track....2089.26 2069.47 “

In referring to this matter the Rail
ways Department’s report says “There 
was not an actual reduction of first 
track mileage in 1918. There was merely 
an accurate statement of second track 
mileage, following special correspondence 
with units which had been making in
correct returns, the immediate effect of 
which was to reduce the first track 
mileage. The mileage of all tracks re
main practically unchanged.”

Mileage Actually Operated—The fol
lowing additional figures of first main 
track mileage operated have been obtain
ed by Canadian Railway and Marine 
World to supplement those given by the
Railways Department:—

Additional miles
Montreal Tramways Co................................ 8.24
New Brunswick Power Co............................ 18.15'
Pictou County Electric Co............................ 9.10
Woodstock, Thames Valley and Inger- 

soll Ry.............................................................. 11..50

46.99
Mileage given by Railways Department 1616.36

To be first main track mileage opera
tion ...................................................................  1663.35

British Columbia Electric Ry. 
Men’s Strike.

Platform and shop men of the B.C. 
Electric Ry.’s Vancouver and North 
Vancouver city systems ceased work on 
June 5 in a sympathetic strike, outbreaks 
of which have spread with revolutionary 
aspects throughout Western Canada. The 
union men took a ballot May 31 and 
registered three to one against the sym
pathetic strike. The Vancouver Trades 
and Labor Council held a mass meeting 
of all unions on June 2 and in spite of 
a majority of the unions of the city 
being against the strike and, it is be
lieved, a majority of union men being 
of the same opinion, this council called 
the unions of the city to walk out on 
a general strike, the street railway men 
and electrical workers included. The 
street railway men individually were 
strongly opposed to the strike. The issue 
was not a local one. It was well known 
by that time that the general strike 
in Winnipeg and throughout the west 
was engineered by the so-called “one 
big union” with the intention of over

throwing the government and precipit" 
a ting a revoluton.

The strike began in Vancouver June 
9 at 11 a.m. The street railway men 
decided to hold a mass meeting the fol" 
lowing night. In the meantime, strikers 
are alleged to have intimidated car men 
with threats of violence if they did not 
stop work. It is felt certain that this 
was the cause of the street railway 
men at the subsequent mass meeting 
voting two to one in favor of a strike- 
On that occasion, only two thirds of the 
men who had previously voted against 
the strike voted the same way, the others 
presumably having gone over to the other 
side.

A Vancouver correspondent writing uS 
on June 7, said:—“Transportation is be
ing provided by means of jitneys and pri
vate automobiles. The Vancouver City 
Council repealed the bylaw prohibiting 
jitneys for the time being, much to the 
anger of the strikers. Cars on all mf 
terurban lines are still being Operated- 
Central Park and Burnaby Lake lin®* 
are operating to their connections with 
city lines, the men attached to the New 
Westminster Trades and Labor Coun
cil, which has registered against a sym
pathetic strike. New Westminster city 
system is also operating. The Fraser 
Valley and Lulu Island interurban line® 
are also operating, the trainmen being 
attached to the Brotherhood of Railw0* 
Trainmen, which is not countenancing 
the sympathetic strike. Electrical work
ers have voted to strike, but only lin®' 
men have gone out. Substation operator® 
are still at work.” .

A press report of June 19, stated tha1 
the employes still continued on strike 
and that no action had been taken by 
the heads of the union in favor of a re
turn to work.

Service at Cost Favored in Mani
toba.

The St. Boniface, Man., Board 
Trade, passed a resolution recently 
pressing the opinion that fares should 
be fixed on a basis of the cost of stree 
railway service, plus a reasonable retard 
on the value of the property used and 
useful in the public service, such retuj? 
to be fixed by the Manitoba Public Utin- 
ties Commission. , .

The Winnipeg Electric Ry., which 
operates in St. Boniface, favors tb® 
adoption of the service at cost plan.

The Levis County Ry. has bought $ 
standard safety cars, specially fitted f°r 
the local climate, from the America0 
Car Co., St. Louis, Mo.
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The Electric Railways’ Present Disastrous Position.
By Prof. L. A. Herdt, D.Sc., E.E., Vice Chairman, Montreal Tramways Commission.

Electric railway transportation stands 
face to face today with the greatest 
crisis in its history. This crisis is not 
due to some new competitor bidding for 
the first place as a common carrier; the 
electric railway is, and will be for some 
time the most economical urban and 
suburban carrier; jitneys, busses and 
others will not succeed against it. The 
crisis is a financial one and the problem 
of today concerns the method of saving 
an industry whose entire economic basis 
has been undermined.

In 1918, 4,900 miles of electric rail
ways, more than one-tenth of the total 
mileage in the United States, went into 
receivership, representing a value of 
more than $500,000,000, and 750 miles of 
electric railways abandoned their service, 
representing a value of $80,000,000. A 
great many electric railway properties 
have grown weary from hope long de
ferred and are considering dismantle
ment at present day scrap prices rather 
than prolonged existence as losing ven
tures.

Brooklyn Rapid Transit, with 755 miles 
cf track and an funded debt of $120,- 
000,000 and $75,500,000 of outstanding 
stock is in the hands of a receiver. A 
tare of 8c is in effect, and has so far 
proven insufficient to pay the cost of ser- 
vice. The Pittsburg Ry., operating 605 
truies of track is in the hands of a re
ceiver. Hundreds of others could be 
cited. Roads which before the war were 
considered the strongest financially in 
the country cannot any longer withstand 
the economic conditions which face 
them.
..The suggestion is sometimes made to 
the effect that the companies should 

rry on their own burdens by borrow- 
hg money, if the street car operations 
re now unprofitable. Let anyone go out 
hd attempt to borrow money on an af- 

mcted company’s credit. Credit only 
°mes from prosperity. 

r , he whole structure of the franchise 
^tionship between the electric railway 

the various communities has broken 
hder the strain of war. The rapid in

is 6aSe in the cost of everything which 
„ ,Used in operating street railways, the 
w traordinary demands of labor for high 

made necessary by the rise in the 
of living, the alarming decrease in 

bro Purchasing power of the dollar, has 
wifv'ght the electric railways face to face 
exi t bankruptcy. The fundamental fact 
mnf • that under the present costs of 
stj.t®TCal and labor, the majority of the 
nisb' and interurban railways are fur- 

.in response to the demand of 
th;i P u he, a service which costs more 

n they collect in fares, 
the rctfic railway fares or rates are in 
or .majority, of cases regulated by law, 

established by existing franchises. 
ag0h fixed fares- fixed 25 or 30 years 
tisin»0 avenue °f automatic escape from 
wàv ; c,osts lays open to the electric rail
ways uUS*ry‘ *n fact> the electric rail- 
adeon ?Ve staggered for years under in- 
of C3 ate rates, so that in the majority 
SerVj,, ■’ their credit has been destroyed, 
to tlv>ei-1™Pa*red, equipment deteriorated 

rp, 6 brink of destruction. 
al0net eloctric railways (not in Montreal 
highûl’ j.but everywhere, are asking for 
hiet h, fares- These appeals have been 
seem« a.atorm of rebuke. The public 

to be willing to permit this great

industry to stagger on under the bur
dens thrown upon it, with inadequate re
lief in the way of increased rates, while 
exposed to the full brunt of the extra
ordinary increases in cost of labor and 
material. The public must be brought 
to realize that its interest in the electric 
railways of the country is greater than 
that of the stockholders or bond holders. 
The electric railways must be placed in 
a position to continue to discharge their 
essential service.

The public condemns the street car 
company without a hearing. Why? What 
is this due to? I believe that the un
fairness of the public is due to the pub
lic’s blissful ignorance. The public knows 
nothing about the street car company’s 
troubles, because the street car company 
does not make a confidant of the public. 
Public utilities, like some other big in
terests, rush into print only when some 
calamity is about to befall them. They 
make some sort of plea. The public, 
which is the plaintiff, stands by its guns. 
It doesn’t realize the good that the de
fendant has done, because it has heard 
only the bad. The public, someone has 
said, is the fairest being on earth, but it 
must be talked to, it must be told the 
facts.

A community with adequate and ef
ficient street car service is busy, grow
ing and prosperous, while the city, large 
or small, which has inadequate local 
transportation is dull, dead or dying. 
Efficient local transportation, adequate 
to he needs and welfare of the com
munity is imperative. The public util
ity, tied by contract and franchise, with 
heavy financial obligations, and with de
finite essential responsibilities, must 
work constantly and continuously to ful
fil its obligations—it is tied down hand 
and foot over long periods of time, and 
is held down at best to small financial 
returns, yet the public calls the company 
impertinent and worse, if it asks for a 
nominal increase for its products. Food 
has increased 100% ; shelter 20%; cloth
ing 90%—it is paid. But a public utility 
asks 20%—this is impertinence carried to 
its limit.

It is plainly evident that whether the 
public shall decide to operate the street 
railways, whether it assumes greater 
control over them, or whether it allows 
them to remain in the hands of private 
investors, the unit of their fares, the 
price at which their product is sold, must 
be sufficient to operate the roads. The 
fares should be restored to the level 
which prevailed in past years. The ticket 
dropped in our fare boxes today bears 
an impress “5 cents,” but as compared 
with the 5c of a few years ago, it is 2%c 
and no more. The street railway fran
chise, or the statute or agreement calling 
for the 5c unit called not for an impress 
or a coin, but for a certain value of pur
chasing power. The equivalent of the 5c 
coin in the decade 1890 to 1900 purchas
ing power is the 10c fare. The purchas
ing power of the dollar has declined at 
least 50% since the early nineties. In 
other words, the 50c of that period 
bought what it requires $1 for today. 
The decreasing purchasing power of the 
dollar is not a product of the war alone. 
The war but gave it an additional, al
though a mighty, impetus. The various 
little things that we used to pay 5c for 
are now up with an advance of 2 to 4c—

4c articles are now 6c, and 2c little things 
are now 4c. If we get right down to the 
cent, the newspaper that used to sell for 
lc is now selling for 2c, an increase of 
100%. This is all fair and just, it ap
pears, but street car fares must remain 
where they are—any increase will not be 
tolerated.

Does the public pay high prices for 
electric transportation service ? No—de
cidedly no. A tabulation of the income 
accounts of 388 electric railways, repre
senting more than 63% of the electric 
railway mileage of the United States and 
Canada, shows a falling off in net income 
of 82% in 1918 compared with the cor
responding period of 1917. Many com
panies are facing actual operating de
ficits in spite of increased fares and in
creases in gross receipts. In any other 
business the manager provides for in
creased costs by advancing his selling 
price. The electric railway company with 
fixed fares cannot do this; only when on 
the brink of destruction will the com
munity admit that there is a justifica
tion for the readjustment of rates, and 
even then the increased fares have in a 
majority of cases caused a falling off in 
traffic and resulted in little, if any, actual 
increase in gross revenue.

Is there a remedy for the conditions 
facing public utilities today? Let us see 
how the cost of street railway service is 
made up. Cost of electric transportation 
service is made up of three main items:— 
1. Cost of operation, including platform 
wages (motormen and conductors), 
power for cars, heating and lighting and 
taxes. 2. Maintenance and renewals of 
the system as a whole. 3. Fixed charges, 
i.e., interest on the moneys invested in 
the system, including city rental for use 
of streets.

In the City of Montreal, for the period 
from July 1 to Dec. 1, 1918, the operat
ing expenses per revenue passenger were 
in round figures 2.6, or 58% of the rev
enue. For maintenance and renewals, 75c 
or %c per revenue passenger was spent, 
that is 3.35c or 75% of the revenue was 
disbursed for operating expenses, main
tenance and renewals. For this same 
period the average return per revenue 
passenger was 4.45c. Of this remaining 
1.1c average return per revenue passen
ger, lc in round figures is required to 
meet the company’s financial obligations, 
that is, to meet the interest on the bonds 
and debentures, leaving 0.1c or a little 
over one-tenth of a cent per revenue pas
senger to meet the city rental and share
holders’ dividend. In other words, in the 
last six months of 1918, 75% of the fare 
collected was paid out by the company 
for operating, maintenance and taxes; 
of the remaining 25%, 23% went to in
terest on bonds, mortgages and deben
tures; the remaining 2% goes to the 
city, the balance, if any, to the share
holders.

Of the total revenue in 1918, not less 
than 38% went to labor and 37% to ma
terial. In 1918, over $3,000,000 was paid 
in wages; less than one-tenth of this was 
paid to shareholders. An increase of 
10% in wages would therefore wipe out 
all dividend payments for one year.

The Montreal Tramways in the year 
ended June 30, 1914, just prior to the 
war, spent in operating expenses, includ
ing maintenance and renewals, 58.89% 
of its revenue. In 1918, as stated above,
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the operating expenses, including main
tenance and renewals, amounted to 75% 
of the revenue. It may also be stated 
that the expenditure for maintenance and 
renewals was below the average spent in 
previous years. Increased wages and 
increased cost of materials are respon
sible for this large increase in operating 
cost. Municipal ownership is urged by 
many as a panacea. One year of public 
ownership of railways in the U.S. has 
proved the absolute danger of such con
trol. It should be borne in mind that 
whether the public operate the street 
railways under public ownership, or 
whether they are operated by officials— 
the servants of private investors—the 
unit of the fares, that is, the price at 
which the product is sold (in this case 
transportation), must be such as will be 
sufficient to meet the total operating 
costs.

The management of an electric rail
way is not as blind as to refuse an ex
tension of facilities or an improved ser
vice if it is likely to bring an increase 
in revenues, but it costs money to run 
cars and certain revenues must be ob
tained to keep the cars running. The 
real cost of service per passenger de
pends on the length of time that he oc
cupies space on a car and hence the 
traffic conditions of high cost are: Slow 
average speed and long average ride.

If we divide the company’s passenger 
revenue per annum by the number of 
revenue passengers per annum we obtain 
the average return per revenue passen
ger. With fixed fares, this return per 
revenue passenger is constant. In Mont
real, the return per revenue passenger 
before the increase of fares, was on an 
average, 4.1c; it is now 4.8c, an increase 
slightly less than 0.7c per passenger or, 
an increase of 18% over the previous 
rate of fares. For every revenue pas
senger carried the company now receives 
4.8c, irrespective of the distance travelled 
by the passenger. The dweller in Notre- 
Dame de Grace, or Ahuntsic, or Cartier- 
ville who rides 5, 6 or 10 miles, pays no 
more than the dweller in Hochelaga, or 
St. George or St. Denis Wards, who 
rides only half a mile to destination.

I have stated previously that the real 
cost of service to a passenger depends 
on the length of time that he occupies 
a space on a car, and hence the traffic 
conditions of high cost of service are: 
Slow speed and long average ride; the 
largest item of expenditure is labor as 
it absorbs from 38 to 40% of the total 
revenue.

The labor charge amounts to a fixed 
quantity per hour that a car is in opera
tion, that is, the labor charge is not pro
portionate to the distance travelled by 
the car, hat is, to the mileage, but the 
higher the average speed of the car, the 
lower will be the labor cost for a given 
distance travelled by the car. Economy 
demands the largest possible car mileage 
in proportion to car hours and this makes 
the speed at which cars are operated 
very important. Every effort must be 
made to increase the average speed. Not 
only does a high speed make the service 
attractive, but it also makes possible 
lower prices. It is the speed and cheap
ness of operation which makes 5c rapid 
transit in subways and elevated roads 
possible.

The previous discussion has pointed 
out that to provide proper service the 
earnings per passenger must be sufficient 
to allow a liberal allowance for operat
ing expenses per passenger, that is, an 
adequate car mileage per annum varying

with the total number of passengers 
must be provided. Funds must also be 
provided for the proper maintenance and 
repair of the tracks and equipment. An
nual fixed charges of the capital invested 
in the system must also be paid.

Under the new contract, the Montreal 
Tramways system is operated under a 
service at cost plan whereby the fare is 
automatically adjusted to meet the cost 
of service, including in this cost a fair 
return to capital invested in the enter
prise. The new tramways contract em
bodies primarily the control of the fares, 
that is, the control of the fares in order 
to prevent unreasonable profits to the 
company from exploitation of the need 
of the public for tramways service. The 
cost of service principle is embodied in 
this contract.

The principle of controlling the fare 
in order to prevent such exploitation, or 
in other words, imposing a limit to the 
company’s profits, involves in equity the 
provision also of means to guarantee to 
the company a minimum fair return on 
is investment. As the chances of ex
cessive profits are removed, so the 
chances of loss must be minimized. It is 
clear, therefore, that at any time the 
fare must be sufficient on the average to 
pay for the cost of operation and pro
per maintenance of the system, with such 
other legitimate charges against revenue 
as may be agreed on, including a fair 
minimum profit on the invested capital 
of the company. This return is a pre
ferred charge on the company’s revenue 
after paying for the operation and pro
per maintenance of the system. If a 
guaranteed return is provided, the com
pany must allow of a measure of outside 
control on such deductions from revenue 
as have priority over this return on the 
capital invested. It follows, that the vari
ous items of the cost of service must ex
ternally controlled.

In order to provide service to the 
public, the Montreal contract provides 
continuous control of the car service. 
This necessitates the provision of suf
ficient cars to carry the traffic under 
average conditions and special provision 
for rush hour conditions. It is impossible 
to formulate clauses in a contract to 
provide for control of his nature; a con
trolling body must be empowered to 
order such changes as from time to time 
may become desirable after careful 
study of the traffic requirements. Apart 
from rush hour conditions the service 
bears a simple relation to the average 
number of passengers per car mile, car
ried per annum, that is, the density fac
tor. The cost of operation and mainten
ance are passenger varies almost in
versely as this density factor. Thus a 
high value of this factor results in a 
low cost per passenger, but the cars will 
be crowded. At present, when the base 
costs of operation and maintenance are 
high, it is necessary to allow a high 
value for this ratio, in order to keep the 
cos per passenger within reasonable 
bounds. This limit is imposed by the 
average fare per passenger collected. 
With a decrease in base costs it may be 
desirable to reduce this factor, giving im
proved service at the same maximum 
cost and fare.

After all the charges have been paid, 
viz: operating expenses, maintenance and 
renewals, fixed charges, city rentals, the 
remaining surplus is to be divided in the 
proportion of 20% to the company, 30% 
to the city and 60% to a special fund 
devoted to the reduction of fares. The 
sum total of this fund is used as the in

dicator of the adequacy of the fare 
charged to meet the charges of the com
pany. If this fund becomes depleted, 
due to drafts to make up shortage in 
the contingent reserve fund, it will be 
evident that the succeeding year’s oper
ation would show a further drain of re
serve which would not be replenished 
from the tolls reduction fund. All the 
charges against income would not be 
fully guaranteed for the succeeding year 
and since such guarantee is a primary 
condition of the contract, it will be ne
cessary to revise the fare schedules to 
replenish the contingent reserve fund. 
At any time when, owing to there being 
a large balance to the credit of the tolls 
reduction fund, the same being sufficient 
to make up the estimated decrease in 
gross earnings at a lower fare for a per
iod of several years, it is provided that 
the controlling body may order a reduc
tion of fare. This method of obtaining 
a readjustment of fares, being based on 
the total of a fund to which, when any 
surplus exists, money is added each year, 
prevents the possibility of postponing a 
reduction of fare by excessive expleni- 
ture undertaken, to reduce the annual 
surplus. In this respect the scheme of 
the proposed contract is different from 
any that have been in use.

It will be seen from the above discus
sion that the permanent controlling body 
is necessary. It is obvious that outside 
control, as above provided for, is in the 
interest of the travelling public. Since 
the city shares in the profits and respon
sibilities of the tramways system, it is 
a partner in the enterprise. It is desir
able, therefore, that such controlling 
body should be independent of the City 
of Montreal and of the Montreal Tram
ways Co., and should be an entirely in
dependent body.

The agreement provides for a proper 
return on the fair value of the property 
and guarantees efficient service to the 
community. Ou such a basis the matter 
of fares readily adjusts itself and such 
questions as the extension of service into 
unproductive territory, increase of ser
vice, and other questions that have caused 
irritation in the past, will present them
selves for consideration in an entirely 
new aspect. All unnecessary burdens 
and additional burdens imposed upon the 
electrim railways must inevitably and 
logically be reflected sooner or later, 
either in the rate of fare, or in the im
pairment of the service rendered. The 
familiar protests against the crowding 
of cars, antiquated equipment, infre
quent service, poor service, transfer 
privileges, etc., will now come back to 
the car riders themselves and the remedy 
is obvious. The people of Montreal or 
any other city can ride in discomfort or 
in luxury according to the bill which they 
are willing to pay.

The foregoing paper was read before 
the Montreal Publicity Association re
cently.

The Detroit Wages and Fare Situation 
—Employes of the Detroit, Mich., United 
Rys., returned to work June 12, after 
having been on strike from June 7 to 
enforce a demand for an advance of 
wages. The plan of settlement involves 
the increase of wages to 50c an hour 
for the first 3 months ; 55c an hour for 
the next 9 months, and 65c an hour there
after, to date from May 16, with the 
abolition of the 5c fare, and the 8 for 
25c workmen’s tickets, from June 21- 
The fare to be charged as fixed by the 
city council is 5c.
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The Winnipeg Sympathetic Strike and the Winnipeg Electric Railway.
A correspondent wrote Canadian Rail

way and Marine World from Winnipeg, 
June 15, as follows:— •

At the time of writing, June 15, Win- 
uipeg has been in the throes of a gen- 
eral strike for just over 4 weeks. This 
strike, which affects 35,000 workers, was 
aimed at depriving this city, of 200,000 
People, of its public utilities and neces
sities of life, and is very generally ac
claimed to be an attempt on the part of 
radical leaders who control the local 
trades and labor council, to establish Bol
shevism and the rule of the soviet here. 
That the strike has extended over so 
long a period, is due to the very whole
hearted manner in which the citizens 
have banded together, in an effort to de- 
teat what even ministers of the crown 
have described as a revolutionary at
tempt to overturn proper governmental 
authority and to supplant sane progres
sive trades unionism with the “one big 
union” idea, which is akin to the I.W.W. 
hnd Bolshevist movements in other coun
tries.

A dispute between metal trades em
ployers and employes was seized upon 
hy the trades and labor council as the 
oasus belli. The metal trades employers, 
While prepared to negotiate schedules 
"hth committees of their own employes,
,r international representatives of the 
utter, refused to recognize the metal 

P-ades council, a combination of unions, 
hcluding several with which the metal 
ades employers had no dealings with 
hatever and nothing to discuss. The 
etal trades council, which is composed 

re Ver^ radical socialists, insists on being 
- cognized as the official negotiating 

hy for all metal trades workers. The 
fnployers, however, refused to recog- 

tt)Ze *any extraneous body. In spite of 
e fact that the employers were pre- 

HiiH^ *° negotiate with unions or com
bes of their own employes the metal 
trarf council received the support of the 
rades and labor council, on the plea that 

Prî employers refused to recognize the 
or ,nciPle of collective bargaining, and in 
y-her to force the employers to accept 
as - definition of collective bargaining, 
Cjj drawn up by the metal trades coun- 
Un’i a e?neral sympathetic strike of all 
ass°ns’ including firemen and policemen, 
collated with the trades and labor 
w hc'l Was called. A vote of the unions 
°f tk *ten ^rsi; an(i 8,000 voted in favor 
dre(| strike, as against only a few hun- 
a tn .°PP°sed. Misrepresenting this as 
era,aJ°rity vote of all workers, the gen- 
Uhd went into effect on May 15,
the '/’9^0 workers became idle. Before 
haVp rike. and since, strenuous efforts 
Piini °eer made by provincial and Do- 
Thu °n authorities to effect a settlement, 
coui/trike leaders, holding that they 
thiga not arbitrate a principle, which in 
to refase's collective bargaining, refused 

p ter the dispute to arbitration.
1° 'hting pressmen, stereotypers and 
^ain °**Ve firemen, locomotive men and 
Wey-htcn were also called out. For a 
Pewg Winnipeg was without a daily 
Zati0î!aper’ but the international organi
te ns of t>ioge various unions refused 

a sympathetic strike, and 
is which did strike, have 
been punished. The news- 

! — ..ow got their full staffs,
the train service has not suffered

theC<îUni;enance 
in J°Cal unioi
»aPersT!îîCe_

much interference. Incensed at the at
tempt to deprive the city of fire and 
police protection, transportation, water, 
light, milk and bread, etc., the citizens 
banded together into a “Committee of 
One Thousand” and issued the edict that 
before a settlement of the metal trades 
dispute is made the question of the sym
pathetic strike must be settled once and 
for all. Volunteer forces were organized 
to man the police and fire brigades, the 
light and water plants, and the milk 
plants and bakeries. Having thus suc
cessfully nullified the attempt of the 
strike committee to reduce the city to 
starvation, the citizens expressed deter
mination that the sympathetic strike 
weapon, as it applies to various utilities, 
shall not be resorted to every time there 
is a dispute between a private employer 
and his employes. Permanent staffs for 
the fire, police, and other utility depart
ments have to sign a “loyalty” oath be
fore being taken on, in which they de
clare they will not become members of 
any union affiliated with an outside 
body, and that they will not participate 
in sympathetic strikes.

