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AUTHOR’S NOTE

UBJECT to constantly changing conditions and surrounded
Sby a mass of legislation, there is probably no other profes-
sion where the necessity for unceasing study and keeping
abreast of the times is of more vital importance that in that of .
rt management. The old haphazard days are behind us,
and what was once a little-understood business of “ hit and
miss ” is now a science. This need for the interchange of
knowledge and ideas is met by the existence of recognised pro-
fessional bodies, an excellent technical press and by the produc-
tion, from time to time, of text-books dealing with the various
phases of transport. It is in the hope of making some small
contribution to this store of recorded knowledge and expenence
that I have produced this work.

Two objects have been kept in mind ; firstly that it should
be of practical utility to transport men in dealing with their
everyday problems connected with railways and perhaps point
the way to economies, the possibilities of which they had not
previously exploited ; secondly, that it should be of assistance
to the student who proposes taking one or other of the recog-
nised examinations. How far I have succeeded in these, 1
must leave the reader to judge.

Although written from the industrial viewpoint, the book
will, I trust, be useful to those engaged in the railway service.
I have not been unmindful of the railway companies’ staff
education ‘schemes and in these enlightened days the railway-
man can draw upon the experiences of the trader without
appearing heretical.

Confined to limits as to size, my rmain d.\ﬁcult has been
deciding what should be included and what could safely be left
out. Where information is readily available in some convenient
form-—in the General Railway Classification for example—I
have tended to refer to it rather than quote it, while except
where necessary by way of introduction much that is ancient
history has been shelved.
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6 AUTHOR'S NOTE

My very best thanks are due to Sir Patrick J. H. Hannon,
M.P., for the honour he has conferred upon me by writing the
Foreword, and to Mrs. C. R. Taylor, F.S.S,, F.I.T.A., Managing
Editor of Transport Management, upon whose suggestion the
work was undertaken and who has been most helpful.

I am also indebted to Mr. A. Maynard, Chief Goods Manager
of the Great Western Railway, for permission to reproduce the
tables forming Appendix B, from his company’s publication,
Guide to Ecomomical Transport.

: L. A. Carey.
Norwich,
July 1937.



FOREWORD

By Sr Parrick J. H. HannNoN, M.P.,
First President, Industrial Transport Association ;
President, National Union of Manufacturers, and
Vice-President, Federation of British Industries

HAVE read, with great interest, the synopses of the twenty-
three chapters of the projected work by Mr. L. A. Carey of
Norwich, on the use, by industry, of the excellent facilities

provided by our railways.

From the viewpoint of the productive and distributive side of
our industrial and commercial life, this work must prove of
inestimable value.

It is but too well known that intimate knowledge of the
circumstances and charges under which traffic is handled by our
railways, both in bulk and small parcels, although very desir-
able, is by no means common to those most immediately
concerned.

It is true that the Transport Committee of the Chambers of
Commerce and of trade organisations, through their officials,
endeavour to maintain contact with the great variety of
charges and conditions' of carriage which apply to railway
traffic, but it would be an asset to boards of directors and heads
of firms to have easily accessible reference tomatters of every-
day importance affecting the routeing of traffic by rail and the
legal conditions under which our railways function.

This work, which has been so well designed and arranged with
clarity and simplicity by Mr. Carey, will make it inexcusable
that such want of contact can continue.

Every chapter suggests thoughtful reflection on the matters
it embodies and provides information without a cumbersome
accompaniment of technical phraseology.
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CHAPTER 1

LAY-OUT AND DESIGN OF WORKS AND PRIVATE
SIDINGS

NE of the most amazing things to me is the number of

factories in this country that have obviously been built

without due regard to traffic requirements. Great
attention has apparently been paid to such matters as water
and power supply, suitability of the site for building purposes,
drainage, the type and quantity of labour available in the
vicinity, and all those other factors which no sound business
man would build a works without considering. Then the
amount of available wisdom seems to have become exhausted.
No one thought of consulting a traffic expert. As a result
sidings were badly planned, despatch decks placed just where
they shouldn’t be, and the provision of ample and suitable
warehouse space neglected. The consequences of this folly—
increasingly excessive transport costs and the impossibility of
expansion except at a huge capital expense—are apparent to
anyone who cares to study them ; nevertheless, there are still
people who, even in 1937, are building factories which must
lf)uecome storehouses of trouble for the executives of the

ture.

Before we can consider what happens to traffic when it has
passed to the railway company, it is essential to study conditions
at the point at which it originates. Now it is not my intention
to wander into the realms of factory transport, which is a sub-
ject embracing all forms of movement and one which would
involve the consideration of problems far beyond the scope of
this book. But we cannot go on to deal with the rates, rebates
and conditions which will apply to goods once they are for-
warded unless we realise that they will be very materially
influenced by our own foresight as displayed in the manner we
select the site, and the designs of, our business premises.

Obviously, in modern times, we should take all forms of
transport into consideration, but it will be understood that I

13



14 MODERN RAILWAY PRACTICE

must confine myself to that part of the subject connected with
railways.

From the railway point of view all works can be divided into
three classes :

1. Those with no rail connection whatever.

2. Those with direct rail connection by means of a siding.

3. Those with indirect rail connection over someone else’s
siding or by means of a tramway, or light railway.

The first class is dependent upon road transport {or in some
cases water transport) in order to get its products to the railway
dep6t. If the railway company is to collect and deliver, the
extent of the area in which this service will be performed at
ordinary rates (still sometimes incorrectly termed the * free *’
area), is of importance. Obviously, if the works are situated
outside this area, extra cartage will be payable on every ounce
of traffic conveyed in or out. In this connection it should be
noted that the railway companies will often extend the boun-
dary to include a new factory if it means additional traffic, but
this is a point which should be settled before the site is definitely
selected. )

Should the distance from the station be very short, it might
be found cheaper for the firm to cart its own traffic or employ an
agent rather than pay the railways® usual cartage charges.

Where there is no siding, the provision of ample and well-
designed accommodation for loading and unloading of road
vehicles is vital. Regard should be paid to the height of the
decks, so that where possible traffic can be barrowed directly in
or out of the vans ; it is obvious that where loading deck and
van floor are at different levels, considerable wastage of man-
power is inevitable.

Above all, the extent of the forwarding and reception decks
must be such that undue detention of vehicles will be avoided.
The not uncommon sight of a long line of vehicles waiting
to be unloaded or loaded at one or perhaps two miserable little
holes in a factory wall, is a striking condemnation of the
management.

Private Smines

In the days of railway monopoly a siding was an absolute
essential of any large-scale works. 1 am not so sure that it is
necessarily so to-day. The first consideration must be whether
the amount of traffic—present or future—will justify a siding.
If the amount is small, the capital cost of providing the
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necessary lines will constitute a crippling overhead, and it will
be much cheaper to cart to and from the station.

There may be a large amount of traffic but the greater
proportion may be more suited to road and/or water transport.
In this case it must be determined if the remainder really
requires a siding.

Assuming the intention to have a rail connection, the
following should be kept well in mind :

(a) Will the connection with the railway line be difficult ?
Will it necessitate the use of awkward curves and
gradients which will increase the capital cost and make
the siding expensive to work ? Endeavour, if possible,
to make some estimate of the cost of working, allowing
at least 10s. per shunting-engine-hour,

(b) Will the space available be suitable and sufficient for
marshalling sidings and standage lines, and will the
general lay-out be a good one? Loaded trucks will
require sorting, and some will stand under load for a
period. Be generous in the provision of standage. The
amount required -will largely depend on the extent to
which raw materials stand under load and the use
which can be made of incoming wagons for outwards
traffic. Unless the lay-out is soundly conceived the
whole internal railway system will be difficult to shunt.

(¢} Is there room for expansion? The works may extend
and the siding have to be enlarged.

(d) What is the situation of the site in relation to the nearest
railway centres and junctions? If it is some distance
away, difficulty may be experienced in obtaining
speedy supplies of empty wagons for loading and the
service to and from the point of exchange may be poor.

Contrary to the mistaken idea held by some persons, the
benefit of a private siding is not a favour granted at the whim of \
a railway company but a right to which a trader is entitled.

The Railway Clauses Consolidation Act, 1845 (Section 76),
confers the right to construct private sidings to communicate
with the railway and enacts that subject to certain conditions
and limitations, the railway company shall be required (and at
the expense of the owners or occupiers), effect the necessary
connection with the railway. This is subject to it being possible
without inconvenience on, or injury to, the railway or endanger-
ing the safety of the public. The railway company cannot be
compelled to make a connection at a place which they had set
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apart for some specific purpose and with which the connection
would interfere, nor upon any inclined plane or bridge, nor in
any tunnel. *

The Railway and Canal Traffic Act, 1854 (Section 2),decrees
that “ every railway company . . . shall according to their
respective powers, afford all reasonable facilities for the receiv-
ing and forwarding and delivering of traffic upon and from the
several railways . . . belonging to or worked by such com-
panies . . .,” etc., and the Railways (Private Sidings) Act, 1904,
provides that these reasonable facilities shall include reasonable
facilities for the junction of a private siding and for the receiv-
ing, forwarding and delivering of traffic upon and from a private

siding.

Finally the Railways Act, 1921 (Section 16), lays down that
the Railway and Canal Commissioners may, on the application
of any body of persons representing the interests of trade in any
locality, by Order, require any railway company or companies
to afford such reasonable services, facilities and conveniences in,
connection with its undertaking as may be specified in the Order.

No two sidings are exactly alike in every respect ; thus it will
be appreciated that the arrangements are largely matters for
negotiation between the firm’s legal and traffic advisers and the
railway. Obviously an agreement will be necessary and the

** Model Siding Agreement ” issued by the Board of Trade,
which appears as an appendix, should be carefully studied.
Many of its clauses are “* standard,” i.e. they will appear in most
siding agreements ; the others will be omitted or altered and
fresh ones added to suit the particular circumstances.

The ““ Model Agreement > and the motes attached thereto,
more or less explain themselves. It will be noted that no clauses
relating to the rates payable by the trader and/or the rebates
claimable by him are included, but it is very desirable to come
to a clear understanding on these points right at the start and
to embody it in the agreement. The railway company can be
compelled to institute proper private siding rates. This they do
in some cases, while in others the rates applicable to the nearest
station are made to apply to the siding.

The conditions as to charges, etc., will obviously depend upon
the amount and nature of the services which the railway com-
pany will be called upon to perform. If the trader takes over the
traffic at the junction with the main line and works it over his
siding, doing all the necessary shunting, sorting, marshalling,
etc., himself, he will probably be able to claim a rebate in
respect of services not rendered by the company. If, on the
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other hand all this work is done for him by the railway it is
likely that no allowance will be forthcoming and (if his siding is
a difficult one to work) he may even be called upon to pay more
for tegninal services than would be chargeable if the tra.ﬂic was
dealt with at the local station.

It must be remembered that there is no fixed scale in respect
of these services, and each case is dealt with according to the
particular circumstances of the case. The whole subject is
bound up with the wider one of rates generally, and it will be
developed in subsequent chapters.

Worxs WiTH INDIRECT Rair CONNECTION

The third class of works calling for consideration is that where
the access to the railway company’s lines is by means-of a
siding or railway owned by a third party or by a light railway
or tramway. An obvious example is a works situated on a dock
authority’s land, all traffic having to pass over the dock lines
and being subject to such haulage charges as the authority
imposes. It is not uncommon to find cases where a works
receives and forwards its traffic via the siding owned by an
adjoining works. This sort of thing is to be avoided if possible
for the simple reason that one is very much in the hands of the
third party.

Where the siding is connected with a light railway or tram-
way (whether owned by the trader or not), it is usually due to
some peculiar circumstances or geographical feature, because
under normal conditions the arrangement has little to commend
it. The wagons which run on the siding cannot pass on to the
railway’s lines and therefore all traffic must be transhipped. If
the distance from the junction is considerable the saving in
capital outlay may justify the cost of transhipment. In most
casesitis doubtful if the difference between the cost of construct-
ing standard gauge lines and those of narrow gauge, over short
distances, is enough to offset the increment in respect of labour.

It will be appreciated that on the subject of factory lay-out
it is impossible to generalise very much. There are vast dif-
ferences in the requirements of different trades and localities.
Even two works engaged in manufacturing the same product
may differ in many other respects. The main thing to remember
is that the utmost technical skill and common sense must be
brought to bear on the problem. It is useless to make all sorts
of blunders at the outset and then blame the railway company
for the fact that you suffer disadvantages of your own making.
B



CHAPTER 11
THE FORWARDING OF TRAFFIC (i)

PACKING AND ADDRESSING—THE STANDARD CONDITIONS

AVING briefly considered those factors which should

guide the choice of site and design (from a traffic point

of view) of our factory, we can proceed to the actual
forwarding of its productions.

Here I would urge the necessity of possessing or having
access to current copies of the General Railway Classification
{which I shall refer to in future as the G.R.C.) and its com-
panion volume the “ Pink Pamphlet.” Both are obtainable
from the Railway Clearing House, price 2s. 6d. each, and they
are indispensable to anyone sending goods by rail. A useful
addition would be the Classification of Dangerous Goods. In
this and the following chapters, I shall assume that my readers
will be able to consult these publications.

First we must consider the packing and addressing of our
products.

PackinNG

Considerable thought should be given to the manner in which
goods are packed for dispatch. The regulations governing this
appear at the front of the G.R.C. It will be observed that
unless otherwise provided the term * cases "’ applies to wooden
cases and to those constructed wholly or mainly from fibre-
board which comply with the provisions as to construction,
type, specification, etc. It is not really necessary to study these
intricate technical details very thoroughly because in the
majority of instances the cases will be purchased from suppliers
who will give an undertaking that they comply with the rail-
way companies’ requirements.

The term fibreboard covers cardboard, millboard, leather-
board, pasteboard, pulpboard, strawboard and other material of

- 18



THE FORWARDING OF TRAFFIC (i) 19

a similar nature. Articles packed in cases made of these
materials will only be accepted at Company’s Risk if they bear
on the outside the following certificate of a size not less than
2} inches by 4 inches :

CERTIFICATE
This case complies with the requi ts of the General Railway
CQlassification of Merchandise.
The capacity of this case is ............... Tbs.

In the event of a claim for damage or pilferage the railway
company can demand to see the case in which the goods were
conveyed, thus failure to insert the certificate would jeopardise
the claim.

Fibreboard cases which do not comply with the regulatidns
may, of course, be used, but the traffic will only be accepted at
Owner’s Risk or as Damageable Goods Not Properly Protected
By Packing (see page 23).

Other regulations apply to carboys, earthenware and stone-
ware jars, drums, casks and cans, all of which must meet the
stated requirements.

In considering the question of packing it does not necessarily
follow that it is always the best policy to incur the expense of
providing the maximum amount of protection demanded. It
may be possible to dispense with some of it and accept Owner’s
Risk conditions with financial advantage. The cost of the
packing material and the carriage charges on it are saved, plus
the difference between the O.R. and C.R. rates (if the former is
in operation). Against this must be placed the extent of the
losses due to damage, pilferage, etc. It is rather a matter for
experiment over a period. One factor which must not be for-!
gotten is the annoyance caused by the receipt of goods in bad
condition.

Packing affects classification and there are hundreds of
examples in the G.R.C. of the same commodity being classified
differently according to the type of package. One should be-
come familiar with these differences so that as far as practicable
the most economical method is adopted.

Finally, the railway company cannot be held responsible for
loss, damage or delay of merchandise resulting from it not being
properly packed, and in some circumstances it would be
justified in refusing to accept goods so improperly protected
that their carriage would require extra care or entail risk to
other traffic.
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ADDRESSING

The applicable conditions are set out clearly in the G.R.C.
Briefly, each article or package must bear the consignee’s
address in legible and durable characters, if it is ** wait order
traffic be plainly marked to that effect, and if export traffic
have a distinguishing mark while the label must show the port
or dock of shipment and the name of the ship or shipping agent.

Every package of a large consignment need not be labelled.
When there are from II to 100 packages the proportion is
I in 5, with a minimum of 10. Consignments of over 100
packages need only have 1 in 10, with a minimum of 20 labelled.

Needless to say, the label should also show the name and
address of the sender, and whether the goods are Carriage
Forward, Carriage Paid or Carriage Paid Home. The last is
particularly necessary because if the customer is situated out-
side the ordinary delivery area, it should be indicated to the
railway carter whether the outboundary charge is to be col-
lected from the consignee or debited to the sender’s account.

