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. Pacific Great Eastern Railway

Anatysis shows that this British Celumbia frumrﬁ- is @ very efficiently operat

®

ol Provy-

portation undertaking, and that wohile traffic densily has bicrcased materially oved Hhe past.

decode and o half, the great wecd for Hie
generally, is for greatly increased lraffic e

IN order to have an adequate under-
standing * of the motives and circum-
stances which brought ahout the con-
struction of the Pacific Great Fastern
Railway it is necessary to studyethe
trend of public opinion in British Col-
umbia during the four years preceding
the outbreak of the Great War in 1914,

Briefly, howsver, it may be stated that
the prevailing reasons were:—

First. To provide Vancouver with a
terminus of The. Grand Trunk Pacific
Railway.

Second.  To cbtain aceess to that vast
interior platean which offered additional
opportunities for the settlement of agri-
cultural and grazing lands, and the de-
velopment  of known mineralized and
timbered areas. Furthermore the exten-
sion of this railway into the Peace River
country would place Vancouver in direet
contact with an agricultural area capable
of supporting a large 'population, and
the successful colonization of the prior
two decades in Western Caunada had de-
veloped a spirit of optimism and’ belief
in the future.

The Pac:ﬁc Gmat Eastern Railway

po S )

Pravinee o trlBish Coluffiie, R ap. i

35, Statutes of 1912 and amending acts;
date of organization,” February 27th,
1912, The Railway Company, by its
charter; was empowered to build and

aperate a railway from Vancouver to |7

North Vancouver, thence westerly to
Howe Sound, thence along Howe Sound
to. Bquamish, thence northeasterly to
Lillooet on the Fraser River, thence
northerly to a junection with the Grand
Trunk Pacific Railway at Prince George,
a total distance of approximately 480
miles, thence an extension of the railway
from: Prince George to a point on the
easterly boundary of the Province, near
the
further distance of approximately 339

mﬂea

which was incorporated on April
25?! 1807, under the name of the Howe
Smm:i Pemberton Valley and Northern
Railway Company, and of which/ seven
miles had been ‘constructed - ~from

The Howe Sound and Northern Rail-

‘5Qﬁam:sh was, aqquzred hy pnmhase,

Sl

f‘t’ﬁ‘f; as o

causing conditions which brought- about
the collapse of the Grand Trunk Pacific,
the Grand Trunk, and the Canadian
Northern mzlwayq These thres raii-
ways were taken over by the Deminion
Government and merged into one rail-
way system, the . Canadian National
Railways. The zrecﬁﬁany, therefore, of
pmvzdmg a connection with, and ter:
minus for, the Grand Trunk Pacific Rail-
way ‘at Vancouver no longer existed. as
the merger; the Canadian National Rail.
ways, already possessed a terminal of

T e B

‘Dominion Peace River Block, a -

& orth.

R e

~Amcrican railicevs

the former C’anadsan Northern Railway
at Vancouver,

In 1918 the P.G E. Ry. Company was
unable to proceed fzxrther with its under-
taking and the B. €. Provincial Govern-
ment was confronted with the problem,
after guaranteeing the expenditure of
several millions of ‘dollars, of either -
completing  the construction of, and
operating, the railway, or abandoning
the whole project.

The abandonment of the railway pro-
gramme was not an gcmmmac poﬂfbk?it}’.
since capital invested in a railway is
practically lost, if that enterprise is
abandoned, there being 'no salvage other
than that obtainable from the equipment
and rails. A railway cannot be con-
verted into a highway without enormous
additional expense, and with no hope of
future revenue to pay interest on even
the additional capital required for the
LONVETSION 3

In the meantime, too, settlers had
moved into the territory served by the
P.G.E. Ry., and whole communities and
mining industries were dependent upon
the mziway for. thmr _eonnection with
A L oy i

In’ these eircamstances e pilmeal ™
Government, as a matter of public policy,
decided to ecarry on, and, on April 23rd.
1918, took formal possession of the
P.G.E. Ry, undertaking. On September
28th, 1938, a contract was let to con-
struct the extension of the railway from
the then end of track at Chasm, Mile

178, to the present northern terminus

of the railway, and the operating depart-
ment of the P.G.E. Ry. aSssumed control

~over the entire mileage. as al present

operated, fo Quesnel, Mile 347, on Oe-
tober 22nd; 1921

When the Provincial Government took
possession of the P.G.E. Ry in 1818,
this railway was wmmiix a colonization
road, although built to confarm to the
standards  of the two great railway
systems of Canaxia As a colonization

‘railway it has suffered more than the
‘usual vicissitudes of railways of that
'charaater.