One of the principal sufferers in con
nection with the strike has been the 
Winnipeg Electric Ry. Co., which oper
ates light, power, gas and transportation 
utilities. Fortunately the company was 
able to keep its light, power and gas 
plants in full service, but the transpor
tation utility has been completely tied 
up since May 15. The 1,700 motormen, 
conductors, and shop employes, struck in 
sympathy with the metal trades employes 
and not through any dispute with the 
company. At the time the strike was 
called a board of conciliation was en
gaged in arbitrating the demands of 
motormen and conductors for 70c an hour 
(maximum) and an 8-hour day. Several 
sessions of this board had been held, but 
A. Scoble, business agent of the street 
railwaymen’s union, had told the board 
that no matter what its decision was, un
less the demands of the men were met 
they would go out on strike. The union 
refused to name a representative on the 
board, and refused to put in its case. 
Three days before the sympathetic strike 
was called, the street railwaymen were 
asked, by their union officials, to vote 
on the question: “Are you in favor of 
a strike to enforce your demands?” No 
reference was made to conciliation, and 
the result of the vote was 97% in favor 
of a strike. No vote, however, was 
taken on the sympathetic strike issue, 
but the men responded to the trades and 
labor council’s call and went out on strike 
on the morning of May 15. Meantime the 
board of conciliation investigating the 
men’s demands had suspended until the 
strike is over.No action was taken with regard to 
resuming street car service until June 
9, when the city council passed a resolu
tion requesting the company to resume 
operation immediately. Several confer
ences were held between officials of the 
company and the city with regard to the 
provision of police protection. In re
sponse to the city council’s demand, A. 
W. McLimont, Vice President and Gen
eral Manager of the company published 
an advertisement in all local papers ask
ing the men to report for work at their 
respective bams on June 12 at 8 a.m. 
This advertisement closed with the fol
lowing appeal : “I wish to convey to you

men my personal feeling that you are 
not now aiding the cause for which the 
general strike was called by continuing 
to deprive the people of Winnipeg of 
transportation. On the contrary, you are 
injuring your personal standing in the 
community and getting the authorities 
and the public alike down upon the Win
nipeg Electric Railway Co.’s employes. 
Remaining on strike now only results in 
seriously injuring the company which 
employs you and depriving it of revenue 
it must have to conduct its business, 
and provide the wherewithal to pay your 
wages, in order that you in turn may 
support your families and yourselves.”

On June 11 members of the street rail
waymen’s union held a meeting to con
sider this new development, and after 
discussion they decided unanimously to 
remain out on strike in sympathy with 
the other workers. Strong pickets were 
placed at the respective bams, the fol
lowing morning, and only two employes 
reported for duty. Resumption of ser
vice, of course, was impossible.

In a letter to Mr. McLimont, the presi
dent of the street railwaymen’s union, 
after giving the result of the meeting, 
said: “We regret that we are unable to 
comply with your request that we appear 
for work at 8 o’clock on Thursday morn
ing to operate cars. We would be very 
pleased to do so if the question that caus
ed the suspension was eliminated, but 
instead of it being eliminated, other 
complications have been added that make 
in our opinion operation of cars a seri- 
our mistake at this time. We are hope
ful, with your co-operation, that the time 
of operation will be extended until the 
matters in dispute are satisfactorily ad
justed to all concerned. We appreciate 
the spirit in which your letter is couched 
and we hope that in the very near future 
we will be able to resume our former po
sitions, and continue our past amicable 
relationship, and we would request that 
you use your good offices with the many 
other influential interests that are work
ing, with the object in view of restoring 
to our fair city that spirit of good fel
lowship and brotherly love that should 
permeate every man and woman that has 
the welfare of the community at heart. 
Try with us to again establish the spirit: 
‘Do to others as we would have them do
to us.’ ”

At a city council meeting on June 14 
the question of permitting jitneys to ply 
the streets just so long as the street car 
service might be tied up, was discussed. 
The City Solicitor suggested that the 
council might ask the Winnipeg Electric 
Ry. Co. to waive the agreement with the 
city prohibiting jitneys for the time 
being. Some of the aldermen, however, 
argued that the company had broken its 
agreement through not providing street 
car service when requested by the coun
cil, and was, therefore, out of court. 
After discussion the City Solicitor asked 
for time to study the question, before 
making a statement as to what rights 
the city had to permit jitneys to run 
under the circumstances.

As the Winnipeg Electric Ry.’s passen
ger revenue averaged about $10,000 a 
day previous to the strike, its loss has, 
of course, been very heavy..

Owing to the fact that on June 12 only 
two out of the whole of the men on strike 
reported for work, no attempt was made 
to operate any cars. The element seemed
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to join with the strikers in preventing 
the cars running, for on June 14, the city 
was visited by a severe cyclonic storm, 
which did very considerable damage to 
the electric railways and power trans
mission lines, etc., it being reported that 
on the Winnipeg, Selkirk and Lake Win
nipeg Ry. alone, there were eight miles 
of poles demolished. Owing to the ef
fects of the storm no attempt was made 
to run the cars until June 18, when 13 
cars were put in operation early in the 
morning. The power was soon after
wards mysteriously shut off, and later 
on turned on again. It was reported 
June 18 that cars would be operated on 
the Portage Ave. route only in the mean
time. Subsequent report stated that ad
ditional men were returning to duty, that 
additional lines were being restarted, 
and that it was hoped before very long 
to restore a full service. On June 25 
it was announced that the sympathetic 
strike had been called off unconditionally 
and that normal electric car service would 
be restarted at once.

Quebec Railway, Light & Power 
Co. Orders Double Truck Cars.
The Quebec Railway, Light & Power 

Co. has ordered 10 double truck steel 
cars for its city street railway division, 
the same to be fully equipped and ready 
to operate, and to be numbered 610 to 
619, both inclusive. Five have been 
ordered from Ottawa Car Manufactur
ing Co. and 5 from Preston Car & Coach 
Co. Following are the principal partic
ulars :
Seating capacity ......................... ...... about 42 persons
Weight (car body only) ......................about 15,000 lb.
Weight (car complete) ..................... about 36,000 lb.
Length of body.............................................. 29 ft. 88 in.

Length of front vestibule ................... 4 ft. 6 in.
Length of rear vestibule ................... 6 ft. 0 in.
Width over all (not to exceed)............. 8 ft. 0 in.
Width at roof (not to exceed).............  7 ft. 8 in.
Projections of bumpers ....................   0 ft. 6 in.
Length over all (not to exceed)............  41 ft. 2 in.
Bolster centers ......................................... 18 ft. 0 in.

Interior trim ..................................... mahogany finish
Headlining ............................................................... agaeote
Roof ...................................................................  single arch
Air brakes ..................................  Westinghouse S.M.E.
Hand brakes ............  Peacock
Axles ............................................................. 4y2 in. diam.
Car trimmings ...................................... Ottawa Car Co.
Cables ......................................................... “ “
Control ................. single end Westinghouse K-35-D
Curtain fixtures ..................................  Nat. L. W. Co.
Curtain material...................................................Fabrikoid
Fenders .................................................... H.B. life guard
Gear ratio ........................................... 15-69-5 in. face
Gears ................................................................. Nuttal b.f.
Heaters ..................................... Con. Car Heating Co.
Headlights .................................................. Crouse Hinds
Journal boxes ...............................................................  Brill
Motors..........4 Westinghouse no. 533, 40 h.p. each
Motors ............................................................. outside hung
Seats.......... 8 crossed, 4 on each side, center of car
Seats............ 1 crossed, front end at iron stanchions
Seats .......................................................................... 4 longi

tudinal, 2 front end, 2 rear end crossed seats
Seating material .................................................. rattan
Trucks ....................................... improved short wheel

base for outside hung motors. Brill 76-E-2
Wheels ............................................................................ rolled

steel, 33 in. diam., 2% in. tred, % in. flange
Ventilators ..................................... 6 utility honeycomb
Faraday high voltage car signal system.
Fare boxes (Coleman large stand and no. 4 type). 
Motorman and conductors' seats.
Perry Hartman’s standard double roller bearing 

side-bearings, and ball center bearings. 
Sand-boxes, foot gongs, p.a.y.e. stand,
Trolley poles, high grade steel tube, Nuttal trol

ley base 11.
Lighting fixtures same as Montreal Tramways 

Co., 1650 class cars.
Construction underframe and carbody 

to be of similar design to that of Mont
real Tramways Co., 1550 class cars, elim
inating folding steps and doors feature 
on rear vestibule end. Front vestibule 
to be short, and equipper with folding 
door and step, with operating lever con
venient to mortorman. There to be no 
bulkhead at front end of car, but 2 iron 
pipe stanchions and a panel installed up

to the height of the belt rail, also a long 
cross seat to be installed across the 
front end of car to seat 3 persons. Rear 
vestibule to be circular at end, and equip
ped with heavy bronge p.a.y.e. rails, no 
doors on entrance or exit to platform. 
There are to be 11 double sash windows 
in each side of car body, top sash to be 
stationery, and bottom sash made to 
raise, to open. Roof to be of arch type, 
with 3 honeycomb ventilators at each 
side. Bulk head at rear end, with one 
sliding door at exit side, and one fold
ing door at entrance side.

Car to be equipped in accordance with 
specifications with seats bumpers, draw
bars, curtains, grabhandles, p.a.y.e. rails, 
folding step at front vestibule, push but
tons, buzzers, signal bells, alarm gongs, 
hand straps, ventilators, brakes, track 
sanders and other minor fittings and ap
pliances found on cars of this type gen
erally. Six iron pipe guard rods with 
fittings to be put on windows on devil 
strip side of car body 3 in. apart. Also 
a 3-rod brass window guard on vestibule 
windows and seats for the motorman 
and conductor.

The specifications cover the construc
tion of car bodies, equipments, trucks, 
special fittings and appliances mention
ed therein, cars to be furnished ready 
for operation. Minor details suggested 
by the purchaser during the construction 
of the cars to be carried out without

the loan, so that on a $2,000 property, 
the company will provide $1,800, and 
the employe $200. The company’s lega* 
and other departments give their ser
vices free in carrying out the plans.

American Electric Railway Association 
Convention—Owing to war conditions 
this association did not hold a conven
tion in 1917 or 1918, but it will revive 
its annual convention this year, and that 
of its affiliated associations, viz: Amer
ican Electric Railway Accountants’ As
sociation, American Electric Railway En* 
gineering Association, American Electric 
Railway Claims Association and Amer
ican Electric Railway Transportation ® 
Traffic Association. The convention win 
be held at Atlantic City, N.J., from Oçt 
6 to 10, both inclusive, and there wm 
be an electric railway appliance exposi
tion on Young’s Million Dollar Piet 
where the associations’ meetings w»1 
also be held.

Electric Railway Finance, Meet
ings, Etc.

British Columbia Ry. and allied com
panies:— lOmons.to 10mon9>

• Apr. 30, Apr. 30 
Apr., 1919 Apr., 1918 1919 1918 .

Gross ........ $631,988 $515,417 $6,022,107 $6,010,6»=
Expenses.... 458,674 385,420 4,449,003 3,848,1»’
Net ............ 173,314 129,997 1,573,104 1,162,5»»

■

Electric locomotive for Hydro Electric Power Commission of Ontario’s Niagara Power Developm®
Construction Railway.

it*

extra charge, providing such suggestions 
are made in time not to interfere with 
the construction.

British Columbia Electric Ry.’s 
Housing Plans.

As a practical instance of what may 
be done by a company for the benefit 
of its employes in the way of enabling 
them to own their own homes, the pro
ject recently put in operation by the 
British Columbia Electric Ry. is of in
terest. The company made a start with 
its office employes, and to assist them 
in buying or building houses, set aside 
recently $50,000 to be loaned at 6% re
payable in instalments. The details of 
the plan, which were worked out by a 
committee of the Office Employes’ As
sociation, fix the maximum amount to 
be loaned to any one employe at $2,500, 
and the repayment term at 12 years. 
Over 80 applications, totalling $160,000, 
were received, and the committee select
ed 25 of the applicants. The first cases 
handled are purchases of houses already 
built. The applicant is required to pro
vide cash or security equal to 10% of

The gross and net for Apr., 1919 
elude $16,185, representing lc out 
every 6c fare collected in Vancouver, 8® 
held in suspense under the Public Ut», 
ties Act, pending the commission’s dec ' 
sion.

Cape Breton Electric Co..:—
4 mens, to 4 mon»’.

Apr. 30, Apr »1" 
Apr., 1919 Apr., 1918 1919 191» fi

Gross ..$46,455.82 $37,674.04 $184,534.25 $154,913- 
Ex- , A$

penses 33,316.47 27,985.85 136,732.30 120,36»- g 
Net ...... 13,139.35 9,688.19 47,801.95 34,64»-

Regina Municipal Ry. — A Regif1®' 
Sask., paper says:—“During May 
street railway deficit took a jump iv°he 
$9,152 to $17,324. In other words t® 
deficit for May was nearly as great 
that of the four preceding months.” 
perintendent Houston is reported to ha 
pointed out that cheques for back Pr*, 
for the increase of wages granted by 
council were paid in May. He estimât p 
that the increase will amount to $D’?he 
or $12,000 a year, so that $5,000 of 
increased deficit would be accountedj 
in this way. This added to the n0T gt 
increase in the deficit for the month 
the first four months of the year W<?u
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Practically make up the difference of the 
deficits.

Sandwich, Windsor and Amherstburg 
was reported May 30 that nego

tiations were in progress for the pur
chase by the Hydro Electric Power Com- 
“iission of Ontario of the lines in Can- 
haa. owned by the Detroit United Rys. 
had operated by the Sandwich, Windsor 
“ad Amherstburg Ry. A subsequent 
Jatement was to the effect that the ne- 
Sptiations had been broken off owing to 
he decision of the municipalities to sub- 

aiit bylaws authorizing the company to 
Barge increased rates in order to pay 
ts employes higher wages on a scale 

.greed upon. The bylaws will, it is said, 
e voted upon by the ratepayers of the 
Ry of Windsor, the Town of Walker- 
' le> and the municipality of Sandwich, 

°a July 5.
fi 'i^roato Ry.—At a recent meeting of 
ae Toronto board of control, the mayor 

,, ?Ved that a bylaw be submitted to the 
a7"rPayers at the election in Jan., 1920, 
uthorizing the provision of $5,000,000 to 

S ePare the way for the taking over of 
6 Toronto Ry. by the city in 1921. The 
atter was referred to the city council’s 
ansportation committee, 

dj | °ronto Ry., Toronto and York Ra- 
al Ry. and allied companies :—

4 mons to 4 mons. to
Apr. 30, Apr. 30

Gr,*,. Apr., 1919 Apr., 1918 1919 1918
®xrf -•$1,051,960 $1,065,766 $4,257,882 $4,229,490 
Ne, nses 573,597 565,038 2,476,143 2,286,928

‘ ;  478,363 500,728 1,781,739 1,943,562

Pan ' 'nn*PeK Electric Ry. and allied com- 
An'nS:—Net earnings after operation 
in,»* Were $94,570.69, and 'after deduct
's axed charges, $34,284.97.

Montreal & Southern Counties Ry. 
Franchise Renewed.

C0lv,Z- ^oatreal City Administrative 
extpZvSS'on on June 3, passed a bylaw 
CouZf. ® the Montreal and Southern 
from tS Ry-’s franchise for 10 years 
trapu . une 15, 1918. The company’s 
fop tLln the city is 2,697 ft. long, and 
is lajri ,,Use of the streets on which it 
$1,40? the company is to pay a rental of 
ap’d ,a mjle, plus the cost of sprinkling, 
snow elcaniag streets, the removal of 
The 1 aad certain repairs to pavements. 
everv°tal of these items is to be revised 
Period thrje years> the cost for the first 
the r=yUn°er the new franchise being, at 
Papy °t $4,167.40 a year. The com- 
C°aductay *3e aahcd upon to put its power 
track tors underground; it must lay 
franpp?11 ?ay lines authorized under the 
take uZe Nov. 1 of this year; it may 
as Passengers with their baggage, 
ternimii as freight and parcels, at its 
ate a 1 ftation, but it must not oper- 
(Mav °,<V, service within the city limits.

y’ 1918, pg. 211).

To —----------------------
r°nto Street Car Questions.

Tv»Searpv, ^or°nto Bureau of Municipal Re- 
Ceptiy.^sked the following questions re-
PefieriUl^ Ihe citizens at laige be com- 
the ? to niake good annually, through 
°Per»e* rate> the deficit created by the 

Wh«on of city-owned utilities ? 
carr;St Percentage of the passengèrs 
side i? on the civic car lines reside out- 
, Whv ?ity limits? 
frrpj-L, sa°uld the citizens of Toronto 
Pe0p]p transportation at a loss to these 

if -L wa° are not even taxpayers ? 
ne basis of municipal ownership is

service at cost, why not charge the cost 
of service to those who receive same?

Should not the civic car lines be put 
on a better revenue-producing basis so 
that our civic officials may have a fair 
chance to demonstrate their ability to 
handle civic transportation ?

Does not the annual deficit from the 
operation of the civic car lines provide 
one of the most potent and damaging 
arguments urged against municipal own
ership ? Is not this argument being 
used today ?

If the city were to charge the pres
ent rate of fares on the proposed North 
Yonge St. and Mount Pleasant lines, by 
what amount would the annual deficit be 
increased.

Are the real advantages to the com
munity of encouraging people to live 
outside the area served by the Toronto 
Ry. of importance enough at this critical 
time to counterbalance the dangers of 
operation by deficit (to be made up from 
general taxation) ?

Do the citizens wish the present policy 
of fares below cost continued ?

Mainly About Electric Railway 
People.

T. Ahearn, President, Ottawa Electric 
Ry., entertained his fellow directors of 
the Bell Telephone Co. at luncheon, at 
the County Club, near Ottawa, recently, 
after they had held a directors’ meeting 
in Ottawa.

Miss E. M. Carr, daughter of C. E. A. 
Carr, of the C. E. A. Carr Co., railway 
supplies, etc., Toronto, and formerly Gen
eral Manager, Quebec Ry., Light, Heat 
& Power Co., was married recently at 
Toronto, to E. M. V. Fielding of Niagara 
Falls.

Mrs. G. R. G. Conway, wife of the 
General Manager, Mexican Light & 
Power Co., and one of her children, is 
visiting Scotland for a few months; Mr. 
Conway and their other two children re
maining in Mexico.

Lome C. Webster, President, Quebec 
Ry., Light, Heat & Power Co., has been 
elected a director of the Merchants Bank 
of Canada.

G. Gordon Gale, Vice President and 
General Manager, Hull Electric Co., and 
Mrs. Gale, are spending the summer at 
their country house at Aylmer, Que.

Sir Wm. Mackenzie, President Toronto 
Ry., left Toronto, June 14, for England, 
expecting to return about the end of 
July.

Mrs. Henry Smith, who died in London, 
Ont., June 10, was the widow of a for
mer Superintendent of the London St. 
Ry., in the old horse car days, previous 
to its electrification in 1895, and for 
some time afterwards, and who died in 
1905.

Jurisdiction Over Grand River 
Railway Co.

The Grand River Railway Co. applied 
to the Dominion Parliament, at its re
cent session, to repeal sec. 3, chap. 47, 
Dominion Statutes of 1904. An act re
specting the Berlin, Waterloo, Wellesley 
& Lake Huron Railway Co. which pro
vided as follows:

“The acquisition by purchase or lease 
by the company, of the line of either, or 
both, of the street railway companies 
mentioned in sec. 2 of this act (viz: Galt,

Preston & Hespeler St. Ry. Co. and 
Preston & Berlin St. Co.) which have 
been incorporated by charter of the Pro
vince of Ontario, or any agreement for 
amalgamation by the company with 
either or both of the said street railway 
companies shall not make such line or 
lines of street railway companies shall 
not make such line or lines of street 
railways or any extension or extensions 
thereof hereafter constructed under such 
charter or charters subject to the Rail
way Act, 1903, or works for the general 
advantage of Canada, but they shall be 
and remain subject to the legislation and 
control of the Province of Ontario.”

The bill has passed both houses of par
liament and now only requires the Gov
ernor General’s assent.

Electric Railway Notes.
The Hamilton St. Ry. at the city coun

cil’s request, inaugurated near side stops 
on June 1, instead of stopping on the 
far side of crossings as theretofore. The 
Toronto Ry. is reported to be ordering 
electrical and other equipment for 50 
cars to be built in its own shops.

The Weston, Ont., Town Counsel is 
reported to be considering taking steps 
to compel the Toronto Suburban Ry. to 
put on a 10 minute service between 
Keele St., West Toronto, and Weston, in 
accordence with a recent order by the 
Ontario Railway and Municipal Board.

The British Columbia Electric Ry. had 
one of its cars damaged recently in a 
collision with a Great Northern Ry. 
train at Georgia St. crossing, Vancouver. 
In an action in a B.C. court, the B.C.E.R. 
has been awarded $593 damages; the 
judge holding that if the emergency sig
nals had been given by the train fore
man the accident would not have hap
pened.

The Cape Breton Electric Co. is re
ported to have begun June 1 to sell 
metal tickets for use on its cars. These 
tickets can be purchased singly or in 
any reasonable quantity, and are to be 
used on all lines exclusively, except on 
the Sydney and Glace Bay interurban 
line, where the requisite coins may also 
be used in payment of fares. The metal 
tickets sell for 6c each.

The Montreal Tramways Co. was on 
June 8, directed by a Quebec court, to 
pay $192 with costs to W. Cochram, as 
damages for injuries received while a 
passenger on one of the company’s cars. 
The car on which he was travelling was 
so crowded that he had to stand on the 
lower step of the car platform. While 
crossing the elevated bridge near Blue 
Bonnets, he was struck by a guard or 
cantilever of the bridge. The court held 
that the company was not only respon
sible for the overcrowding of the car, but 
for the placing of the guard at the bridge 
at a point too near passing cars.

Three passengers on a Montreal Tram
ways Co.’s car on Oct. 10, 1915, engaged 
in a quarrel, which resulted in a Mrs. 
McDonald, who was also a passenger, 
receiving some injuries. Her husband, 
P. McDonald, sued the company for dam
ages, and a court awarded $1,000 there
for. The companys thereupon entered an 
action against John Couti, N. and E. 
Beauregard, the three passengers who 
engaged in the disturbance, to recover 
the amount of the damages and costs 
awarded McDonald. Justice Greenshield 
decided, June 21, in the company’s favor 
and gave judgment against the men 
jointly and severally for $1,000 and costs.
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Electric Railway Projects, Construction, Betterments, Etc.
Calgary Municipal Ry.—We were of

ficially advised June 18, that there is 
under construction about a mile of single 
track line in the city, all the material 
for which is on hand. This material is 
being removed from the line built to 
serve the military camp on the Sarcee 
Indian Reserve, which is no longer re
quired. The labor is to be paid for out 
of revenue account. This is apparently 
an extension of the center street line, 
which was under discussion in Jan.

At a recent city council meeting, the 
proposal for the extension of the Kil- 
lamey St. line was held over pending the 
giving of a written opinion by the City 
Solicitor as to how the two-thirds coun
cil vote to reject the commissioners’ re
commendations affected capital expendi
tures. The commissioners recommenda
tion was for the extension of the line 
from 17th Ave. andn 29th St., south to 
23rd Ave., 1,700 ft., turning east on 23rd 
Ave. and back to 17th Ave. or 28th St., 
but the council decided that the line be 
carried to 25th Ave., 1,200 ft. (June, 
pg. 324).

Guelph Radial Ry.—A press report 
states that the Guelph, Ont., city coun
cil proposes to issue bonds to provide 
funds for the construction of an exten- 
tion from Hespeler St. north to Mount 
Forest St.

The International Transit Co. is, we 
are officially advised, relaying with 85 
lb. rails between 6,300 and 6,400 ft. of 
track on Main St., Sault Ste. Marie, Ont., 
and will also lay a second track along
side as well as renewing the present 
sidings. The joints will be electrically 
welded. The company has bought 70 
tons of 85 lb. rails from the Algoma 
Steel Corporation, and 4,500 cedar ties. 
This work is being done in advance of 
city permanent paving. A. E. Pickering 
is General Manager. (June, pg. 324).

The Lethbridge Municipal Ry. is, we 
are officially advised, putting in new 
ties on three miles of track.

Lunenburg Electric Ry.—The Nova 
Scotia Legislature has amended the com
pany’s act of incorporation, principally 
by granting an extension of time within 
which the projected lines may be built. 
The company was incorporated in 1911 
to build an electric railway within the 
municipalities of Lunenburg and Ches
ter. W. Duff, clerk of Lunenburg mu
nicipality, was one of the original in
corporators.