Great care should be exercised in addressing goods and
properly affixing the label. If goods go astray through an
insufficient address the railway company cannot be held
responsible. There are certain exceptions to the addressing
regulations, notably returned empties which are legibly
branded with the owner’s name and address, merchandise for
which the exclusive use of a truck is provided and export and
import traffic conveyed in through trucks direct to ship, and
vice versa.

Under a variety of circumstances the railway companies will
label a trader’s traffic for him. This is a very useful facility
where goods are stored at a station, where the original consignor
is ignorant of the final destination of the goods, or when they
are consigned to *“ wait order.”

When the labels have to be made out by the railway company
the charge is 4d. per label, with a minimum of 3d. for each day’s
forwardings. If the labels are supplied already addressed the
rate is }d. per label, with a minimum of 1d.

STANDARD CONDITIONS OF CARRIAGE

It is obviously very important to have a knowledge of the
terms and conditions under which merchandise is conveyed by
railway. ‘

Prior to the passing of the Railway and Canal Traffic Act,
1854, the consignor was often handed a set of conditions, the
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effect of which, was to relieve the railway company of practically
all responsibility ; and in spite of the fact that he probably did
not read them, the contract was binding. It was provided by
Section 7 of this Act, that notwithstanding notice to the
contrary, the company were-to be liable for neglect or default in
the carriage of goods. This improved the position somewhat,
but litigation continued in great volume. Section 42-5 of the
Railways Act, 1921, decreed that the railway companies should
submit proposed terms and condifions 16 the Railway Rates
Tribunal, who after hearing any duly authorised body of traders,
etc., should settle such conditions as they considered just and
reasonable.

The conditions were duly settled and came into force on
January 1st, 1928, as the standard terms and conditions
applicable to all railway companies.

This represented a great step forward. Here, gathered
together from various sources and standardised for the first
time, were conditions deemed to be 7 ble (Railways Act,
1921, 43 (2) ). . .

You will find those applicable to goods train traffic on pages
4-33 of the “ Pink Pamphlet ”” (also known as The Special
Instructions Relating to Goods, Mineral and Li:'r; Stock Traffic)
and also a complete set in Statutory Rules and Orders, 1
No. 1009, obtainable from H.M. Stationery Office, pn?élisgz 6%.

It must be borne in mind that these conditions do not
necessarily apply, for Section 44 (3) states that nothing shall

- prevent a company and trader agreeing in writing any condi-
tions they think fit, subject to the provisions of the Railway and
Canal Traffic Acts, 1854 and 1888.

Section 45 provides that a railway company or representative
body of traders may apply to the Railway Rates Tribunal to
make additions or alterations to the conditions.

The Standard Conditions are divided into fourteen “ groups
as follows : "

Conditions

Lettered : Applicable to :
A Carriage at Company’s Risk,
B Carriage at Ome{lyl;isk
[ Carriage at Company’s Risk (Live Stock).
D Carriage at Owner’'s Risk (Live Stock).
E Carriage of Damageable Goods Not Properly Protected by
F Carriage of Coal, Coke and Patent Fuel.

JG Ka'ng ll!( Carriage of Perishable Merchandise.

NandO' Carriage by Passenger Train.
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We are at present only concerned with groups A, B, E, G
and H, and principally the first three of these. The Company’s
Risk conditions, which are not subject to any special contract
in writing, are applicable unless a request in writing is made for
Owner’s Risk conditions, or the goods are conveyed subject to
a special contract (see page 21). Damageable goods not properly
protected by packing (if accepted) are subject to Conditions E.
The Railways Act, Section 44 (2), provides that the company
shall not be under any obligation to carry such goods.

CoMpPaNY’s Risk

Referring to Conditions A, it will be seen that Nos. 1 and 2
deal with the consigning of goods and labelling of trucks.
Conditions 3 defines the company’s liability for loss, misdelivery
or damage to merchandise. The * excepted perils —an exten-
sion of the common law exceptions to liability—are set out, and
it should be noted that they can only escape responsibility
under these headings where they can prove that they used all
reasonable care and foresight. Under Condition 5 the company
are not liable for loss or damage to articles described in the
Carriers’ Act, 1830 (as amended), unless they are declared on
delivery to the wpany and an increased charge for insurance
paid. The articles described in this Act are listed on page 383
of the G.R.C,, and the insurance charges will be found on page
34 of the * Pmk Pamphlet.”

Condition 7 should be studied carefully. The company’s
responsibility does not extend to merchandise while it is in the
possession of an independent carrier not being another railway
company or contractor employed by a railway company, even
though it may be carried at a through rate. The company will of
course, as agents, contract for the further carriage upon the
terms of any Bill of Lading or other usual conditions.

Other conditions which it is essential to note at this stage are :

(21) Merchandise is carried subject to the conditions and
regulations of the G.R.C.

(22) The company are not liable for failure to collect
** paid on ” charges after making reasonable demands
for payment.

(24) Subject to the Conditions the rights and liabilities of
the trader and company, whether at common law or
under any statute, remain unaffected.

(25) The.S;nditions apply by whatever route the traffic is
carried.
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(26) Special conditions settled by the Railway Rates
Tribunal prevail where they are in conflict with the
Standard Conditions.

OwNER’S Risk

In considering Conditions B, the differences between them
and Conditions A as to Hability should be carefully noted.

The company will not be responsible for loss, damage, etc.,
except upon proof that st arose from the wilful misconduct of the
company or thesr servants. In certain cases the onus of proof is
upon the company, but these will be dealt with in a subsequent
chapter (see page 121).

The other conditions in this group are practicaily the same as
the similar A conditions.

Goops NOoT PROPERLY PACKED

Condition 3 of group E provides that the company are not
liable for loss or damage except upon proof that it arose from
the wilful misconduct of the company or their servants, or
would have been suffered if the goods had been properly packed
and the company liable under Conditions A.

PERISEABLE MERCHANDISE

The Railways Act, 1921, Fifth Schedule, Clause 10, provides
that railway companies “ shall afford reasonable facilities for
the expeditious conveyance of . . . perishables, either by
passenger train or other similar service ” : the Railway Rates
Tribunal have to decide what are reasonable facilities.. Under
subsection (¢) of this clause they (the railways) are not under.
an obligation to convey other merchandise by passenger
train.

Conditions G and H cover this traffic. Under the former the
company'’s liability is similar to that under Conditions A, while
under the latter, the company are not liable for loss, damage,
deviation, etc., except upon proof that it arose from wilful
misconduct ; they are liable in cases of loss of the consignment
or a separate package, or delay exceeding thirty-six hours,
unless proof that there was no negligence on their part is
forthcoming.

It will be necessary to refer to the Standard Conditions again
in subsequent chapters; in the meantime the importance of .
reading them carefully cannot be exaggerated.
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APPLICATION OF CONDITIONS OF CARRIAGE -

Regulation 14 of the G.R.C. should be read in conjunction
with the Standard Conditions. Briefly, it lays down that :

1. Where an Owner’s Risk rate is available, the consignor
has the option of having merchandise (including damage-
able goods not properly protected by packing) carried
at that rate upon making a request in writing. In this
case the goods will be carried under Conditions B.

2. In the case of merchandise (other than damageable
goods improperly packed, or Coal, Coke, Breeze or
Patent Fuel) if the consignor does not make a request in

+  writing for Owner’s Risk, or if no O.R. rate is available,
it will be charged at ordinary rates and Conditions A
will apply.

3. In the case of damageable goods improperly packed
which the company accept for carriage, if the consignor
does not make a request in writing for Owner’s Risk or if
no O.R. rate is available, ordinary rates will be charged
and Conditions E will apply. Where however goods
(whether packed or not) have been generally accepted
for carriage at Company’s Risk, the company cannot
carry such goods as damageable goods, under Conditions
E, without giving at least one month's notice to the trader.

Regulation 14 does not apply to dangerous goods or wild
animals.



CaaprEr III
THE FORWARDING OF TRAFFIC (ii)

CONSIGNING

HE consignment note is the contract between the

sender and the railway company, and should therefore be

completed with the utmost care, bearing in mind the legal
obligations involved. The manner of consigning will affect the
charges payable, and a clerk who does not fully understand
what he is doing may easily lose his employers a considerable
amount of money.

The documents provided by the railway company need not
necessarily be used ; many firms have their own notes in which
they incorporate invoices, despatch advices, etc, Some make
the actual railway invoice as a copy of the consignment note.

There are three types of note in general use, viz.: (I)
Ordinary ; (z) Owner’s Risk note for damageable goods not
properly protected by packing ; (3) Notes for dangerous

oods.

8 Here we are concerned with the first two. The ordinary note
is used for goods consigned at Company’s Risk and for those
consigned at Owner’s Risk where there is a lower O.R. rate in
operation and the trader wishes it to be applied. In the latter
case the fact must be declared on the note. This note is also
used for goods at O.R. which bhave been damaged and are
being returned to sender free (see page 137 * Pink Pamphlet **)
and goods sent to replace breakages under the half-rate arrange-
ment (see page 141.“ Pink Pamphlet ”). If you examine a
specimen you will see the words “. . . subject to the Standard
Terms and Conditions of Carriage,” and a space in which you
must state if the goods are to be conveyed at Owner’s Risk.

The second type of note is for damageable goods conveyed
under Conditions E (see paragraph 3, page 24). You will notice
that the heading of this document contains the significant
words “. . . carried . . . at Company’s Risk Rafes. . . .”

Special notes are used where the conveyance is partly by land

25
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and partly by water or wholly by water, although in actual
practice many traders consign on the ordinary notes.

In accordance with the Standard Conditiens, the following
information must be stated on the consignment note :

1. Full name and address of sender and consignee.

2. The station or place of destination.

3. Such particulars as the company may reasonably
require to enable them to calculate the charges payable
(nature of the goods, gross weight, number of packages).

4. Whether the charges are payable by sender or consignee.

5. Whether the consignment is ““ To wait order ” at a
particular station.

The consignor is not bound to declare the nature of the goods
unless there is any article mentioned in the Carrier’s Act or the
goods are dangerous, in which event the nature must be fully
and properly declared in every case. Of course, it is a very
foolish policy not to declare goods properly because the railway
company will raise charges at the highest rate applicable where
the full description of the goods is not given.

To give a false declaration is a serious offence and one for
which the trader can be heavily fined under Section g9 of the
Railway Clauses Act, 1845. In the case of Bair Moering & Co. v.
L.N.W. Raslway Co (1905), it was held that any false statement
made with a view to avoid payment of the correct charges
constitutes an offence under this section. I would also draw
attention to the fact that under the Standard Conditions the
company shall not incur Liability of any kind in respect of
merchandise where there has been fraud on the part of the
trader.

In the absence of any written notice to the contrary, all
merchandise is warranted by the sender to be carried or stored
in the condition in which it is handed to the company and not
to be dangerous.

As regards item (4) care should be taken to see that the
marking of the label as to charges agrees with the information
on the note. If the consignment is sent carriage forward and the
consignee fails to pay the charges, the sender will have to

pay. -

Apart from the legal formalities there are other factors which
the trader should take into account when consigning if he
wishes his traffic to be charged in the most economical manner.
These are as follows :
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BuLrmNG

This matter can be considered more in detail and better
understood when we have dealt with classification, rates and the
small parcels scale. You will see from a perasal of Regulation 2
of the G.R.C. that each consignment is charged separately
except as stipulated in the next clause. This provides that
separate consignments despatched from one station to one or
more consignees at one station will, if cheaper, be charged as
one consignment at the rates applicable provided that they are
consigned to be charged together, all the consignments are
handed to the company on one day, the charges are paid by the
sender or by special arrangement, by one consignee and certain
splitting, split delivery and (where applicable) separate collec-
tion charges are paid. Consignments up to roughly 3 cwts. are
chargeable at the Small Parcels Scale, which includes a fairly
heavy surcharge. The effect of this surcharge is proportionately
less as the weight increases until a point is reached where the
ordinary “ tonnage ** scale is applicable. It will be seen then
that considerable savings can be effected by oonsigm'ng all
goods for the same town on the same day to be charged
together.

There is one other way in which bulking (or * part-lotting *
as it is sometimes called) proves advantageous. We shall see,
later on, that the classification (and therefore the rates) on
certain commodities are lower according to whether 6, 4, 2 tons
or a less quantity is forwarded. There are also many exceptional
rates noted with weight minima. Now the minimum does not
apply to the particular traffic or consignment but to the fofal
weight forwarded to the same station on the same day. For example
if we have 4-ton rates in operation for flour and for potatoes
between the same points and we consign 2 tons of each of these
commodities to be charged together, both will be charged at the
respective 4-ton rates, although there is only 2 tons of each
separate traffic.

A statement giving examples of the savings effected by bulk-
ing is included as an Appendix to this book.

In the G.R.C. stress is laid on the fact that the consignments
must be for the same station. In many cases, however, traffic is
sent by the railway company to different stations in the same
town for their convenience. In these circumstances the trader
should claim to have the traffic charged as if it was dealt with
at the same statxon, and unless he specially wants it at a par-
ticular station (as in the case of traffic not carted by the com-
pany) he should just show the town in the appropriate column
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of the consignment note. If he falls in with the railway sug-
gestion of putting particular stations in, he will almost certainly
be accused of consigning to that station if there is a subsequent
dispute as to charges.

It is advisable to have a suitably worded rubber stamp for
marking all entries to be charged together. )

Mixep CONSIGNMENTS

Frequently a consignment—either for one consignee or

ulked—contains several different commodities each chargeable
at a different rate. In such cases the trader can claim to have
two or more varieties charged together at the highest rate
applicable. Several combinations might be possible and the
company must test each and select the one giving the lowest
cha.rggs (see Appendix).

WEIGHTS

The weight supplied by the trader will usually be accepted
by the railway company, but this does not mean that there
should consequently be a low standard of accuracy. If the
trader gives a weight which he knows to be less than the
correct one, he is making a misdeclaration and running a grave
risk.

There is often a tendency not to be particular aboat a few
pounds. But as fractions of 14 Ib. are chargeable as 14 Ib.,
an odd pound or two may make all the difference. For example,
I qr. @ 40s. per ton=1s. 3d., while 1 gr. 1 Ib. (chargeable as
I qr. 14 Ibs.) @ 40s.= 1s. 6d. These odd threepences would
amount to a considerable sum in the course of a year.

It will be seen from Regulation 5 of the G.R.C. that certain
traffics such as stone and timber are charged at computed
weights. Regulation 12 provides for the minimum chargeable
weight of bulky articles, viz. Classes I-I1, 2 tons per truck,
Classes 12-20 I ton per truck.

Routeme : .
Under some circumstances it may be desirable to stipulate a
certain route on the consignment note. This is usually done
where experience shows that a better service is obtainable by a
particular route. For example, traffic can be sent from Norwich
to Birmingham via Acton (i.e. the G.W.R. Company’s route)
or via Peterborough (i.e. the L.M.S.R. Company’s route). The
railway company is bound to convey by the route stated so
long as it is a reasonable and recognised one and if definite
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instructions of this character were ignored an action would lie
against them. It has been held that where there has been un-
reasonable deviation the carrier is deprived of the protection of
Owner's Risk conditions and even the Common Law exceptions
of Act of God, King's Enemies, etc.

It must not be thought that the trader can select any route
he chooses, or any receiving station he cares to name. Noris a
railway company bound to carry by the shortest route. Black-
burn, J., in Johnson v. Midland Railway Company (1849), said :
1 think he (the carrier) is bound to carry by the route which
he holds forth and which he professes to be his route,” and he
added that no breach was committed if he did not convey by a
shorter route, the shorter route not being the route he professes
to foliow.

It must also be borne in mind that a rate applicable to one
company’s station in a towd might not apply to that of another
company. For example, if traffic was consigned from Ipswich to
Bishopsgate Station, London, it would pay a certain rate ; if,
however, it was routed to the Southern Railway Companys
station at Nine Elms, the-L.N.E.R. would be within their rights
in claiming a higher rate or some extra charge for transferring
the traffic from Bishopsgate to Nine Elms. It is all a
question of reasonableness. The trader has a right, originally
under Section 25 of the Railway and Canal Traffic Act,
1888, and re-enacted by Section 47 of the Railways Act, 1921,
to say, “ I want my traffic to go from X to Y via A and B,
and I want a rate for that route.” If the railway company will
not agree to his demand he must show that his request is
reasonable before the Railway Rates Tribunal, and that court -
will decide whether he shall have it or not.

The most advantageous routeing is largely a matter of one’s
past experience and the exigencies of the particular business.
It is the duty of those responsible for the transport administra-
tion to see that the despatch department has clear, concise and
up-to-date instructions in this respect. Accurate records should
be kept of transit times, delays and costs by particular routes
and future policy shaped accordingly.