The greatest need of this
railway is tonnage, which can only be
“obtained isy means af mcrm_smg popuia-
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ivenue to Capilano, 2.5 miles, and serv-
ng industries, was leased to the Van-
suver Harbour Board.

te and Administrative Offices

Lo

o Victoria, B.C.,, while the administra-
ive office is in Vancouver.
Physical Characteristics

The line is built to standard gauge,
iz, 4 ft. 8% in The rails are 70 1b.
m the maximum gradients and 60 Ib.
m- other portions of the line.. The
naximum gradients are 2.2 f& per 100
t., compensated for curvature, and the
naximum curvature is 12 degrees. Al
urves over two degrees are spiralled

Bridges—=Since construction days, four
tiew bridges have been built an line
liversions; 67 have been eliminated by
rain filling, and 36 have been shortened.
\s at Dec. 31, 1839, there' were 107
ridges on the line, 20 of whicir’x are steel
ridges on concrete foundations. Bridges
@ave been renewed in timber to a total
£ 76, some incorporating trested timber
n concrete. Eleven bridges remain yet
o be replaced or remewed. All of the
ridges renewed or replaced to date have
eent built to Cooper's E. 55 loading.
‘wo of the outstanding bridges on the
roperty are those over the Fraser
tiver, at mile 122.9, and the Deep Creek
rossing, at mile 2927. The Fraser
liver Bridge, at mile 122.9, has length
£ B20 ft. and height of 260 ft, and

A 3 Faaby.. . 5% Sy o b 2
TETTOINE Ul Nhe e e s

‘seven cal

Profile, Pacific Great Eastern Ry.. Somth End.

and three turntables, and three fuel oil

storage tanks. ;
Equipment

All of the 12 locomotives operated are

P

(0-6-0}; two Prait
motives; six Consolidation (2-8-0) loco-
motives and three Mikado (2-8-2) loco-
motives. The six wheel switcher, with
17 x 24 in cylinders, develops 21200
b, tractive effort. The Prairie type
locomotives, with 20 x 24 in. cylinders,
develop 27,200 1b. tractive effort. The
Consolidation locomotives are of two
classes. There are two with 19 x 28 in.
cylinders and 57 in. drivers, developing
30,000 1b. tractive effort, and four with
22 x 28 in. cylinders and 57 in. drivers,
developing 36,300 |b. tractive effort. The
Mikado locomotives, with 22 x 28 in
cylinders and 51 in. drivers, develop
43,675 lb. tractive effort. 5

There are 46 passenger service cars,
viz., four motor rail cars, 16 first clasgs,
two diners, nine sleepers, nine baggagse
and express, and six other cars in pas-
senger service. :
There are 254 freight service cars, viz.,

49 box, 123 flat, 45 stock, 10 coal, 10
tank, 8 refrigerator and 11 other. There

are 73 company service cars, including

. The P.GE Ry. is alse an operatnz::af-

marine equipment, having the car ferry
“P.G.E. No. 2", with tonnage of 841.08
gross and 817.74.net.  Also operated is

supplying the needs of the town resi-
dents. Also, the company owns and
operates a waterworks system at Wil
Hams Lake, supplying the shops and

STt oG switchar station huildi=wes aqgﬁ_ajsamiz?g];ilzg after
e tvpe (d-6-U) foce- o

T v e Lt G
Railway' {}perat&anw()n'mm
P.G.E.R. low volume of traffic, th% oper-

ating cenditions are unusual, differing in -

marked degree from the conditions on
other Canadian railways, and the traffic
is difficult to handle economically.