Montreal Tramways Co.—We are of- 
fically advised that the company either 
has in hand, or proposes to carry on, 
construction on the following extensions 
and renewals during the current year: 
Extensions—St. Patrick St. and Monk 
Boulevard to Allard St., 2.20 miles; Cote 
des Neiges Road, from Westmount Bou
levard, to Queen Mary Road, 1.50 miles. 
Relaying with 115 lb. rails the following: 
St. Lawrence from Ontario to Craig, one 
mile; St. Denis St., Ontario to St. 
Catherine, half a mile; St. James St., 
Place d’Armes to McGill St., quarter of 
a mile; Notre Dame St., Berri to La
croix St., one-fifth of a mile; Notre Dame 
St., Craig to Frontenac, 0.8 mile; 
St. Lawrence, Mount Royal to Bernard, 
1.80 miles; Amherst, Craig to Ontario, 
1.20 miles; St. Catherine St., Laurier_to 
Bellingham, 1.70 miles; St. Catherine 
St., various renewals, 3 miles. The com
pany also proposes to rebuild certain 
other parts of its tracks, using the same

rails, and also renewing a number of 
small intersections. The company also 
proposes to put up an addition to its 
Youville substation, to make various re
newals to car barns, and to rebuild and 
strengthen bridge and viaduct on one of 
its outside lines. W. F. Graves is Chief 
Engineer, Montreal.

At a meeting of the city council, 
June 9, the following resolution was 
proposed by Alderman Elie, but consid
eration of it was deferred to a future 
meeting:—“Whereas the needs of traf
fic require a more efficient tramway ser
vice than the Montreal Tramways Co. 
can possibly give under present circum
stances ; whereas, whatever may be the 
number of cars placed at the disposal 
of the public by the company, conges
tion cannot be avoided, the number of 
lines not being sufficient and the service 
being delayed, owing to the fact that 
the tramways of several lines have to 
run on the same streets, as is the case 
in the vicinity of Place d’Armes ; where
as the construction of underground 
tramway lines would be, in the council’s 
opinion an efficient remedy for the pres
ent state of things ; Be it resolved, that 
the administrative commission be re
quested to consider the advisability of 
including in the amendments to the char
ter which may be submitted at the next 
session of the legislature, a clause 
amending the tramway contract, or to 
adopt any other measure so as to pro
vide for the establishment of an under
ground tramway service with the short
est possible delay.” (June, pg., 324).

Nova Scotia Tramways and Power Co. 
—Special meetings of the holders of the 
company’s preferred and common stock 
were called to be held at Halifax, June 
24, to authorize the issue of $2,000,000 
of unsecured 3-year notes, one-half of 
which are to be put on the market as 
soon as approved by the Nova Scotia 
Public Utilities Commission. The pro
ceeds of the proposed issue are to be 
utilized for the purchase of additional 
cars and other equipment, and for im
provements and repairs.

Ottawa Electric Ry.—At a meeting of 
the Ottawa Board of Control, May 28, the 
question of the construction of a loop 
around Cobourg, Murray, Charlotte and 
St. Patrick Sts., came up for considera
tion. A press report says the company’s 
proposal to build the loop with a guar
antee that it would replace any pave
ment damaged or tom up, and would 
maintain a proper service, was recom
mended to the council for approval. 
(Sept., 1918, pg. 403).

Quebec Ry., Light and Power Co.—The 
Quebec City Council accepted tenders 
recently for paving Beauport Road, pro
vision being made for a double track 
electric railway in the center of the 
roadway, and for the paving of the west
ern side of Charlesbourg Road, the street 
railway tracks occupying the western 
side. Subsequently the matter was dis
cussed with a view of having the loca
tion of the railway changed on Beauport 
Road from the center to the side, and 
to make a boulevard along the center 
of both roads. A press report of June 
11, stated that the paving contracts had 
been held up, pending a settlement of 
the matter. (June, pg. 324).

We are officially advised that the com
pany is building about a mile of track

on Beauport Road, from the Canadian 
Northern Ry. tracks to the city limits..

Toronto Civic Ry—Works Commis
sioner Harris, in a report to the To
ronto civic works committee, recently 
reported against any immediate con
struction of the proposed Mount Pleas
ant Road civic car line. The estimated 
cost of building of such a line from 
Yonge St. to the city limit with bridges, 
etc., of a permanent character, is $2>- 
224,164. Other estimates showing the 
cost of the line with partly permanent 
construction were also submitted. The 
committee decided, June 12, not to take 
any action in regard to the construc
tion of the line until the question ox 
acquiring the portion of the Toronto and 
York Radial Ry.’s Metropolitan Division 
on Yonge St., within the city limits 
has been settled. The residents of the 
Mount Pleasant area, which the line 
would serve, held a meeting June 12 an» 
called upon the city council to pass * 
bylaw, authorizing the construction 01 
the line.

Toronto Eastern Ry.—As stated m 
Canadian Railway and Marine World fox 
June, pg. 322, President Hanna, of the 
Canadian National Rys., which now holds 
this company’s charter, announced tn* 
it was intended this year to electrify 
the line from Bowmanville easterly to 
Pickering, on which track has been lajv 
and that it was intended to proceed wit 
the construction of the line easterly t 
Toronto as soon as possible. On Jun 
24 we were advised that no steps ha 
been taken to go on with the work ind- 
cated above, on account of negotiation 
being in progress for the sale of w 
charter, property, etc., to the Hydro hie 
trie Power Commission of Ontario.

London and Lake Erie Ry. and 
Transportation Co.’s Line 

Being Dismantled.

We were officially advised, June 6, th 
the whole of the rails on the line h 
tween London and Port Stanley, had be , 
lifted and sold; 2,000 tons being s°, 
to A. G. Kidston and Co., Montre»1' 
through Jno. J. Gartshore, Toronto, wn 
is taking the balance of the rails, som 
800 tons, and selling them to variou 
parties. The power has been shut 0 
at St. Thomas, and the company is taK 
ing down the overhead work. .

A steel bridge at London, Ont^ »» 
has been sold to the London City C°u 
cil, but otherwise none of the real e 
tate or buildings has been sold.

A St. Thomas press dispatch of 
11, states that a special committee 
the City Council had arranged to t>u> 
the company’s car barns, freight hous j 
substation and other real and person 
estate in the city, for $25,000, subject 
the ratepayers’ approval, payment to 
made in 20-year city debentures. 1 
despatch says the property to be acqm 
ed includes the tracks within the f'V 
and the spur connecting with the MicD 
gan Central Rd., together with the ove 
head work of the same; and the cj 
barns, substation, freight house »?e 
other buildings on Talbot St. E. ^ 
company claims that this property c® f 
$50,000 and could not be duplicated * 
$75,000. The city will use the newly a,e 
quired property in connection with t*1 
St. Thomas Municipal Ry.
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Marine Department
The Minister of Marine on Dominion Government’s Shipbuilding Programme.
In moving an amendment to the bud

get resolutions in the House of Com
mons, June 9, A. R. McMaster, M.P., for 
Brome, Que., criticized the government’s 
shipbuilding programme. In replying, 
Hon. C. C. Ballantyne said: “I agree 
With one point Mr. McMaster made, 
and that is the necessity of Canada ex
panding her trade and reaching out for 
foreign markets. Now is the opportune 
time for this country to do this. But I 
Was amazed to hear him say that he is 
opposed to the government’s shipbuilding 
Programme, that he considers it a waste 
of public money. I take sharp issue 
with him on that ground; I do not con
sider the policy a waste of public money. 
Ï am the minister responsible for recom
mending to the government the policy of 
creating a Canadian merchant marine. 
J think that policy is sound, the govern
ment is of the same opinion, and I be
lieve the large majority of the people 
°f Canada also think so. The gentleman 
overlooks the fact that a large trans
continental railway, such as the govern
ment owns and operates at present would 
oe in a sad plight if it did not have ships 
to complete its transportation chain. The 
gentleman apparently does not under
stand that Canada is in need of shipping 
ïpry badly at the present time. Lloyd 
Harris, when he was overseas as chair
man of the trade commission, sent me 
a cablegram to that effect from London. 
He also stated in the press when he re
turned that the problem before Canada 
at present is one of shipping. If the 
government had every one of the 45 mer
chant ships for which it has planned 
w*th a total tonnage of 264,000 tons, in 
service at present, we could use every 
?ne of them and more. Every day I 
■mve people coming to me begging for 
tonnage. And still the gentleman states 
~hat the government shipbuilding pro
gramme is an unwise policy and involves 
Practically a reckless expenditure. No 

finds fault with good old England, 
Which is still supreme as far as her 
mercantile fleet is concerned, for looking 
attor her own commercial interests first; 
0nd she would be the first to applaud 
.he of her overseas dominions for follow- 
hg her example and looking after our 
Wn interests with the same keenness 

the mother country herself does, 
hat is the United Kingdom doing at 

with regard to shipping coming 
^ Canadian ports? She declares that 
s " of the available cargo space is re

eved for the British Minister of Ship- 
hg. I -would like the house to take 
to of this: only 30% of the available 

ç r&° space is left for the products that 
is ?ada wishes to export. That amount 
ha ,va*'y ^adequate. In addition to that 

ndicap, our trade commission found, 
ot,en it visited the United Kingdom, and 
in ®.r European countries, that discrim- 
adatlng "Height rates exist against Can-

pe .9anada has been for years handicap- 
tho ? ^er export trade, and would be in 
fac, future also if it were not for the 
char,. at we are building our own mer- 

nt marine. It works out like this, that

if the United Kingdom has products to 
ship to South Africa, we will say, Can
ada, without ships, cannot compete with 
the mother country, because she gives 
such a favorable rate from the United 
Kingdom to South Africa. But now that 
we have our own merchant marine, D. B. 
Hanna, who has charge of the ships, in
tends to meet the competitive rates of 
the old country in order that the manu
factured products of Çanada can be put 
on the markets of the other overseas 
dominions and then on the foreign mar
kets on an equality with the mother 
country as far as freight rates go. Would 
it therefore be an unwise expenditure for 
Canada to build up a mercantile ma
rine?

“As I said before, we first of all re
quired our mercantile marine to work in 
conjunction with our railway system. We 
hope to see Canadian merchant ships 
carrying cargoes to all parts of the 
world and bringing back raw materials 
required by Canadian manufacturers. I 
hope in the very near future, as I am 
sure all the people of Canada do, to see 
our splendid merchant ships running to 
Australia and to New Zealand—excellent 
markets are available there—also to the 
Orient, from Vancouver; and to South 
America, the West Indies, South Africa 
and the United Kingdom.

“There is another point that I would 
like to drive home. The milliohs of dol
lars that the government is putting into 
ships is expected to come back again into 
Canada’s exchequer. When a year ago 
I introduced in this house our merchant 
marine policy I stated that while the 
rates of freight would probably go down 
—as they have done since the armistice 
was signed—that owing to the great loss 
in the world’s tonnage as a result of the 
enemy’s submarine warfare, the rates 
would still remain sufficiently high to re
duce the cost of these ships that we are 
building, if not to entirely wipe off their 
initial cost. I am very pleased to say 
that the nine ships we have in service at 
present are earning very good gross pro
fits, and I believe that within a year, or 
at least not more than a year, the initial 
cost of each one of those ships will be 
entirely wiped off. The other ships as 
they are ready to go into service from 
time to time, are going to make good 
gross profits, and net profits also, so that 
the money really is only being put out 
at the present time temporarily and will 
again return to the public exchequer. 
Therefore, I am at a loss to understand 
the member for Brome being so opposed 
to the government’s shipbuilding pro
gramme. I am very glad that so many 
members on his side of the house have 
given their unqualified consent to our 
policy, and I do not believe that he has 
very much of a following in his opposi
tion to it.

“We hear again and again that Eng
land, Scotland or Ireland can build ships 
cheaper than Canada ; and, if the United 
Kingdom cannot build ships cheaper, then 
that Australia can do so. When I brought 
down my estimates I took the precaution 
to be well posted on shipbuilding costs, 
and I have a further supplementary esti

mate to bring down. I stated at that 
time, and I reiterate now, that all the 
yards in the United Kingdom are filled 
up with orders for shipbuilding on what 
is known as “cost and line.” No one 
can get a fixed price per ton for a fin
ished ship such as the Canadian Govern
ment is getting here, and their prices 
range anywhere from £28 to £33 a ton. 
I have the prices and the estimated cost 
on time and line for ships that are being 
built in the yards of the old country, i.e., 
cargo ships just the same as the Cana
dian Government is building, of 8,000 and 
5,000 tons. I have not yet asked for 
prices until the supplementary estimate 
is approved by parliament, but I have 
good reason to believe that this govern
ment and the people of Canada will be 
able to have similar ships built in our 
Canadian ports at just as low a price 
as they can be built for in England, Ire
land and Scotland—built just as well, 
and a better type of ship.”

Shortage of Tonnage for Maritime 
Provinces Coal Shipments.

In reply to a question in the House 
of Commons, June 16, the Minister of 
Marine stated that the High Commis-, 
sioner in London, Eng., has been request
ed by cable to urge on the British Min
istry of Shipping, the necessity for the 
release of requisitioned steamships, and 
additional representations were being 
made through the Secretary for the Col
onies. The government, he stated, was 
aware of the difficulty being experienc
ed in delivering Nova Scotia coal at 
Montreal, owing to lack of tonnage. The 
majority of the steamships used in the 
coaling trade are registered in Great 
Britain, and are, practically, under the 
British Ministry of Shipping’s control.

A London, Eng., press cablegram of 
June 15, says:—“Sir John Anderson, 
Secretary of the British Shipping Con
trol, emphatically denies alleged dis
crimination against Canadian coal inter
ests with respect to the release of ton
nage. He says:—‘We are concerned with 
ships, not charterers. We steer a per
fectly straight course. Our only pos
sible guiding rule is the public interest. 
We are bound to work to schedule. Cer
tain ships are arriving, and certain 
work needs to be done, and the most 
suitable ships are allocated. It is like 
a game of chess. If we allowed our 
moves to be affected by individual in
terests we should lose the game. If we 
were guided by our own personal con
venience we should long ago have re
leased these ships, because extraordin
arily powerful influences have been 
brought to bear. We do not lack sym
pathy with the charters, but are bound 
to place the public interest first. You 
may rest assured these ships will be 
released at the earliest possible mo
ment.’ ”

The Marine Navigation Co. of Can
ada’s barque Inversnaid, registered at 
Montreal, official no. 99,639, has had her 
name changed to Garthsnaid.
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Specifications for Machinery for 8,100 ton d. w. Steamships for Canadian
Government Merchant Maiine Ltd.

Of the 45 steel cargo steamships which 
the Marine Department has ordered, to 
be operated by Canadian Govt. Merchant 
Marine Ltd., 16 are to be of 8,100 tons 
d.w. each, representing a total dead 
weight carrying capacity of nearly 130,- 
000 gross tons. These orders have been 
placed as follows: Canadian Vickers Ltd., 
Montreal, 6; J. Goughian & Sons, Van
couver, 4; Halifax Shipyards Ltd., Hali
fax, N.S., 2; Prince Rupert Drydock & 
Engineering Co., Prince Rupert, B.C., 2; 
Victoria Machinery Depot Ltd., Victoria, 
B.C., 2. Canadian Vickers Ltd., launched 
the first of these steamships, Canadian 
Pioneer, at Montreal, Dec. 3, 1918, the 
second, Canadian Ranger April 19, 1919, 
and the third, Canadian Seigneur, May 
7, 1919. They have laid keels for five 
others. Halifax Shipyards Limited has 
laid keels for two, and J. Goughian & 
Sons have also laid keels fpr two. 
Following are the specifications for 
the machinery of the s.s. Canadian 
Pioneer, the first of the 8,100 ton ships 
built:—

1. General Description.—The propel
ling machinery to consist of one set of 
inverted, vertical, direct acting, triple ex
pansion, surface condensing engines, hav
ing 3 cylinders working on separate 
cranks placed at angles of 120 degrees 
with each other, supplied with steam 
from 3 multitubular boilers, at a work
ing pressure of 180 lb. a sq. in. The ma
chinery and boilers to be Lloyd’s and 
Canadian requirements and inspection.

2. Cylinders.—To be cast of hard, 
tough, close grained iron and smoothly 
bored, fitted together and of the follow
ing dimensions: High pressure cylin
der 27 in. diar.; intermediate pressure 
cylinder 44 in. diar.; low pressure cylin
der 73 in. diar.; stroke of each 48 in. diar. 
H.p. cylinder to have hard cast iron 
liner. The piston valve chambers of h.p. 
and l.p. cylinders to have separate liners 
of hard cast iron. Stuffing boxes for 
i.p. and l.p. piston rods and valve rods to 
have brass neck rings, and cast iron 
glands bushed with brass. Gland studs 
to have double nuts and split pins. Es
cape valves with hoods to be fitted to i.p. 
and Lp. steam chests, and to top and bot
tom of h.p. and i.p. cylinders, and bot
tom of l.p. cylinders. Drains to be pro
vided for the cylinders, and steam chests 
arranged to drain through pipes, the h.p. 
cylinder to the bilge, and the m.p. and l.p. 
cylinders to the condenser. Drains from 
m.p. and l.p. casings to be led to the hot 
well. Indicator cocks and pipes to be 
fitted to each cylinder, and levers for 
working the indicators to be fitted to the 
columns and crossheads. The sides of 
the h.p. cylinder and steam chest to be 
cleaded with silicate cotton or magnesia 
blocks, and the m.p. and l.p. with felt, 
the whole of the cleading to be neatly 
covered with sheet steel, secured with 
button headed screws to ribs or snugs 
cast on the cylinders.

3. Cylinder and Steam Chest Covers. 
—The cylinder chests are to be of cast 
iron, strongly ribbed, to be turned on 
flanges, and to be corrugated on top. 
Holes for eyebolts and starting screws to 
be bored and tapped. Steam chest covers 
to be corrugated on top, and to be made 
sufficiently strong by deep ribs cast on 
the under side. Eyebolts to be supplied 
for all cylinder and steam chest covers

to suit the lifting gear.
4. A Steam Stop Valve of Cockburn- 

MacNicoll, or other approved type, to be 
fitted on the h.p. steam chest, with a rod 
and wheel leading to a starting platform, 
convenient to quadrant for starting lev

ers. Valve chest to be of cast iron, with 
valve, valve seat, and gland of brass. 
The control valve also to be fitted with 
gear, led to lever in quadrant for con
venience in handling engines.

5. The Pistons to be of hard, close 
grained cast iron, of box form, having

strong internal ribs. The core holes to 
be in the top, and the plugs firmly 
screwed into them, with red lead, each 
plug being fitted with a set screw to 
prevent slacking back. The junk rings 
are to be secured by collar studs, screw

ed into the pistons, and split pins fitted 
to prevent nuts slacking back. H.p. and 
l.p. to be fitted with Ramsbottom ring8 
and l.p. of Lockwood and Carlisle or 
other approved packing.

6. Packing Rods to be of forged steel, 
and secured to pistons by a coned end

X x

Engine arrangement, steamship Canadian Pioneer.
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and nut, to have detachable crosshead, 
fitted with shoes of hard cast iron, fitted 
on ahead side and astern with white 
metal for working on the guide bars. 
H.p. piston rod to have U.S. metallic 
packing.

7. Guide Bars to be bolted to columns. 
Pitted with oil boxes at bottom, combs 
and pipes to lubricate each of the work
ing parts. Water circulation to be ar
ranged at the back of the go-ahead 
Suides.

inside edges. I.p. valve to be a piston 
valve, piston valves to be fitted with 
rings. The l.p. valve to be a double port
ed slide valve, truly faced to the cylinder 
face, and kept in place by 2 guides, one 
on each side of the center line. Springs 
to be provided at the back of the valve 
to prevent it being thrown off its face.

10. Slide Rods to be of ingot steel, 
with solid forged eye at bottom, and fit
ted with adjustable brass bush. Valves 
to be secured to spindles, by large wash-

11. Reversing Links to be of double 
bar type, with pins for the eccentric rods 
and drag links shrunk into the bars. 
Sliding blocks to be of ingot steel, with 
adjustable brass bearings top and bot
tom.

Eccentric Rods to be of best forged 
steel; each rod to have a T end forged 
on bottom to take the eccentric strap, 
and a forked end forged on top to take 
two adjustable brass bearings for the 
pins on the reversing links.

Ifl'0~r * *TI?glJ1 Y CEMTItPS

Engine Arrangement, Steamship Canadian P-oneer.

Eccentric Straps to be of steel, lined 
tal. To be secured in the 
by studs left long enough

8. Connecting Rods to be blaÏt'S SS**
afit^bk beariCngSt0P The * bottom and ^p.jalve to « ^“^^ofeast

iTle cSbgy bolts,SP^ tobrass. Balance iron.^cure y,,,^ „f galvanized plate 
nuts, and steel set pins. - - ---------- "V •S&raS’Si. h.p. valve ,o bcpïïion Vb, H.p.

Piston valve, steam to be admitted onrod to h
Eccentric _

to be fitted under eccentrics.
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Drag Links to be fitted with adjustable 
brass bushes at each end.

Wyper Levers to be securely keyed to 
the shaft, and each lever arranged with a 
slot and screw adjustment, to enable the 
cut-off in each cylinder to be altered in
dependently. The variations in the cut
off to be marked on the levers.

Wyper Shaft to be of forged iron or 
steel, and provided with adjustable bear
ings.

12. The White Metal throughout the 
machinery to be Stone’s navy white 
bronze or Parson’s no. 2 star white metal, 
or other approved metal.

13. The Reversing Gear to be of the 
“all round” type arranged for steam and 
hand power. To have a screw cut worm, 
working in a cast iron worm wheel. Re
versing engine to be reversible, and to 
have single cylinder, piston rod and con
necting rod, fitted with adjustable bear
ings, and slide valve worked by an ec
centric. A compound regulating valve 
to be fitted, arranged to simultaneously 
shut off steam and exhaust, so as to bring 
the engine quickly to rest. A large pol
ished iron hand wheel to be fitted to the 
crank shaft of the reversing engine, and 
the whole to be conveniently arranged 
within easy reach of the starting plat
form, with all necessary arrangements 
for draining and lubricating.

14. The Bedplate to be of cast iron, of 
box section, with recesses for 6 main 
bearing bushes. All joining surfaces to 
be accurately faced and fitted metal to 
metal. The main bearing bushes to be of 
cast iron, lined with white metal, to have 
square sides, accurately fitted to the re
cesses in the bedplate, metal to metal, 
without fitting strips and to be secured 
in position by keeps, with bolts, nuts and 
set pins. The bottom of the bedplate to 
have strong well ribbed flanges, secured 
to the heavy plating on the tank top, 
upon fitted cast iron chocks and teak fill
ing wedges, by holding down bolts screw
ed through tank top and made waterproof 
by nuts and washers.

15. The Columns for supporting the 
cylinders to be firmly bolted to sole plate 
and cylinders, and to be of cast iron. 
Front columns to be fitted as oil tanks, 
with cleaning doors, lock cocks, and 
coupling at top for filling from deck. Go- 
ahead guide faces to be cast separate, 
and so bolted to the columns that cross
head shoes may be readily withdrawn. 
Go-ahead guide faces to have passages at 
the back for circulation of cold water. 
The guides to be marked to show the 
clearance of the pistons in the cylinders, 
and to be fitted with a strong plate; for 
supporting piston rods when the con
necting rods are disconnected from the 
crank pins.

16. Condensers to be approved de
sign, and of circular cast iron or built 
type, with rolled steel shell and cast iron 
ends. Cooling surface not less than 3,000 
sq. ft Tube plates to be of rolled brass. 
Tubes of brass, % in. external diameter, 
and to have screwed brass ferrules. The 
ferrules, at the end opposite to that at 
which the water enters, to be flanged in
ward to prevent the tubes moving end
ways. Perforated plate, for supporting 
the tubes, to be placed at about the mid
dle of the condenser. Condenser doors to 
have snugs for lifting, cast on. All bolts 
in contact with sea water to be of brass. 
Plate to be fitted in bottom of condenser. 
Division of condenser to be arranged so 
that water shall pass twice through it. A 
manhole for internal examinations to be 
provided. A supplementary feed cock to 
be fitted.

17. Circulating Pump to be of centri
fugal type, driven direct by a vertical en
closed forced lubrication engine by Gol
die and McCulloch Co., or other approv
ed maker. Pump to have cast iron case, 
gunmetal impeller and bronze spindle, 
pipes 12 in. bore.

18. The Air Pump to be Edwards 
type, 24 in. dia. x 24 in. stroke, single 
acting. Valves to be of multiplex type, 
with brass guards, and seats of ample 
area, brass studs, brass nuts, and lock
ing arrangement. Pump liner to be of 
brass, bored true and smooth, and fitted 
with a deep bucket arranged for water 
packing. Pump rod to be secured to the 
bucket, by a brass nut, with locking ar
rangement, and to work through a stuff
ing box, with brass neck bush and cast 
iron gland, lined with brass. The gland 
to have four studs, with locking nut. A 
soda cock with funnel to be provided for 
supplying soda to the boilers.

19. Feed Pumps to be 2 in number, 
4 in. diar. x 24 in. stroke. Barrels to be 
of strong tough cast iron, with stuffing 
boxes, brass lined glands and brass neck 
bushes. Rams to be of steel, securely 
attached to pump crosshead. Chests to be 
of cast iron, fitted with brass valve seats, 
and flat brass valves, of the multiplex 
type. Each pump to be fitted with 
spring relief valve and pet cock. Shut

forged iron or steel. The center gudgeon 
to work in 2 adjustable bearings of brass. 
The links to be fitted with adjustable 
bearings of brass at each end, secured by 
double nuts and split pins. One feed and 
one bilge pump to be at each end of 
crosshead.