RECEIPT FOR GOODS

If required the railway company will sign a document acknow-
ledging receipt of the consignment, but it will only be evidence
that on a particular date & consignment was handed them. It
will not be proof for example, that they received a particular
quantity and such matters will require separate proof.



CHAPTER IV
THE CLASSIFICATION OF GOODS

OU will observe that the greater portion of the G.R.C. is

-l devoted to an alphabetical list of the commodities passing

by railway, with the number of the class in which they

are included. It will be obvious, too, that there are twenty-one

classes, No. 1 being the lowest and No. 21 the highest. We shall

be better able to appreciate this document if we run briefly
through the history of classification for railway purposes.

EARLY CLASSIFICATION

Some time before railways came into being the canals had
instituted a rough classification and scales of rates. Probably the
first classification of an official nature was that issued in 1790
in connection with the Glamorgan Canal. It had two classes.
One covered iron, coal, limestone, etc., and the other practically
everything else. The Peak Forest Canal classification of 1794
had five classes.

To come to railways, that for the Surrey Iron Railway (be-
tween Croydon and Wandsworth) of 1801, had four classes, the
first three of which comprised about twenty-six traffics and the
last appears to have applied to every other commodity. -

In the early days of railways the position was much simplified
by the fact that traders were authorised to convey their traffic
in their own vehicles drawn by their own locomotives, and the
charges were in the nature of tolls for the use of the line. This
primitive system was, of course, gradually superseded, and
classification naturally became a rather more complex matter.

The early railway Acts included maximum scales of rates,
generally on a per-ton-per mile basis. Varying amounts were
provided for different types of traffic thus automatically
creating a form of classification which—naturally—only applied
to the line covered by the particular Act. Nor were these
maximum scales based on any general principles; and as for
the classifying of the merchandise, there was a complete lack
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of uniformity. This state of affairs led to the appointment of a
Select Committee of the House of Commons to inquire into the
question, in 1881. A further committee continued the inquiry
in 1882.

The railways had, of course, by this time, made some progress
in the matter. The dividing of goods into classes had been
adopted in principle, and they had created the Railway Clearing
House Classification for through traffic.

Ranway anp CanaL Trarric AcT, 1888

This Act was largely the result of the committees referred to
above. Clause 24 required that every railway company should
submit to the Board of Trade a revised classification in respect
of goods traffic. That submitted by the railway companies was
more or less based on the Railway Clearing House Classification
and provided for eight classes, viz.: A, B, C, 1, 2, 3, 4 and 5.
There followed hundreds of objections from traders and
months of meetings and inquiries, and the revised classification
was finally ready for May 1890. It was uniform for all railways.

Between 1891 and 189z, thirty-five Railway Rates and
Charges Order (Confirmation) Acts were passed, covering
between them, all the railways of the United Kingdom, and the
classification became the statutory one which could only be
altered as determined by the Board of Trade. It was adopted
from January 1st, 1893.

The * Statutory Classification ” represented a maximum
which the railway companies could not exceed, but they very
soon found that in order to meet the requirements of trade it
Wwas necessary in some cases, to go below it.. There was thus
formed another classification known as the “ Working Classifica~
tion ”* or * General Railway Classification.” This is the state of
aﬂ:grs which lasted until the “ appointed day ” (January 1st,
1928).

MiNisTRY OF TRANSPORT ACT, X19Ig

After the war it was obvious that the railways could not be
decontrolled without—among other things—making provision
for an increased revenue to meet higher working expenses. This
Act brought the Ministry of Transport into being, and under
Section 21 the Rates Advisory Committee was appointed for the

of advising the Minister.

In February 1920, this body was called upon to undertake a
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general revision of rates and charges and, in accordance with its
terms of reference, the Committee divided its work as follows :

1. The consideration of the principles which should govern the
fixing of tolls, rates and charges.

2. The consideration of the classification of dise.

3. The consideration of the tolls, rates and charges which should
be applied.

H

The committee reported on the first part of its activities on
December 20th, 1920, and its recommendations were given effect
to in the Railways Act, 1921. So far as classification is con-
cerned it favoured an increase in the number of classes and
urged that due account should be taken of the size of the
consignment in deciding the classification.

It also advised the setting up of an independent tribunal to
fix rates and tolls and the new classification and control subse-
quent amendments. Actually the classification was settled by
the Rates Advisory Committee, while the new body—the
Railway Rates Tribunal—completed the general revision of
rates, charges, etc.

Ranways Acr, 1921 -

Under Section 29, the Rates Advisory Committee remained
in existence and after considering the proposals submitted by
the railway companies and the traders” objections, determined
the classification for the purposes of this Act. It consisted of
twenty-one classes.

The new classification came into force on January 1st, 1928,
and subject to subsequent additions and amendments, it forms
the basis of our present railway charges.

In effect we have really returned to a * two classification ”
system because that fixed by the Rates Advisory Committee is
a single-entry document arranged in classes, whereas the
““ working " classification has necessarily to be an alphabetical
one.

It was soon found that a number of explanatory entries were
desirable in order to easily ascertain the proper class, because a
large number of articles were not expressly mentioned in the
statutory classification. They were included under some other
description or general entry, but this was by no means obvious.
The Railway Rates Tribunal therefore ordered that these
explanatory entries should be inserted so that the working
and and statutory classifications should agree. You can recog-
nise some of them in the G.R.C, where you find entries without
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Jlasses and instead a remark ““ as —— (a reference to another -
ntry).”

We are only concerned here with the “ working ** or General -
Railway Classification which must be open for inspection at
stations at all reasonable hours.

TuE CLASSIFICATION Now IN Use

The twenty-one classes were formed by subdlvxdmg the
existing eight classes as follows :

A B c. x 2 3
tand2. 3,4, 5and6. 7,8,9and10. 11,12and 13. 14, 15and x6. 17 and 18.
4 5 Added:
19 20 21

Here are a few traffics taken at random showing the compara-
tive classification.

Pm-:lgz& Now
Vegetables, dned msacks 2 16

Fire Clay A 2
Bismuth | ... 5 20
Mushrooms ... 4 19
Oil Cake [ 8
Shell Gravel i m bulk B 6

A revised issue of the G.R.C. amended up to October or
November of the previous year is usually published each
January 1st. This year, however, it was decided to.continue
with the 1936 edition. It contains references to nearly 6,000
different commodities as compared with 326 in the Railway
Clearing House Classification of 1847 and somewhere about
3,000 in 1888,

Table 1 gives a list of the classes, the minimum quantities
to which-they apply, typical commodities embraced, etc. As
set out in the G.R.C,, less quantities than the stated minima
are classified as follows :

.Classes1% 6 4 tons and up to 6 tons—Class 8
2 tons and up to 4 tons—Class xo
Less than 2 tons —Class 12
Classes 7209 2 tons and up to 4 tons—Class 10
Less than 2 tons ~Class 12
Classes 10 and 11 Less than 2 tons —Class x2

Where it is cheaﬁer to charge as for the minimum weight,
than at actual weight at a higher class, this is permissible ;
(e.g. if 3 tons 15 cwts. of Class 8 traffic was forwarded, it might
be cheaper to charge as 4 fons at Class 8 than 3 tons 15 cwts.
at Class 10). The combining of different traffics to maintain
weight minima has a]:eady been dealt with.

e
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As one would expect, the traffics least likely to damage are
marked “ a * and those where considerable risk is involved are
in the “ h * group. Itisimportant to note that these reductions
apply even when a smaller quantity is forwarded than the
minimum attached to the particular classification. For example,
granite, polished or dressed—in blocks and slabs exceeding
2 inches in thickness—is classified r1a. A minimum of 2 {ons
applies to Class 11, smaller consignments falling in Class 12 ;

.thus the “a*’ reduction, i.e. 2} per cent., will operate in this
case, in respect of either II or 12.

ExcEPTIONAL RATES Lists

On pages 362-77 of the G.R.C. will be found lists of traffics
included under general headings. Such commodities are
chargeable at exceptional rates noted for the list (where in
operation). It will be noticed that a large number of entries in
the alpbabetical portion are marked * Exceptional rates for
List —— apply,” e.g. Railway Rails, Iron or Steel , . . Class 7.
[Exceptional Rates for List K apply] and Cocoa Beams . . .
Class 15 [Exceptional Rates for List H apply.] It simply means
that if an exceptional rdte for the list is in operation and it is
Jower than the class (or standard) rate, then the trader will be
given the benefit of it. The following is a summary of the lists :

List Generic Term List Generic Term ™
A ings N Iron or Steel
B Chemicals O Joiners’ Work
C Drapery P Machin
D Drapery % Packed Manure
E Grain Rags and Waste
F  Grain S Preserves
G Groceries ‘T -Provisions
H ies U Tanning Materfals
{( Hardware V  Timber
Iron or Steel (Owner’s Risk) ‘W Timber
L Iron or Steel (Owner's Risk] X Fruit
M Iron or Steel (Owner’'s Risk|

‘Where the classification of commodities included in the same
general heading varies to some extent, two or more lists have
been created to cover the one generic term, the traffics being
grouped in each list according to comparative classification.’
For example, most of the grocery articles in List G are in Class
12 or lower classes ; those in List H are mostly in 14, 15 or 16,
thus List G rates would normally be on a lowet basis than List
H. This being the case the railway company could hardly
charge more for G than for H, and consequently the charges for
List G must not exceed those for List H (see also Lists C and D).
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In the event of there being exceptional rates for Mixed Groceries
in Class 18 in force, they apply to Lists G, H, S and T, if lower.

Generally speaking, List V covers unprepared timber and
List W prepared timber. Rates noted for List V plus 10 per cent.
apply to List W, but they must not exceed the rates for Class g.

List P applies to Machinery, packed and not packed. In the
latter case it will only be accepted at Owner’s Risk ; if O.R.
rates are in operation they will apply, but if not, the C.R. rates
will be charged and the traffic carried subject to Conditions B
(see page 24).

Traffics are not necessarily confined to one list. For instance,
Cream is included in Lists S and T, Cheese is in Lists Hand T,
and there are many other examples.

The G.R.C. is supplemented by a list of articles which appears
in the “ Pink Pamphlet,” pages 142-94, and which comprises
.commodities covered by entries under other mames in the
classification proper. They are mostly articles known by trade
names, and instructions as to their charging is given, as will be
seen from the following examples :
Traffic To be Charged as

Aloxite  Emery

Gy £ ornn componis

Seocohnp“‘ e Glue, I..iquiden—y

THE PRINCIPLES GOVERNING RAILWAY CLASSIFICATION

The following are the main factors determining classification,
and those which were taken into account by the Rates Advisory
Committee : ’

(i) Value;
(i) Liability to damage ;
(iii) Type of packing used ;
(iv) Bulk in comparison with weight ;
(v) Cost of handling ;
(vi) Savings in cost which may result when forwarded in large
quantities.

In these days it is pretty safe to assume that the railway
companies’ attitude to a particular traffic’s classification also
depends upon the potential annual tonnage and the possibilities
of development.

Value or What the Traffic Will Bear

Unless we understand something of what is meant by * what
the traffic will bear,” we shall not appreciate the underlying
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principle of the railway system of charging. Even to-day, it is
by far the most important factor governing classification. In
railway circles it has been negatively expressed as * #nof charging
what the traffic will #ot bear.” In theory, no rate should be so
high that the traffic does not pass always assuming that the
Tate pays movement expenses ; in other words the charges must
not exceed the value of the services to the trader. The value of |
the service has been defined by one authority as the difference
in the value of an article at its point of departure and at its
point of arrival. ,
Given the fact that all traffic must first pay the cost of move-
ment, it is obvious that under such a system different com-
modities will make varying contributions to the *fixed ”
proportion of railway expenses. We can make a comparison
with the doctor who attends the master at a guinea a visit and
gives the same services to the housemaid for a moderate half a
crown. It all depends upon the value of the services to the
respective patients and their ability to pay. Therefore this
** ability to pay,” measured by value at destination, has always
been, and still is, of importance in deciding a traffic’s élassifica-
tion. In the words of the Rates Advisory Committee “, . . no
one will complain if the rates are not the same for low-grade
iron ore worth 15s. a ton, raw cotton worth from £60 to £100 a
ton, and raw silk worth over £2,000 a ton.” .
Such a principle can only be one hundred per cent. effective
under monopoly conditions ensuring a wide range of traffic of
all classes. In the face of a competitor who pays more attention
to cost of service than to value, it has suffered some modifica-
tion. : Y
‘Liability to Damage and Type of Packing
These are obvious factors having regard to the company’s
liability under C.R. conditions and the additional care required
in handling fragile articles. Packing is sometimes a guide to the
amount of handling (i.e. the number of separate packages to a
given weight) and the value of the article.
The G.R.C. provides endless examples of differences in classi-
fication due to the type of packing used. i

Bulk in Comparison with Weight and Cost of Handling

Bulk naturally bas considerable effect upon wagon-user and.
goods-shed space required. Many traffics in the top half of the
classification by reason of their poor loading, provide 2 much
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lower revenue per wagon than traffics in the bottom half, in
spite of the big difference in rates.

Raw Cotton is in Class 13 if packed in hydraulic, steam or
electric press-packed bales, otherwise it advances two classes.
Nested Motor Car Body Panels are 18, not nested—19. Card-
board Boxes, collapsed flat, are classified 11, but if not collapsed
they may be anything from 16 to 20 according to packing.

We get a good example of classification depending upon
vehicle loading in the case of Hay and Straw.

Minimum 2§ tons per truck ... ... Class o
” 2.0 o oon ... Class12
” 3o0¢ n «. Class 15
Less than  ,, » o» w. Class 18

If you take hypothetical consignments of 2} tons, 2 tons,
30 cwts. and 1 ton at the class rates applicable, you will find
that it is the Class 18 traffic which in this case gives the lowest
revenue per wagon.

Cost of handling depends upon items (ii), (iii} and (iv), and
the railway companies’ experience of the amount of labour
involved in the loading and unloading of different commodities.

.Savings Through Large Quantities

A large proportion of railway expenses do not vary with the
amount of traffic carried. Up to a point, additional traffic can
be conveyed at very little extra cost. Large consignments mean
relatively lower clerical, administrative and traffic expenses
and increased wagon-user with the consequent saving in loco-
motive costs. Thus it is only reasonable that much considera-

_tion should have been given to lower classification for big
quantities.

If we take the entry relating to Wire Ropes as an example we
find that 5 tons, 2 tons and less than 2-ton quantities are in
Classes 12, 14 and 16 respectively. On a station-to-station basis
and over a distance of 100 miles, the 2-ton lot gets a benefit

equal to about 10 per cent., and the 5-ton lot to about 23} per
cent,

AMENDMENTS TO THE CLASSIFICATION AND CLASSIFYING OF
NEW ARTICLES

Under Section 28 of the Railway Act, 1921, the Railway
Rates Tribunal has jurisdiction as regards the alteration of
and additions to the classification and any question relating to
the classification of an article.

The railway companies’ proposals are made through the
Railway Clearing House, and notice is given to the traders from
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time to time by means of a document known as a Grey Book
(so called from the colour of its cover). The Grey Books are
issued by the Secretary of the Rates and Charges Committee,
35 Parliament Street, London, S.W.z1, from whom they are
normally obtainable twenty-one days before the date of the
hearing, price 2s. 6d. post free, These contain details of the
proposed alterations and additions, which are filed with
the Railway Rates Tribunal. Traders who are affected by
the proposals may lodge an objection if they so desire.

Grey Books (approved) giving details of alterations, etc.,
approved by the Tribunal, may be obtained from the Secretary,
Rates and Charges Committee, about ten days after the
hearing, price 1s. 3d. per copy. This information is also given
in the leaflets issued monthly by the Railway Clearing House,
which give details of the modifications to be incorporated in the
G.R.C., Dangerous Classification and * Pink Pamphlet.” So
far as the classification alterations are concerned, they must
only be applied provisionally, as the approval of the Tribunal
may not have been received at the time of issue. L

If a trader desires to have a new traffic classified or an existing
entry altered, he should first approach the railway company and
ask for the matter to be considered by the Classification Com-~
mittee of the Railway Clearing House (a body of railway rates
officials). In the case of a new article he will probably be
required to submit a specimen or sample, give full details con-
cerning it and its packing and say if it is likely to pass in large
quantities. If heisurging a reduction in classification he should
support his application with as much helpful information as
possible, paying particular attention to the classification of
comparabfeaarticles or commodities. It may be possible to have
the traffic in question included in the exceptional rate lists (see
page 35), and these should be studied for entries of a similar
character,

Assuming the trader is dissatisfied with the decision of the
Railway Clearing House he may appeal to the Tribunal although
he is unlikely to be successful unless he has a first-class case and
acts under the most expert advice.