Of the 36 railways operating in Can-
ada in 1387, only 11 had route mileage
of over 100, and only eight, mcluding
ghe P.G.E.R., had route mileage of over
200,
are  statistically compared with the

P.G.ER., on account of the sparsity of .

traffic and the high percentage of total
mileage in maximum gradients on the
P.G.E.R._On the Squamish-Lillooet en-
gine district; of 120.4 miles, there are
38 miles of ‘adverse 22%. grades to
northbound traffic and 27 miles of similar
_grades to southbound traffic, all operated
as 2.29 grades. On the Lillocet-Wil-
liams Lake engine district, of 1563
miles, there are 26 miles of adverse
2.2% grades operated as such, with
additional mileage operated as 1% grade,
to northbound traffic, with operation as

1% grades for southbound trafic. On

‘the Williams Lake-Quesnel engine dis-
 trict, of 70.3 miles, operation is for 1%
- grades in both directions. The total line

‘None of these seven other roads -

e

7




{}mesm 3946

mileags is 347 ‘herthbmmd there are
64 miles of maximum gradn’:nts, this
being 18'4% of the total mileage of 347,
ami southbound there are 27 mﬂes
{T% % of the whole dxstnm:a) of maxi-
mum gradients. Thas, in the round trips.
mileage there are 91 miles (13% of the
total distance of 6@4 miles) of mammn-
gradients, :
‘During 1938 and the preceding nine
years, and for eight months of the year,
the traffic has been handled by two way-
« freights and twoe mixed trains per week
between Squamish and Lillocet, and two

mixed trains, handling way-freight, per-

week between Lillooet and Quespnel If
freight trains arriving i Lillooet from

.

: mgﬁmted tins year if the tonnage is

in evidence. If the traffic density was
dmﬁ:ie what it now iz, the P.GER

could be op&mt&d as a 1% with the aid
of pusher engines, and turn around
movements, at a greatly lowered cost of

; o;;emtwm
There are great variations in tempeygq o

ture and weather conditions along this
railway, {rom ‘conditions of extreme
humidity, hea@y rains and snow fall in
the eoastal region to light raing and
snowfall in the dry belt of the interior—
in summer from 70 Fahr, to 110 Fahr.
in the shade, and in the winter from
40 Fahr. at the coast to 45 below zero
Fahr. in the interior plateau.

i 495

Passenger Traffic — Comparisons . of
_passenger train mileage and all indices
related 1o passenger train mileage can
be made between the different years
shown on attached exhibit “A” up to and
including the year 1935, and comparisons
can be made as between the year 1936
and ldter years, but no comparisons can
“be made as to the years 1935 and 1988
‘with. those indices related to passenger
train m:leagef on account of a ruling
of Dr. H. Coats, Bom;mon Statis-
tician, as iaiiaws -

“Effective  January Ist 1936, -the
classification of ‘mixed and spes:xai‘
applied -to tmans and to locomotives ami
car miles run in mixed and special
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Squamish have a foad which is over the
capacity of the mixed train locomotive,
this particular load is taken through by
freight engine to Kelly Lake (Mile 155)
the summit of the maximum gradient,
and from ihem:e on to Quesnei this ton-

R ey

. handleq 6y “oEE - lmﬂ;ua!c‘ﬂs e

® speration.

During the winter months traffic is
handled between Squamish and Lillooet
generally by one way-freight per week,
or as required by available tonnage, but
the  frequency required by the public
convenience  renders  ir the
heavier train leading which otherwise
would occur. Two mixed trains per week
handling way-freight are also run be-
tween Squamish and Lillooet and be-
tween Liliooet and Quesnei duxmg the
winter months.

All passenger service, mept speﬁmis

and summer excursions, is handled by

mixed trains. These methods of handling
traffic, although the most economical
under existing traffic conditions, affect
- operating comparisons with other rail-
“ways, where such conditions do not pre-
vail, and iaf nm&ﬁy increase the cost
of sewicg.