22. Turning Gear.—A turning gear of 
cast iron to be securely keyed to the 
after end of the crank shaft, and to have 
geared into it a screw cut worm, fitted 
on the shaft of a second motion wheel 
having a worm arranged to be turned by 
a separate reversible steam engine. An 
arrangement to be provided for quickly 
throwing the first motion worm in and 
out of gear. A ratchet to be provided 
for turning the engines by hand.

23. Crank Shaft to be of the built 
type, in 3 sections, having solid flange 
couplings, secured together by carefully 
fitted bolts. The crank shaft and pins 
to be of best forged scrap iron or ingot 
steel, and the webs to be of forged iron 
or ingot steel. To be made without a 
coupling at the forward end.

24. A Steam Starting Valve to be 
fitted from boiler side of main stop valve, 
and gear to be held by starting quad
rant. The steam branches to be placed 
so that steam can be admitted to the m.p. 
and l.p. steam chests.

25. Thrust Shaft to be forged with

ip

Boilers for steel cargo steamships for Canadian Government Merchant Marine Ltd., built by Can
adian Vickers Ltd., Montreal.

off valves to be fitted on suction and de
livery sides, so arranged that one pump 
may be overhauled while the other is 
working. Pumps to be arranged to draw 
from hotwell direct, and to discharge 
through an air vessel into the feed regu
lating valves on boilers.

20. Bilge Pumps to be 2 in number, 
4 in. diar. x 24. in. stroke. Barrels to be 
of strong, tough, cast iron, with deep 
stuffing boxes, brass lined glands and 
brass neck bushes. Chests to be of cast 
iron, fitted with valve seats and valves 
of brass. Rams to be of steel, securely 
attached to pump crosshead. Pumps to 
be fitted with air vessel, spring relief 
valves and pet cocks. Shut off valves or 
cocks to be fitted on suction and delivery 
sides, so arranged that one pump may be 
overhauled while the other is working. 
Pumps to be arranged to draw separately 
or together from any compartment of the 
vessel and to discharge overboard. One 
of the pumps to be arranged to draw 
from the sea and to discharge to deck 
when required.

21. Pump Gear.—The air, feed, and 
bilge pumps to be worked from the en
gine crosshead by levers and links. The 
levers to be of the single plate stype, of

solid couplings at each end, and to have 
collars carefully turned out of the solid.

26. The Tunnel Shafting is to be forg
ed of ingot steel, with solid couplings in 
each piece, a guard to be fitted at each 
coupling.

27. The Propeller Shaft to be of forg
ed ingot steel and to be fitted with a con
tinuous brass liner extending the" full 
length from the propeller boss to the 
forward end of the gland. To be shrunk 
on the shaft, and to be afterwards trued 
up in lathe. A ring of soft rubber to 
be fitted between the propeller boss and 
the end of liner, to protect the shaft in 
the boss. A bearing lined with white 
metal in top and bottom to be provided 
immediately forward of the stern tube 
gland.

28. The Stern Tube to be of cast iron, 
carefully fitted into the aperture of the 
stern frame, and secured to it by a nut, 
and the forward end to have a flange 
jointed to the peak bulkhead and secured 
by bolts and nuts. The after end to be 
fitted with a brass bush, lined with lig
num vitae strips, arranged with channels. 
The forward end to be fitted with a brass 
neck bush and cast iron gland. The gland 
studs to be of brass, two of them being
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J°ng enough to allow the stuffing boxes 
ro be packed without the gland leaving 
”be studs. A cock, connected by a pipe 
F° the inside of the stern tube, to be fit- 

to the forward side of the peak bulk- 
f^ead, for running water on to the top of 
the gland.
, 29. The Propeller to be of bronze, 
«aving 4 blades secured to the boss, with 
“teel studs fitted with capnuts. C.i. boss 
0 be secured to the propeller shaft, on a 
arefully fitted taper, by a nut and a key 
^tending the entire length of the boss, 
he propeller to be righthanded, and the 
« lefthanded, the latter to be provided 

, *th snugs for driving and with a stop 
0 Prevent it slacking back.
«“U. The Thrust Block to be placed in 
ne engine room in a recess aft of the 
.“gine room bulkhead. To be of cast 

°n, of box form, arranged for holding 
1 1 and water, for the thrust shaft col- 

rs to revolve in. A cleaning door to be 
an?iVl<^ed> and means for draining the oil 

water. The bottom of the block to 
a sf6 well ribbed flanges, secured to 
buiu g built seat, provided by the ship- 
iron e£S’ t° be carefully bedded on cast 
belH • °cks and teak filling wedges and 
Str ln Place by holding down bolts. 
thr.°ng knees to be fixed to the seat at 

end of each block. The shoes to be 
f0rc?st iron, cast hollow, and arranged 
°n L^tennal water circulation, and lined 

. both ahead and astern sides with
coll*'6 metal, and carefully fitted to the 
sjj ars °f the thrust shaft. Each of the 
a ies to be provided with an oil box with 
0r '?ged lid. Two bolts of forged iron 
the hi *° be fitted, one on each side of 
w D‘°ck, with a series of double brass 
n,a arranged so that each of the shoes 
A r . independently adjusted for wear, 
the 6k,ring to be provided at each end of 
thn, ;t°ck, to take the weight of the

shaft.
of ' The Tunnel Shaft Bearings to be
i,rov;^t iron, lined with white metal, and 
box o * with shell covers, having an oil 
WatpJ1 toP’ divided so as to keep oil and 
tr0(1ohSeParate. The bearings to have a 
to Dr 6 cast on each side, under the shaft, 
be1bejjIlt the oil running to waste. To 
bolt,,. p ed on hardwood and securely 
bum, to the seat provided by the ship- 

32 rS'
of c ' t he Bulkhead Stuffing Box to be 
r°Unrt 'ron, made in halves. To be fitted 
Sine r^66 sh&ft, and bolted to the aft en- 
tWo T,.6°m bulkhead. The gland to be in 

bolted together.
6tc.^_ A^ntor Service for Bearings Guides, 
venierit pipe to be fitted at con
nive * height above the bearings, a 
the Se 0 be fitted to supply water from 
sal • A telescopic pipe, with univer- 
|ach m . aad stopcock, to be fitted for 
A°r sunri'6- bearing, and cocks and pipes 
A Wrou r ng water to the ahead guides. 
taDch ni, 'ron pipe, connected to a 
l° the of.‘he main service pipe, to be led 
tail8ed ter en<i °f the tunned, and ar- 
rad swiv°iS6rye as a hand rail. Cocks 
h°r thru of Jointed pipes to be provided 
fUar*ngs 1 * es. and each of the tunnel 
v j to fk ? ‘n- coc.k or valve to be 
Jded r,:.,“e donkey discharge, and pro- 
:*6lit len,,fua. couPhnS and hose of suffi- 
n8s, i- fj, to reach all the engine bear- 
,34. eluding thrust.tk I i, . 6 uirust.

•ae Work; cators to be provided for all 
lv"- ,. ng parts. Four cast iron .oilth;°ke:s tyit-V. * • U1 nun xuii

ho6 top nf a hinged lid, to be fitted on 
havitl„each main bearing keep, each 

iifhhop . g ®yphon pipes. Oil boxes with 
Co? °il to .to be Provided for supply- 

dUeetin,,. 16 top and bottom ends of the 
g rods. A sight feed imper-

meator to be secured to the engine room 
casing,, with a copper pipe leading to 
the h.p. steam chest.

35. Engine Room Grating Platforms 
and Ladders.—The top platform and 
middle oiling platforms to be steel rung 
gratings, wdth stanchions and hand rails. 
The main entrance ladder to have steel 
sides, neatly fluted cast iron steps and 
steel hand rails. The engine room floor 
to be of wood, supported on wooden bear
ers from the floors of the ship, and sup
plied and fitted by shipbuilders. Chequer
ed plates to be fitted at front of engines. 
Splash plates to be fitted round crank 
and eccentric pits, and guard plates at 
sides of gratings, in way of moving 
parts. A wood platform to be fitted 
along the tunnel by the shipbuilders.

36. Pipes and Connections.—Main 
steam pipes to be of wrought iron or 
mild steel. Main and donkey feed pipes 
and boiler blow off pipes to be of copper, 
steel or iron. Steam and exhaust pipes 
to and from each donkey to be of cop
per, steel or iron. Winch exhaust pipes 
inside casing to be of cast iron with 
bands for expansion. Pipes connecting 
main and donkey pumps with the distri
bution boxes and valves on ship’s side to

of these valves to be secured to a strong 
cast iron box on the ship’s side, provided 
with a suitable strum. Discharge valves 
to be of cast iron, with brass valves, 
valve seats and spindles, the valves be
ing arranged to lift by pressure of water 
from the inside or by hand.

Sea Cocks on ship’s side to be of brass, 
and fitted with lock guards and keys. 
Suction cocks to be fitted with strums. 
Blow off cocks to be fitted with compound 
glands. To be secured by brass nuts and 
brass studs with conical heads screwed 
into the ship’s plate from the outside. 
Each cock to have a spigot passing 
through the ship’s plate, and fitted with 
a washer on the outside, the holes in the 
washer to be countersunk to take the 
heads of the studs.

Steering engine steam to be taken 
from main reducing valve, exhaust to be 
fed to engine room change valve box, 
and independent of winch exhaust. Dyna
mo engine steam to tfe taken from high 
pressure auxiliary steam range and pro
vided with an independent reducing 
valve.

37. Feed Donkey.—A vertical, double 
acting, single feed donkey to be provid
ed and placed in a convenient position in

steamships for Canadian Government Merchant Marine Ltd., being erected 
by Canadian Vickers Ltd., Montreal.Engines for steel cargo
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be of cast iron, with bands to allow for 
expansion. Waste steam pipe up fun
nel to be of wrought iron, lengths inside 
casing to be of cast iron, with bands 
for expansion. Bilge and tank suction 
pipes to be of cast iron, with bands of 
lead where necessary. Lead pipes to 
have iron rings behind flanges and bolt
ed, no plumber’s joints. Strum boxes to 
be provided for the bilge pipes. The area 
through the holes in strum boxes to be 
well in excess of the area of pipe. Bilge 
and ballast distribution boxes to be of 
cast iron, to be bolted to the bulkheads or 
otherwise conveniently placed to suit the 
pumping arrangement. The bilge valve 
boxes to be fitted with brass valves, valve 
seats and spindles. A plate to be fitted 
to the hand wheel of each valve, with 
the name of the suction clearly shown 
upon it. Bilge connections to be entirely 
independent of the ballast, and so ar
ranged that it will be impossible to run 
water from the sea into the bilges.

Main Injection and Tank Filling Valves 
to be of cast iron, fitted with brass valve, 
and valve seat and wrought iron bridge 
on cover, with screw for spindle. Each

the engine room. Diameter of steam 
cylinder, 9% in.; diameter of water cylin
der, 7 in.; stroke of pump, 18 in. The 
pump liner, bucket, valve seats and 
guards to be of gunmetal. The valves to 
be of bronze. The pump rod to be of 
manganese bronze. Steam cylinder to be 
covered with planished steel. To draw 
from hotwell, condenser, sea and double
bottom tanks. To discharge to main boil
ers, through main and auxiliary feed 
lines.

38. General Donkey.—A vertical, 
double acting, single donkey, to be pro
vided and placed in a convenient posi
tion in the engine room. Diameter of 
steam cylinder, 9% in.; diameter of wat
er cylinder, 7 in.; stroke of pump, 18 in. 
The pump liner, bucket, valve seats, and 
guards to be of gunmetal. The valves to 
be of bronze. The pump rod to be of 
manganese bronze. Steam cylinder to be 
covered with planished steel. To draw 
from sea, double bottom tanks, hotwell 
and bottom of boilers. To discharge to 
boilers, auxiliary condenser, wash deck 
pipe and sanitary tank, overboard.

39. Ballast Donkey.—A vertical,
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double acting, single ballast donkey, to 
be provided and placed in a convenient 
position in the enginee room. Diameter 
of steam cylinder, 10% in.; diameter of 
water cylinder, 14 in.; stroke of pump, 
24 in. The pump liner, bucket, valve 
seats, and guards to be of gunmetal. 
The pump rod to be of bronze, and the 
valves of rubber. Steam cylinder to be 
cleaded with composition and covered 
with planished steel. To draw from bal
last tanks, sea, main bilge suction pipes, 
direct suction from engine room bilge. To 
discharge overboard, to e.r. hose, to main 
and auxiliary condensers, to ballast 
tanks.

40. An Evaporator to be provided, 
capable of supplying 25 tons of fresh 
water per 24 hours.

41. Hotwell and Feed Filter of ap
proved design. The feed water to be 
filtered in a compartment of the hot- 
well, after it has left the air pump, and 
before it is taken by the feed pumps. 
The filtering material to be contained in 
an easily removable case, so that it may 
be renewed when required.

42. Feed Water Heater of approved 
design. Feed water to be heated in sur
face heater situated between feed pump 
and boiler.

43. Winch Condenser of approved de
sign. A surface condenser, of approved 
make, of non-vacuum type, having a cool
ing surface sufficient to condense ex
haust from all winches, to be provided 
and placed in a convenient position in the 
engine room. The body to be of cast 
iron, with door at each end, and hand 
holes where necessary. Tubes to be of 
solid drawn brass, tube plates of rolled 
brass, secured by brass studs and nuts 
and fitted with screwed ferrules. Sup
plementary feed and drain cock on water 
end to be provided. All auxiliaries to be 
of a make to be approved by the Marine 
Department.

45. Steam Whistle to be secured to 
forward side of funnel, and connected by 
a pipe to the main boilers, to have a 
spring valve and lever with cord led to 
bridge.

46. Pressure Gauges.—One steam 
gauge for each boiler to be fitted in the 
stokehold. One steam gauge in connec
tion with all main boilers, one steam 
gauge for m.p. steam chest, one com
pound gauge for l.p. steam chest, and 
one vacuum gauge for condenser, to be 
arranged in a group and placed in a con
spicuous position in the engine room, 
convenient to the starting platform. A 
steam pressure gauge to be provided for 
each reducing volve.

47. Painting.—Main engines and 
donkey engines, to be rubbed down with 
oil. Boilers, smokeboxes, funnel, etc., to 
have one coat of oil paint in works, the 
one coat on board vessel. Funnel to be 
painted with funnel paint.

48. Main Boilers.—Number in ship, 3; 
diameter, 15% ft.; length, 11% ft.; work
ing pressure, 180 lb. per sq. in.

49. Forced Draft.—Air to be sup
plied by one 87 in. fan, driven by one 
single cylinder engine of James Howden 
& Co’s., or other approved make.

50. Plates to be of Siemens-Martin 
mild steel. Edges to be planed and caulk
ed, both inside and outside. To be flang
ed where necessary, and no angles to be 
used except where required to strengthen 
surfaces.

The shell plates to have longitudinal 
joints, with double butt, straps, treble 
riveted, the circumferential joints to be 
lapped and double riveted.

51. Furnace.—Each boiler to have 3

corrugated furnaces, 46 in. least internal 
diameter, flanged at the back ends to 
take the tube plates, and carefully fitted 
to the front end plates which are to be 
flanged to receive them. Each furnace 
to be fitted with a separate combustion 
chamber. Furnaces to made withdraw
able on the Gourlay-Stephen principle.

52. Tubes to be 3 in. external diam
eter, of solid drawn steel. Stay tubes to 
be screwed into both front and back tube 
plates. All tube holes to be carefully 
bored and plain tubes expanded at both 
ends. Retarders to be fitted in tubes.

53. Stays.—The boiler end plates to be 
stayed by round steel bars, secured by 
nuts both inside and outside. Combus
tion chamber stays to have continuous 
thread and to be tightly screwed into 
the combustion chamber plates and back 
and or circumferential plates. The tops 
of the combustion chambers to be fitted 
with girder stays. All flat surfaces are 
to be thoroughly and efficiently stayed, 
without unduly interfering with accessi
bility to all parts of the boiler.

54. Manholes.—Suitable manholes to 
be provided, the plates being flanged in
ward, or otherwise compensated for 
strength. To be provided with doors of 
mild steel, held in place by strong dogs 
and bolts.

55. Testing.—The boilers to be tested 
by hydraulic pressure, before leaving the 
works to 360 lb. per sq. in., to the satis
faction of the surveyors.

56. Boiler Covering.—The boilers to 
be covered with non-conducting mattres
ses or slabs, secured by steel wire. The 
covering to be carried down to about 5 
in. from the top of the boiler seats, ter
minating with an angle fastened to the 
boiler, to which the wires are to be se
cured. The back of the boiler to be 
covered with mattresses or slabs all over. 
The covering on top and in way of foot 
traffic to be covered with sheet steel. 
The bottom of the boilers to be covered 
with same material.

57. Boiler Seating.—The boilers to be 
carefully bedded to the seats provided by 
the shipbuilders, and to be thoroughly se
cured in place at the bottom by knees at 
each end, and at the sides by strong stays 
secured to the seats.

58. Smoke Box to be firmly secured 
to the front of the boilers, the back of 
the box, above the tubes, being kept 
clear of the boiler end. Air heater to be 
arranged in smokebox. The smokebox 
to be constructed of double plates. The 
doors to be constructed in the same way, 
and in addition each door to have a baf
fle plate on the inside, and to be provid
ed with all necessary hinges, catches and 
rings. The necessary chains and pulleys 
for opening and securing the doors when 
cleaning the tubes to be provided.

59. Uptakes to be constructed of 
double plates, with an air space between 
them. Strong plates, secured to the top 
of the boilers, to be arranged as struts, 
to take the weight of the uptake and 
funnel. Separate damper for each boil
er to be fitted in uptake.

60. Funnel.—To be of single type 
and oval in section. An air casing to be 
provided on the top of the boiler hatch, 
covered by a neatly shaped cape riveted 
to the funnel. Pulleys to be provided at 
the top of the funnel, and all necessary 
studs and rings fitted for the stays sup
plied by the shipbuilders.

61. Furnace Fittings.—Fronts to be 
of cast iron arranged for forced draft. 
To be James Howden & Co’s, or other ap
proved make. Each furnace to be com

plete with dead plate, fire bars, and bear
ers of cast iron.

62. Boiler Mountings.—The following 
to be provided for each boiler:—

1 double safety valve with casing gear 
led to engine room, and drain pipe t° 
tank in stokehold; main steam stop valve 
of cast iron, gunmetal fitted; steam stop 
valve for winches and auxiliary engines, 
main feed check valve, with renewable 
gunmetal seat and internal pipe; donkey 
feed check valve, with renewable gun- 
metal seat and internal pipe; bottom 
blow-off valve with internal pipe; scum 
valve with internal pipe; set of asbestos 
packed gauge glass fittings; set of as
bestos packed test cocks; asbestos pack
ed salinometer cock; asbestos packer 
pressure gauge cock. Main and donkey 
check valves to have screw down valv® 
between check valve and boiler, and 
arranged to be operated from lower 
platform. ,

63. Ash Valve and Hose.—One as» 
valve, with screw nozzle for hose, to ?e 
provided and conveniently placed ia 
stokehold, with connection to sea. ^ 
suitable length of hose pipe to be sup
plied, with director,and coupling.

64. Ventilators.—Two 30 in. diameter
ventilators to be fitted in fidley, eactj 
fitted with a pulley for steam hoist an» 
one with a hand ash hoisting gear. x? 
have large moveable cowls, carried wel 
above deck erections and having turning 
gear to work from fidley. To be Pr°" 
vided with all necessary doors, chains am 
hooks, and the insides to be fitted wit 
guides for ash buckets. Two derrick 
posts, of 24 in. diar., to be extend® 
down into wings of stokehold, and to b 
fitted with large moveable cowls having 
turning gear to work from deck. TW 
ventilators, with movable cowls, to 
fitted at engine room skylight, for ®n' 
gine room. .

65. Ash Hoist.—One double cylind® 
steam ash hoist, of approved make, t 
be provided and fitted fidley, with sw'',er 
pulley and wire rope to work in eith® 
ventilator.

66. Stokehold Gratings Ladders an^
Floors.—Rung gratings, ladders, a® 
hand rails to be provided where nee®” 
sary. Fidley gratings to be provide®’ 
with storm covers of steel plate. Stok® 
hold floor to be of chequered steel plaj\! 
To rest on wood planks, supported bj 
Wood bearers, fitted by the shipbuilder' 
A row of cast iron floor plates, % 1 ' 
thick, to be provided at the front of t*1 
boilers. y

67. Spare Gear.—2 connecting rod t0,"
end bolts and nuts; 2 connecting rod b° 
tom end bolts and nuts; 2 main beam11» 
bolts and nuts; 3 crank shaft coupl|n®
bolts and nuts; 3 tunnel shaft coupl|nÇ
bolts and nuts; 3 tunnel shaft coupl*.11^
bolts and nuts; 1 feed pump suct’bj
valve; 1 feed pump discharge valve! 
bilge pump suction valve; 1 bilge pub1}.
discharge valve; 3 main feed ch®| 
valves; 3 donkey feed check valves; 24

overbolts and nuts, assorted; 6 cylinder co' 
studs and nuts; 6 steam chest cove ^ 
studs and nuts; 12 junk ring studs a» 
nuts; 5 bars round iron, % in., % in-, ^ 
in. and 1 in. each, about 15 ft. long!,, 
bars flat iron, 1 in. x % in. 1% in. x j* 
in., 2% in. by % in., each about lj> L 
long; 2 propeller blades; 1 h.p. pis*?, 
valve (solid cast iron) ; 18 ordinary bo\ 
er tubes; 6 boiler stay tubes; 24 m®1^. 
condenser tubes; 12 auxiliary condens 
tubes ; 50 condenser ferrules ; 1 set ***. 
bars for one boiler; 1 cwt. white met® ' 
1 cwt. rivets, 2 plates. A suita® f 
amount of spare gear to be supplied
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forced draft installation and engine 
room auxiliaries.

08. Tools and Outfit.—Overhauling 
a*ai!- i strong beam, running fore and 

t m engine room, securely fastened at 
l e ends to casing by strong brackets. To 

provided with a runner and all neces- 
tackle for lifting covers of cylinders 

a slide valves; 1 pair 3 sheaf blocks; 
Pair 2 sheaf blocks; 2 manilla falls for 
°cks, 25 ft. drift each; 1 three-ton dif- 

erential block and chain, 12 ft. drift; 1 
grab; 1 set of eyebolts for pistons, 

yiinder covers,-valve spindles; 1 screw 
Jack. 2 in. screw.
j ^ complete set of spanners for all nuts 

connection with machinery and boil- 
s> with suitable rack fixed in engine 
9jyV 1 shifting spanner, about 15 in.; 1 
Uting spanner, about 8 in.

1 pd Tanks. 1 tank, to contain 100 gal- 
ln«S en£jne oil; 1 tank, to contain 40 gal- 
„ ,? cylinder oil; 1 tank to contain 40 
e-aii8 c°lza oil; 1 tank to contain 40 
Wit>?nS Paraffin oil; each tank to be fitted 
b ” a lock cock and drip tray. Pipe to 
^.j,flanged for filling tanks from deck, 
Su a hose connection to tanks. 1 daily 
, PPly tank with lock cock and drip tray; 
com - *° contain 1 cwt. tallow; 1 tank to 
tin• iln ^ cwt- soda; 1 gall, oil measure, 
Pin’ 1 51uart oil can tin; 5 oil feeders, % 
oil ’finf1**1 sPring; 1 swabbing pot, tin; 1 

tin; 1 syringe ; 1 tallow kettle 
nd stand.