A formal application must be filed at the offices of the Rail-
way Rates Tribunal, using the form stipulated by the Tribunal’s
Rules of Procedure.

Any party may appear before the Court, in person or by
counsel or solicitor, or may be represented by any person in his
regular employment, provided that the appointment is made in
accordance with the Tribunal’s rules,



CHAPTER V
STANDARD RATES

HISTORICAL :
T is only necessary to review very briefly the past history of
Irailwa.y rates. Part of the subject has already been dealt
with in the previous chapter.

The early Acts authorising the construction of railways had
annexed schedules setting forth the principal commodities
which would be carried and the maximum rate per ton per mile
which the company was allowed to charge for each class of
traffic, Provided that their maximum powers were not exceeded,
the railway companies had liberty to charge such rates as they
thought fit.

This position was medified somewhat by Parliament in
1845,* when it was enacted that in like circumstances, charges
should be equal to all persons ; a further modification followed
in 1854t whereby the railway were to afford reasonable and
eqtua.l facilities and to provide through facilities and through
rates.

The Railway and Canal Traffic Act, 1888, legislated for
revised scales of maximum rates in addition to a unified
classification, These scales provided for conveyance rates—
so much per ton per mile—and were “ tapered  down
according to distance.

The authorised maximum charges varied, not merely between
one railway and another, but between different portions of the
same railway where especially heavy construction andfor
working costs were involved. The maximum amounts which
might be included for station terminals and services, however,
were the same for all railways with one or two minor exceptions.
The following shows a comparison in the rates per ton per mile
for certain main lines in respect of Class A traffic :

¢ Railway Clauses C lidation Act, 1845. -
1 Railway and Canal Traffic Act, 1854.
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First 20 Next 30 Next 50 Remainder of
Railway miles miles miles Distance
per ton, per ton, per ton, per ton,
per mile per mile permile .| permile
a. d. d. d.
LN.W.R.
G.N.R. *95 -85 <50 +40
G.W.R.
LC.&D.R. 1-50 *go -75 +60

This illustrates the cumulative or “ tapering off ” principle,
which is embodied in our present rates.

These scales were of course, sanctioned by the thirty-five
Provisional Orders of 1891 and 1892, and together with the
classification, they represented a very definite step in the direc-
tion of uniformity. It will be noticed that they continued the
principle that Parliament should fix maximum rates above
which the companies could not go but that each railway had
complete freedom in a downward direction subject ‘to the law
relating to undue preference. The new scheme operated from
January 1st, 1893.

The next move was in 1894 with the passing of the Railway
and Canal Traffic Act of that year. This provided that if a rate
was increased after December 1st, 189z, any trader affected
could appeal to the Railway and Canal Commission, and the
railway concerned would have to justify the rate as reasonable.
Thus unless the new scale was lower, the rates in operation at
the end of 1892 tended to become the effective maxima.

As the result of increased labour costs, power was given to the
railway companies by the Act of 1913, to increase certain rates
by 4 per cent. as from July 1st, 1913.

Then followed the war period with the various emergency

"increases which in 1927 amounted to an overall increase of
63 per cent. above 1914 levels.

Raways Act, 1921

The Rates Advisory Committee having fixed a new classifica-
tion it was left to the Railway Rates Tribunal to fix standard
scales of charges which should apply to the twenty-one classes.

Section 30 of the Act provided for the submission by the
companies of schedules of charges divided into parts (i.e. one
relating to goods and minerals, another to animals, and so on.
See page 42.). The schedules were considered and settled by the



42 MODERN RAILWAY PRACTICE

Tribunal and were issued as Statutory Rules and Orders in
1927. The references to them are as follows :

Great Western Railway S.R. & 0. 1927 No. 848
London & North Eastern Railway S.R. & 0. 1927 No. 850
London, Midland & Scottish Rai S.R.&O. 1927 No. 849
Southern Railway S.R. & 0. 1927 No. 852

Section 32 laid down the obligation to charge standard
charges without variation upward and downward, except by
way of exceptional rates. The day appointed for their operation
was January 1st, 1928, on which day we said good-bye to the
old system of maximum charging powers and had in its place a
control of charges by the fixation of a standard revenue which
the charges were supposed to produce.

STANDARD REVENUE

This somewhat mythical figure is important, because
theoretically the charges have to be adjusted to provide it. It
is equal to the railways’ net revenues in 1913, plus certain
additions in respect of capital expenditure since January 1st,
1913, and other productive capital which was not fully re-
munerative in 1913. It is now (x937) £51,359,095.

The Act provides for a peﬁoc(ligal7z-e€riew of standard charges
and exceptional rates and for the adjustment of charges to
revenue, but it is interesting to note that the standard revenue
has never been attained yet, nor have the railway companies
asked for, or the Tribunal ordered, any adjustment to meet the
deficiency.

THE STANDARD SCALES

There are fifteen scales which provide for: (4) General
Merchandise ; (b)) Wagon Hire; (c) Returned Empties; (d)
Rolling Stock; (¢) Railway Vehicles; (f) Private Owners’
Wagons; (g) Carriages; (k) Caravans; (:) Live Stock: ()
Small Parcels ; (k) Surcharges for Heavy Articles ; (f) Insurance
Premiums and (m) Deductions in Respect of Owner's Risk
Traffic. There are two scales in respect of general merchandise
and two small parcels scales. All the scales, with the exception
of that respecting coal class traffic and the small parcels scale
used by the Southern Railway, can be obtained bound in one
volume, price x0s., from the Railway Clearing House. The
individual scales can be purchased separately; those for
general merchandise are 1s. each. They are all available for
inspection at railway stations dealing with the particular traffic.
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The General Merchandise Scales

Although there is a schedule of charges applicable to each of
the four main railways, Scale No. 1 (which appears in Part I of
the Schedules) is the same in each case. It is reproduced on p. 44
and forms the basis of the rates which are shown for the twenty-
one classes for distances from 6 to 800 miles, in the R.C.H. copy.
This is applicable to England and Wales, with the exception of
the North-Eastern Section of the L. & N.E.R.

The other general merchandise scale is that which appears
in the LN.E.R. and L.M.S.R. schedules and applies to Scotland
and the North-Eastern Section of the LN.E.R. This is No. 3
in the R.C.H. list. In construction it is similar to No. 1; the
difference being that it provides for traffic in Classes 1 to 4 in
railway wagons, and the rates for these classes are consequently
on a higher basis than the equivalent rates in Scale No. 1,
which are for Owners’ Wagons.

TrE COMPONENT PARTS OF A STANDARD RATE
If Table 2 is examined it will be seen that a standard rate

consists of two elements, the\wWL the
charges for terminals.

The Tirst is on the * tapering ” principle with the charge per
mile decreasing according to distance, the critical mileages
being 20, 30, 50 and over 50. The second is divided into station
terminals and service terminals with the latter subdivided into
loading and unloading, covering and uncovering.

It will also be obvious that standard rates for Classes 1 to 6
do not include service terminals, while Classes 7 to 10 have no
provision for loading and unloading. If 7 to 1o traffic is handled
by the railway companies the authorised charge is 5d. per ton
for each service.

Rates for Classes 1-4, based on Scale 1, being for Owners’
Wagons, an extra charge is made where the railway provides
the trucks, as follows :

For the next 30 miles 152 pen som por milhr” 0"
For the next 50 miles, -15d. per ton, per mile.
For the remainder of the distance, -05d. per ton, per mile.

In thearea covered by Scale 3, this trafficis only conveyed in
Company’s Wagons for the use of which the following amounts
have already been added :

For the first 20 miles, -35d. per ton, per mile.

For the next 8o miles, - 15d. per ton, per mile.
For the remainder of the distance, -05d. per ton, per mile,



TABLE 2
Bas1s oF ScaLr o¥ CHARGES IN RESPECT OF GOODS AND MINERALS BY MERCEANDISE TRAIN

Class in . STANDARD RATES FOR CONVEYANCE STANDARD TERMINALS
t of
Merchandise to | For the first | For the next | For the next For the re- Station SERVICE TERMINALS
which ;ll:a.r es are | 20 miles on; 30 miles o; 50 miles oxf- ‘mainder of Termi h' o T 5
applicable any part of | any Bart of [ any part of : at eac din, n- |Covering| n-
® luchfa h Dist: h 12 the Distance end & loading covering
per ton per ton per ton per ton per ton | per ton | per ton | per ton | per ton
per mile per mile per mile per mile
d. d. d. d. . s d. s 4. s. d. d. d.
] In 1-90 ‘98 55 »50 3 - - - -
2 L Owners’ 2-15 105 -go +65 5 —_ —_ — -
3| Wagoms ﬁ 235 1:10 80 «70 6 — — — —
4 L 2-30 120 *go *75 10 - — — el
3 2-60 1-23 93 75 6 - - - -
] 2-63 1:35 10§ 80 10 — — — —
l 3-08 1-80 135 95 T o — —_ 125 125
3-20 1:90 1445 1-00 1 2 —_ — 1-25 128
9 3°40 2°10 x-go 1-18 T 4 —_ —_ 1-50 1-50
10 3°50 2°30 185 1-25 T 7 —_ — 1-50 I-50
33 365 2-53 2:10 145 2 0 6 6 2-50 250
12 | In Rallway 378 265 2-20 1:60 2 8 8 8 2-50 2+50
13 3 Company's 4 4°08 2-85 240 175 2 8 8 8 2:50 2-50
14 Wagons 440 318 275 215 2 3 10 10 3-00 300
15 4-g5 3°45 3-00 23§ 2 5 1z 1T 3:00 3'00
16 480 355 310 2:3% 2 5 T 1 T x 3:00 3-00
1 335 410 3:38 355 2 5 T 4 T 4 3:00 3-00
T 550 423 350 275 2 3 T 7 T 7 3-00 300
19 6:40 518 428 3'50 2 s 2 3 2 2 5-00 500
20 7-50 6-20 510 +30 2 8 2 8 2 8 6-00 6-00
ar) \{ 11-35 9:30 7°65 ‘45 3 7 4 © 4 © 900 9:00

g
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circumstances (Woolworth v. Amalgamated Railway Companies,
R.R.T,, 1930).

DISTANCES APPLICABLE TO THE SCALES

Every station must have a book or books in which is recorded
the chargeable distance from that station to every other station
to which it invoices traffic, and such information must be
available for inspection by the trader.

In the early days of the new system there were many dif-
ferences of opinion on the subject of chargeable distances, but
the majority of these have long been satisfactorily settled and
there remains very little ground for dispute. In any case the
trader is very much in the hands of the railway companies
because he rarely has sufficient information to effectively
challenge their calculation of a particular mileage.

Distances are reckoned over the shortest working route between
two points. This is not necessarily the shortest physical dis~
tance ; it may be the most practicable and cheapest working
distance. Where however the physical and working distances
vary considerably, the railways have usually made an adjust-
ment.

Continuous mileage (i.e. over two or more companies) is

. reckoned as if it was over the line of one company.

CoMPETITIVE ROUTES

Where there are two or more routes, the shortest distance is the
one applicable. Often one company’s route will be much longer
than another’s. Under Section 5z of the Railway Act a cir-
cuitous route is permissible provided it is not 50 per cent. or
more in excess of the shortest route between the two places.
Cases where this 50 per cent. is exceeded require the sanction of
the Tribunal.

Most of the old circuitous routes have been maintained, but
the railway pooling agreements must be borne in mind, and this
aspect will be treated in a later chapter.

UnusuaL RouTes

Occasionally traffic is required at a station (not being the
contracting company’s station) in a town where the contracting
company has a station of its own. Under such circumstances
the trader has the right to demand a through distance, although
the company may claim that there are no ordinary carrying
arrangements ; nevertheless they will generally arrange a
distance if one is not already recorded. It may, of course, be
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cheaper to pay on the “ local  distance, plus a transfer charge,
than on the throughout distance.

GROUP DISTANCES

Section 29 of the Railway and Canal Traffic Act, 1888, gives
the companies power to group places in the same district and
to charge uniform rates for them. For example, the rates
between Norwich and Edinburgh (with a few special excep-
tions) are those between the Norwich and Edinburgh groups.
One distance (not necessarily the shortest) is provided for the
group, subject to the legal standard rates not being exceeded
and the law as to undue preference.

TeE CALCULATION OF CHARGEABLE DISTANCES
A railway company may charge for a minimum distance of
6 miles where the conveyance is upon one company’s line, and
for g miles where two or more companies are involved ; but if
‘the conveyance is performed by one company throughout the
6-mile minjmum applies.
The chargeable distance-is computed as follows :
When the entire distance does not exceed 20 miles :
1-20 chains charged as } mile
21-40 ,, » » ¥ mile

41-60 , » ..lm§le
61~79 ., w  » Tmile

‘When the entire distance exceeds 20 miles :
1-60 chains dropped
61~79 chains charged as 1 mile -

The R.C.H. scales show standard rates for each quarter-mile
increment from 6 to 20 miles ; thereafter the intervals are of
1 mile,

No portion of the line which is the subject of a station termi-
nal, may be included in calculating a distance, e.g. the internal
lines of a goods station.

There are certain statutory provisions permitting a special
mileage charge in respect of very expensive works such as
tunnels, viaducts and bridges. For example, the Forth Bridge
(actually 1.6 miles long) counts as 23 miles for charging
purposes.

COLLECTION AND DELIVERY

Under the system in force prior to January ist, 1928, the
class rates and most of the exceptional rates covering classes
I to 5 included the services of collection and delivery ; if either
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or both of these were not performed a rebate was claimable,
Now—so far as standard rates are concerned—these rebates no
longer exist because the figures being * Station to Station,”
cartage is only added when performed by the company.

Every * carting ”’ station must have recorded in its rate-book
the charges relating to the traffics ordinarily carted within the
normal area. There are eight scales of charges—A, B, C, D,
E, F, Gand H; A is the lowest, and G and H the highest.
It is not necessary to reproduce these in full, but as a guide the
details of scales A, E and H are given below :

Crassgs
Scale 11to13 14 to 16 17and 18 19 and 20
per ton per ton per ton per ton
s. d. 8 d. s 4. s d.
A z 6 2 6 3 4 4 2
E 4 2 47 47 55
H 5 10 6 8 6 8 9 2

Scale H applies only to London, while to nearly all other places,
except Southern and certain Great Western stations, Scale A
is applicable. At Liverpool, Birkenhead, Garston and Preston
Dock cartage is raised separately and not included in the rate
(see page 65). o

In the rate-books, each station with cartage facilities is
marked with a star and the cartage scale letter. The R.C.H.
issues periodical lists amending and adding to the details of
cartage facilities and scales applicable.

Having arrived at the S. to S. rate, either from the R.C.H.
scale or as shown on page 45, it is only necessary to add the
correct cartage charges to find the Collected, Delivered or
Collected and Delivered (C. & D.) rates. Remember that such
rates only cover cartage within the prescribed limits.

Under Section 49 of the 1921 Act railway companies are not
compelled to make delfvery to any person who does not agree to
have all his traffic, or all his perishable traffic, delivered by them.
It would, however, be rare for a station to refuse to deliver
goods consigned * home,” because the consignee had not made
such an agreement. ,

Disputes as to collection and delivery charges are determined
. by the Railway Rates Ttibunal.

Before leaving the subject of standard charges it should be
mentioned that a railway company having a schedule of
standard charges or any representative body of traders or
person certified by the Board of Trade for the purpose, can
apply to the Tribunal for the modification of such charges.



CrAPTER VI
EXCEPTIONAL RATES

ECTION 32 of the Railway Act provides that the standard
Scha.rges shall only be varied by way of exceptional rates.

That is to say, there are only two descriptions of rates—
standard and exceptional--the latter being based on the
former.

The principal object in increasing the number of classes to
twenty-one, was to reduce the margin between them and thus
render unnecessary a large number of exceptional rates. Rates
which were more than the new standard were antomatically
redundant and those only a small percentage lower, were
abolished. Thus it was considered that the new standard
figures would meet the majority of cases and the number of
exceptions would henceforward be nominal. The scheme failed:
in this respect, as it was bound to fail, because no account had‘
been taken of intensive road competition. For ten years excep-
tional rates have been granted until their number is now
estimated at 7,000,000 and approximately 80 per cent. of
railway traffic is charged at rates below the standard.