During the summer months of 1838,
on account of the increased mining

"activity at the northern end of the line,

it was possible to run one way-freight
per week through from Sqmiah to
Quesnai, aa:d the same service will be

Profils, Pacific Great Esstern Ry.. North End.

Traffic and Mileage Statistics—The
mileage of the P.G.E. Ry as at 1938 was

not ‘put into operation until  October

22nd, 1921, and the cperating results for
1922, 1922 and 1924 were ahnormal and
uuﬁt statistically to ¢ are with later

ismees L One of the. cost_indipes nsed by

tn the B.C./ C Government ofy June, f¥”
was the train mile cost of 1921, which

was $8.67. In 1923 the twain mile cost
was 36.70; in 1925, 35.03; 1927, 34.37;
1933, $3.38; and 1938, $3.82. In 1923
the average distance haul of one revenue
ton was 38 miles, in 1925, 525 miles,
as compared with 111 miles in 1927 and

176,89 miles in 1938,

This railway first entered upon oper-
ating conditions fairly comparable with

those of 1927 and later years in the year

1925, but up to and including 1926 the
fiseal years were as at June 30th, and
the statistical years as at December 31st.
It is, therefore, impossible to deduct the
operations of a detached portien of the
line in North Vaneouver (discontinued

“in November, 1928) so as to arrive at a

comparable basis with later years. In
1827, however, the accounting system
was changed, so that the end of the fiscal
year ecoincided with the statistical year
as at December 3lst. Therefore, the
costs and statisties of 1927 can be

brought down to a parity for purposes

of comparison with the indices of later
FERLS :

trains will be cancelled and a revemue
~earning train shall be classed as a
frmght train when the number of freight
cars in the train is in excess of the
number of passenger cars, and a pas-
senger train when the number of pas-
-semar cars is eaual Jto or in excess of
’thle t’ms mﬁng does not affect the
statistics of normal railway traffic, and
simplifies the apportionment of mixed
~train mileage and other related indices,
it causes a distinet break in these indices
for the years 1935 and 1938 on the
P.G.E. Ry. as mixed trains generally
contain a greater number of freight cars
than passenger cars. Ninety-seven per
cent. of the ‘passenger train mileage on
the P.G.E. Ry. in 1935 was developed
on mixed trains, while i 1936 no pas-
senger train mileage was returned under
the heading “mixed trains” in compli-
~ance with the ruling of January Ist, =
““1?9;56 referred to. Mixed passenger train .
%eage on the Canadian Pacific: Railway
935 only amotnted to 3 per cent. of
the total passenger train mileage. ;
A reference to Exhibit “A’ attached
~will indicate the effect of the uling of
January 1st, 1936, While average fe.
ceipts per passenger per mile (Ifem 29)

dropped gradualiy from 4 cents per mile

in 1927 to 3.2 cents in 1938, indicating
‘the lowering of rates, the average
revenue per train mile {Item 30) rose
from %396 in 1927 to $5.26 in 1933,
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The scene st the left shows the Deen Creek  bridye. Mile 2827 That at the upper right shows the b
Mile 1229, while that at the lower ight shows two ri

the left middle backpround, the F

declined to 34.66 in 1934, but showed
the tremendous increases of 39.42 and
$11.82 in 1937 and 1938 due to the ruling.
Item 31, pussengers per train mrile, and
[tem 32, number of cars per train mile,
are also  affected. Utilizing, however,
the indices not affected by the ruling:—
Item 25, The number of passenpers
carried—This is an increase from 1927
of 33,333 to 40,510 in 1984, but dropping
to 23,611 in 1938. On account of the
increase of the average distance carried
{Item 28} from 58 miles in 1927 to 82
miles in 1938, the passenger density

(Item 27) only dropped from 53598 in

e JO2T o 54D m«iﬂﬂﬁ. The penk of

ver crowsings, the river in the forelrant e
ramer,

on account of the incressed distanee of

haul, produced 28% more ton mileage
than in 1983, This is illustrated in
Exhibit “B".