[a amPs. etc. 2 globe lamps; 3 engine 
ba *?s’ 2 boiler water space lamps; 4 
X a . lamps, with screw top and chain; 

Pflr lamp scissors.
tn^nFineers’ Tools, etc. 3 chipping 
n, j sledge hammer; 1 flogging nam- 
11'er’k l hammer, 7 lbs.; 1 copper ham- 
6 fii’ 5 ^hs.; 6 chipping chisels, assorted; 
Ser es’ assorted; 3 file handles; 2 valve 
dr;i,Pers; 1 half round valve scraper; 6 
ahout ^S?rted; 1 ratchet and brace,

ham-
ham-

6 in- gap; 1 drilling post; 6 steel 
e,(. ^es> assorted; 3 steel drifts, assort
ant boiler caulking tools; 1 set taps 
to dl®s> V* in. to 114 in. in case, 3 taps 
grj ^ch size; 1 bow saw and 3 blades; 1 
6 in^0116 and trough ; 1 vise bench, with 
With o .Pi® vise, portable; 1 vise bench, 
r0o. in- staple vise, fixed in engine 
per ? 1 Pair lead vise grips ; 1 pair cop- 
plier lse Srips; 1 hand vise; 1 pair cutting 
ip 'l in.; 1 pair calipers, inside, 12 
Sqpa“;nd one pair outside, 12 in.; 1 set 
1 ba 12 in. blade; 1 pair compasses; 
ipg. t\d brace for condenser tube pack- 
6 g]a 4, giand packing screws, assorted;
Pad; Packing sticks, assorted; 1 gland eacking knife

dri >̂e’ders’ Tools. 1 hatchet; 1 screw 
cock- about 14 in.; 1 auger, to suit oil 
1 g’ 1 cross cut saw; 1 chisel, IV2 in.; 
% in • 1 ’ *.nside 1 in.; 1 gouge, outside 

Ph,Lï oil stone; 1 gouge slij.
Soft „ , ,ers Tools. 1 soldering bolt; 2 lb. 
Pair j .der; y2 pint spirits of salts; 1 

SmiM. shears; 1 melting pot; 1 ladle.
1 anvil S I100!8- 1 bellows hearth, 24 in.; 
ed; 1 a?d hardy; 3 pairs tongs, assort- 

Pai«mths> tools, assorted.
Sash t 1 s’ Tools. 2 paint brushes; 2 

StnU°i_s’ 1 varnish brush; 2 paint pots. 
Water 'i, d Outfit. 4 ash buckets ; 2 
çap- 1 buckets, galvanized; 1 drinking 
ir°p’ ,c°al measure; 1 coal hammer, with 
shovel .0’ ® firing shovels; 6 trimming 
rake S’.2 l°ng rakes; 2 short rakes; 1 
for ’sJ!,ra long, for back end; 1 rake 
slices- bkebox; 2 long slices; 2 short 
for bn p w're tube brushes; 2 handles 
^apimo . ’ ^ tube scrapers ; 6 scaling

rs> 6 scaling tools; 6 boiler tube

18 in.; 1 ratchet knee; 1 ratchet

stoppers, screw and washer; 6 patent 
tube stoppers; 1 tube expander.

Cleaning Utensils. 4 coir brooms and 
handles; 2 hand brushes, steel; 4 scrub
bing brushes; 1 dusting brush.

Sundries. 1 clock; 1 copper salino- 
meter and case; 1 copper dipper; 1 ther
mometer, for hot water. Any article 
specified twice to be supplied only once.

69. General Conditions.—The engines 
and boilers generally to be of suitable 
material and workmanship, in accord
ance with the foregoing specification, 
and to be guaranteed against all break
ages arising from proved imperfect work
manship or bad materials, which may be 
discovered, and of which notice has been 
given, within 6 months of the comple
tion of the engines. The engine build
ers not to be responsible beyond the re
pairing or replacing of such breakages 
at their works. The engineers of the 
ship during the time the engine builders 
are responsible for the engines to be ap
proved by them and to be paid by the 
owners of the ship, the usual and custo
mary wages, and if displaced, the respon
sibility of the engine builders under this 
clause to cease. The chief engineer to 
commence his duties at least 14 days 
previous to trial trip. The engine build
ers not to be liable for the detention of 
the ship, or consequential damages, acci
dents caused by the carelessness of the 
engineers in charge, whether appointed 
by them or not, or expenses of any de
scription attendant thereon under any 
circumstances whatever. Before delivery, 
the machinery to be tried at moorings 
and afterwards at sea, the builders find
ing engine room crew, coal, oil, tallow, 
etc., for all purposes. If on trial any de
fects are observable the same to be made 
good by the builders.

70. Plans of engines, boilers, piping 
arrangement, and pumping arrangement 
to be submitted for approval before work 
is put in hand. Complete pipe and pump
ing arrangements (mounted on cloth), 
in tin cast *"0 go with the vessel.

Welland amp Canal Construction.

The Minister of Railways and Canals, 
Hon. J. D. Reid, during discussion on a 
vote of $35,000,000 for Welland Ship 
Canal construction in the House of 
Commons, June 5, stated that in order 
to build the canal between Lake Ontario 
and Lake Erie, the work was divided 
into 8 sections. Contracts have been 
awarded for 4 of these sections, chiefly 
consisting of lock work, which takes 
twice as long as other construction 
work. The intention is to commence the 
other sections when the lock work is 
about half through, so that it will be 
completed at the same time. Apart from 
the lock work the other work is some
what like dredging and will have to be 
completed when prices are fairly rea
sonable. The prices of material and 
labor are so high at present that the 
work should not be proceeded with too 
rapidly, and it is only to give employ
ment that it is now being gone on with. 
The depth of the canal is being made 
25 or 30 ft., which is greater than the 
present depth of the St. Lawrence canals, 
so that a vessel can go to Kingston or 
Prescott, but it cannot go on to Montreal 
because there is only a depth of 14 ft. 
in the St. Lawrence canals. The or
iginal Welland Canal had a depth of 
9 ft., which was later deepened to 12 
ft. and later again changed to the pres
ent depth.

There are 63 engineers engaged on

the work of whom 57 are returned sol
diers. On May 2, 11,099 men of all 
classes of labor were engaged and of 
these, 228 were returned soldiers, 681 
were skilled laborers and of the latter, 
219 were returned soldiers.

Legislation re Pilotage and Harbor 
Masters.

Following is the full text of an act to 
amend the Canada Shipping Act, as pass
ed by the House of Commons, June 5:—

1. Section 432 of the Canada Shipping 
Act, Revised Statutes of Canada, 1906, 
chapter 113, is repealed and the follow
ing is substituted therefor:—

“432. Notwithstanding anything in 
this part, the Governor in council may, 
when it appears to him to be in the in
terest of navigation, appoint the Minister 
to be the pilotage authority for any pilot
age district, or for any part thereof; and 
the said Minister shall thereupon super
sede the then existing pilotage author
ity for that district or part of a district: 
provided that nothing in this part shall 
authorize the Minister to sit as a tribunal 
for the trial of offences of which pilots 
may be accused before the pilotage au
thority; but such Minister may, in any 
case not provided for by part x of this 
act, designate a tribunal or officer to try 
any such offence.”

2. - Paragraph (h) of section 862 of the 
said act is repealed, and the following 
paragraphs are added at the end of the 
said section:—

“(h) for every ship over 700 tons and 
not over 1000 tons register, $5;

“(i) for every ship over 1000 tons reg
ister, $7.”

3. Section 865 of the said act is re
pealed and the following is substituted 
therefor:—

“865. The salary or remuneration of 
each harbor master shall from time to 
time be fixed by the Governor in coun
cil, but shall not exceed the rate of $1,200 
per annum, and shall be subject to the 
conditions hereinafter contained.”

The Dominion Government’s s.s. Lady 
Evelyn was sold recently to the St. 
Lawrence Shipping & Trading Co. for 
$40,000, of which $30,000 has been paid, 
the balance being held pending settle
ment of a claim that complete equipment 
was not delivered with the vessel. The 
Lady Evelyn was built at Tranmere, 
Eng., in 1901 for the West Cornwall 
Steamship Co., and purchased by the 
Dominion Government in 1907 for use 
as a mail tender at Rimouski, Que. She 
is a steel twin screw steamer of 83 
tons gross, 39 tons register. Her di
mensions are: Length, 189 ft.; breadth, 
26.1 ft.; depth on hold, 9.5 ft.; draft, 
8V2 ft. She has triple expansion en
gines, with cylinders 16, 24 and 38 in. 
diam., by 24 in. stroke and is supplied 
with steam by 2 return tubular boilers 
at 160 lb., and one ton of coal an hour. 
She can steam 14 to 15 knots, and with 
forced draft can make 16 knots. The 
hull is divided by 5 watertight bulk 
heads, and she has 2 decks, the promen
ade deck being 139 ft. long. She is 
equipped with complete electric light 
plant, wireless telegraph, steering gear, 
etc.

Sorel Shipbuilding and Dry Dock Co. 
Ltd. has been incorporated under the 
Dominion Companies Act, with $350,000 
authorized capital and office at Sorel, 
Que., to carry on shipbuilding and ship 
repairing.
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Canadian Pacific Railway Steam
ships and Canadian Registry.

London, Eng., Press Cablegram, June 
12.—What it is hoped may prove the 
foundation of a Canadian mercantile ma
rine is the application by the Canadian 
Pacific Ry. for the transfer of its ships 
to Canadian registry. The rumor of 
such a step has been current in shipping 
circles for some time. Sir George McL. 
Brown admitted to your correspondent 
that he had heard of it, and it is under
stood the company has laid its case be
fore the government. What it desires is 
the same privileges under Canadian reg
istry as it at present enjoys under Eng
lish registry, and there appears no rea
son why it should not be able to receive 
them. G. M. Bosworth, chairman of the 
Canadian Pacific Ocean Services Ltd., has 
sailed for Canada to discuss the matter 
with the company’s head office.

Canada, if it is ever to attain its status 
as a great nation, must develop its ship
ping facilities and ultimately a merchant 
marine of its own. If the C.P.R. takes 
the first step, it is hoped others will 
follow. It is, of course, the only purely 
Canadian company involved and if any 
of the other steamship concerns decided 
to follow suit a division of their fleets 
between English and Canadian registry 
would be necessary. However, there are 
all sorts of possibilities in the shipping 
world, and the organization of a new 
company which aims to handle Canadian 
trade is not the least of them. Among 
the advantages which would accure to 
the C.P.R. under Canadian registry would 
be better control of their shipping space, 
50% of which is still used by the Bri
tish Ministry of Shipping.

We were officially advised June 17 that 
the C.P.R. Co. had not then made appli
cation for the transfer of its ships to 
Canadian registry.

Demountable Wooden Ships to Be 
Built in British Columbia.

A cargo of timber which is to built in 
British Columbia in the form of a ship 
will be self propelled, and will it is 
claimed be unsinkable. The craft will 
be something unique in the annals of 
marine architecture. The cargo will be

the ship and the ship will be the cargo. 
The ship will consist, when completed, of 
about 5,000,000 board ft. of timber in the 
form of great sticks of Douglas fir, hem
lock, and cedar from B.C. forests. Within 
the framework the timber will be laid in 
three tiers, with cross beams, and on top 
will be the main deck with forecastle and 
poop and room accommodation for officers 
and crew. Crude oil motor engines, 
driving twin screws, will supplement the 
sails. The length of the craft will be 
250 ft., the beam 60 ft. and the depth 
36 ft., with a displacement of about 9,500 
tons. Her maiden voyage from British 
Columbia to England will be her last for 
she will be broken up to supply much 
needed timber. The vessel will be not 
merely a raft, but a demountable wooden 
structure of approximately ship shape 
form.

Vickers Ltd., London, Eng., are inter
ested in the project and it is said that 
several of the ships will be built. The 
Furber Lumber Co. has been formed for 
the purpose of building them, being 
named after Percy N. Furber, President 
Oil Fields of Mexico Co., New York. J. 
H. Price, Price Shipbuilding Co., Seattle, 
Wash., has undertaken the construction.

We were advised June 14 that arrange
ments were being made to start build
ing the first ship and that Mr. Furber 
would leave New York, June 16, for Bri
tish Columbia in connection therewith.

The War Beryl-Beaujeu Collision.
A wreck commissioner’s enquiry was 

held at Quebec, Que., May 27, before 
Capt. L. A. Demers, Dominion Wreck 
Commisioner, assisted by Capts. C. 
Lapierre and A. Hope, as nautical asses
sors, into the causes which led to the 
collision of Canadian Pacific Ocean Ser
vices’ s.s. War Beryl and the Marine 
Department’s dredge Beaujeu, while the 
latter was anchored in the St. Thomas 
Channel, River St. Lawrence, May 21. 
The court found that the master of the 
War Beryl erred in being absent from 
the bridge when the vessel was being 
navigated in such a narrow channel, but 
having regard to the straightforward 
evidence which he gave, and his long and 
successful career, the court cautioned 
him to be more careful in future, and 
to bear in mind that whether he can be

Sault Ste. Marie Canals Traffic.

The following commerce passed through the Sault Ste. Marine Canals during May, 1919 :

ARTICLES.
Lumber.....................................
Flour ........................................
Wheat .....................................
Grain, other than wheat.
Copper ....................................
Iron Ore..................................
Pig Iron..................................
Stone ......................................
General Merchandise.........
Passengers ..........................

Eastbound.

m. ft. b. m.
..............Barrels
..............Bushels
............. Bushels
........Short tons
........Short tons
........Short tons
........Short tons
........Short tons
........... Number

Coal, soft.......................
Coal, hard.......................
Iron Ore...........................
Mfd. Iron and Steel..
Salt ..................................
Oil ....................................
Stone ...............................
General Merchandise. 
Passengers ....................

Westbound. 
.Short tons 
.Short tons 
.Short tons 
.Short tons 
.Short tons 
.Short tons 
.Short tons 
.Short tons 
.....Number

Summary.
Vessel passages....................................................... Number
Registered tonnage...........................................................Net
Freight—

Eastbound ..................................................... Short tons
Westbound .....................................................Short tons

Total Freight. Short tons

Can. Canal. 
430 

359.990 
8,277,554 
2,500,139 

1,851 
1,059,790 

35 
4,290 
2,297 

441

26,548

2,749
3,604

663
29,389

551

687
1,292,217

1,410,426
62,953

1,473,379

U.S. Canal. 
28,325 

550,534 
20,818,562 

6,870,235 
2,091 

5,562,437

3,450
11,569

158

2,213,190
248,263

11,665
25,757
14,250
44,302
14,603
35,801

45

1,957
6,366,185

6,485,116
2,607,831

9,092,947

Total.
28,755

910,524
29,096,116

9,370,374
3,942

6,622,227
35

7,740
13,866

599

2,239,738
248,263

11,665
28,506
17,854
44,302
15,266
65,190

596

2,644
7,648,402

7,895,542
2,670,784

10,566,326
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useful or not, or whether his vessel is 
in charge of a competent pilot and of
ficers, whilst navigating narrow waters, 
he is expected to be at his post. The 
first officer, by his evidence, gave the 
impression that he did not exercise ah 
the judgment expected of him, and his 
action in ringing the telegraph, stop, 
instead of, slow, as ordered by the pilot, 
he thinking that it would be more ex
pedient in such a crucial moment, caused 
the court to caution him only, to be more 
watchful in future. His error was ah 
a question of seamanship and judg
ment, and not a matter of local knowl
edge. The certificates of the master, 
Gapt. R. McKillop, and the first officer, 
H. A. More, were returned to them.

With regard to Pilot Delisle, the court 
stated that it could not use the same 
leniency as to the master and first of
ficer. He attempted, unsuccessfully, 
lead the court astray as to his motive 
for the order, slow. He erred gravely 
in judgment in maintaining such a speed, 
under the impression that the light which 
appeared dim was that of an overtaken 
vessel, and in view of the notice he had 
read the night before that buoys had 
been placed to indicate dredging opera
tions, he should have been on the alert 
for the possible presence of the dredg6 
in the area defined in the notice. Owinf? 
to the evidence that the War Beryl s 
movements were neutralized by the cable 
or wire of the dredge Beaujeu, the court 
felt that it could not be so severe as it 
otherwise would have been, and there
fore suspended his license from May 2° 
to Oct. 1.

As to the master of the dredge Beau
jeu, the court found that he should have 
had an officer on duty as well as a watch
man, but as this did not contribute to 
the casualty, it is regarded as a lack of 
discipline, for which the master was se
verely reprimanded. The court consid
ered that the dredge invited collision by 
remaining so close to the middle of the 
channel when not operating, merely to 
avoid trouble in raising the anchors, as 
stated. In .view of the fact that there 
were no written orders given to the 
master of the dredge for his guidance, 
and that there exists, to a great extent, 
a difference between the responsibility 
of a master of an ordinary ship and the 
master of a vessel engaged in such spe
cial work as the Beaujeu, the master, 
Capt. Bourget, could not, in this instance, 
be criticized for his vessel’s position.

Capt. A. Hope, one of the nautical as- 
sessors, dissented from the judgment >n 
general, holding that the responsibility 
for the collision rested entirely on the 
dredge Beaujeu, on the ground that n° 
measures whatever were taken by the 
master to ensure the safety of his ves
sel in case of accident.

Aids to Navigation on the SkagwaJ' 
Route—The Minister of Marine, in re
ply to a question as to negotiations with 
the U.S. Government, respecting the Pr°' 
vision of aids to navigation on the Van- 
couver-Skagway route, following the lo?s 
of the C.P.R. s.s. Princess Sophia 111 
Oct., 1918, stated in the House of Con1 
mons recently, that no negotiations were 
in progress. The loss of the vessel oc
curred on a part of the coast which lS 
under U.S. control, and over which Can
ada has no jurisdiction. The Canadian 
coast line extends northward to the etI' 

trance to the Portland Canal, near P0^ 
Simpson, follows the Portland Canal y" 
its head, and thence proceeds inland 
a northwesterly direction.



July, 1919. CANADIAN RAILWAY AND MARINE WORLD 401

General Shipbuilding Matters Throughout Canada.
Bigelow Bros., Canning, N.S., launched 

the tern schooner Cape Blomidon May 
29. She is of 408 tons register, classed 
for 12 years, and is iron kneed through
out, and equipped with hoisting engines. 
A slight accident marred the launching, 
but, apparently, no damage was done to 
the vessel. She is owned by H. Mc- 
Aloney and others, Parrsboro, N.S., and 
will probably load deals there, for Great 
Britain.

Dominion Shipbuilding Co., Toronto, 
launched a full sized canal freight steel 
steamship, June 14, for private owners. 
Following the plan with some of its 
previous vessels the name of some Can
adian General taking part in the war was 
Siven, in this case, General Williams 
being the one adopted. She is classed 
100 Al, at Lloyds for Transatlantic ser
vice. Her dimensions are: Length over 
all, 261 ft.; breadth moulded, 43% ft.; 
depth moulded, 28 ft. 2 in.; d.w. capacity, 
4,300 tons. She is equipped with triple 
expansion engines, 1,400 i.h.p., by John 
inglis Co., Toronto.

Harbor Marine Co. Ltd., Victoria, B.C., 
was incorporated under the British Co
lumbia Companies Act, Mar. 28,1919, with 
an authorized capital of $500,000, the di
rectors being : President, C. J. V. Spratt, 
President Victoria Machinery Depot Co.; 
O. C. Bass, J. S. Clark, M.I.N.A., and 
J- W. Lennox. B. L. Robertson is Sec
retary-Treasurer. Its yard is on the 
north side of Victoria harbor, between the 
Foundation Co.’s lumber yard and the 
Cholberg shipyard. The Harbor Marine 
C°. is said to have been organized prin
cipally to build two steel cargo steam - 
ships of 8,100 tons d.w. each for Can
adian Government Merchant Marine 
Ltd. for which the Victoria Machinery 
Hepot Co. has contracts from the Ma
rine Department, and further informa- 
tion about which is given under “Cana
dian Government Merchant Marine Ltd., 
Shipbuilding, Operation, Etc.” on another 
Page of this issue. ’

Midland Shipbuilding Co., Midland, 
Cut., Midland press dispatch, June 17:— 
After 10 days of negotiations between 
fhe striking iron workers and the com
pany’s officials, the plant has closed down, 
fhe strike started June 6, when 175 
•Pen walked out because the company 
Refused to grant a 44-hour week and an 
Uicreased scale. Two proposals were 
P>ade by the company: first, that the men 
cake over the ship now under constructon 
*or the British Government and work 
uch hours as they decided upon, the ship 

A* be completed by a named date, the 
*Ven to receive their present wages in 
/!e meantime and a bonus at the appoint- 
a date. The other proposal was that 

2, lron work should be completed for a 
mp sum, to be divided as the employes 

tLW fit. Both offers were refused, and 
in6 ?'an^ i® therefore closed down, affect- 

£ 305 men, who were drawing weekly 
wages totalling $9,000.
_Rational Shipbuilding Co., Levis, Que.
for e successful completion of the trans- 
<jr Ration of the Dominion Government 
st(,^e Galveston into an ocean freight 
of a/i's"'P’ was marked by the launching 
Vn>.,i t, s,s- Pom one at this company’s 
tur ■ • ay 31. Several interesting fea- 
fulfS ? connection with this work were 
a.|jy described and illustrated in Can- 
janan Railway and Marine World for

New Westminster Construction and 
Engineering Co., New Westminster, B.C. 
—It is reported that this shipyard at 
Popular Island, which was organized to 
build wooden steamships for the Bri
tish Government under orders from the 
Imperial Munitions Board, will probably 
close entirely, as the terms under which 
it was to be taken over from the board 
do not appear to be satisfactory. The 
price named by the board was considered 
by the company to be much too high and 
it was agreed to submit the matter to 
arbitration, but nothing further has 
been done. The company built 4 wooden 
steamships for the British Government, 
these being namer, War Comox, War 
Edensaw, War Kitimat and War Ewen 
and it has under construction 3 wooden 
steamships of 3,200 tons d.w.. each for 
the Belgian Government. The last of 
these vessels was to be launched during 
June, after which it was expected the 
plant would be closed down.

Poison Iron Works, Ltd., Toronto—G. 
T. Clarkson, receiver and liquidator, has 
issued a statement of this company’s af
fairs, showing assets consisting princi
pally of real estate, buildings, machinery, 
plant, etc., of $1,938,993.43, unsecured lia
bilities, $1,727,208.58, and a nominal sur
plus of $211,784.85. The following is a 
summary:—

Assets.
Real estate and buildings....................... $1,398,668.36
Machinery and plant.................................. 335,011.39
Patterns and drawings.............................. 50,000.00
Materials and supplies................................ 438,295.30
Accounts receivable.................................... 9,000.00
Cash on hand......................   1,008.97

$2,231,984,02
Less Bank of Nova Scotia claim, se

cured by first mortgage bonds.......... 292,990.59

Nominal equity...............................................$1,938,993.43
Liabilities.

Preferred ........................................................$ 87,938.98
Direct ...................................................   349,269.60
Unsettled claims.................................   1,290,000.00

$1,727,208.58

Secured claim, Bank of Nova Scotia....$ 292,990.59 

The unsettled claims are as follows:— 
C. Hannevig, New York, N.Y., and 

Aalesund Steamship Co., Aalesund, Nor
way. Advances against costs of construc
tion of steamships 151 and 152, $568,000. 
Contractors claim ownership of mater
ials and supplies on hand, to an inventory 
value of $312,487.43, which claim is not 
admitted.

Imperial Munitions Board estimated 
costs, in excess of contract price, for 
construction of six steamships for Im
perial Government, $600,000; less amount 
claimed from board is respect of con
tracts for boilers, $13,000, net $587,000.

Heistein & Sons, Kristiansand, Nor
way. Damages for delays claimed in re
spect of delivery of s.s. Asp, $70,000, 
less deposit as security for fulfilment of 
contract, $15,000, net $55,000. This claim 
is disputed.

Toronto Harbor Commissioners. Claim 
for use and occupation of real estate, 
lease of which has not been executed, 
and claim for which is disputed, $67,500.

Sir Henry M. Pellatt, Toronto, claimed 
as having advanced to company, $80,000. 
Claim not admitted, pending investiga
tion.

The Quebec Shipbuilding and Repair
ing Co. has gone into voluntary liquida
tion, and Maxham and Co., have been in
structed to dispose of the plant, which 
is located at the Louise Docks, Quebec.

The company was organized prior to the 
outbreak of war, and built the schooner 
M. P. Connolly, which was lost at sea 
during the war. The company also built 
two wooden steamship hulls for the Bri
tish Government, under orders from the 
Imperial Munitions Board, viz: War 
Quebec and War Sorel, of 3,080 tons d.w. 
each, and which were launched June 28 
and Sept. 7, 1918, respectively.

St. John Drydock & Shipbuilding Co., 
St. John, N.B. In a discussion in the 
House of Commons recently, it was stat
ed that a large ship repairing plant is to 
be established in connection with the 
drydock which this company is building, 
and we are informed that the plans for 
this plant provide for an expenditure of 
at least $1,125,000, and that the equip
ment will be a very complete one. We 
are also advised that the company is still 
considering ' the possibility of establish
ing a large shipbuilding plant in connec
tion, but that nothing definite has been 
decided on.

St. Martins Shipbuilding Co., St. 
Martins, N.B. The three masted auxiliary 
powered schooner, Quaco Queen, was 
launched by this company at the end 
of May for A. F. Bentley and others.

Wallace Shipyards Ltd., Vancouver, 
B.C.—The Public Works Department has 
awarded a contract to Wallace Shipyards 
Ltd., for. docking, cleaning, painting and 
overhauling the dredge P.W.D. 305 (King 
Edward), for $5,885.

The Steamship Turbinia — Canada 
Steamship Lines s.s. Turbinia was of
fered for sale by public auction in Lon
don, Eng., June 17, by C. W. Kellock & 
Co., on behalf of the owners, as she lay 
at Southampton. She was built at Heb- 
burn-on-Tyne, Eng., in 1904 for the Tur
bine Steamship Co., controlled by Ham
ilton, Ont., interests, and later owned by 
T. Eaton Co., Toronto, and for several 
years operated on Lake Ontario in the 
summer passenger trade. Towards the 
end of 1911 the vessel was acquired along 
with others by the Niagara Navigation 
Co., which later formed a part of Can
ada Steamship Lines, Ltd. During the 
period she was operated on Lake On
tario she lost money each year, except 
the first year, when a profit was shown. 
In the winter of 1905-06 she was char
tered to Canada—Jamaica Steamship Co. 
and was operated on a day line between 
Santiago, Cuba, and Kingston, Jamaica. 
She crossed the Atlantic in the early 
stages of the war and has since been 
used carrying troops, etc., between Eng
land and France. She is equipped with 
three compound turbines of the Parsons 
type, one high pressure in the centre, one 
low pressure on each side, each operat
ing a shaft carrying one propeller. The 
engine is about 500 n.h.p. Her dimen
sions are: length, 250 ft.; breadth, 33.2 
ft.; depth, 12.6 ft.; tonnage, 1,064 gross; 
603 register. She is equipped with wire
less telegraph.