The rates which were in operation on August 4th, 1914
{as subsequently increased), were continued as from the
“ appointed day ”’ upon proof that they had been originally
fixed for valuable consideration under a subsisting agreement
or special statutory provision. Many others were continued by
agreement between railways and traders or by the decision of
the Rates Tribunal, and over a million and a quarter new
exceptional rates have been placed on the books since the
beginning of 1g28.

The companies are permitted to grant new exceptional rates,
without the consent of the Tribunal, so long as they are reported
to the Minister of Transport within fourteen days (or such longer
period as he may allow), and are not more than 40 per cent.

49
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below the appropriate standard rate.* Rates which are not within
this limit can only be granted with the sanction of the Tribunal
and once so fixed can only be increased or cancelled with that
Court’s approval.

If the Minister considers that the granting of these rates is
likely to prejudice other railway users or jeopardise the realisa-
tion of the standard revenue, he may refer the question to the
Tribunal, who, after hearing the parties interested, may revise
the standard <charges or cancel or modify all or any of the
‘exceptional rates.

Any exceptional rate can be reduced provided that no reduc-
tion which would make it more than 40 per cent. below standard
is made without the Tribunal’s consent. The reduction must be
reported to the Minister as if it was the grant of a new rate.

An exceptional rate not fixed by the Tribunal can be in-
creased on giving thirty days’ notice (in the form prescribed by
the Registrar to the Tribunal). A trader directly interested may
appeal to the Tribunal, in which case the increase must not be
made effective until determined by the Court. The same pro-
cedure applies to the cancellation of a rate. In either case a
trader has no right to object, regarding a rate granted since the
“ appointed day ” unless the cancellation or increase has the
effect of making the yate applicable to his traffic higher than it
was before the exceptional rate was granted.

An exceptional rate which has not been applied for two years
may be cancelled and the trader has no right of objection,
although no doubt a company could be restrained from exer-
cising its powers in this direction, wrongfully.

Any trader who is directly interested may apply to the Tri-
bunal to fix a new exceptional rate or to cancel or vary an
existing rate. A representative body of traders can also apply
for cancellation or variation although it must presumably be a
body which is directly interested. Where the operation of an
exceptional rate creates an undue preference such rate may be
increased or cancelled.

APPLICATIONS AND OBJECTIONS :
Submissions of exceptional rates requiring approval and

¢ In addition to exceptional rates more than 40 per cent. below standard,
the Trib: I's jurisdicti igi y ded to rates less than s per cent.
below standard. Under Section 40 of the Road and Rail Traffic Act, 1933,
however, it was provided that snch exceptional rates were not subject to the
consent of the Tribunal nor should the fact that a proposed increase would
make an exceptional rate less than 5 per cent. below standard of iteelf necessi-
tate the approval of the Tribunal.
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applications must be filed (together with five additional copies)
at the office of the Registrar to the Tribunal, twenty-one days
before the date fixed for the hearing ; they will be available for
public inspection.

Notices of objection, bearing a 2s. 6d. fee stamp (also with
five copies), must be filed with the Registrar and must state in
a concise manner the grounds of objection. A copy muist be
delivered to the railway company or other applicant by
registered post not later than seven days before the date of the
hearing.

The trader’s right of objection to a proposed new exceptional
rate is very limited, in fact there does not seem very much point
in making an objection. He must of course, be directly in-
terested in the subject matter of the application, but he cannot
object on the ground that he will be adversely affected by the
proposal. It has been held that the only ground on which he
can ob]ect 1s the qfect the rate would have, if granied, upon the

1y’ He must in effect say: “ The
grantmg of this rate will endanger the realisation of the
standard revenue which may mean an increase in the general
level of charges, and I therefore object to it.” Having regard to
the fact that the combined standard revenue of the companies
has never yet been attained, it seems extremely unlikely that a
trader will go to the trouble of objecting on such impersonal
grounds.

In the case G.W.R. v. Chamber of Shipping (R R.T., 1936},
the principle, already laid down in G.W.R. and L.M. SR v
Bristol Corporation (R.R.T., 1928), was confirmed. An
objector who bases his case on the fact that the proposed rate
or rates would divert traffic from another form of transport has
no Jocus standi. The Tribunal can only take into consideration
the effect upon the standard revenue.

Before a representative body of traders or persons can appear
as applicants or objectors, it must, under Section 78 df the xg2x
Act, obtain the necessary certificate from the Board of Trade.

PROTECTION OF COASTWISE SHIPPING AND CANALS

Section 39 of the 1921 Act provides that if and whenever a
representative body of persons certified by the Board of Trade
as properly representative of canal interests, makes representa-
tions to the Minister that exceptional rates are being charged
which are competitive with canals so as to be detrimental to
the public interest, the Minister if satisfied that a prima facie
case has been made out shall submit the matter to the Rates
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Tribunal for review. The Tribunal after hearing the, parties
affected may vary or cancel rates or take such action as it
deems expedient.

This provision also applied to coastwise shipping until varied
by Section 39 of the Road and Rail Traffic Act, 1933. This
Section links exceptional rates with agreed charges (see page
80); it provides that®the Minister shall consult with the
President of the Board of Trade before referring the matter to
the Tribunal, If after holding an inquiry and hearing evidence,
the Tribunal is of the opinion that the rates charged in competi-
tion with coastal carriers are unfair or inadequate having regard
to cost of service, it may take the action outlined above.

Subsection (6) of this section provides for a *“ shipping panel *
of six persons nominated by the President of the Board of Trade,
and for the purpose of the Tribunal under this section there
shall be added to the Tribunal one person selected by the
Minister from this panel.

DiSINTEGRATION OF EXCEPTIONAL RATES

The component parts of a standard rate are obvious from the
schedules (page 43), but this information is not always so
readily available in the case of an exceptional rate. Details of
this character are usually required by the trader for the purpose
of ascertaining the value of particular services, included in the
rate, but not performed by the railway company.

Section 40 of the 1921 Act provides that the Tribunal shall,
in fixing an exceptional rate, disintegtate it into the following
component parts :

(a) Conveyance.

(b) Station Terminals,

{¢) Service Terminals (if any).

(@) A datic ided and services remdered at or in

connection with a'priwte siding (if any).

It is not bound to provide an immediate analysis where the
parties concerned do not want one.

In the case of a rate granted by a railway company, unless
the analysis is shown in the quotation or rate-book :

“. . . (@) The rate in the case of a station-to-station rate, shall
d d to be posed of convey rate and terminal
charges in proportion to the amounts inciuded in the corresponding
standard rate for the same service and dation in respect of
imilar goods betw: the same ions ; and
(5) In the case of any other rate, the company shall, within
fourteen days after application in writing by any person interested
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in the disintegration of the rate, afford that person information of
the amounts (if any) included in the rate for the several services
aforesaid.” (Railways Act, 1921, 40 (3} ).

Disputes as to the disintegration of exceptional rates are
determined by the Rates Tribunal.

The proportional method of analysis set out above is known
as the Pidcock principle (from the famous Pidcock v. M.S. & L.
Railway case (Railway and Canal Commission, 1895) ). Most
exceptional rates are on a ““ commercial ”’ basis, that is to say
they are a percentage below standard and granted for ordinary
business consideration, and the Pidcock method is the only
reasonable way of disintegrating them.

In the front of each station rate-book will be found a scale
giving the amounts per ton included in exceptional rates for
cartage at that station. The scale varies according to local
circumstances, but a typical one, applicable to a provincial
station, is given below : ‘

Classes 11-13 18. 4d. per ton Class 19 2s. 8d. per ton
» 14716 18 7d. ,, o, w 2038 2d . b
w 17-18 25. 2d. ,, ,,
These are the amounts which would be allowable at thls station
if the railway company did not perform cartage.

The analysis of rates has an important bearing on private

siding and other rebates and will be referred to again later.

THE PRACTICAL. CONSIDERATIONS

So far we have been mainly concerned with the legal aspect
but most traders will be more conversant with the actual
application of exceptional rates to their traffic.

In the first place it must be realised that railway companies
are business undertakings seeking to earn the best possible
return on their capital. They are not seeking opportunities of
giving something away. They naturally wish to obtain the
best possible price for their services and their attitude to
reduced rates must necessarily be governed by the extent to
which such rates will help them to gain or retain traffic. Fre-
quently a trader is puzzled by their refusal to quote a certain
figure which, having regard to the circumstances, he considers a
justifiable one. Railway companies, however, must not only
consider the rates to be granted to Mr. A from X to Y ; they
must also think of the existing rates enjoyed by Mr. B from
W to Z, and so on. If Mr. A’s rate is more favourable than Mr.
B’s for the same commodity, the latter is bound to come along
and demand a reduction. They may gain A’s traffic and lose B’s.
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It might pay then to maintain a certain rate even although some
loss of traffic ensues. A reduction, moreover, does not always
mean additional business ; it may enable A to get a contract
previously held by B, and all the railway company h4s done
has been to transfer traffic from one forwarding station to
another, possibly at a lower rate. Complications such as these
undoubtedly have a bearing on the long period sometimes
occupied in getting quotations.

. In seeking a new or reduced exceptional rate the following
factors must be considered :

(i) Comparable rates by competitive means of transport.

(ii) The rates for similar commodities operating from other
sending points.

(iii) The annual tonnage and any recent increase in
tonnage.

(iv) The average size of consignment and any increase,

(v) A change in the flow of traffic (if any).,

(vi) The existing rates and if exceptional, the percentage
they are below standard and the conditions attached.

In considering the first, due regard must be paid to the
quality of the competitive service and whether the rates quoted
can be maintained over a long period. The possibility of divert-
ing traffic is obviously one of the most potent arguments in
favour of a trader’s case for an exceptional rate.

One should always be aware of the rates enjoyed by a com-
petitor. They are easily obtained ; it simply means making a
periodical examination of the rate-book at the particular sending
station. If a comparison indicates that he is being more favour-
ably treated, an immediate approach to the railway company
for similar treatment is advised. Where the difference amounts
to an undue preference an application can be made to the
Rates Tribunal for the cancellation or modification of the
competitor’s rates (see also page 50).

In comparing rates, the respective percentages below standard
(after deducting any sum included for cartage) should be
ascertained.

Of course there are limits to this sort of comparison. The
destination station must be the same and the forwarding points
must to some extent be comparable. For example, I very much
doubt if a manufacturer situated at Ipswich could argue for
lower rates on the grounds that similar commodities were being
forwarded to the same destinations from, say, "lork at propor-
tionately lower rates. One cannot generalise b?muse s0 much
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depends on the particular case. Before inequality of treatment
can be contended it must be shown that the goods are similar
and are carried under like circumstances. The effect of com-
petition must also be considered.

Railway companies will generally give due consideration to
large and regular quantities of traffic, in fact most regular
*“ streams " are already provided for by exceptional rates.
They realise, of course, that such business is particularly suscep-
tible to competition. Size of consignment, too, although pro-
vided for to some extent by classification, is very important.
No trader should forward regular lots of, say, 2 and 4 tons
chargeable at ** any quantity " rates, without making an effort
to obtain special rates for these quantities.

A very careful and frequent examination of forwardings is
essential so that any increase in a particular direction is
immediately noticed. Traffic might pass to certain points at
favourable rates, but if business at these places dropped off and
was developed somewhere else (where there were no exceptional
figures in operation), the effect on carriage costs would be serious.

It will be seen from the foregoing that a great deal depends
upon mnegotiation and the sort of case the trader is able to
present.

OwnNER’'s Risk RaTES

It has already been observed, that provision is made for
damageable goods at Owner’s Risk by providing a scale of
reductions from the standard rates, such a reduction being
indicated by a letter placed against the classification number.
In the same way the trader is entitled to a reduction from a
Company’s Risk exceptional rate (if there is one in operation),
where the difference in risk when conveyed under O.R. condi-
tions, s not snsignificant. If this difference is negligible, the
company can refuse to grant an equivalent O.R. rate. For
example, in the case of a traffic classified with an O.R. reduction,
the trader would be able to claim the same percentage off an
exceptional rate as he would get off the standard figure, but
any other case would have to stand on its merits.

Similarly, if an exceptional O.R. rate is in operation the com-
pany must quote an equivalent C.R. rate if requested:

Requests for C.R. or O.R. rates under these circumstances,
should be made in writing and if the company does not quote a
satisfactory rate within twenty-eight days, the trader may apply
to the Tribunal to settle the rate and fix the date when it shall
become operative. The difference between the two rates shall



56 MODERN RAILWAY PRACTICE

be an amount which, in the opinion of the Tribunal represents,
the difference between the company’s nsk under Conditions A
and Conditions B.

Grour RATES

Just as a railway company can, within limits, group places
and provide one standard mileage for all such places, so can it
institute uniform exceptional rajtes applicable to the whole
group. It can, and does, make exceptions in so far as some
exceptional rates apply only to one or more stations in the
group, and not to all of them.

This has proved a very contentious matter in the past and the
:Railways Act cannot be said to be over clear on the subject of
grouping, particularly as to whether a trader can apply to the
Tribunal for the arrangement of a group, or for inclusion in a
group from which his traffic has been excluded.

Section 29 of the 1888 Act provides that the distances be-
tween constituent members of the group must not be unreason-
able and no undue preference must be created.

ExporT RATES

It has long been the practice of railways to grant special rates
for export traffic, partly to encourage export trade but mainly
to influence traffic via a certain port.

Such rates do not apply to traffic shipped coastwise nor to
the Isle of Man, Channel Islands, Northern Ireland or Irish
Free State.

Truck-Loap RATES
Apart from the instances provided for in the classification
many exceptional rates are quoted for a minimum tonnage
truck. If the trader loads the trucks himself he should make
sure that he is provided with a suitable vehicle ; if he delivers
the traffic to the railway company he should make it perfectly
clear 'that he expects it to be loaded so that he will get the
benefit of the “ per truck ”’ rate. This would not help him,
however, if it was found impossible to get the minimum weight
into a normal-sized wagon.
If two or more wagons are used the method of charging
illustrated in the following example will be adopted :
Ten tons of Bricks (Class 5) for which an exceptional rate
noled 6 tons per truck is in operation, two trucks being used.
Charges will be raised for 6 tons at the 6 tons per truck rate,
and for the balance (4 tons) at Class 5 standard rate.
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In May 1931 the L. & N.E. Company made a novel departure
from traditional railway practice when, with the sanction of the
Tribunal, it introduced rates between London and certain places
in the Eastern Counties on a purely truck-load basis without
reference to the type of traffic. The figures provided for 2-tom,
4-ton and 6-ton loads. The principle was extended somewhat in
1933, when similar rates were granted for a few other places.

It was stated by the railway companies at the time that they
had always sympathetically considered such a basis of charging,
but that it could not be introduced as a universal principle.!
The Tribunal was of the same opinion, and intimated that it
would not sanction such rates indiscriminately.

PERIOD RATES

Prior to the “ appointed day * the railway companies had
very little freedom in the matter of experimental rates, Once a
rate was placed on the rate-books it required a great deal of
moving although the trafficit was designed to develop may never
have materialised or have only been sent at rare intervals.
Now that they may (under reasonable circamstances) cancel or'
increase exceptional rates they are able to experiment in
various directions, whereas previously they were naturally very
cautious.

Rates are frequently quoted to apply until a certain day
(usually June 3oth or December 31st), and unless they are

-renewed they will expire on the date named. The object of this
is to give the company an opportunity of reviewing the effect
of the rates and ascertaining the extent to which they have
been used.

Traders should record figures of this type in such a way that
they remember to apply for renewal (if desired) before the
the expiry date. Assuming the rates are being used and the
conditions attached to the quotation (if any) have been
observed, they are usually brought forward without any
difficulty.

SPECIAL Lot RATES

Sometimes a trader has especially large consignments passing
infrequently or a considerable bulk of traffic which will pass over
a period or some other special*circumstance which is rather
different from his normal run of business. He will probably
ask the railway company to make him a quotation (perhaps in
competition with road or water), and may be given a rate
noted * for a special lot to pass by —— (date).” The rate will
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not have been placed on the rate-books, and it will be necessary
for the company to be advised when the traffic is to be for-
warded in order that the figure may be put into operation.

Another example is where a trader asks for‘an exceptional
rate and undertakes to send a certain quantity by a stated date.
In this case the rate may be noted “ for a special lot of not less
than —— tons to pass before—— (date).” It may happen that
the minimum is not forthcoming, but generally, if there has been
no fault on the part of the trader, the company will not be too
exacting,

Rates of this sort are useful for comparison purposes. If a
special lot passes and a certain rate is quoted, the trader can be
reasonably certain that if he has a similar lot later on, he will
get the same rate.