A change took place in traffic between
1925 and 1983, A short haul lepging
traffic had ceased, and whereas in 1923
forest products tonnage constituted 77¢

of the total revenue tonnage moved, in

1933 forest products tonnage amounted
to only 49%. In 1925 manufactures
and miscellanecns tonnage constituted
only 8% of the total revenue tonnage,
but in 1932 this subdivision of tonnage
had risen to 31% of the totsl revenue
tonnage moved, indicating a large in.

< CanapiaN TRANSPORTATION

Hridges on the
Pacific i}g‘eax
Eastern Ry,

s aver the Friws River,

whe Quesmel omnd thas fn

phryeesin 1939 was 209 ‘less than the
stafl employed in 1925, and 13'%2% less
than the staff employed in 1927 The
1938 staff was the same numerically as
that of 1933. :

The largest item in the expenses of
railway operation is the cost of fuel for
Incomatives, Az compared, with 1925,
the 1933 all service lncomotive mileage
had. despite the inereased ton mileage,
increased only 4%, and as compared
with 1927, the all service  locomotive
mileage had decreased 8.5¢. 1938 as
compared with~1533, the all service loeo- :
motive mileage had decreased 8129 due
in measure to the campletion of the
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are also affected.  Utilizing, however,

the indices not affected by the ruling:—
. Item 25, The number of passengers
carried—This is an increase from 1927

of 33,333 to 40,510 in 1834, but dropping

to 23,011 in 1938. On account of the

inerease of the average distance carried
(item 28} from 58 miles in 1927 to 82

miles in 1938, the passenger density
(Item 27) only dropped from 5,598 in

1087 ta 5400 30838 The peak of

-

-

: PR T Rl . o0 15 L T
%’as?{acked in 1934, when the Bridge
River boom was at its height. This re-
ceded to 23,011 in 1938, but the increase
in distance carried from 64 miles in 1934
to 82 miles in 1938 only lowered the
density (Item 27) from 7,532 to 5408
The increase in distance carried was the
result of mining activity in the Cariboo,

tributary to Quesnel, the northern ter-

minus, Mile 847 :

. Freight Trafic—Referring again to

Exhibit “A".  In freight traffic 1933 as
compared with 1925, the revenue ton

mileage increased 63%, the revenue train

load iucreas’mie-f!&?@, with an inerease in
revenue freight train mileage of 209,
In 1938 as compared with 1933 the

revenue ton mileage increased 28%, the

revenue train load increased 12% with

- an increase in revenue freight train

mileage of 14%.

‘The revenue tonnage handled in 1933
was 27% less than the revenue tonnage
of 1925, but the lesser tonnage of 1933,
on- account of the longer haul, produced
63% more ton mileage than in 1995
Again, the revenue tonnage of 1938 was

15% less than the revenue tonnage of
1833, but the lesser tonnage of 1938,

e e L AR AR T T R YR

1925 and 1933, A short haul logging

‘traffic had ceased, and whereas in 1023
- forest products tonnage constituted 775

of the total revenue tonnage moved, in

1833 forest products tonnage amounted

to only 49%. In 1925 manufactures
and miscellaneous tonnage constituted
only 8% of the tatal revenue tonnage,
but in 1833 this subdivisioh of tonnage
had risen to 319 of the total revenue

tonnage moved, indicating a large in.

crease in Lol movements and increased
revenue.  In 1938 as compared with
1933, 1938 forest products tennage had
decreased, and whereas n 1933 forest
products tonnage constituted 49% of the
total revenue tonnage moved, in 1938
forest products tonnage amounted to oniy
18%. In 1933 manufactures and mis-
cellanecus tonnage constituted 31%  of
the total revenue tonnage moved, but
in 1938 had risen to 43% of the fotal
revenue tonnage.