L’Heureux Lifeboat Launching Co. 
Ltd. has been incorporated under the 
Dominion Companies Act, with $250,000 
authorized capital, and office at Mont
real, to build and deal in steam and 
other vessels, and other means of trans
portation, and vessel equipment of all 
kinds. The incorporators are, F. Sidg- 
wick, naval architect; H. S. Mathews, 
naval transport officer; W. F. Fletcher, 
engineer and naval architect; T. Hall, 
engineer ; C. E. Gault, L. A. Lavallee 
and J. L. Bergeron, Montreal ; E. M. 
Dechene and P. Paradis, Quebec, Que.
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Canadian Government Merchant Marine, Ltd., Shipbuilding, Operation, Etc.
Launchings of Steamships—Since the 

launchings of steel cargo steamships for 
Canadian Government Merchant Marine 
Ltd., particulars of which were given in 
Canadian Railway and Marine World for 
June, the following additional ships have 
been Vunched:
Montréal, May 7, 1919.

Marine Department Contract 25; build
er’s yard no. 69; s.s. Canadian Seigneur, 
8,100 tons d.w., by Canadian Vickers Ltd.,

Marine Department contract 5; build
er’s yard no. 106; s.s. Canadian Trooper, 
4,300 tons d.w., by Wallace Shipyards 
Ltd., Vancouver, B.C., May 31, 1919.

Marine Department contract 20; build
er’s yard no. 40; s.s. Canadian Sailor, 
3,400 tons d.w., by Port Arthur Ship
building Co., Port Arthur, Ont., May 31, 
1919.

Transfer of Steamships to Canadian 
National Ry.—The Dominion Govern
ment passed the following order in coun
cil, June 2.—The committee of the Privy 
Council have had before them a report, 
dated May 4, 1919, from the Minister of 
Marine, stating that he has had under 
consideration a memorandum from the 
Deputy Minister, submitting as follows: 
That contracts have been placed with 
shipbuilding firms in Canada by the Ma
rine Department for the construction of 
45 steamships of a total deadweight 
tonnage of approximately 263,950 tons, 
at an average cost of $199.62 a ton. That 
four of the vessels so contracted for have 
been completed and delivered to the de
partment, viz: Canadian Voyageur, 4,300 
tons; Canadian Pioneer, 8,100 tons; Can
adian Warrior, 3,750 tons ; Canadian Ran
ger, 8,100 tons. That the remainder of 
the vessels alluded to will be completed 
and delivered to the department at inter
vals during the present and next years.

That several plans for the disposition 
and operation of these vessels have been 
considered, viz:—-(a) By the regular 
steamship operators on a basis of hire 
or commission to be agreed upon; (b) 
by an organization to be formed within 
the department subject to and under in
structions from the Minister; (c) by the 
Canadian National Ry.; (d) sale to pri
vate interests on terms to be agreed 
upon and subject to the condition that 
they should be available for Canadian 
trade so long as any such trade is offer
ing.

That he has been advised that the in
tention of the government is to have 
some or all of these vessels operated by 
the Canadian National Ry. The Min
ister therefore recommends as follows :— 
That any or all of the vessels may, on 
completion and delivery to the Marine 
Department be transferred to the Can
adian National Ry. for operation and 
maintenance.

That the terms upon which the vessels 
shall be so transferred shall require re
payment to the Consolidated Revenue of 
Canada by the Canadian National Ry. 
of the total amount of the cost of each 
vessel so transferred with interest at 
512% in the manner following:—1st year, 
20% ; 2nd year, 15%; 3rd, 4th, 5th, 6th 
and 7th years, 10% each year; 8th, 9th 
and 10th years, 5% each year. That the 
title to every vessel transferred to the 
Canadian National Ry. shall remain in 
the Minister of Marine on behalf of the 
government until such time as the total 
cost of each such vessel with interest as

aforesaid is fully paid; thereafter the 
title to be vested in the Canadian Na
tional Ry. The committee concurs in 
the foregoing recommendations, and sub
mits the same for approval.

Management of Steamships—As stat
ed in Canadian Railway and Marine 
World previously, the management of the 
steel cargo steamships which have been 
built, and are being built, under the 
Marine Department’s orders, has been 
placed in the hands of the Canadian Na
tional Ry. Co.’s directors, of which D. 
B. Hanna is President. Canadian Gov
ernment Merchant Marine Ltd. was in
corporated by Dominion letters patent, 
Dec. 30, 1918, with an authorized capital 
of $1,000,000. At present the company 
has five directors, all of whom are di
rectors of the Canadian National Rys., 
as follows, viz: D. B. Hanna, President; 
A. J. Mitchell, Vice President and 
Treasurer; Major Graham A. Bell, C.M.

The s.s. Canadian Ranger, 8,100 tons 
d.w., built for the Marine Department 
by Canadian Vickers Ltd., Montreal, and 
launched Apr. 19, was delivered to Can
adian Government Merchant Marine Ltd., 
May 23; sailed from Montreal with cargo 
June 1 for Liverpool, Eng., and arrived 
there June 14.

The s.s. Canadian Recruit, 3,750 tons 
d.w., built by Collingwood Shipbuilding 
Co., for the Marine Department and 
launched at Collingwood, Ont., May 3, 
ran her trial trips June 3, was trans
ferred to Canadian Government Mer
chant Marine Ltd. and left Collingwood 
for Toledo, Ohio, to load for Montreal, 
where she took on a general cargo for 
Jamaica and Havana.

The s.s. Canadian Warrior, 3,750 tons 
d.w., was stated in Canadian Railway and 
Marine World for June to have left Col
lingwood, Ont., Apr. 30, for Port Huron, 
Mich., to load coal for Montreal. We

Launching of steel cargo steamship Canadian Sailor, 3,400 tons d.w., for Canadian Government Mer
chant Marine Ltd., by Port Arthur Shipbuilding Co., at Port Arthur, Ont., May 31, 1919.

G., acting Deputy Minister of Railways; 
Robt. Hobson and E. R. Wood. Four 
additional directors will probably be 
elected in the near future. The Secre
tary is R. P. Ormsby.

The supervision of the management of 
the fleet has been delegated to R. C. 
Vaughan, Assistant to President, Can
adian National Rys. R. B. Teakle, for
merly Manager of the Allan Steamship 
Co.’s Boston service, and latterly Man
ager of the France-Canada Line at 
Philadelphia, has been appointed Man
ager, Canadian Government Merchant 
Marine Ltd. H. Milburne continues as 
Superintendent. Thos. Todd, formerly 
Chief Accountant and Purchasing Agent, 
Allan Steamship Line, Montreal, and 
subsequently loaned by the C.P.R. to the 
Canadian Cheese Commission, has been 
appointed Auditor, Canadian Government 
Merchant Marine Ltd. These three of
ficials have their offices at 230 St. James 
St., Montreal.

were officially advised that she had left 
for Port Huron and concluded that it 
was Port Huron, Mich., but have since 
been advised that she went to Huron, 
Ohio, where she loaded about 1,200 tons 
of Pittsburg no. 8 three-quarter coal con
signed to Canadian National Rys., Mont
real and from there took a general cargo 
for Barbadoes, Trinidad and Havana.

The Minister of Marine stated in the 
House of Commons recently, in answer to 
a question, that the cost of the s.s. Can
adian Warrior was $818,975 delivered.

British American Shipbuilding Co-, 
Welland, Ont., which, as stated previ
ously in Canadian Railway and Marine 
World, has contracts for 2 steel cargo 
steamships of 4,350 tons each for Can
adian Government Merchant Marine Ltd., 
and which laid the keel for Marine De
partment contract 44; builder’s yard no- 
4; Mar. 29, advised us June 9 that the 
keel for Marine Department contract 25; 
builder’s yard no. 5; had not been laid,
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owing to the yard having been closed 
since the middle of May, the workmen 
being on strike.

The Collingwood Shipbuilding Co., Col- 
lingwood, Ont., on June 3, ran the trial 
trips of the s.s. Canadian Recruit, 3,750 
ton d.w., built for the Marine Depart
ment, June 3, after which she was trans
ferred to Canadian Government Merchant 
Marine Ltd. and left Collingwood June 
f for Toledo, Ohio, to load coal for Mont
real. The company advised us June 20, 
that it expected to launch the s.s. Can
adian Signaller, also 3,750 tons d.w., on 
June 28.

J. Coughlan & Sons, Vancouver, B.C., 
ydio, as stated in Canadian Railway and 
Marine World for June, laid keels on 
^fpr. 26 and May 3, respectively, for two 
°f.the 8,100 ton d.w. steel cargo steam- 
ships for Canadian Government Mer
chant Marine Ltd., advised us June 9 
that they were unable to give any idea 
as to the launching dates, as a general 
strike was on in Vancouver, which had 
stopped operations in their yards. For 

,e same reason they were unable to 
give any idea as to when keels would 

6 laid for the two other similar ves
sels for the Marine Department.

Halifax Shipyards Ltd., Halifax, N.S., 
tj ..ch, as stated previously in Canadian 
Railway and Marine World, has contracts 
.or 2 steel cargo steamships of 8,100 
°ns d.w. each, and 2 for 10,500 tons 

Gw- each, for Canadian Government 
merchant Marine Ltd., and which laid 

Vj . keels of the two 8,100 ton ships, 
l z.i Marine Department contract 21; 
Under’s yard no. 1; s.s. Canadian Ma- 

„ n®r> Feb. 24, and Marine Department 
ntract 22; builder’s yard no. 2; s.s. 

median Explorer, Mar. 15, advised us 
for16, ® fhat the erection of buildings 
0 . its plant was completely stopped, 
g lnS to a building trades strike ; con- 
ir.UUently the programme for the build- 
anH sbiPs 1 and 2 had been altered, 
Unf'i c°uld not be definitely rearranged 
re 1 the settlement of the strike and 
thr.° tlrnenccment of work. The keels for 
bP , o 10,500 ton steamships had not 
vyL n luid and it could not then be stated 
tbe6n they would be. The company fur- 
stru 5dvised us June 13 that the con- 
on y1 on °f its buildings was re-started 
Pent ne the few bricklayers and car- 
ret ters who had been on strike having 
that' tn,<* t° work, on the understanding 
in „ their wages would be readjusted, 
°ilia<r°r^ance with the finding of the con- 
arbi+lon board, which was established to 
fax the difference between the Hali
te,, giv’Pbuilders’ Exchange and the dif- 

t unions interested.
part^rb°ur Marine Co. Ltd.,Victoria, B.C., 
ficiaiCU ars about the incorporation, of- 
“Qp s’ etc. of which are given under 
out pral Shipbuilding Notes Through- 
sue .anat)a,” on another page of this is- 
cipallS Sa'd bo have been organized prin- 
shiTKy to build two steel cargo steam- 
adian 2f 8,100 tons d.w. each, for Can- 
f°r Covernment Merchant Marine Ltd., 
Co, b Ch the Victoria Machinery Depot 
Partn&S conti'acts from the Marine De- 
June ®®t. We were officially advised 
be6n f, . that neither of the keels had 
lay;,.,* Ld and that no dates for their 
shi„v5 "ad been fixed, but that the first 
hl0(.|.aV had been completed, that' keel 
°nd "Were being placed, that the sec- 
that .fJ'PWay was nearly finished, and 

1 p]a® erection of buildings, installing 
Th(,nt’ etc., was being gone on with. 

f‘°rt Arthur Shipbuilding Co.,

Port Arthur, Ont., launched, on May 31, 
the steel cargo steamship Canadian 
Sailor, 3,400 tons d.w., Marine Depart
ment contract 20; builder’s yard no. 40; 
Miss Emmeline Paige, daughter of J. F. 
Paige, the company’s General Manager, 
performing the christening. The Can
adian Sailor is of steel, screw, single 
deck type, with a straight stem and 
semi-elliptical stern built on the trans
verse system with poop, bridge and fore
castle; the principal dimensions being: 
Length over all, 260 ft.; length between 
perpendiculars, 251 ft.; breadth moulded,
40 Vz ft.; depth moulded, 23 ft.. She is 
built to British Lloyd’s 100 A1 classifi
cation, and fitted out in accordance with 
British Board of Trade Rules. The pro
pelling machinery is placed amidships. 
The main engine is of the triple expan
sion vertical inverted type, with cylinders 
20Vz, 34, 56 x 40 in. stroke, developing 
about 1,500 i.h.p. The auxiliary ma
chinery includes a feed pump evaporator 
of 15 tons capacity per 24 hours; aux
iliary condenser, with attached air and 
circulating pumps; vertical duplex bal
last pump and auxiliary feed pump. A 
steam ash hoist is located in boiler room. 
Steam supplied by 2 Scotch boilers, 15 x 
11 ft., constructed according to Lloyd’s 
and Canadian Rules, having working 
pressure of 190 lb.

The Canadian Sailor is the second ship 
to be launched out of an order for 4 pre
cisely similar steamships, which the 
company has from the Marine Depart
ment; the first, Canadian Trader, hav
ing been launched May 5. The keels for 
the other 2, Canadian Adventurer and 
Canadian Cadet, were laid Mar. 31.

I’ort Arthur Shipbuilding Co., Port 
Arthur, Ont., launched on May 31 the 
steel cargo steamship Canadian Sailor, 
3,400 tons d.w. for Canadian Govern
ment Merchant Marine Ltd., Marine De
partment contract 20; builder’s yard no. 
40.Wallace Shipyards Ltd., Vancouver, 
B.C.—The second of the steel steamships 
being built for Canadian Government 
Merchant Marine Ltd., Marine Depart
ment contract 5; yard no. 106; Canadian 
Trooper, 4,300 tons d.w., was launched 
May 31, and christened by Mrs. R. Pem
berton, wife of the overseer of the gov
ernment steamship building there.

Newfoundland Coastal Service.
In our last issue particulars were given of 

the acceptance, by the Newfoundland Gov
ernment, of the tender of Bowring Bros, 
for two steamship services between St. 
John’s and northern coast ports, and 
St. John’s and southern and western 
ports. Similar service has been ren
dered by the firm for the past 15 years, 
and the tender referred to was for a 
continuance of the service for a further 
10 years, of course at new rates. After 
the acceptance of the tender there was 
a change of government, without a con
tract having been signed, and consider
able opposition arose to the concluding 
of the contract by the new government. 
In the meantime, Bowring Bros, with
drew their tender, and are reported to 
have sent in an amended tender at an 
enhanced price, providing for increases 
in passenger and freight rates, neces
sitated by increases in operating ex
penses. The former contract expired in 
April, and it has been announced that, 
pending a settlement of the matter, the 
government has seized the steamships

Portia and Prospero, under the War 
Measures Act, and is operating them 
under the Government Shipping Depart
ment, at rates for passengers and freight 
which the contractors charged under the 
last contract.
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Orders for Steel Cargo Steamships for Canadian Government Merchant Marine Ltd,

O

The following is a complete list of steel cargo steamships which the Dominion Marine Department has been authorized, by order in council, to place orders for, and which orders are to be carried out. 
The following contractions are used in the column giving the type of the vessels to be built:—s.d., single deck; 2.d., two deck; 3.d., three deck; lake, lake type; p., poop; b., bridge; f’c's’le, forecastle.

Con Price Approximate
tract Contract Builder Yard Tons per Total Type Classifi- delivery Keel laid

ton d.w. price cation
1 Mar. 4, 1918 Canadian Vickers Ltd., Montreal 66 4,300 $207. $ 890,100 S.d., p., b. and f’c’s’le............ Lloyd’s 11 Dec. 31, 1918 June 11, 1918
2 May 22, 1918 67 8,100 180. 1,458,000 2.d., p., b. and f’c’s’le............ ** 11 Jan. 31. 1918 July 17, 1918
3 May 18, 1918 Collingwood Shipbuilding Co., Col-

lingwood, Ont..................................... 61 3,750 205. 768,750 Lake, s.d., p., b. and f’c’s’le Brit. Corp. 9 May 1, 1919
4 Mar. 15, 1918 Wallace Shipyards Ltd., Vancou-

ver, B.C.................................................. 100 4,300 207. 890,100 S.d., p., b. and f’c’s’le............ Lloyd’s 11 Mar. 31, 1919 Oct. 1, 1918
5 Nov. 25, 1918 106 4,300 217. 933,100 S.d., p., b. and f’c’s’le.......'..... 11 May 31, 1919 Nov. 15, 1918
6 Nov. 25, 1918 101 5,100 210. 1,071,000 S.d., p., b. and f’c’s’le............ 11 July 31, 1919 Apr. 5. 1919
7 Nov. 25, 1918 102 6,100 210. 1,071,000 S.d., p., b. and f’c’s’le............ 11 Sept. 30, 1919

10 July 5, 1918 Collingwood Shipbuilding Co., Col-
lingwood, Ont...................................... 62 3,750 205. 768,750 Lake, s.d., p., b. and f’c’s’le Brit. Corp. 9 May 15, 1919 June 3, 1918

11 Oct. 17, 1918 63 3,750 205. 768,750 Lake, s.d., p., b. and f’c’s’le “ 9 July 15, 1919 Jan. 16, 1919
12 Oct. 17, 1918 64 3,750 205. 768,750 Lake, s.d., p., b. and f’c’s’le 9 July 1, 1919 Feb. 10, 1919
13 Aug. 9, 1918 Tidewater Shipbuilders Ltd., Three

Rivers, Que........................................... 5 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ Lloyd’s 11 Aug. 1, 1919 Jan. 8, 1919
14 Âug. 9, 1918 6 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Sept. 1, 1919 Jan. 10, 1919
15 Jan. 24, 1919 •7 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Nov. 15, 1919
16 Jan. 24, 1919 8 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 May 15, 1920
17 Sept. 4, 1918 Davie Shipbuilding & Repairing

Co., Lauzon, Que................................ 459 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Nov. 1, 1919 Mar. 11, 1919
18 Sept. 4, 1918 460 5,100 200. 1,020,000 S.d., p., b. and f’c’s’le............ 11 Nov. 8, 1919 Mar. 28, 1919
19 Sept. 4, 1918 Port Arthur Shipbuilding Co., Port

Arthur, Ont.......................................... 39 3,400 205. 697,000 Lake, s.d., p., b. and f’c’s’le 9 June 1, 1919 Dec. 9, 1918
19a Mar. 1, 1919 41 3,400 210. 714,000 Lake, s.d., p., b. and f’c’s’le 9 Sent. 30, 1919 Mar. 31. 1919
20 Sept. 4, 1918 40 3,400 205. 697,000 Lake, s.d., p., b. and f’c’s’le 9 July 1, 1919 Dec. 10, 1918
20a Mar. 1, 1919 42 3,400 210. 714,000 Lake, s.d., p., b. and f’c’s’le 9 Oct. 31, 1919 Mar. 31, 1919
21 Sept. 13, 1918 Halifax Shipyards, Ltd., Halifax,

N.S.............................................................. 1 8,100 195. 1,579,500 2.d., p., b. and f’c’s’le............ 10 Dec. 19, 1919 Feb. 24. 1919
22 Sept. 13, 1918 2 8,100 195. 1,579,500 2.d., p., b. and f’c’s’le............ 10 Apr. 1920 Mar. 15, 1919
23 Oct. 11, 1918 Canadian Vickers Ltd., Montreal.... 73 4,300 215. 924,500 S.d., p„ b. and f’c’s’le............ 11 May 27, 1919 Jan. 22. 1919
24 Oct. 11, 1918 68 8,100 188. 1,522,800 2.d., p., b. and f’c’s’le............ 11 May 1, 1919 Aug. 26. 1918
25 Oct. 11, 1918 69 8,100 188. 1,522,800 2.d., p., b. and f’c’s’le............ 11 June 1, 1919 Nov. 30, 1918
26 Oct. 11, 1918 70 8,100 188. 1,522,800 2.d., p., b. and f’c’s’le............ 11 July 1, 1919 Dec. 2, 1918
27 Oct. 11, 1918 71 8,100 188. 1,522,800 2.d., p., b. and f’c’s’le............ 11 Aug. 1. 1919 Apr. • 23, 1919
28 Oct. 11, 1918 72 8,100 188. 1,522,800 2.d., p., b. and f’c’s’le............ 11 Sept. 1. 1919 May 10, 1919
29 Jan. 24, 1918 Victoria Machinery Depot Co., Vic-

toria, B.C................................................ 1 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 Jan. 31, 1920
30 Jan. 24, 1919 2 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 Nov. 30, 1920
31 Dec. 11, 1918 Collingw ood Shipbuilding Co.,

Kingston, Ont...................................... 15 3,750 205. 768,750 Lake, s.d., p., b. and f’c’s’le Brit. Corp. 9 Nov. 1, 1919 Apr. 7, 1919
82 Mar. 1, 1919 Port Arthur Shipbuilding Co., Port

Arthur, Ont........................................... 43 4,300 215. 935,250 S.d., p., b. and f’c’s’le............ Lloyd’s 10% Nov. 1, 1919
33 Mar. 1, 1919 44 4,300 215. 935,250 S.d., p., b. and f’c’s’le............ 10% Nov. 15, 1919
34 Nov. 22, 1918 J. Goughian & Sons, Vancouver,

11 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 July 31, 1919 Apr. 26, 1919
35 Nov. 22, 1918 12 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le........... 11 Aug. 31, 1919 May 3, 1919
36 Nov. 22, 1918 13 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 Sept. 30, 1919
37 Nov. 22, 1918 “ “ 14 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 Oct. 31, 1919
38 Dec. 10, 1918 Halifax Shipyards Ltd., Halifax,

N.S............................................................. 3 10,500 12 Aug. 1, 1920
39 Dec. 10, 1918 4 10,500 197% 2,073^750 3.d., p., and f’c’s’le................. 12 Nov. 1, 1920
40 Mar. 31, 1919 Nova Scotia Steel & Coal Co.,

New Glasgow, N.S......................... . 5 2,800 210. 588,000 S.d., p., b. and f’c’s’le............ 8% Oct. 1919 Mar. 27, 1919
41 Mar. 31, 1919 “ “ 6 2,800 210. 588,000 S.d., p., b. and f’c’s’le............ 8% Nov. 1919 Mar. 31, 1919
42 Feb. 21, 1919 Prince Rupert Dry Dock and En-

gineering Co., Prince Rupert, B.C 1 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 Feb. 1920
43 Feb. 21, 1919 2 8,100 198. 1,603,800 2.d., p., b. and f’c’s’le............ 11 June 1920
44 Jan. 23, 1919 British American Shipbuilding Co.

Welland, Ont....................................... . 4 4,350 215. 935,250 S.d., p., b. and f’c’s’le............ . Brit. Corp. 10 Nov. 1919 Mar. 29, 1919
45 Jan. 23, 1919 “ “ 5 4,350 215. 935,250 S.d., p., b. and f’c’s’le............ 10 June 1920

Launched Name

Nov. 23, 1918 Canadian Voyageur
Dec. 3, 1918 Canadian Pioneer

Dec. 21, 1918 Canadian Warrior

Apr. 5, 1919 Canadian Volunteer
May 31, 1919 Canadian Trooper
...................................................  Canadian Aviator
...................................................  Canadian Scout

May 3, 1919 Canadian Recruit
......................... Canadian Signaller
......................... Canadian Gunner

......................... Canadian Settler
.......:................ Canadian Rancher
......................... Canadian Fisher
......................... Canadian Forester

Canadian Trapper 
Canadian Hunter

May 5, 1919 Canadian Trader
......................... Canadian Adventurer
May 31, 1919 Canadian Sailor 
......................... Canadian Cadet

...................................................  Canadian Mariner

...................................................  Canadian Explorer

................................................... Canadian Navigator
Apr. 19, 1919 Canadian Ranger
May 7, 1919 Canadian Seigneur
.......... .............. Canadian Miller
.......... .............. Canadian Spinner
.................................................... Canadian Planter

Canadian Beaver

Canadian Importer 
Canadian Exporter 
Canadian Inventor 
Canadian Prospector

363,850 $52,691,450
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Cargo Steamship Building in Cam 
ada for British Government.

Engines for s.s. War Fundy, Etc.—In 
a description of the wooden cargo s.s. 
War Fundy, built for the British Govern
ment by Grant & Horne, St. John, N.B., 
which appeared in Canadian Railway and 
Marine World for May, it was stated that 
the boilers and engines were installed by 
the Union Foundry Co., under an Im
perial Munition Board’s officer’s super
intendence. We have since been ad
vised that, while the engines were in
stalled by the Union Foundry Co., as 
stated, they were built by Robb Engin
eering Works Ltd., Amherst, N.S., which 
also built 4 other engines of the same 
size for ships built for the British Gov
ernment at different points.