Compos1TE RATES

Some exceptional figures apply to a variety of traffics either
in the same or different classes ; they are often quoted to meet
the needs of traders manufacturing a variety of products which
are despatched in mixed orders. They are not viewed favour-
ably where there is some difference in classification, particularly
when the position can be met by separate rates. The relation-
ship to the equivalent standard rate is important. The basis
will be the standard for the highest classified traffic covered by
the rate. Measured against this, the 40 per cent. limit must not
be exceeded without the Tribunal’s consent.

The amount included in a composite rate for collection and
delivery is that applicable to the lowest class of traffic to which
the figure applies. For example, the C. & D. proportion of 2
List D rate is based on Class 18, of a List H on Class 14 and of a
List J on Class 17.
| The Southern Company have what they term an Exceptional
Tariff Classification which applies only to their stations not
)competiﬁve with any other company. It is a list of some 250
entries covering very frequently forwarded traffics divided into
six * scales ” numbered 1 to 6, for which exceptional rates are
provided. They are on a S. to S. basis and unless otherwise
stated Company’s Risk conditions apply. Scale 1 applies to
minimum lots of 6 tons, Scale 2 to 4 tons, Scale 3 to 2 tons, and
Scales 4-6 to less lots.



CHAPTER VII

THE STANDARD SCALES FOR SMALL PARCELS,
RETURNED EMPTIES, HEAVY ARTICLES,
CARRIAGES AND CARAVANS

THE SMALL PARCELS SCALE

HE Standard Schedules (Part V) empower the railway
companies to make certain additions to the authorised
" charges for small parcels not exceeding 3 cwts., as
follows : . .
On rates not exceeding xos. per ton— 43. per consignment
208 —

» 8 o» » s . . »

w »o» " 308 ,, ,, —6d. ,, "
» m on » 508. ,, ,, —7d. ., »
» » on o 708 ., . —8d. ,, ”»
[ w1008 , , —gd. , ”

Exceeding 1008, ,, ,, —Iod. ,, ”

The charges have been worked out in the form of a scale
(No. 5) which rises in stages of 14 Ibs. from I qr. to 3 cwts,,
and is on a C. & D. basis. The addition in respect of cartage is
1d. at each end, consequently if the scale is applied toan S. to S.
rate 2d. has to be deducted from the calculation. Here is a
specimen :

s. d. . a d.
1cwt. @ 20f-perton .. 1 o) Ifcartedoneend .. x 6
Statutory addition 5 Ii Station to Station T s
Cartage ... . e 2 -
xr 7 C.&D.

No charge for more than 3 cwts. must be less than as for
3 cwts. at the same rate at the Small Parcels Scale. Thus, at
20s. per ton the ordinary method of calculation does not apply
until 3 cwts. I qr. o lbs. has been exceeded.

This scale does not apply to returned empties.
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RETURNED EMPTIES

A classification of returned empties is included in the G.R.C.
(pages 378 to 380) together with the regulations relating to this
affic. The important points to note are :

1. They must be returned from the consignee and station
to which they were conveyed full by rashway, to the
comsignor and station from which they were consigned
full by raslway. In the case of emptiesin Classes A, Band
C, however, exceptions to this rule are made whereby
they can be returned empty from any station to any
point on the outward route, or any point on the railway
on which the full journey originated, not involving a
substantially longer journey than that over which they
passed full, They can also be sent empty for filling and
retuyn by railway under much the same conditions. The
full journey must be substantially equal to the empty
one. When empties in Class C are sent to a second
consignee they can be returned to the first sender.

2. Not more than one journey at the R.E. rate can be
allowed for one journey at the full rate,

3. Charges are at actual weight subject to a minimum of
56 Ibs. Fractions of 14 Ibs. are chargeable as 14 lbs.

4. All charges are prepaid unless the consignee has signed
an agreement with the railway company (a list of such
firms is given in the * Pink Pamphlet ”’). Empty sacks
and bags will be accepted “ to pay " if the consignor
gives a guarantee of payment. .

Special provisions are laid down for empties which have con-
tained dangerous merchandise, fibreboard cases and confec-
tionery jars and bottles.

There are eight classes of returned empties lettered A to H.
The following are specimens of each class :

Bags and Wrappers .. . A Empﬁesnotmtheoﬂm-Chue-E
Fish empties .. . B Carboys .. B
Vegetable anptxes - .. € Crates .. o - G
Ale Porter Casks .. D Cable Drums .. . o H

The scale is laid down in Part 1A of the Standard Schedules
and is No. 6 in the R.C.H. list. It is based on 14 mileage incre-
ments from 25 miles to over 600 miles. Class D empties are
chargeable at the same rate as the full casks if cheaper than as
Class E at the empties scale. Class G can be charged as empties
under the G.R.C. if this gives a lower charge.
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The scale is inclusive of terminals but exclusive of cartage ;
the charges for the latter service (at each end) are:

AB,%, &H C]ass

per cwt.
Stations at which Cartage Sm.les A, B,
C, D, E, F and G apply 2d. 4d.
Stations at which
applies (London) ... 5d. z0d.
The following examples of charges may be of interest :
Class A ClassE Class G
percwt, percwt. percwt,
8. d. s d. s d.
25 miles .1} S.to S, 3 S.toS. 6 S.toS.
54 C.&D. 7 C&D. 1 2 C.&D.
75 miles 6 S.t0S. 1 o S.t0S. 2 o S.t0S.
0. C.&D. 1 4 C.&D. 2 8 C.&D.
150 miles .. B}S.boS. I 3 S.t0S. 210 S.t08S.
C.&D. 1 7 C&D. 3 6 C.&D.
(l'heC &D figures do not apply to London)

HEAVY ARTICLES SCALE

Additional charges are 'made to the ordinary rates whén the
weight of a single article is in excess of 12 tons. Part VI of the
Standard Schedules provides for these as follows :

Additional charge
on the -weight in
excess of 12 tons
For the first 10 miles or any part thereof—4- 75d per ton per mile

» 1 Dextio a ” » 32| » "
w » o 30 » » ” —2 n "
- » " -—x 25d. »
Remainder oi dxsu.nu

—o-75d,
Minimum Distance : 6 miles. Minimum additions Tos.

R.C.H. Scale No. 12 shows the actual addition per ton for
each mileage, e.g. for 50 miles it is 11s. 8d., for 100 miles 16s. 11d.
and for 150 miles 23s. 2d.

The loading and unloading of such articles is a matter for
special arrangement.

Regulation 12 of the GRC deals with heavy articles in
conjunction with long and bulky articles and should be carefully
studied. Long articles are subject to the following minima if
over 24 feet in length.

Classes x to I1: As 2 tons for the first 24 feet and as x ton
for each addition 18 feet or part thereof.

Classes 12 to 20 : As I ton for the first 24 feet and as 1 ton for
each additional 18 feet or part thereof.
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If an article weighing more than 12 tons exceeds 24 feet in
length the additions for heavy articles do not apply unless a
wagon specially constructed to carry a heavy article is necessary
for its conveyance.

Details of the arrangements applicable to long, heavy and-
bulky articles conveyed by steamer, are to be found in the
“ Pink Pamphlet.”

CARRIAGES AND CARAVANS

Part III of the Standard Schedules applies to carriages not
provided for by the G.R.C. and to caravans.

It is not necessary in this book to go into very lengthy details
concerning these traffics. Briefly Part III is divided into two
scales, one for carriages and the chassis or under-carriages of
motor vehicles on wheels (except as provided for in the G.R.C.)
and the other for caravans,

“The first provides for conveyances on the “ tapering”
principle and for station and service terminals, Two sets of
figures are given, applicable to carriages and chassis, etc., of
motor vehicles respectively.

The second is very similar. There are five sets of figures
providing for weights up to 10 tons each. Caravans over 10 tons
each are only carried by special arrangement.

' The carriage scale applies to caravans if it is lower. |

These are Nos. 10 and 11 r&pectwely in the R.C.H. scales.

Certa.m other standard scales rema.m to be dealt with, but
thase will be considered in the chapters dealing with this
partxctﬂa.r type of traffic.



CrarTER VIII
CARTAGE

RE are no Standard Schedules applicable to cartage
charges, consequently the railway companies are not
subjected to the same restrictions which govern them so

far as rail conveyance rates are concerned. As we have seen
under Section 49 of the 1921 Act, the Rates Tribunal can
determine whether or not a charge for collection and delivery
1s reasonable, but it would appear that this Court has no power
to fix a cartage charge as a component part of a rate. It was
held by Mr. Justice Porter in G.W.R. v. James and Hodder
(R.C. & R.T. Cases, XXIII), concerning a rate on brass scrap,
etc., between Bristol Port Group and Birmingham of 14s. 9d.
C. & D., that the Tribunal only had jurisdiction in respect- of
the railway charge and no jurisdiction to fix the cartage charge. ..
If a railway company increased its collection and delivery
charges, the trader’s remedy would lie in an appeal to the
Tribunal on the ground that the charge was unreasonable. He
could appeal against an existing charge on the same ground.

The cartage additions to standard rates have already been
dealt with, but it should be observed that these are of limited
application and the standard rates for the undermentioned
traffics are strictly S. to S., cartage being raised separately by
the station performing it and on special terms:

1. Traffics in Classes I to 10;
2. Trafficsin Class 21 ;

3. Traffics included in Classes IT to 2o but which by their
nature are excluded from the C. & D. arrangements.” A
list of these exclusions is given at the front of every
station rate-book and comprises articles which are
difficult and/or expensive to handle such as aeroplanes,
motor cars, loose fish, etc. ;

4. Certain dangerous goods ;
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5. Returned empties in Class F ;

6. Traffic requiring carting at Liverpool, Birkenhead,
Preston Dock and Garston ;

7. Traffic between Southern Railway mnon-competitive
stations, i.e. stations which are not in competition with
any other railway company.

Classes 1 to 10

Normally the greater proportion of these traffics is carted by
the traders themselves, nevertheless a considerable quantity is
handled by the railway companies.

There are no general scale of charges applicable and while
there is a certain amount of uniformity, the scale in operation
at one station, possibly does not apply to its neighbour. Condi-
tions also vary. One station makes a minimum charge for, say,
5 cwts., another for 10 cwts., while another has no minimum at
all. It will be seen that S, to S. cartage charges require recording
separately for each station. For example, at Birmingham the
charge for carting traffic in Classes 1 to 10 (where the company
undertakes the service) is 3s. gd. per ton, minimum as for
5 cwis., while Hull quotes 2s. 6d. per ton for Classes 7 to 10,
The Leicester rate for Classes I to 10 is 3s. 4d. per ton, minimum
as for 5 cwts. An instance of a different type of scale is that
applicable to Shrewsbury where Classes ¥ to 10 are charged 6d.
per ton per half-mile plus 4s. per ton, minimum 1s.

Usually the charges are in excess of those for Classes 11 to 20
which may seem puzzling at first sight, but it must be remem-
bered that the rail rates for Classes I to 10 include nothing for
loading and unloading, and the railway company must add
something for labour. A common cartage rate for these classes
is 3s. 4d. which is arrived at by adding the approved labour
charge of 1od. per ton to the Scale A cartage charge for Class 12 ;
thus 2s. 6d. plus xod. equals 3s. 4d.

Classes 2x and Empties Class F

Class 21 includes articles specified in the Carriers Act ; it is
thus traffic of considerable value requiring special attention,
and any rate for its cartage would be a matter for a particular
quotation,

Empties in Class F (Carboys) may be difficult, and even
dangerous to handle, and are therefore also in a special category.
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Exclusions from Classes 11 o 20 Scales
When it is borne in mind that this Yist includes such widely
ing articles as aeroplanes and loose vegetables, articles
exceeding 30 feet in length and dead horses, it will be obvious
that no scale can satisfactorily cover such a conglomeration,
and they must of necessity be subject to special arrangemernts.
The exclusion of certain dangerous goods explains itself.

Liverpoor, BIRKENHEAD, ETC., CARTAGE
All traffic (with a minor exception) is charged excluding
cartage at the stations mentioned in item No. 6 on page 64.
The scale applicable to Liverpool and Birkephead is as
follows : )

Iuside the Ordinary Boundary
General Traffic not elsswhere provided for :

per ton per ton

s. d. 5 d.

Classes 1 to 20 Dock Traffic ... 3 4 19

” 1to 6 Town 3 4 3 4.

» 7t016 M 39 39

" 1I7t019 - 4 6 4 6

”» 20 ”» " 5 o 5 0

Small Consig M Jor afwh Collection or Delivery :,
Liverpool  Birkenhead

. each each

8 d. 8 d.

Not exceeding x cwt. ... ... 9 9
Above 1 cwt. and not exceeding 3cwts,... 1 o I o
n 3 n PR 5 5 e I 6 I 6
w 5 » ”» " 8 ,Town 2 o 2 o
s 3 8 , Dock — 19

" 8 . at tonnage rate (Min. § cwts.)
There is a list of exceptions to which special rates apply.

Special Conditions Applicable to Southern Railway Stations

Standard rates between non-competitive stations on the
Southern Company’s line are S. to S. only, thus differing from
the other three main-line companies.

This peculiarity is “local ” in character; if the traffic is
entered to or from another company’s station or a competitive
Southern station, cartage (in the case of Classes 11 to 20) is
included in the rate in the normal way.

It will be seen then that if a “ local > consignment is charged
at a standard rate or an exceptional S. to S, rate there will be
three separate charges if the traffic is C. & D., one for collection,
one for rail conveyance and another for delivery.

B
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The cartage rates applicable are “hose provided for Scales
B, C, D, E, F and G, but there is also a scale of minimum
charges for ““ smalls ” up to 3 cwts., thus minima apply to
cartage charges while the rail charge is of course, subject to the
Small Parcels Scale. The Southeru have their own London
cartage scale for non-competitive traffic. There are two districts,
Nos. 1 and 2, and varying rates per ton for Classes 7 to 10, 11 to
13, 14 to 18 and 19 and 20, with minima of 7d. for No. 1 district
and 1od. for No. 2 district.

Details of these scales (together with those applicable to the
other companies) are to be found in a book which can be
briefly described as “ Scales of Charges for Cartage of Traffic
Conveyed at Standard Rates ” obtainable from the Railway
Clearing House, price 2s. 6d. It is therefore not necessary to
reproduce them here.

TrE EFFECT OF EXCEPTIONAL RATES

It must be understood that in relation to cartage, railway
companies have considerable freedom and are not tied to a rigid
formula.

As we have seen, Standard Classes 1-10 rates are S. to S.,
but there is nothing to prevent a Class 8 (for example) C. & D.
exceptional tate being quoted. It is not customary ; but only
recently a considerable number of 5-ton grain rates including
collection within 3 miles of the forwarding station were put
into force. ’

The Southern Company, although all its local standard
rates are S. to S., has a large number of exceptional C. & D.
figures on its books.

With the growth of railway cartage facilities and the in-
creasing number of motor lorries operated, the companies are
. showing less tendency to be bound by the conventions of past

ears and are daily working departures from old customs in the
maxtter of collection and delivery.

"\ example of this is the ““bulk ” cartage arrangement
wherelhy instead of a firm sending mixed consignments having
the carkage on each commodity charged separately according
to its cldssification, a flat rate is given and the total account
for cartage. at the particular station is charged monthly, the cal-
culation siMy,)y being so much weight at the rate quoted per ton.

OuT-BOUNDARY, CaRTaGE
There must 0Di5,5]y be a limit to an area in which collection
or delivery can Pe\effected for a certain sum. In the pre-1928
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days it was called the “ free »” area because the rates for Classes
1 to 5 automatically covered the service where the facilities
existed. Now—subject to subsequent alterations in boundaries
—it represents the area covered at the charges provided in
Scales A to H.

At most towns of any size cartage is performed up to a certain
distance beyond the boundary, the extra charges being raised
at the station performing the sérvice. There may be several
“ out-boundary * areas mainly based on the distance from the
centre of the town. Where there are several stations in one
town it is usual to fix ordinary and out-boundary areas appli-
cable to all of them, i.e. there is not a separate boundary for
each station.

Where th}e quantity of traffic mvolved makes it worth while,
the trader should obtain street maps of the large towns and
have the cartage boundaries marked on them, so that accounts
can be satisfactorily checked.

Table 3, showing the out-boundary charges at Leeds, is given
as an example. It must be noted that they are exira fo the
ordinary in-boundary charges, whether the latter are included in
the rail rate or raised separately.