There has been alse an apprecinble
rise in the percentage of animal and
mines products tonnage. In 1927 animal
products tonnage constituted 13329 of

WAL QL LT00

The largest item in the expenses of

' railway operation is the cost of fuel far

Ienmotives. | As ‘compared with 1925, 0
the 1983 all sérvice lucamotive milenge
had, despite the increased ton mileags,
increased ‘only 4%, and as compared
with 1827, the ali service locomotive
mileage had decreased 0.5%. 1938 as
comypared with 1933, the all service Joco-
motive mileage had decreased 8% %%, dus
in measure to the completion  of the

* bridge. Alling programme, and the de-
¢reased revenue mileage after 1937 The
-consumption. of fuel in 1933 had in-

creased, as compared with 1925 11%,
but 1033 as compared with 1927, the
increase was only 2% 9% From 1933 tn
1938 ‘inclusive, the consumption of fuel
per 160 Joeomotive miles has been prac-
tically the same each year as the con-
sumption of 1833, Al service mileage
and fuel consumption edmparisons are

dilustrated in Exhibit “D" attached.

~Costs and Revenues—Exhibit “A" in.
dicates that the total train mile cost in
1933 was 32:9% lower than the train.
mile cost of 1935, and 221290 lower than

the total revenue tonnage moved, but ~ that cost in 1927, and that the total ex-~

in 1938 this subdivision of revenue ton-
nage had risen to 16% of the total
revenue tonnage. Mine produets ton-

_mage had risen {rom %% in 1927 to

124 % in 1938. The rise in animal pro-

ducts tonnage is illustrated in Exhibit
“CY attached, showing shipments of

cattle, sheep, hogs, calves and horses
from 1824 and four succeeding vears,
including 1938 :

This increased traffic

movement was
~handled with 2 reduced’ staff of om-
ployees. The average number of em-

pemses of the raflway decreased 33% as
compared with 1625, and 27% as com-
pared with 1927 In the next five-year
period, the train mile cost increased

- 1P % between 1933 and 1938, and total
‘expenses increased 16192, G

In revenues, 1897 and 1933 .cam‘-

‘parisons, while the average receipts per
. passenger per mile decreased 2%, the
. Tevenue per passenger -train mile in-

creased 32%, indicating that while pas-

“senger rates had been reduced the nom-
~ber of passengers per train

increased

-
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59, resulting in increased reventes per

passenger - train mile of 32% . Com-

parizons between 1933 and 1938 are dis-
‘torted by the ruling of Janmry 1st, 1936,
before referred to.

In freight tmf!itr, 1997 ami 184 (,,,,,,,

o

The f{oregoing  comparisons  indicate
that as eompared with 1925 and 1027
the yenrs following showed o Targs in- -

_crease in both pascenger and freight

traflic with no mrre-gmndmg neredase, in.
train mileage, or other servies performed
M

“parisons,  the  average receipts e tte o RN Sl N ekt sl
revenue ton mile inereased 5197, m%‘.a\-' 50395.00 | B2TTRAG. KEIIS.0  SieLET
the average revenue per revenue fre " e o . e

train mile inereased 24'29, indicn .n‘;%;.— 7 SR g ; i
thut while rates had been reduced, ﬁgg§ e LR e s iraeias
nochange in traflic had occurred; ¢ 345 gLt 546205 _lﬁg‘:ﬁf:ﬁ H215as
on account of the jncreased tonnage ggﬁg Fibapte i P SR L
Cloaded car of 1T%, an increase in o - Hicieal ey i

per train of 121560 an inerease in F mssa '._a'.‘.‘,‘b,;i 561378 155980 "o ?1-:»::9&
of 6% and the increase in Lel frep 0

carried, *there had resulted an ine rnwrﬁ Sfigas Comnans,

in revenue per revenue o freight e 1934, 1925 and 1935,

mile of 24% 9%, The operating rever’

had inereased from S47436598 in 1 Hoes Calwes 5 Taoral
to $557.980.52 in 1933, an incrense Thoad o Guch: . pRew s ik i
nearly 15'29%, and the operating & ass 1 147 109 155
penses had decreased from 366463577 g’ ‘g ; gﬁ é::: ﬁE :;}‘
1927 to 4ROUBBAZ n 1933, A decren. o 76 & g54 8 178 701