Steamships Launched and Under Con
struction—Since the information given 
in our last issue respecting launchings 
of steamships under construction in Can
ada for the British Government, was 
Published, the wooden steamship, s.s. 
War Moncton, 3,080 tons d.w., was 
launched, May 29, by Grant and Horne, 
St. John, N.B. This completes all orders 
for wooden steamships placed in Canada 
for the British Government by the Im
perial Munitions Board. Orders for 2 
steel steamships, from Canadian Allis- 
Chalmers, Ltd., Bridgeburg, Ont., of 
3,500 tons d.w. each, and for which, the

adian Allis-Chalmers Ltd. had orders for 
4 steel cargo steamships of 3,500 tons 
each, one of which, the s.s. War Magic, 
was launched Mar. 3, and another one, 
the s.s. War Vixen, is being built.

Grant & Horne, St. John, N.B.—The 
s.s. War Moncton was launched at this 
yard May 29. This is the last of the 
wooden steamships to be built in Can
ada for the British Government under 
orders from the Imperial Munitions 
Board, and is the second one built by 
this firm, the first one, the .s.s. War 
Fundy, having been launched in August, 
1918. The War Moncton is of the stand
ard type of wooden steamship adopted 
by the board; full descriptions of which, 
with equipment, have been given in 
previous issues.

Imperial Investigation Board on 
Maritime Transport, Etc.

Ottawa press dispatch, June 6—Sir 
George Perley, High Commissioner for 
Canada in England, will, on the recom
mendation of the Minister of Marine, 
represent Canada on the Imperial 
Investigation Board to be appointed by 
the Crown to review questions relating 
to maritime transport and to the develop
ment of the Empire’s sea communica
tions.

The board is to consist of an independ
ent chairman appointed by the Crown;

with expert knowledge, to investigate 
particular problems.

The board is empowered to announce 
its conclusions publicly or otherwise as 
it thinks fit. Any published report to be 
signed by the concerning members of the 
board, and any dissenting opinion of a 
member or members to be published at 
the same time.

Care to Be Exercised in Lake St. 
Clair Flats Canal.

The United States District Engineer, 
at Sault Ste. Marie, Mich., has issued 
the following notice to vessel owners:— 
“The revetment on the channel side of 
the east dike, Lake St. Clair Flats Canal, 
has deteriorated markedly in the last two 
seasons. Several sections have collapsed, 
the timber work swinging out into the 
channel. This condition exposes anchor
ages adjacent to the portions collapsed 
to undue strain, and the backfilling to 
the effects of wash incident to the dis
turbances of water created by passing 
boats. Suitable repar is anticipated as 
funds become available and arrangements 
can be made. Meantime, it is highly 
desirable, in order to minimize further 
deterioration, that additional strain and 
disturbance be avoided as far as prac
ticable. To this end it is requested that 
your vessel masters be instructed to 
check speed in passing through the east 
canal, reducing to about 8 miles an hour 
when weather conditions are suitable for 
that speed. It will, of course, be under
stood that it is not suggested that ves
sels check in storm, or when conditions 
to any extent render control uncertain, 
but only that throughout the variety of 
conditions encountered speed be reduced 
in reasonable accord therewith, and solely 
for the purpose above expressed, that 
further deterioration of the revetment be 
minimized.”

Ships Built in Canada in 1918.

The Marine Department has issued the 
following statement, subject to revision, 
of ships built in Canada during 1918:
Wood— Sail. Steam.

Number ........................ ......... 81 43 18
Gross tonnage............. .......... 34,042 86,479 9,757
Net tonnage.................

Steel—
......... 29,334 54,498

79

7,856

Gross tonnage.............
Net tonnage................

135,004
79,325

Totals.
Number ................................................................. 221
Gross tonnage...................*................................... 265,282
Net tonnage..........................................................  171,013
Deadweight tonnage........................................... 424,451

La Cie. Canadienne Trans-Atlantique 
Ltee., the incorporation of which was an
nounced in our last issue with $1,000,000 
authorized capital and office at 9 Vic
toria Square, Montreal, was formed to 
operate a line of freight steamships be
tween Montreal and Havre, France, and 
for this purpose is a consolidation of 
the interests of Canada Steamship 
Lines, Ltd., and La Cie. Generale Trans- 
Atlantique of France. It is intended to 
operate about 6 steamships in the ser
vice, 3 of which will be owned by Can
ada Steamship Lines and 3 by the French 
company, these companies acting, re
spectively in Canada, and France, in the 
interests of the new owners. The Presi
dent is Pellerin Latouche, Paris, France, 
and the Vice President and Managing 
Director is J. W. Norcross, President 
and Managing Director Canada Steam
ship Lines, Montreal.

Steamship War Moncton, built for British Government by Grant & Horne, St. John, N.B.,
launched May 29.

nat«es War Wallaby and War Wombat 
^fere selected, have been cancelled by 
,™e Imperial Munitions Board. This 
•eaves 7 steel steamships still under 
construction with a total tonnage of 35,- 
y00- The total of steel steamships 
•aunched remains at 34 with tonnage 

169,300, and 46 wooden steamships 
nave been launched with total tonnage 
°1 141,680; an aggregate of 80 vessels 
?r 310,980 tons. Following is a list of 

he steel steamships still under con
struction.

Builder.
Briti?h American Shipbuilding Co.

Welland, Ont.—
Caw War RacoonRadian Allis-Chalmers, Ltd.,

"Hdgeburg, Ont.—
J n War Vixen

°ughlan & Sons, Vancouver, B.C.—
War Chariot

Midi»*..* “ War Companyand Shipbuilding Co., Midland, Ont.—
Polsn» T War Fury8011 !ron Works, Ltd., Toronto, Ont.—

Tons d.w.

3,500

War Algoma 
War Halton

7 steel steamships

3,500

8,800
8,800

3,400

3,500
3,500

35,000-i steel steamships 35,UUU
. Canadian Allis-Chalmers, Ltd., Bridge
s'11^, Ont.—The Imperial Munitions 
"°ard has cancelled orders given this 
rjBipany for 2 steel cargo steamships 

3,500 tons each, viz: builder’s yard 
?02> s.s. War Wallaby, and builder’s 

>ard no. 303, s.s. War Wombat. Can

of eight official members nominated by 
the Colonial Office, India Office, Board of 
Trade, Dominion of Canada, Common
wealth of Australia, Dominion of New 

. Zealand, Union of South Africa and 
Dominion of Newfoundland, and of four 
unofficial members, two experienced in 
shipping and two experienced in com
merce, appointed by the Board of Trade, 
after consultation with the Dominions. 
The duties of the board are to be:

To enquire into complaints from per
sons and bodies interested with regard 
to ocean freights, facilities and condi
tions in the interimperial trade, or into 
any question of a similar nature referred 
to it by any of the nominating authori
ties, and to report its conclusions to the 
governments concerned.

To survey the facilities for maritime 
transport on such routes as appear to 
it to be necessary for trade with the 
Empire, and to make recommendations 
to the appropriate authority for the co
ordination and improvement of such fa
cilities, whether with regard to the type, 
size and speed of ships required for par
ticular routes or purposes, the depth of 
water in locks or channels, the construc
tion of harbor work, or similar matters. 
For this purpose the board is to appoint, 
where necessary, in consultation with the 
appropriate authority, standing or tem- 
norary committees, including ■norcnns
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The United States Government’s Shipbuilding Work, Its Costs, Etc.
E. N. Hurley, Chairman United States 

Shipping Board, wrote the Chairman of 
the House of Representatives’ appro
priations committee, June 4, as fol
lows:

In presenting to you the request of 
the U.S. Shipping Board for funds, I feel 
it my duty to give an outline of our ship
ping problem as a whole. The interrela
tion of the shipbuilding and ship-operat
ing industries is very close, an dthe un
precedented conditions which the war 
has imposed upon both of them cannot 
safety be adjusted to normal without 
carefully considered action by the gov
ernment, at whose call they abandoned 
the normal limitations of commercial 
organization and adjusted themselves to 
the abnormal conditions of war. More
over, the importance of these two great 
industries to the prosperity of the U.S. 
people is so great that the necessity for 
establishing them upon a healthy com
mercial basis is widely recognized as a 
prime matter of national policy.

During the 19 months in which our 
country was actively engaged in the 
war, the U.S. Shipping Board Emergency 
Fleet Corporation, expanded the ship
building capacity of the U.S. from an 
unimportant position among the world’s 
producers of ocean-going tonnage to first 
place. At the same time it has increas
ed the U.S. overseas merchant fleet from 
a negligible quantity to second place. 
Our programme has been moulded, and 
its closing-out has been planned, with 
the idea of leading the two industries 
congress consigned to our administra
tion during the war up to the point at 
which they may strike out and develop 
on a commercial basis. The consumma
tion of our efforts is dependent upon 
and now awaits the action of congress 
in granting our request for funds, and 
in directing the manner in which we 
shall dispose of the government fleet.

Congress has authorized $3,671,000,000 
and appropriated $2,625,451,000. We 
shall need all the money which has been 
appropriated, and in addition we shall 
require $673,368,301. However, the total 
of these two amounts ($3,298,819,301) 
is $372,180,699 less than the amount 
congress already has authorized us to 
spend. The shipbuilding programme has 
been greatly reduced since the signing 
of the armistice. We have suspended or 
cancelled contracts for 754 ships, aggre
gating 3,797,825 tons d.w., which would 
have cost $797,564,276 to complete. The 
cost of cancelling these contracts will 
be about $202,853,456, and the saving ef
fected by cancellations will approximate 
$594,710,820.

The following is an account of our 
financial operations to date: Actual ex
penditures and net commitments for 
shipyard construction, housing, trans
portation, etc., $270,482,975, and it is 
estimated that the salvage will be $81,- 
272,700. This means that we shall have 
to charge off from our shipyard, hous
ing and transportation investment, $189,- 
210,275, which is 5.6% of the total 
amount congress has appropriated and 
is requested to appropriate. On March 
31, we had spent in the administration 
of the home office, the field establish
ment, and the district offices, $24,173,000. 
By July 1, this item will reach $29,- 
500,000. It will require an additional 
$15,500,000 to complete the programme. 
This makes a total administration out
lay of $45,000,000, or 1.37% of the total

amount congress has appropriated and 
is requested to appropriate.

The three net expenditures described 
above total $437,063,731. The subtrac
tion of this amount from $3,298,819,301, 
the total appropriations made and re
quested, leaves $2,861,755,570 to be ac
counted for in ships. For this we have 
built and expect to build, 2,434 vessels, 
aggregating 13,885,106 tons d.w. On its 
face, this ratio of tonnage to monetary 
outlay would indicate a cost of $206 a 
ton d.w. However, the actual cost of 
the ships to the government is consid
erably less than this amount, for the 
following reason. Some shipbuilders 
have paid into the U.S. Treasury income 
and excess profit taxes aggregating $40 
a ton d.w. on the vessels they have con
structed. Others have paid the equival
ent of $30 a ton. It is estimated that 
at least $25 a ton d.w. has been returned 
to the U.S. Treasury in this manner by 
all shipbuilders. This $25 does not in
clude any taxes paid by the hundreds of 
subcontractors who manufactured the 
steel, the boilers, the machinery and the 
many other things which go into the 
ships; but when multiplied by 13,885,106 
tons d.w., it indicates a rebate of $347,- 
127,650, which, when subtracted from 
$2,861,756,570, leaves $2,514,527,920, or 
$180 a ton d.w. as the actual cost to the 
government of the fleet which played an 
essential part in the winning of the war, 
and which is now a permanent commer
cial asset of the U.S. people.

Yesterday we sold one of our 7,500- 
ton freighters to the National Shipping 
Corporation, New York, for $210 a ton 
d.w., and we have received from the 
Skinner & Eddy Shipbuilding Corpora
tion an offer to buy at present construc
tion costs four 8,000-ton freighters which 
that corporation is building. Today we 
sold one of our 5,075-ton freighters to 
the Omega Steamship Co., New York, for 
$210 a ton d.w., and we have received 
from another firm an offer to buy /our 
ships at the same price.

In giving this picture of our finances,
I have confined myself to facts and 
figures. I have made no mention of the 
unusual conditions under which our work 
was planned and carried out. However, 
it is interesting to note that the cost 
of our steel and machinery was three 
times its normal cost, and that the wages 
we paid to labor were based upon double 
the normal rate. Also, it is interesting 
to consider in connection with the fore
going figures the fact that we expanded 
the shipbuilding industry ten-fold in ten 
months, with high-priced materials, and 
under the handicap of transportation de
lays which made the work very costly. 
In the prosecution of our work, we have 
made many blunders, and finally, when 
we were compelled by the signing of the 
armistice, suddenly to stop and reverse 
the ponderous machinery we had been 
driving at full speed, we found ourselves 
confronted with new problems, through 
the mazes of which we are happy to re
port that we can now see our way 
clearly.
Amount authorized by congress......

Appropriated and will expend......
Additional appropriation required

Credit for administration (1.37% 
of total amount appropriated and
requested) ...........................................

Credit for net cost of shipyard 
development, housing and trans-

$3,671,000,000

$2,625,461,000
673,368,301

$3,298,819,301

45,000,000

portation (5.5% of total amount
appropriated and requested)  189,210,275

Credit for cancelling ship contracts 202,853,456

$ 437,063,731

Total appropriation............................... $3,298,819,301
Credit ..................................................... 437,063,731

$2,861,755,570

Money spent and to be spent for 
construction of 13,885,106 d.w.
tons of ships....................................... 2,861,755,570

Tax paid by shipbuilders ($25 x
13,885,106 d.w. tons)...................... . 347,127,650

Net cost of 13,885,106 d.w. tons of
ships ................................................. $2,514,627,920

Average net cost of ships per
d.w. ton ................................................ 180
Editor’s Note—Mr. Hurley’s plan of 

working out the average net cost of ships 
per d.w. ton, by deducting from the actual 
cost the amount paid by shipbuilders, as 
government taxes, is certainly ingenious, 
but the result arrived at is worthless for 
comparison with prices paid by the Bri
tish and Canadian Governments, which 
are stated at the actual prices paid to 
the builders. On the same basis, the 
ships for the United States Government 
cost $206 a ton, if not more.

Mainly About Marine People.

Hugh A. Allan, formerly of the Allan 
Steamship Line, Mrs. Allan and Miss 
Rachel Allan, who have been living in 
England for several years, returned to 
Montreal early in June, and will spend 
the summer at St. Andrews, N.B.

The Hon. C. C. Ballantyne, Minister 
of Marine, Mrs. Ballantyne, and their 
family, will spend part of the summer at 
the Algonquin Hotel, St. Andrews, N.B.

J. Richard Clancy, whose appointment 
as General Agent for Ontario, Freight 
Department, Canadian Pacific Ocean 
Services Ltd., Toronto, was announced in 
our last issue, entered transportation 
service in 1883, with the G.T.R., and 
transferred to the Allan Line Steamship 
Co. in June, 1884, serving with that com
pany until Apr., 1915, successively as 
Chief of the Export Department, and 
Manager at Portland, Me. He entered 
C.P.R. service in Apr., 1915, as Port 
Agent at Quebec, Que., in the summer, 
and at St. John, N.B., in the winter, and 
in 1918 was appointed Representative, 
Canadian Pacific Ocean Services Ltd., 
New York, which position he held at the 
date of his present appointment.

Capt. Samuel Crangle, retired master 
mariner and shipbuilder, of Toronto, who 
died at Los Angeles, California, Apr- 
12, left an estate valued at $175,414- 
Among his bequests was one of $2,000 
to J. H. G. Hagarty, with whom he was 
formerly associated in the St. Lawrence 
& Chicago Steam Navigation Co.

Capt. D. Kenny, Marine Superinten
dent, Head Line, Montreal, died there, 
June 18, aged 60, after a short illness- 
He was with the Head Line for about 30 
years, and was at one time master ox 
one of its steamships.

W. Grant Morden, M.P., of the Can
ada Steamship Lines, London advisory 
committee, and Mrs. Morden, have re
turned to England after spending sev
eral weeks in Canada.

Capt. W. Murphy, master of the To
ronto Ferry Co.’s ferry steamboat Luel- 
la, died at Toronto, June 4, aged 54.

P. It. Peel, New Westminster, B.C-,
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has been appointed measuring surveyor 
of shipping and of accommodation for 
seamen for that port, vice N. M. Mathe- 
son, deceased.

W. G. Roche, whose appointment as 
General Agent, Freight Department, 
Canadian Pacific Ocean Services Ltd., 
Chicago, 111., was announced in our last 
issue, was born at Montreal, Nov. 3, 
1880, and was educated at Detroit Uni
versity, Detroit. He entered transpor
tation service after leaving school, and 
served in clerical capacities with the 
G.T.R. and Pere Marquette Rd. He en
tered C.P.R. service, as Contracting 
Freight Agent, at Detroit, Mich., Aug.

Philadelphia, Pa. He was presented 
with an engraved silver salver by the 
members of the Canadian Club at Mel
rose, Mass., recently, on leaving for 
Montreal.

Lome C. Webster, President, Webster 
Steamship Co., etc., Montreal, has been 
elected a director of the Merchants Bank 
of Canada.

Harold Yarrow, General Manager, 
Yarrow & Co., Glasgow, Scotland, visit
ed Yarrows Ltd., plant at Victoria, B.C., 
recently.

Norman Yarrow, Manager of Yarrows 
Ltd., returned to Victoria, B.C., recently, 
after a short holiday in Cailfornia.

authorized capital and office at Montreal, 
to own and operate steam and other 
vessels, and to carry on a general navi
gation and transportation business. The 
company was incorporated by New York 
interests and it was proposed to trans
fer the United States steamship Eldorado 
to the Canadian register, but as the 
Dominion Government refused permission 
the proposition has been abandoned.

Harvester Navigation Co. Ltd. has 
been incorporated under the Dominion 
Companies Act, with $128,000 author
ized capital, and office at Sussex, N.B., 
to own and operate steam and other 
vessels for the conveyance of passen-
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St«l Steam Trawlers and Steam Wooden Drifters. Luilt for British Government, through Canadian Naval Service Department, at Canadian Vickers
Ltd., Montreal.

■> 1903, and resigned on his appointment 
5.® General Manager, Reading Truck Co., 
Detroit, Mich., of which company he later 
“ecame Secretary-Treasurer, and resign- 
e9> Oct. 1, 1918. He was appointed Spe- 
c'al Representative of the U.S.Labor De
partment, Oct. 15, 1918, and was appoint- 
ed to his present position, May 1.

Capt. Wm. Sprague, a former master 
mariner on the Pacific coast, died at 

ancouver, B.C., at the end of May, after 
long illness, aged 75. He was born in 

Vew Brunswick, and was associated with 
t uSea from early boyhood. He is stated 
« have brought the first vessel loaded 
,’lh steel rails across the Atlantic, for 
fte Intercolonial Ry.

Robert B. Teakle, who has been ap- 
Peinted Manager, Canadian Government 
Merchant Marine, Ltd., Montreal, was 
orn at Quebec, Que., and entered ma- 

„ be service there with Allan, Rae & Co., 
subsequently became local manager 

] , Ihe Allan Line at St. John, N.B., and 
ter at Boston, Mass. Since the taking 

ciffr Ihe Allan Line by Canadian Pa- 
nc Ocean Services, Ltd., he has been 
anager of the France-Canada Line at

Steamship Companies Incorporated

Binghamton Steamship Co. Ltd., has
been incorporated under the Dominion 
Companies Act, with $50,000 author
ized capital and office at Montreal, to 
own and operate steam and other ves
sels, and to carry on a general naviga
tion and transportation business. It was 
the intention of this company, which was 
incorporated by United States interests, 
to transfer the U.S. steamship Bing- 
hampton to the Canadian register, but as 
permission for the transfer was refused 
by the Dominion Government the com
pany is not being organized.

Donald Shipping Co. Ltd., which has 
been incorporated under the Dominion 
Companies Act with $50,000 authorized 
capital and office at Montreal, is in pro
cess of organization. The incorporators 
are L. P. Crepeau, K.C., S. Hinson, R. 
Bush, B. Robinson, and A. P. Grigg, 
all of Montreal.

Eldorado Steamship Co. (Canada) 
Ltd. has been incorporated under the 
Dominion Companies Act, with $1,000

gers, mails and merchandise, and to act 
as shipbuilders and common carriers. M. 
G. White, Sussex, N.B.; G. W. Smith, 
E. Taylor, W. A. Keirstead, Apple 
River, N.S., and J. A. Cleveland, Alma, 
N.B., are the incorporators.

Huron Steamship Co. Ltd., has been 
incorporated under the Dominion Com
panies Act with $50,000 authorized cap
ital and office at Montreal, to own and 
operate steam and other vessels, wharves, 
docks and other transportation facili
ties, and to carry on a general naviga
tion business. United States interests 
are concerned, but as the application to 
the Dominion Government to transfer the 
U.S. steamship Huron to the Canadian 
register has been refused the company 
is not being organized. .

The Kingston Navigation Co. Ltd. has 
been incorporated under the Ontario 
Companies Act, with $40,000 authorized 
capital and office at Kingston, Ont., to 
operate vessels and other craft propelled 
by any means, and to carry passengers 
and freight by vessel or otherwise. J. 
M. Campbell, J. A. Carnegie, R. E. Burns, 
J. T. Bain, and C. J. Bolton, Kingston,
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Ont., are the incorporators.
Minneapolis Steamship Co. Ltd. has 

been incorporated under the Dominion 
Companies Act, with $50,000 authorized 
capital stock, and office at Montreal, to 
own and operate steam and other ves
sels, and to carry on a general naviga
tion and transportation business. This 
company was incorporated by New York 
interests to operate the United States 
steamship Minneapolis under Canadian 
registry, but as the application to trans
fer the vessel was refused by the Do
minion Government the organization of 
the company is not being proceeded with.

St. Paul Steamship Co. Ltd. has been 
incorporated under the Dominion Com
panies Act with $50,000 authorized cap
ital and office at Montreal, to carry on 
a general steamship and transportation 
business, and to own and operate steam 
and other vessels, wharves, docks and 
other transportation facilities. This 
company, which was formed by U. S. 
interests, intended operating the United 
States steamship St. Paul under Canadian 
registry, but its application to transfer 
the vessel having been refused by the 
Dominion Government, the organization 
is not being proceeded with.

Tower Shipping Co. Ltd., the incor
poration of which was announced in our 
last issue with $30,000 authorized capital 
and office at Montreal, is in process of 
of organization. The company proposes 
to purchase and operate a schooner, and 
to carry on a general shipping business. 
The incorporaters are L. P. Crepeau, 
K. C., S. Hinson, R. Bush, B. Robinhon, 
G. Whittaker and A. P. Grigg, all of 
Montreal.

La Cie.de Navigation Tremblay Ltee.has 
been incorporated under the Quebec Com- 
uanies Act with$99,500authorized capital 
and office at Matane, Que.,to own and op
erate steam and other vessels for marine 
and aerial transportation and to carry 
on a general navigation, transportation 
and towing business. The incorporators 
are Alphonse, Edmond, Alphonse (Jr.), 
Arthur, Gustave and Ulric Tremblay, all 
mariners of Matane, Que.

Atlantic and Pacific Ocean Marine.

Canadian Pacific Ocean Services Ltd. 
has changed the name of the s.s. Alsatian 
(Allan Line), to Empress of France, un
der which name she is now being oper
ated.

It is reported that a French steamship 
line is preparing to inaugurate a steam
ship service between France and North 
American Pacific ports, making calls at 
Vancouver, Victoria, Tacoma and Seattle.

Canada Steamship Lines, Ltd., has 
purchased the s.s. Neepawa for the use 
of the Quebec Steamship Co., one of its 
subsidiaries. The Neepawa is 390 ft. 
long on the keel and 47 ft. 4 in. wide. 
It is said she will be operated in the 
West Indies trade.

The Union Steamship Co. of New 
Zealand, operating the mail steamship 
service between Canada and Australasia, 
is reported to have ordered a passenger 
steamship of 14,000 tons in Glasgow, 
Scotland, for the service, to be operated 
in conjunction with the s.s. Niagara.

The U.S. ship Brynhilda, of Boston, 
Mass., has been chartered by I. H. 
Mathers & Son of New Glasgow, N.S., 
to load lumber for United Kingdom 
ports. She is an iron ship of 1,502 gross 
tons and 1,409 net tons, built at Glasgow, 
Scotland, in 1885, her dimensions being,

length, 240.5 ft.; breadth, 38 ft.; depth, 
21.7 ft.

The Ulster Steamship Co.’s (Head 
Line) s.s. Ballygally Head, was launched 
at Belfast, Ireland, recently for the 
North Atlantic service. It was expected 
she would make her first trip to Montreal 
about the end of June. Her dimensions 
are, length, 400 ft.; breadth, 52 ft.; 
depth, 31 ft.; tonnage, 5,300 gross, 
8,250 d.w.

The s.s. Bermudian, arrived at New 
York early in June from Kingston, Ja
maica, where she had landed colored 
British troops from Italy. She is 
owned by the Quebec Steamship Co., 
a subsidiary of Canada Steamship Lines 
Ltd., and until 1917, when she was re
quisitioned by the British Admiralty, 
was operated between New York and 
Bermuda. She was used chiefly for carry
ing troops between the West Indies and 
Europe, and was reported several times 
to have been sunk by submarines, and 
also to have sunk at Alexandria, Egypt. 
She was never hit by a torpedo, and the 
sinking at Alexandria, was due to an 
accident, an ash port having been left 
open.