TABLE 3
ScaLE oF Ouxr-BoUNDARY CARTAGE CHARGES (LEEDS)
Cartage charges for traffic for collection or delivery beyond the

boundary
Area Classes  per ton
8. d. s. d.
First Extra 1rtox6 1 3 up to and including 1 cwt, 6
17& 18 1 8 over 1 cwt. and not exoeedmg
3 cwt. 9
19&20 2 1 overjcwts. .. w I O
Second Extra 1xto16 2 6 uptoand mcludmg scwt. .. I ©
17&18 3 4 over1 cwt. and not exneedmg
3 cwis. e 1 6
19&20 4 2 over3cwis. 2 0

LoNDON CARTAGE

The arrangements for the Metropolis call for special con-
sideration.

As already mentioned the Southern Railway have their own
arrangements and the remarks here apply to the GW.R,,
LN.ER., LM.S.R. and London Passenger Transport Board
{Metropolitan Section).

Outside the ordinary boundary (sometimes called the
* pink *') there are five outer boundaries extending 1, 2, 3, 4
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and 5 miles beyond. A scale is provided in respect of each of
these (Table 4).

, - TABLE 4
ScaLe oF OuT-BoUNDARY CARTAGE CHARGES (LONDON)

' Extra charges for Cartage beyond ordinary limits

General Scale
Not exceeding
Distance beyond j23 24 5 10 15 20
Boundary cwis.  cwts. . cwis.  cwts.  cwis.
s. d. s d. s. d. . d e d s d
6 8 1 0 T 6 2 0 2 6
8 T o 1 6 2 4 3 2 4 ©
11 T 4 2 0 3 2 4 4 5 6
I 2 T 8 2 6 4 O 5 6 7 o
T s 2 0 3 o 5 o 6 9 8 6
Exceeding
20 cwts.
Per ton
8. d.
1 mile . 2 6 Fractional parts
2 miles . 4 © of a mile are
3 miles . 56 charged foras a
4 miles . 7 0 mile,
5milu . 8 6
‘Thein-bonnd: dditi ‘toS toS 4 : Classes3to13

—s5s. xod. pertan Classesueox&—&: 8d. per ton. Cla.sseuga.ndzo

9s. 2d. per ton. Clasezx—-13s 9d. per ton.

Minima : Under 1 cwt.—10d.; 1-2 cwis, 18, 3d.; z—gcwu 18. 8d.
(There are various exceptions to this scale.)

The railway companies do not deliver consignments weighing
less than 1 ton to all the places in this extended area, but they
will supply a list showing the places to which they do deliver.

Consignments of 1 ton and over are carted to all the places

within approximately 5 miles beyond the ordinary boundary,
the charges being as follows :

Ttonand 2tonsand 4tonsand
under 2 tons under 4 tons over

per ton per ton per ton
8. d. s. d. s d.
1 mile beyond boundary 2 6 z o 1 6
2 miles ,, ” 4 © 3 2 2z 6
3 4 . ” 5 6 4 4 3 4
4 » " 7 © 5 6 4 2
8 6 6 6 5 o

5
These sluvgu are exira to the ordinary cartage charges or rates including
delivery in London
SpLIT DELIVERY CHARGES (see also page 27)

When a consignment charged as one lot over the railway is
split into dxﬁerent portions at destination, a * splitting
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charge of xd. per consignment is made. If the traffic is charged
at rates including delivery and the separate portions do not
exceed 3 cwts., the following additions are made to the ordinary
cartage included in the rate :

London ... ... 3d. per cwt. mini 4d. each sep g
Other than Londow 2d4. ,, " 3d. ., ”» ”

These charges are additional o the 1d. for splitting.

Where the traffic is charged at station rates, the cartageis a
separate transaction and a split delivery charge cannot therefore
be made. Small consignments will .be provided for by the
minima attached to the particular cartage scale. The same
applies to an exceptional “ carted "’ rate where it applies with
station conditions, i.e. where the trader claims a rebate and
pays a separate cartage charge—railhead delivery, for example.

COUNTRY CARTAGE AND RADIAL DELIVERY SERVICES

Recent years have witnessed a tremendous growth in the
facilities offered to the more remote districts. There are now
surprisingly few places at which collection and delivery cannot
be effected by the railway companies or their agents.

The country lorry services are operated from a number of
suitable centres {the L.M.S.R. has nearly 150 such points), and
extend over a radius of anything from 8 to 20 miles. Table 5
gives a typical scale of charges; it is however advisable to
obtain copies of the booklets issued by each company, in which
complete details will be found. Specially low scales operate for
1, 2 and 4 ton loads.

Railhead Distribution Schemes are, generally speaking, wider
in scope, than the country lomry services. They include the
receiving in bulk and distribution over a wide area and can if
necessary be operated in conjunction with warehousing,
labelling and stock-keeping facilities, which will be dealt with
later. Good examples of this service are the schemes operated by
the G.W.R. round Bristol, Cardiff and other large towns.*

The advantages of raithead distribution, some of which also
apply to country lorry services are :

1. Goods are distributed over a wide area on the day of
arrival at the distributing point, which often means that
despatch from the factory is overnight.

2. Bulk forwarding means that lower rates to the distri-
buting point can often be obtained.
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3. The weight forwarded probably justifies a through
truck, Transhipment is avoided and a more rapid
service obtained. There is less risk of damage because

_ handling is reduced..

4. The rapid service obtainable may mean that the manu-
facturer need not maintain a local warehouse for

executing urgent orders.

5. The collection of returnable empties can be included in
the distribution charge.

TABLE 3

TyPICAL ScALE POR RADIAL COLLECTION AND DELIVERY OF RaIL-
BorNE TRAFFIC (MERCHANDISE AND PARCELS TRAPFIC)

‘Weight not
exceeding

Up to
3
miles

Over 3and
up to
5 miles

Over 5and |Over 7 and [Over g and
up to up to up to
7 miles 9 miles 12 miles

7 1bs,
141bs. ...
28 1bs. ...
561bs, ...
84 1bs.
Tewt. ..
1§ cwts. ...
2 cwts. ...
24 cwts. ...
3CwWts, ...
4cwis. ...
5cwta. ...

&

"
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Above 5 cwts. the charges will be at the rate of 3s. per ton up to
2 miles, a.ndanaddmonalchargeattberauofﬁ per ton per mile for

longer d

charge as for 5 cwts. as shown

above.

It will be observed that this method is mainly a delivery
service while the country lorry services apply equally well to

collection or delivery.

The charges for both types of service are from station to
destination or in the reverse direction, and are thus additional
to station rates. The trader should therefore claim for any
cartage which is included in the rail rate.

It will be appreciated that owing to differences in type of
traffic, size of deliveries, total quantity, etc., quotations for the
railhead service are a matter for mdxv:dual negotiation.

Even where no facilities of this kind are generally operated,
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it is often possible for the trader to make some private arrange-
ment with the railway company for collection or delivery over
a specified area at a flat rate.

Special arrangements exist for the handling of farm produce,
for example, milk can generally be collected up toa distance of
5 miles for 3d. per gallon, including the cartage of the empty
churns. s

NoN-RAL-BORNE TRAFFIC

In 1928 the four main-line companies were granted road
powers under their respective road transport Acts. They may
convey traffic by road which has not and is not going to pass by
rail, and enter into direct competition with road hauliers. Where
there is a regular service the rates and charges must be recorded
at the nearest railway station and the traders may appeal
against unreasonable charges to the Rates Tribunal.

For the purposes of Section 59 (6) of the Railways Act the
road transport services are regarded as ancillary businesses.

The companies convey a considerable quantity of traffic
purely by road where that form of transport is the most
economical—sugar beet from farms to an adjacent factory, for
example—but it is not their policy to convey in this manner
when the service could be reasonably performed by rail.

The G.W.R., LN.E.R. and L.M.S.R. jointly operate a road
service for the collection and delivery of non-rail-borne traffic
in London. There are two scales of charges. One is for the
London area proper ; it starts at 3d. for a weight of 4 Ibs. and
goes up to 1s. 6d. for 112 lbs. ; over 112 lbs. is charged pro rata
to the rate for xx2 Ibs. The other scale covers London and the
suburban area and commences at 5d. for 4 Ibs., rising to 1s. 8d.
for 112 lbs.

In both cases, glass, frail or bulky articles are chargeable at
50 per cent. above the ordinary rates. Special quotations will
be given for large quantities, Parcels for the same consignee
from the same sender can be “ bulked.”
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COLLECTION AND DELIVERY BY TRUCK AND
BARGE AND AT DOCKS AND SIDINGS

T is laid down in Clause 1x (I) of the Fifth Schedule to the

Railways Act, 1921, that the companies may charge a

reasonable sum for collection or delivery outside a terminal
station (other than as provided for by Section 49 of the Act)
of merchandise which has been, or is to be, carried by rail-
way. Section 49 refers to road collection and delivery, thus
" Clause 11 deals with the service when performed other than by
road.

The words * when rendered to a trader at his request or for
his convenience "’ are used in the clause and the necessities of
the traffic and other circumstances may be held to imply a
request. If it is practicable for the trader to perform the service
and he gives notice in writing to the company, it shall not be
deemed to have been rendered for his convenience.

Any differences arising shall be determined by the Rates
Tribunal.

THE COLLECTION AND DELIVERY OF Dock TRAFFIC

It will be understood that the charges and conditions appli-
cableat different ports vary considerably. So farasthe collection
or delivery charges on traffics in Classes 11 to 20 are concerned,
however, the railway companies have adopted the following
practice. With the exception of Liverpool, Birkenhead,
Garston, Manchester Docks and Preston Docks, traffic in these
classes charged at standard rates will have the usual cartage
charges added srrespective of whether the service is performed
by road vehicle, truck or barge. Exceptional C and/or D rates will
apply to the three methods of collection or delivery unless
tll::la rate is specially noted as applying by truck or barge
only.

Traffics in Classes 1 to 10 will be normally charged at S. to S.

72
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rates, and the collection or delivery charge (if any) raised at the

" scale applicable to the particular method adopted. At many
ports the ordinary S. to S. railway rates include delivery along-
side steamer by truck, in certain minimum quantities, at rail-
connected docks. At others (usually non-railway owned docks)
a haulage charge is made to cover the hauling of the trucks
between quay and point of exchange with the railway ‘com-
pany’s main line. Traffics in Classes 1 to 10 in less than 2-ton
lots would automatically fall in Class 12, and therefore be
subject to the cartage addition, except as provided for by
exceptional rates. .

Lighterage charges operate with weight minima, the scale
varying with the port. Barging limits will apply in the same
way as cartage limits and extra charges made for lighterage
beyond the prescribed boundaries. When traffic in Classes
11 to 20 is lightered at inclusive C and/or D rates the collection
or delivery portion of the rate will only cover the service within
the specified area. )

The railway companies’ lighterage charges normatly include
the quay rate at the waterside station and loading or unloading
from barge to truck.

While it is impossible in the space available to consider in
detail the arrangements operating at various ports, a brief
summary of those applicable to certain major ports is given for
guidance : .

LonpoN '

The docks of the Port of London Authority are, with the
exception of the London, St. Katherine and Surrey Com-
mercial docks, connected with the G.W.R., LMS.R. and
LN.ER.

At rail-connected docks the *“ F.A.S.,” arrangement operates
whereby traffic in Classes 11 to 20 charged at rates including
delivery in London (or where full cartage charges are raised in
addition to an exceptional S. to S. rate), is not subject to dock
charges. These charges are paid by the railway company at a
commuted rate, thus the trader knows exactly what his trans-
port costs will be to the ship because they are included in the
one rate, There are exceptions to the arrangement, as for
example, articles weighing more than 6 tons, traffic from certain
G.W.R. stations, ships stores, etc, It isimportant to note that it
does not apply to smport traffic or traffic from the Southern Com-
pany’s stations.
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TABLE 6
CaaRGES PoR HaULAGE AT P.L.A. Docks
General Scale .
Articles not | Articles over | Articles over
Traffic over 12 tons |12tonsbutnot| x5 tons each
each 15 tons each
per ton per to: per ton
8. d. s d. s. d.
Classes 1 to x0 17 2 0 25
» IXt0o16 2 o0 2 6 3 o
» 17andi8 ... 2 5 3 o 3 8
» 19 .. 2 10 3 6 4 3
w20 .. 3 2 4 © 4 9

Exceptions include pitch, slates, stone, tiles, etc.
Note.—This scale also applies to stores traffic and traffic for dock
improvements consigned to P.L.A. (not Tilbury Docks).

Commodities in Classes I to 10 collected or delivered by
truck are subject to the haulage charges set out in Table 6, or
certain exceptional charges which are provided. This haulage
scale does not apply to Southern Railway traffic, on which
haulage in accordance with the P.L.A. schedule is raised.

Table 7 shows the general scale for lighterage.

Collection from or delivery to non-rail connected docks must
obviously be by road or water. If by the former the cartage
charges shown for Scale H on page 48 will apply unless the
traffic is provided for by an exceptional cartage charge. If
lightered, the general scale for lighterage will apply.

TABLE 7
CHARGES FOR LIGETERAGE IN LoNDON
General Scale

[
Traffic Not exceeding 10 tons and not | 20 tons and not | 40 tons and oot | %0 tons
o tons 20 tons®| 40 tons 8o d

for each {or each for each for
separate
perton| Jot |perton| lot |pertom| lot iperton]| ot |perton
.d {sd |sd |[ed|sd [sd |[snd|sd]sd
1toxo ...[ 7' 3 {65 o 60 (72 6 4 6 120 0 320 fi180 o 3 4
121020 ...] 8 0 {65 0 | 7 3 |8 o | 5 2 |us o | 4 6 [06 8 | 40

In the case of ‘! trom
nhonm traffic with Maryicbone the minimum is {3 198. Certain traffics are excepted

a8 8o tams if cheaper.

-
e
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It is advisable for anyone interested in London lighterage to
obtain a copy of the scale of charges issued on January 1st,
1934, from the Secretary to the Metropolitan Conference, c/o
the Railway Clearing House. Besides the details of charges
this document defines the ordinary barging limits, and contains
the regulations governing lighterage charges, the extra charges
applicable to places beyond the ordinary barging limits and
details concerning barge demurrage.

LIVERPOOL

Traffic delivered to the docks by road is subject to the
cartage charges provided on page 65. Full truck-load traffit is
worked to and from the railway companies’ lines by the Mersey
Docks and Harbour Board for which they make the following
charges : Classes 1 and 2, 33d. per ton ; Classes 3 to 6, 4d. per
ton ; Classes 7 to 20, 6d. per ton. Traffic is unloaded and un-
covered by the shipowners, the recognised charges being 1s. gd.
per ton. Inwards traffic is loaded and covered by the Master
Porter at the charges provided in the Mersey Dorks and
Harbour Board schedule.

The railway companies are saved terminal accommodation
and therefore make a terminal allowance, e.g. Classes 7 to 10,
1s. 2d. per ton ; Classes II to 20, 1s. 7d. per ton. These allow-
ances are paid according to the class at which the rail charges
have been assessed.

The trader is usually charged by the railway company the
sum representing the haulage plus harndling minus terminal

. allowance, thus :

Classes Classes
7to10 11t020

s d. 8. d.
Uncovising and Unloading . 9 1
T x T8
BIRKENHEAD

The railway companies undertake the collection or delivery
of traffic either by van, barge or truck over the lines of the Mer-
sey Docks and Harbour Board. There is a flat charge of 1s. gd.
per ton which covers cartage, lighterage or haulage alongside
steamer.
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MANCHESTER Docks :

The rates chargeable on traffic for shipment at these docks
are those noted with Manchester Docks (shipping) which in the
case of full loads for one ship will cover conveyance alongside
vessel. \

Lots of less than 1 ton are dealt with at Manchester town
stations, but charged. at the Manchester Docks (shipping)
rates which will include delivery (or collection) alongside.

For most classes of goods the through rates are inclusive of
canal tolls and wharfage rates (where applicable). In the case of
export traffic the goods should be consigned * carriage forward "
to the order of the shipowner or agent (from whom the dock
company will collect the charges) in order to obtain the advan-

. tage of the inclusive through rate.

COLLECTION AND DELIVERY AT SIDINGS AND BY L1GHT RAILWAY

In dealing with sidings and tramways it is impossible to
generalise because there are no “ hard and fast ” scales of
charges and the circumstances are peculiar to the particular

case.
Public sidings very often are noted with a standard distance
and to all intents and purposes are stations, except of course,
traffic is only dealt with in truck loads and handled by the
trader. In other cases the rates applicable to an adjacent
station apply with or without an additional haulage charge.