ﬂf 25t - %

In freight trafic 2‘333 and 1938 (‘nmm
parisons, the average. receipts per royvtemm ﬂlﬂ'!r Company. :
#pue  ton rmiae decreased B%, and “the per 100 locomotive miles. for ziac years i«x&lam&.

averapge. veyvemue per revenue  {reighs
train mile increased 49, indicating tha ~

while rates had still further been re -

duced,

‘mile of ii‘?}, and an increase in the haul

of 50%, which resulted "= un increase .
i revenue  per nxxemgp frm;ght tzram»

“mile of 4%,

The aprzmimg revenues ingreased. f?um i

;3«'};,98‘?::?9 in 1983 to BET2.152.30°
1938, an inerease of nearly 109, a.mi
the operating expenses also 1
from 3480,998.42 in 1933 to $575,754.50,
ancinerense of 1949,

I 1934 there was the lowest aperating |

TR ACAIIanE Rud I 930, 9 opers

‘increased.

19250 19 1333 1937 1938
S5644 162794 181899 172293 143088
TE85.47 | ATILIA . SR423E 818843 7840
s g osy 533 5%

and although the tonnage  pel e “gr
Inaded car mile decreased 6%, there was Be density. train mileaze, and operating ration of
an increaze in number of cars per train 1988

Train
Bmtr Trafhe | Ml Operating
Denaity 0 Cont Ratio
huym;{, BT VG fronns T 88 ur cent

selling passenger and ten milenge, and’
these statistical averages topether pro-

vide the most important efficiency indices -

when making yearly comparisons of the
sperations of one railway. That is, if
the ‘class of commodities carried, the

‘capacity of cars used, and the number,

tractive power and speed of the locomo-
tives aperated, are s:mtlnxig propor-
tinned  throughout the yearly aggrega-

'eﬁi«:mm:y of dsﬁ’erant railway 5yst5ms':

iz apt to lead to errsnecus cenclasions

unless all the factors influencing opera-
tions on each railway are known and
3 5

given  full | consideration, and
weichtad £ rommnentlo Bl T %
movement of passengers and fonnage

Under the heading of maintenance of

17885 - way expenses, regardless of traffic, the

track and structures of a ra:iway must
be kept up to a standard ensuring the
‘safe operation of trains. ' The elements
of nature cause ties to decay, wash-outs
of emi:a.nkments cuttings, bridge foun-
dations an:i_cuiverts, Wear on account
of traffic does not appreciably affect
station and ether buildings, and accounts
only in part for the deterioration of
bridge structures. Repairs and renewals
of fences, road crossings, signs, cattle |
guards, and telegraph lines are not
~affected by traffic.

- In like manner it fnay be smr! u‘! main-
?;enamm of equipment expenses, that cars
are worn out almost as much by carry-
ing a half as a full load, locomotives
deteriorate little more from hauling:
“heavy loads than light leads, and both
cars and locomotives are often re;xiaced
‘as much on account of them hemg
obsolete as from wear and tear,

Traffic expenses are only §1ghﬁy
_affected by changes in traffic.

Transportation expem for su;aenn
tendence, gtation serviee and supolies.
ol S ma:@: betwemx daffmnt ;
raiiways,

In order to compara ‘the operations
of the P.G.E.R. with those of seven other

Canadian railways which, with the

P.G.E.R.; are the only Cmdian railways

having route mileages over 200 miles,

exhibit “E” haa' been prepared to illus-
trate comparison on the railways noted,
in route mileages, traffic densities, train
mile casts and snarating ratios for the
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In freight teaffic t‘?‘i-‘! :md 1938 mmm :
parisens, the average receipts per revtem inlw? Company. z
enue ton mile decreased 89, and the per 100 locomotive miles. for :he years indiented.

average revende S per Tevenue  {reighe

train mile increased 4%, indicating tha =
‘while rates had still further been re -

duced, and although the tonnage pe. g
loaded e ir mile decreased 6%

an increase in number of cars per train ¥

mile of 1%, and an increase in the haal
of 30%, which resulted = an increase
in revenue per revenue freight train
mile of 4%,

The operating revenues increased from

3557,980:52 in 1933 to. $A72,152.30 in
1938, an increase of mpeariy 10%, and
the ﬂ{:ﬁ-r{iti‘t?g‘ mcprn«»c also increaped

an *mrrea«e uf 19w 5a.