Reports as to a large merger of 
steamship interests continue to come 
from London, Eng., where there is con
siderable activity in these circles. It 
is reported that the Peninsular and Or
iental Steam Navigation Co., the Royal 
Mail Steam Packet Co., the Cunard 
Steamship Co. and Furness, Withy & 
Co., are to unite, with a probable total 
capital of £150,000,000. The matter of 
taking in the British owned steamships 
controlled by the International Mercan
tile Marine Co. is causing considerable 
interest. It is said that the British 
Government is arranging an option on 
the purchase of 80% interest in the ves
sels owned by the International Mer
cantile Marine Co., and it is possible that 
a law may be passed prohibiting any 
foreign corporation from owning or con
trolling more than a 20% interest in 
any British vessels. Steamship com
panies’ stock quotations in Great Bri
tain are, at present, very high, the P. 
& O. having a market value of 505.

Maritime Provinces and New
foundland.

The Dominion Government’s s.s. Scotia, 
registered no. 111,865, and operated by 
the Railways and Canals Department, 
has had its name changed to Scotia I.

The harbor bar range lights at the 
entrance to Richibucto harbor, on the 
east coast of Northumberland Strait, 
N.B., have been moved about 1,000 ft. 
eastward, owing to a change in the chan
nel.

The North Shore Steamboat Co.’s s.s. 
Bras d’Or, which was launched at Ma- 
hone Bay, N.S., during June, is to be 
operated in the passenger and freight 
trade through the Bras d’Or Lakes to 
Mulgrave and Eastern Harbor, N.S. She 
will have accommodation for about 200 
passengers, and for a considerable quan
tity of freight in addition.

The s.s. Troja, which went ashore on 
the Old Proprietor Ledge in the Bay of 
Fundy, Mar. 18, was refloated at the end 
of May, by the Maritime Wrecking and 
Salvage Co., Halifax, N.S. Temporary 
repairs were made to enable her to be 
taken to Halifax, where she will be over
hauler. The Troja, which was built by 
the Dominion Shipbuilding Co., Toronto,

was en route from Louisburg, N.S., to 
St. John, N.B. It was not expected that 
salvage operations would be successful, 
as the report stated that the decks were 
buckled, the bottom badly broken, and 
all the wood work, including the bridge, 
was smashed.

The Gulf of St. Lawrence Shipping and 
Trading Co. is reported to have charter
ed the United States s.s. Cerro Gardo 
for a direct freight service between 
Montreal and St. John’s, Nfld. For the 
present the company, which was incor
porated recently, will confine itself to 
the freight business, but expects to enter 
the passenger business in 1920, when 
it hopes to obtain a suitable passenger 
steamship. The company has two other 
vessels, the steamships Guide and Labra
dor, running between Quebec and Bras 
d’Or. It also operates the s.s. Lady 
Evelyn between Pictou, N.S., Prince Ed
ward Island and Ma.gdalen Islands, and 
the s.s. Tremblay on the Gaspe route.

Province of Quebec Marine.
The Dominion Public Works Depart

ment will receive tenders to July 2 
for repairs and improvements to the 
pile work wharf at Fort William, Que.

The Central Ry. Co. of Canada, of 
which F. Stuart Williamson is receiver, 
is operating its steamboat Empress, be
tween Montreal, Rigaud and Carillon, 
carrying mails and passengers for Ot
tawa River points. The Empress, on her 
down trip, goes through the Lachine 
Rapids.

The Montreal Harbor Commissioners 
have awarded a contract to the Dominion 
Bridge Co. for the steel work for exten
sions to sheds 17 and 18 on the Vic
toria pier. Considerable excavation work 
is in progress, under the direction of F. 
W. Cowie, Harbor Engineer, and it is 
expected that concrete work will be start
ed shortly, and the erection of the steel 
work is expected to be begun about the 
end of July.

Ontario and the Great Lakes.
The Great Lakes Transportation Co.’s 

s.s. Glenisla, laden with coal, ran 
aground at Jackfish Point, Lake Su
perior, June 10.

The Dominion Public Works Depart
ment received tenders June 24 for re
newal work to government wharves 1 
and 2 at Midland.

A press report states that Kingston 
is to be made a national harbor, and 
terminal at the foot of the lakes, for 
grain transhipment.

Canada Steamship Lines’ s.s. Toronto 
collided with the dock at Brockville, June 
17, breaking up about 100 ft. of the 
timber work, and damaging one of her 
paddle wheels.

The Dominion Public Works Depart
ment will receive tenders to July 2, for 
the reconstruction of a portion of the 
superstructure of the east pier at the 
eastern entrance to Toronto harbor.

The Windsor, Ont., civic transporta
tion committee is checking the passen
ger and vehicular traffic carried across 
the river by the ferry company, in order 
to prepare an estimate of the revenue, 
in connection with a proposed increase 
in rates.

The Montreal Transportation Co.’s 
barge Burma, when entering Port Dal- 
housie harbor, May 31, in tow of the 
company’s s.s. Simla, struck the west
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Pier and tore a hole in her bow. She 
was taken about 200 ft. into the harbor, 
where she settled down.

The Canadian Towing and Wrecking 
Si°- has purchased the U.S. steamship 
Vulcan, which was wrecked at Portage 
Take early this year, and abandoned to 
'■he underwriters. The price paid is stat
ua to have been $20,000. It is reported 
‘hat the vessel will be taken to Port 
Arthur for overhaul and repair and will 
he transferred to the Canadian register. 
. The U.S. Lake Survey reports the 
Jerels of the Great Lakes in feet above 
hiean sea level for May as follows :— 
Superior, 602.25; Michigan and Huron, 
“81.88; St. Clair, 576.38; Erie, 573.69; 
J-mtario, 247.27. Compared with the 
rerage May levels for the past 10 years, 

^aperior was 0.30 ft. above; Michigan 
a?d Huron 0.86 ft. above; Erie 1.04 ft. 

hove; Ontario 0.59 ft. above.

Manitoba, Saskatchewan and 
Alberta.

The Peace River Tramway and Navi
gation Co.’s s.s. D. A. Thomas left Peace 
,*ver Crossing at the end of May, for 
•Hudson’s Hope and Fort St. John, thus 
Pening the Peace River navigation sea- 
°h a few days earlier than last year.

®r‘tish Columbia and Pacific Coast.

„Jh,>eck ‘s virtually U.S. property.

work or under direct government sub
sidy. The location it is stated will be 
decided on the recommendation of a dis
interested harbor authority of high stand
ing and practical experience, and it is 
added that definite action will be taken 
next autumn.

The Pacific Salvage Co., Victoria, 
which purchased the sloop Algerine re
cently from the Dominion Government, is 
having her remodelled for use as a sal
vage vessel, at a cost of approximately 
$100,000, and she is expected to be ready 
for operation during July. The name Al
gerine will be retained. A new main 
mast, 64 ft. long, has been installed, 
equipped with 3 derrick booms, each cap
able of lifting about 40 tons. An addi
tional deck has been built, from forward 
to abaft the engine room, and also a 
navigating bridge forward. She is being 
equipped with wireless telegraphy with 
a range of 3,000 miles. She has accom
modation for a crew of 65, with large 
living quarters.

United States Grain Shipments 
via Montreal.

Among the Express Companies.

Ce h® C.P.R. has placed the s.s. Prin- 
im S Mary on the Vancouver and Nana- 

® route, making six trips a week. 
Dominion Public Works Depart- 

rp . "will receive tenders to July 15, for 
ifIrs to the wharf at Comox, B.C. 

tneJle Dominion Public Works Depart- 
the 1 receive tenders to July 9 for 
B.c construction of a wharf at Naramata,

tjon^e first steamer of the Yukon naviga- 
Au ?eas°n to clear from Whitehorse, the 
Jün„T and the Casca, sailed from there, 

!0, for Dawson.
SCot,e steam yacht Dolaura built in 
t°ria ’n 1008 for Jas. Dunsmuir, Vic- 
to a’ is reported to have been sold 
ovp,.l' Meeker, Chicago, 111. She was 
dur;„ au]ed by Yarrows, Ltd., Victoria, 

June.
WacpH s.s. Princess Maquinna was
froni A?.n a special trip, June 10, sailing 
SoUn, Vlctoria for Port Alice, Quatsino 
Ver t~’ and by the north end of Vancou- 
at nn, and to Rivers Inlet, making calls 

Thher Ports en route.
0osib',]^rand Trunk Pacific Ry. has de
cent ' 'yith the Public Works Depart
'd: a ’ a description of the site and plans 
Pr°posar ferry slip and works, which it 
«or ;ne| to build in Prince Rupert har- 

A v Iron* °f water front block C. 
1(;toria press report states that the 

salve Is unable to make an attempt to 
MUch wrecked s.s. Princess Sophia, 
the p ,as lost on the Vanderbilt Reef, in 
oSter u 1 and Canal last year, as the dis-the uavinp- tt cln8 taken place in U.S. waters,

cifiV! Question of a dry dock at the Pa- 
Vanor,°ast was discussed by the North 
6on °av®r Council June 10, when a re- 
dry Vn the location, etc. of the projected 
t^o (, was considered. The idea of
B°jpj A docks, one to be built by the 
^ivatc,011 Government, and the other by 
aban . capital, is stated to have been 
cithei. ?ed‘ When a dock is built it will 

°e undertaken as a government

The following statement by the acting 
Minister of Trade and Commerce, was 
made public June 19:—“United States 
wheat, when arriving above Montreal in 
transit for export shipment will be per
mitted by license from the Trade and 
Commerce Department until further ord
ered. It is expected that this privilege 
will terminate about Sept. 1, or at least 
early enough to ensure the entire ele
vator capacity on the Great Lakes for 
Canadian grain when it commences to 
move forward and, as well, our railway 
facilities for handling Canadian grain. 
In a few days regulations will be for
mulated in respect to such shipments to 
ensure that shippers must provide ton
nage to carry such grain from Canadian 
seaboard in order to prevent congestion 
in Canadian elevators. In the meantime, 
on application from shippers, licenses 
will be granted by the Trade and Com
merce Department.”

France and Canada Steamship Co. 
Ltd., the incorporation of which was an
nounced in our last issue, with $10,000,- 
000 capital and office at Montreal, was 
originally incorporated under the Do
minion Companies Act in 1915 with $1,- 
000,000 capital. During the war the com
pany was chiefly engaged in conveying 
horses between North American ports 
and France, and chartered a number of 
vessels. It is allied with the France 
and Canada Steamship Corporation, of 
New York. F. R. Mayer, New York, 
is President; C. Mayer, Paris, France, 
Vice President, and S. H. McIntosh, New 
York, is Secretary-Treasurer and Comp
troller.

The Central Ry. of Canada, which is 
in a receiver’s hands, is operating the 
s.s. Empress this year, between Mont
real, Rigaud and Carillon. She carries 
mails for ports on the Ottawa River, and 
does a passenger business. On her daily 
return trip to Montreal she shoots the 
Lachine Rapids, as she has done for sev
eral years. The s.s. Empress was built 
at Ottawa, in 1873, and named Peerless. 
She was practically rebuilt at Montreal 
in 1886, and renamed. She is paddle 
wheel driven by engine of 152 n.h.p. 
Her dimensions are: length, 185.3 ft.; 
breadth, 27.6 ft.; depth, 8 ft.; tonnage, 
678 gross, 372 net. F. Stuart William
son, Montreal is receiver.

The Canadian Northern Ex. Co., has 
opened an office at Westree, Ont., and 
has closed its office at Ostrom, Ont.

N. L. Preston, heretofore agent, Can
adian Northern Ex. Co., Winnipeg, has 
been appointed agent at Edmonton, Alta., 
vice N. W. Storie, promoted.

J. H. Morrison, who was for a time 
acting as agent, Canadian Northern Ex. 
Co., Edmonton, Alta., has resumed his 
duties as chief clerk there.

W. F. Pillar, former agent, Canadian 
Northern Ex. Co., Edmonton, Alta., has 
been appointed travelling agent, with su
pervision of territory in Manitoba and 
Saskatchewan. Office, Winnipeg.

N. W. Storie, recently appointed agent, 
Canadian Northern Ex. Co., Edmonton, 
Alta., has been appointed travelling 
agent, with supervision of territory in 
Alberta and British Columbia. Office, 
Edmonton, Alta.

Express companies operating in Can
ada have issued a circular stating that 
they have adopted the 8-hour day as 
from June 1. Collection and delivery 
services will be given between 8 a.m. 
and 5 p.m., railway time.

A. Stillman, formerly A. Schussler, 
and in Canadian Ex. Co. service, has 
been appointed Inspector, lines east of 
Port Arthur, Ont., Canadian Northern 
Ex. Co., Toronto.. His change of name 
was effected recently by deed poll.

R. G. Wilson, General Agent, Canadian 
Express Co., Toronto, who retired re
cently, under the Pension Fund Rules, 
after 50 years service, as stated in Can
adian Railway and Marine World pre
viously, entered the company’s service at 
St. Marys, Ont., in 1868. In 
1873 he was appointed messenger 
on the Toronto-Montreal route, and in 
1882 was transferred as assistant agent 
at Toronto. He became General Agent 
at Toronto in 1895, upon the death of 
John D. Irwin. The employes gave him 
a well filled purse on his retirement.

Telegraph, Telephone and Cable 
Matters.

H.. S. Ingram has been appointed In
spector, C.P.R. Telegraphs, Toronto.

C. Stewart has been appointed Traf
fic Supervisor, Great North Western 
Telegraph Co., Toronto.

The Great North Western Telegraph 
Co. has opened offices at Fort Coulonge, 
Que., and Coldwater, Ont., and has closed 
its office at Crystal Beach, Ont.

G. C. Vaudrin, Montreal, has been ap
pointed local manager, Great North 
Western Telegraph Co., Quebec, Que., 
vice T. Leslie, resigned.

It was stated in the British House of 
Commons, June 6, that there are 14 
cables between Great Britain, Newfound
land and Canada, of which U.S. com
panies own and control 13, the British 
Government controlling the other one.

G. D. Perry, General Manager, Great 
North Western Telegraph Co., was pre
sented with a cabinet of silver, June 12, 
in celebration of his recent marriage. 
The presentation was made by W. G. 
Barber, District Superintendent, Toronto, 
on behalf of officials and employes.

The Great North Western Telegraph 
Co. has discontinued its submarine cable
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between Port Angeles and Albert Head 
in the Juan de Fuca Strait, on the Pa
cific coast, and has laid a new submarine 
cable across Juan de Fuca Strait from 
Port Angeles, Wash., to Victoria, B.C., 
running out from Ediz Hook, Port An
geles, to the shore at the foot of Doug
las St., Victoria, about a quarter of a 
mile off Finlayson Point.

The Board of Railway Commissioners 
passed general order 266, June 17, as fol
lows:—Re the Railway Act and amend
ing act, 7-8 Edward VII., chap. 61, sec. 
4, and the tariffs of telegraph companies; 
it is ordered that, subject to such order 
or orders as the board may from time 
to time issue, all telegraph companies 
within the legislative authority of the 
Parliament of Canada be authorized to 
charge the telegraph tolls published in 
their respective tariffs filed with the 
board.

The Postal Telegraph Co. has an
nounced a reduction in cable rates from 
San Francisco to the Phillipine Islands, 
China and Japan, dating from Sept. 1. 
The changes are as follows: To Philli
pine Islands, from $1 to 80c a word; 
to China, from $1.10 to 85c a word, and 
to Japan, from $1.21 to 83c a word. In 
the last two mentioned cases, the reduc
tion is contingent on a proportionate re
duction in terminal charges by the Chin
ese and Japanese Governments, to which 
no objection is anticipated.

Trade and Supply Notes.
The matter which appears under this heading 

is compiled, in most cases, from information sup
plied by he manufacturers of, or dealers in, the 
articles referred to, and in publishing the same 
we accept no responsibility. At the same time we 
wish our readers distinctly to understand that we 
are not paid for the publication of any of this 
matter, and that we will not consider any proposi
tion to insert reading matter in our columns for 
pay or its equivalent. Advertising contracts will 
not be taken with any condition that accepting 
them will oblige us to publish reading notices. In 
other words, our reading columns are not for sale, 
either to advertisers or others.

Canadian General Electric Co.—J. J. 
Ashworth, Secretary and Assistant Gen
eral Manager, has been elected a di
rector.

Canadian Locomotive Co.—Jas. Car- 
ruthers, grain merchant, Montreal, and 
M. J. Haney, Toronto, have been elected 
directors, succeeding J. J. Harty and 
Senator H. W. Richardson, deceased.

The Metal & Thermit Corporation, New 
York, has completed what it claims to be 
the largest marine weld ever recorded, 
on the cast steel sternframe of the U.S. 
army transport s.s. Northern Pacific. The 
section welded was entirely broken 
through by the severe strain to which 
the frame was subjected when the trans
port, laden with homeward bound troops, 
ran aground on Jan. 2, 1919, in a dense 
fog, off Fire Island, New York. The 
sternframe was broken just above the 
upper rudder lug, in a position where the 
casting was hollow and almost 2 ft. in 
diameter. The walls of the casting at 
this point were about 3 ins. thick. The 
company states that the weld, which re
quired 1,400 lb. of thermit for the chem
ical production of the necessary amount 
of molten steel, and which was made 
without removing the casting from the 
ship, obviated the delay and expense 
which would have been entailed by the 
only alternative of purchasing an enor
mous new casting and installing it at a 
cost probably exceeding $50,000.

National Steel Car Co., Hamilton—In 
connection with the recent negotiations 
for the purchase of the National Steel

Car Co.’s plant at Hamilton, Ont., by the 
American Car and Foundry Co., it is 
announced that the negotiations have 
fallen through. Sir John Gibson, Presi
dent of the company, being reported as 
saying that the American Car and Foun
dry Co.’s offer was not considered satis
factory.

Transportation Conventions in 1919
September.—Master Car and Locomotive Paint

ers’ Association of the United States and Canada, 
Chicago, 111.

Sept. 16-19.—Traveling Engineers’ Association 
Chicago, 111.

Sept. 16-18.—Headmasters’ and Maintenance of 
Way Association, Chicago, 111.

Oct. 6-10.—American Electric Railway Associa
tion, Atlantic City, N.J.

Oct. 21-23.—American Railway Bridge and
Building Association, Cleveland, Ohio.

Oct. 21-23.—Maintenance of Way and Master 
Painters’ Association, St. Louis, Me.

Transportation Associations, Clubs, 
Etc.

The names of persons given below are those of 
the secretaries unless otherwise stated :

Belleville Railway Men’s Educational Club. 
Meets each Tuesday, 7.30 p.m. F. A. Pingston, 
Belleville, Ont.

Canadian Car Service Bureau—W. J. Collins, 
Manager, 401 St. Nicholas Building, Montreal.

Canadian Electric Railway Association—Acton 
Burrows, 70 Bond Street, Toronto.

Canadian Freight Association (Eastern lines)— 
G. C. Ransom, Canadian Express Building, Mont-

Canadian Freight Association (Western lines)— 
W. E. Campbell, 305 Boyd Block, Winnipeg.

Canadian Railway Club—J. Powell, St. Lam
bert, Que. Meetings at Montreal 2nd Tuesday, 
each month, 8.30 p.m., except June, July and 
August.

Canadian Railway War Board—W. M. Neal, 
Montreal.

Dominion Marine Association—F. King, Coun
sel, Kingston, Ont.

Canadian Ticket Agents’ Association—E. de la 
Hooke, London, Ont.

Eastern Canadian Passenger Association—G. H. 
Webster, 54 Beaver Hall Hill, Montreal.

Engineers’ Club of Montreal—R. W. H. Smith, 
9 Beaver Hall Square, Montreal.

Engineers’ Club of Toronto—R. B. Wolsey, 94 
King Street West, Toronto.

Engineering Institute of Canada—F. S. Keith, 
176 Mansfield St., Montreal.

Express Traffic Association of Canada—C. N. 
Ham, Montreal.

Great Lakes and St. Lawrence River Rate Com
mittee—James Morrison, Montreal.

Hydro-Electric Railway Association of Ontario 
—T. J. Hannigan, Guelph, Ont.

International Water Lines Passenger Associa
tion—M. R. Nelson, New York.

Niagara Frontier Summer Rate Committee— 
James Morrison, Montreal.

Quebec Transportation Club—A. F. Dion, Que
bec.

Shipping Federation of Canada—Thos. Robb, 
Manager, 42 St. Sacrament Street, Montreal.

Toronto Transportation Club—W. A. Gray, 143 
Yonge Street, Toronto.

Transportation Club of Vancouver—H. W. Scho
field, 556 Church Street, Vancouver, B.C.

Toronto Harbor Improvements—Hon. 
F. B. Carvell, Minister of Public Works, 
inspected Toronto Harbor and Island, 
June 7. He was shown the damage being 
done to the Island’s lake front, and the 
necessity for immediate action to pre
vent further washing away, and visited 
the ship channel turning basin; indus
trial sites on reclaimed land, and Roger 
Miller & Sons plant for breakwater con
struction and dredging at the west end. 
He was afterwards entertained at lun
cheon at the Royal Canadian Yacht Club, 
by the mayor, on the city’s behalf.

The British Wrecking and Salvaging 
Co., Ltd., has been incorporated under the 
Dominion Companies Act, with $2,000,- 
000 authorized capital, and office at 
Montreal, to carry on a general wreck
ing and salvaging business and do ma
rine work of all kinds and to own and 
operate steam and other vessels.

Positions Vacant

WANTED
Freight Traffic Bureau Manager ror comm°r' 

cial organization, Vancouver, Canada. Must have 
knowledge of Canadian and American Freight 
Classification and be able to prepare cases f°r 
presentation to Railway Commission. Apply Sec
retary, Board of Trade, Vancouver, Canada. Ap
plications must be in before July 20th, 1919.

Department of Railways and Canals, Canada. 

WELLAND SHIP CANAL.

NOTICE TO STEAM TUG OWNERS.
SEALED TENDERS, addressed to the under- 

signe dand endorsed “Tender for Tugs,” will be 
received at this office until 12 o’clock noon on 
Monday, the 7th July, 1919, for two (2) tugs re
quired for the Welland Ship Canal delivered at 
Port Dalhousie, Ont., and to be of the following 
dimensions :—

Length—not less than 75 ft., not more 
110 ft.

than
than

than22 ft.
Draught—not less than 9 ft., not more 

10 Mi ft. aft.
Boiler pressure—not less than 125 lbs. , .
Engines—fore and aft compound or trip 

expansion condensing.
Power—250 to 400 indicated H.P.
Steering gear (steam).
Hull—steel. j

Tenderers to submit complete specifications »n 
latest Inspection Report on the Boilers, etc., ai 
to state where the tugs can be inspected. v

An accepted bank cheque on a chartered ban 
of Canada for the sum of $1,000 made payable 
the order of the Minister of Railways and Canal’ 
must accompany each tender, which sum will. 
forfeited if the party tendering declines enterin 
into contract on the basis of his tender. -0

The cheques thus sent in will be returned 
unsuccessful tenderers.

The cheque of the successful tenderer will 
held as security, or part security, for the due 1 
filment of the contract to be entered into.

The lowest or any tender not necessarily a 
cepted. By order

J. W. PUGSLEY,
Secretary*

Department of Railways and Canals,
Ottawa, June 23 1919.

Department of Railways and Canals, Canada* 

WELLAND SHIP CANAL.
NEW AND SECOND-HAND MACHINERY

SEALED TENDERS, addressed to the
signed and endorsed “Tender for Machinery, n<
be received at this office until 12 o’clock v„
on Thursday, the 3rd July, 1919, for the fo11 
ing new or second-hand machinery :—

1 only 27-inch by 18-ft. Heavy Duty Lathe*
1 only 68-inch 200-ton Hydraulic Wheel Pres 
1 only 18-inch Slotting Machine. to
1 only Gap Lathe to swing 48 inches in

take 20 feet between centres ; quick c^ch- 
gears ; double back geared, and taper at 
ments. . c^eB

1 only Extension Bed Lathe to swing 84 in ^ 
and take not less than 11 feet 6 i?che,Sathe* 
tween centres. Must be a screw cutting If ^e. 

Tenderers to submit full specifications an« of 
tails of the machinery quoted on, and in caSaJtie 
second-hand machinery, to state where the 9
could be inspected. By order v

J. W. PUGSLEY,
Sécrétai y

Department of Railways and Canals 
Ottawa, June 23 1919.

Allied Vessel Losses During the W»
A statement in the British House j. 
Commons shows that the losses of y 
lied nations, in vessels, through ene_ 
action, were as follows: Great Brit®; 
2,179 vessels, 7,638,020 gross to ; 
France, 238 vessels, 696,845 gross to . 
Italy, 230 vessels, 742,365 gross to ; 
Japan, 29 vessels, 120,176 gross to 5 
United States, 80 vessels, 341,512 £r 
tons.