In 1934 there was the lowest operating
ratio, of BO.U95% and in 1936 an oper-
ating ratio of ¥1.39%. The sharp rise
in total operating expenses in 1937 re-
sulting in an operating ratio of 80.93%
and S4.05% in 1938 was oceasioned by
extraordinary expenses in the increased
cost of snow and ive remaoval, foods,
track and tie renewals, eXtra locomotive
and equipment repairs, and decrease in
miscellaneous and eredit transpartation

Stock }'mﬁ on the P.GER.
These yards are at Willlams Lake, Mile ';s.i

1925 1927 1933 1837 ‘1948

188844 182794 181809 172293 14R068
TERS. 4T - RTINS RE42.33 8189.42 Te40Y

fl 93 5.13 5.47 5.33 538

, there was ’ﬁanmh‘, 2n§n mileage, and operating ratios of

. Traln
!wsz- | Trafc Miie ﬁmmunw
- Density Cont Batlo
hﬂ}}ﬁk’ B Uy e iy T S8 Sous

‘seliing passenger amd ton mileage, and

these statistical averages together pro-
vide the most important efficiency indices
when making yearly eomparizops of the
operations of one railway.  That is, i
the class of commodities carried, the
capacity of cars used, and the number,
tractive power and speed of the locomo-
tives -operated,  are similarly  propoc-
tioned throughout the yearly aggrega-
tions: from which the sverages are pro-
duced, then these averages become posi-
tive indieations of efficiency of opera-
tion.  While these statistical averages
used in  the preceding comparisons
clearly indicate the comparative con-
ditions of traffic on the P.G.E.R. for the
years enumerated, their use as bases of
comparison in studying the operating

(X

:iare ‘worn out almost as much by carry-
ing a half as a full load, locomotives

deteriorate  little more from hauling
heavy loads than light laadS, and both
cars and locomotives are often replaced
as much ‘on account of them being
obsolete as from wear and tear.

‘Traffic expenses are only Tightly
affected by changes in traffic.

- Transportation expenses for superin-
tendaenxze, station service and supplies.

PR ORI s L 1115 berween ari:ﬁ’z:rem

mﬂmzﬁy

In order to compare the Bperazinns
of the P.GUELR. with those of seven other
Canadian railways  which, with the
P.G.E.R., are the anly f“aaadsan railways
having route mileages over 200 miles,
exhibit “E” has been prepared to illos-
trate comparison on the railways noted,
in route mileages, traffic densities, train
mile costs and operating ratios for the
yeur 1933. It will be noted that for 1933
the train mile cost of the P.GER
was 33 5 lower than the frain mile
cost of the Algoma Central; 4% lower
than the train mile cost of the Canadian
National; 46% higher than the train mile
cost of the Can, Southern; 25% higher
than the train mile cost of the Northermn
Alberta; 9% higher than the train mile
cost of the Temiskaming & N, 0.; 25%
higher than the train mile cest of the
Wabash in Canada. =

In 1934 the train mile cost of the
P.GER was less than the Algoma Cen-
‘tral, the Canadian National and the
Temiskaming and M. O, and only 8%
higher than the Canadxazt Pacxﬁn Ry.

When comparisons are made with
other railways, the P.G.E.R. suffers from
the following handicaps:—

1. 'Very low traffic density. 2. High
percentage of maximum “gradients. 3.
Sixty-five per cent. of the freight car
mileage of the P.G.ER. devaloped ont
mixed trains. On the Canadian National
and Canadian Pacific t}ns proportion was

conly 4142%, and the -Wabash had no

mixed train service. 4. High percentage

of non-revenue traffic on acesunt of low -

density. In 1933 the non-revenue traffic
of the seven other Canadian railways
noted, expressed in terms of train and
car mileages, amounted to less than one

per cent’ of the total traffic, but the
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