Private Sidings

As was mentioned in Chapter I, a trader has the right to
claim siding rates and is not bound to accept station rates as
applicable to his siding. Regarding rates noted with * private
siding ” conditions, they obviously include collection from or
delivery to the siding and there can be no question of an extra
haulage charge. Nor can such a charge be made where it has
been agreed that the rates applicable to some nearby station
shall apply to the siding. It sometimes happens that owing to
the peculiar geographical situation of a siding it is agreed
between the railway company and the siding owner that the
rates with the nearest convenient station plus a haulage charge
shall apply. The trader, however, is not bound to agree to such
an arrangement,

A railway company cannot make an extra charge for work
which is incidental to conveyance as such a service is deemed to
be included in the standard rate for conveyance {Clause I2,



. COLLECTION AND DELIVERY 7

Fifth Schedule, 1921 Act). It has been held by the Railway and’
Canal Commissioners that actual conveyance begins and ends
when the siding is reached. Normally the trader would * take
over * at this point, but if owing to the position, configuration or
area of the siding, the railway company has to perform extra
work which ordinarily would be done off their line, such work is
not incidental to conveyance. It could therefore be made the
subject of an .extra charge.

It would appear that no extra charge for haulmg can be made

+if the railway company chooses to detach and deposit the wagons
at a point short of where the trader or independent carrier
would come in.

It is provided that a railway company may charge a “ reason-
able sum ”’ for services not incidental to conveyance rendered
at or in connection with a private siding. Any difference shall
be determined by the Rates Tribunal. (Clause x1 (1), Fifth
Schedule, 192T Act). (See also under Private Siding Rebates,

page 90).

Clause 18 of the Fifth Schedule reads: “ For any quantity
of merchandise less than a truck load which the company either
receive or deliver in one truck on or at a siding not belonging
to the company, or which from the circumstances in which the
merchandise is tendered or the nature of the merchandise,
the company is obliged or required to carry in one truck, the
company may charge for a reasonable minimum load having
regard to the nature of the merchandise.”

LicaT RAILWAYS AND TRAMWAYS

The railway company’s ordinary rates will only apply to or
from the exchange station and extra charges will, of course, be
payable for the portion of the conveyance which is over the
light railway, such charges usually being raised by the railway
company.

Clause 5 of the Fifth Schedule provides that a railway com-
pany may make a reasonable charge for transhipment to or
from a railway of a different gauge. In the case of difference
f.l_he amount of such charge shall be detenmned by the Rates

ribunal.



CHAPTER X .
AGREED CHARGES

INCE the Railways Act, 1921, by far the most important
Sdevelopment in the matter of railway charges has been the

legalisation and increased adoption of flat rates agreed
between railway companies and trader.

A charge so agreed is fixed at so much per unit of traffic
irrespective of distance conveyed, it operates for a stated period
and it applies to the whole of a trader’s traffic or to a defined
portion of it. It requires very little reflection to show what a
tremendous change in past policy this new system represents.

Flat rates were not entirely unknown even in pre-1928 days,
but it was not until the railways were stimulated by acute road
competition that they turned to such a method of charging in
an effort to retain or recapture traffic.

The first flat rate was for passenger train traffic forwarded by
Messrs. J. Lyons & Co., and was approved by the Tribunal on
March 17th, 1931, under Section 37 (1) of the 1921 Act. This
part of the Act refers to the granting of new exceptional
rates less than 5 per cent.* or more than 40 per cent. below
standard.

The first similar charge for goods train traffic was that applic-
able to Great Universal Stores, Manchester, and here it seems
that the main object of the railways was to secure lower clerical
costs for themselves and the trader.

The new system became known and was beginning to develop,
when the position was entirely altered by the decision in the now
famous Robinson case. This, briefly, was an application to the
Tribunal to sanction a rate of 7s. 2d. per ton for oilcake and
animal feeding stuffs forwarded by Messrs. J. Robinson & Co.
Ltd. from Avonmouth Docks to 208 stations. The judgment of
the Tribunal, affirmed in the Court of Appeal, was that the flat-
rate charge was not a new exceptional rate within the meaning

* Sulwequentty amended.
78
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of the Railways Act, and such a charge was not permissible
under the Act. Flat rates were illegal ; and so the end of 1933
saw legislation promoted with the object of removing the
disability.

Road and Rail Traffic Act, 1933

Section 37 of this Act provides that a railway company may
make such charge or charges as may be agreed with the trader,
so0 long as the charge and attached conditions are approved by
the Tribunal, which approval shall not be given if it considers
that the object to be secured by the charge could be adequately
met by the granting of exceptional rates.

Each agreed charge must be submitted to the Rates Tribunal
within seven days with an application for its approval and any
trader who considers himself detrimentally affected is, after
giving notice, entitled to be heard in objection to the applica-
tion. This right of objection also extends to any representative
‘body of traders which satisfies the Tribunal that a substantial
number of its members are interested in or likely to be affected
by the proposed charge.

A trader who considers that his business will be detrimentalty
affected as the result of the making of an agreed charge may
apply at any time to the Tribunal to fix a charge in respect of
his merchandise (being of a similar nature), and if the Tribunal
considers that he is or will be detrimentally affected, it may fix
a charge and the conditions attached, to operate as determined.
An application of this nature can be combined with an objection
to an agreed charge.

The Tribunal may fix an agreed charge for any period or
without restriction of time, and the date on which it shall
become operative, but such date shall not be earlier than that on
which the application was lodged. Where, however, it fixes a
charge in accordance with the preceding paragraph, it must not
be for a period in excess of that for which the charge complained
of by the trader, was approved.

If a charge is fixed without a time restriction, any trader or
representative body of traders detrimentally affected, can apply
after the expiration of one year, for the Tribunal to withdraw its
approval. The Tribunal may then withdraw, refuse to withdraw
or modify the charge in question. Any modification must be
agreed to by the railway company and trader to whom the
charge is applicable. If the Tribunal bas fixed a charge in
respect of the merchandise of a complaining trader, that trader
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shall not be entitled to make such an application in so far as it
relates to merchandise similar to that for which his charge was
fixed. Moreover, if the Tribunal withdraws its approval to,
or modifies an agreed charge, any charge fixed in favour of a
trader who complained of that agreed charge, will cease to
operate or be subject to corresponding modifications as may be
determined.

In considering applications the Tribunal must have regard to
all the relevant factors but particularly to the effect the charge,
if made, would have upon the net revenue of the railway com-
pany and the business of any trader by whom, or for whom,
objection is made. ‘

A measure of protection is given to port, harbour or dock
authorities or companies, in so far as any of them may complain
to the Railway and Canal Commissioners if it considers that by
an agreed charge it is being placed at an undue disadvantage
?o?%a:ed with any other port, harbour or dock (Section 37

10) ).

Section 39 protects coastwise shipping interests which have
the right to make representations to the Minister of Transport
if agreed charges or exceptional rates are being made or charged
by a railway company in competition with coastal carriers,
which are : ‘

(@) placing coastal carriers at an undue or unfair dis-
disadvantage, or )

(b) inadequate, having regard to the cost of provicfing the
service for which the charge is made.

The procedure is briefly outlined on page 51I.

The provisions of Section 54 of the 1921 Act (relating to the
publication of schedules of standard charges, etc.}, do not apply
to agreed charges, but the details of charges fixed, continued,
withdrawn or modified must be reported to the Minister within
fourteen days of the Tribunal’s decision {or such longer period
as may be allowed). All such charges and the conditions
attached thereto must be recorded and be open to public
inspection without payment at such places and times as the
Tribunal may direct. .

We now come to what is probably the most important pro-
vision—Subsection (g) of Section 37 of the 1933 Act. In respect
of an agreed charge a railway company is exempt from :

““ (i) So much of Section go of the Railways Clauses Consolidation
Act, 1845, of Section 83 of the Railways Clauses Consolidation
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(Scotland) Act, 1845, and of any section of a local and personal
or private Act, as relates to the obligation of a railway company
to make equal cbarges to all persons nnder like circumstances ;

and

(ii) So much of Section 2 of the Railway and Canal Traffic Act,
1854, and of any section of a local and personal or private Act,
as relates to the obligation of a railway company to accord no
undue preference to any person, company or description of
traffic, and Section 27 of the Ra.l.lwa.y and Canal Traffic Act,
1888, whxch relates to p with respect to undue

preference.”

In brief, a century of effort directed towards securing for-
traders equitable treatment under like circumstances is brought
to nought by two paragraphs—so far as agreed charges are
concerned. In the making of such charges the railways need
pay no attention to the necessity of treating traders equally.

PROGRESS AFTER THE 1933 ACT

The Act came into operation on January 1st, 1934, and the
railway -companies immediately lodged a number of applica-
tions—some of which were for charges they had been illegally
making during the previous two years. During the first year
148 charges were determined. Objections were lodged to some
of these, but with the exception of the Woolworth case, which

will be referred to later, the opposition was not pressed at the
h

earings.

The number of charges approved in 1935 was 371, and in
1936, 519. Of course these figures do not all represent mew
charges, a proportion comprises renewals.

The period for which charges are normally agreed is one year,
but there have been certain ones approved for six months and
two years.

Most agreed charges are so much per ton, but some are per
package or per consignment, and one is based on the purchase
price paid by the trader ; which brings us to—

THE WoOLWORTH CASE

In 1932 this firm ascertained the cost of carrying the traffic
from about 2,000 suppliers to some 513 stores for the year
1930. Worked out as a percentage of the purchase price of these
goods it amounted to 4.04 per cent. Disregarding the odd .04
per cent., a bargain was struck with the railway companies
for a flat rate of 3} per cent. of the purchase price, which repre-
sented an abatement of one-eighth. In 1933 a similar agree-
ment was made, based on the traffic for 1932, when it was found
F
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that Messrs, Woolworth’s total transport cost in that year
would have been 4.32 per cent. of the purchase price. Again
allowing the one-eighth abatement the charge for 1933 was
fixed at 3% per cent.

These two charges were, of course, illegal, and April 1934 saw
the first application under the Road and Rail Traffic Act, the
charge in this case being based similarly to those arra.nged in
1932 and 1933.

There was considerable opposition from traders, based mainly
as follows :

1. That a competing trader was unable to make a com-
parison with the charges paid by him.

2. That it was impossible to estimate the ultimate advan-
tage to Messrs. Woolworth, which might be much in
excess of the agreed abatement of one-eighth.

. That unfair competition would result.

4. That there would be widespread applications from
traders for similar charges which, if granted, might
endanger the standard revenue.

In giving judgment for the approval of the charge, the Court
arrived at the conclusions that, (2) the object to be secured could
not be met by the granting of exceptional rates ; (b) that the
railways’ net revenues might reasonably be expected to be
greater if the charge was approved ; (¢) that although the charge
might affect some traders detrimentally, such detriment was
not likely to be so great as to justify withholding the charge,
and any such detrimental effect was capable of correction under
Sectlon 37 (6) of the 1933 Act.

Since this judgment the agreement has been renewed for
1935, 1936 and 1937 at 4% per cent., 4 per cent. and 4 per cent.
of the purchase price, respectively.

w

OBJECTS IN MARING AN AGREED CHARGE

These are best described in the words of the Rates Tribunal’s
Annual Report for 1934 :

“ Broadly the objects which the parties had in agreeing the
charges submitted for our approval were one or more of the
following :

(a) on the part of the Trad duction of t
simplification of accounting, reduction of clerical work and
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expenditure, avoidance of differences in regard to classification
and charges ;

®) on the part of the railway company—securing for the period of
the agreed cha.tge the whole of the Trader’s traffic specified in -

the agr the of differences in regard to classi-
fication and charges, the reduction of clerical work and
expenditure.”

How AN AGREED CBARGE IS BASED

Put simply, it is on a summation of a trader’s transport
charges over a period. The average rate per ton, per package,
or whatever unit is chosen, is obtained and the result becomes
the subject of negotiation between the parties. The trader
who is using, or is able to use means of transport competitive
with rail to a substantial extent, has a strong negotiating power
and may be able to obtain a considerable reduction from the
actual arithmetical calculation.

In practice the method may differ according to circumstances,
but frequently the figures for two months’ traffic are taken—
one light month and one heavy month. The railway company
obtains the details for the rail proportion and the trader sup-
plies the particulars for the remainder of the traffic and an
overall average thus calculated.

Theoretically an agreed charge contains—to a degree at any
rate—all the elements of classification and rating because it is
based on the actual charges over a period, the rail proportion
of which have been worked out or based according to a
classification and standard scale.

A point which has been repeatedly made by the railway com-
panies is that an agreed charge must be considered as a whole.
1t cannot be pulled apart and compared with the ordinary rates
for a specific traffic or over a particular distance, because 4 is an
average based on charges over varying distances and possibly
on a variety of traffics in different classes.

THE CONDITIONS ATTACHED TO AN AGREED CHARGE

A specimen of an application to the Rates Tribunal with
schedule embodying a typical agreement is given as Appendix C
to this work.

The twelve places at which agreed charges must be filed for
public inspection are specified in the application.

Some of the conditions are standard, i.e. they are embodied
in practically every agreement.

It is quite common for the trader to exclude traffic delivered
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. by his own vehicles and/or by contractors within a stipulated
radius. In some of the agreements for 1935-there appeared for
the first time a novel condition providing that the trader should
hand to the companies the whole of the traffic for conveyance
by rail or throughout by road.

Condition 1 () known as the * coastwise steamer clause,” is
designed to make it perfectly clear that the companies are not,
in making the agreement, attempting to take traffic away from
coastal carriers. ‘ Continuance of existing facilities” means
the facilities which the trader was enjoying prior to the agreed
charge.*

With the growth in number of agreed charges, it may bappen
that a trader forwards traffic to a trader who also has an agreed
charge ; hence Condition 2. ‘

Condition 3 refers to delivery, outboundary, etc., charges,
which have been included in the summation on which the
charge is based.

Condition 8 is important because it is quite likely that some
change in the trader’s business may materially affect the size of
consignment, average length of haul, etc.

The specimen agreement covers all stations in Great Britain
except the Isle of Wight, but this need not necessarily be so. A
charge can be arranged for a particular area and there can bea
series of such “* local ” charges.

Sometimes, by arrangement with the trader, a condition
stipulating a minimum quantity of traffic per annum is inserted.
For example, in May 1936, the Tribunal approved a charge in
respect of certain traffic forwarded by Messrs. J. Lyons & Co.
Ltd., for a minimum of 17,000 tons-per annum. Further
charges were authorised for 18,000, 19,000 and 20,000 tons per
annum, giving a reduction of approximately 2} per cent. from
the 17,000 tons figure for each rise of 1,000 tons in the minimum
quantity.

THE OBTAINING OF AN AGREED CHARGE

In the likelihood of the arrangement being to their advantage,
the first move may come from the railway company. After the
necessary particulars have been obtained and analysed, a figure
will be offered ; negotiations will follow and the actual charge
and conditions agreed upon; these will be embodied in the
agreement and signed by the Secre((axy of the Railway Clearing

* The word * facilities ” here means no only services, but also charges.
R.R.T. Proceedings, 1936, No. 41, page 60a
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House for the ra.llway companies and by the trader or his
representative,

The particulars of the charge must be delivered to the office

- of the Tribunal, and an application for approval filed with the
Registrar. As directed by the Tribunal, notice of the application
in the approved form must be published in the gazettes and
certain newspapers.

Every trader should make a practice of examining these
notices which give the number of the charge, the name of the
firm and the commodities to which the charge applies, so that if
he is interested he can send for a copy to the Secretary, Rates
and Charges Committee (price 1s.).

OBJECTIONS

The Railway Rates Tribunal Rules (Statutory Rules and
Orders, 1922, No. go6), and particularly the Additional Rules
(S.R. & 0., 1934, No. 1), should be carefully studied. Rule 5 of
the latter reads:

‘* Any notice of objection to an agreed charge under the provi-
sions of subsection (3) of Section 37 of the said Act, shall be filed
and served in accordance with the directions of the Court or
Registrar given in each particular application for approval.”

The first step is to lodge an objection in writing with the
Registrar and serve a copy on the Secretary to the Rates and
Charges Committee. -

At first, certain objections were filed merely for the purpose
of obtaining further information concerning the proposed
charge, but this procedure is unnecessary, for on July 25th,
1934, the President of the Tribunal directed that any interested
person present at a hearing would be enabled to obtain relevant
information notwithstanding that a notice of objection had not
been lodged.

Before lodging an objection a trader would be well advised to
remember :

(@) that it is practically impossible to obtain exact data as
to how the proposed charge is arrived at and to check it
-with similar data in respect of his own traffic ; and

(8) that so far there have been no successful objections.

When a trader wishes to object and also desires a charge to
be fixed in his favour he must lodge an objection in writing and
an application as mentioned under the next heading. If con-
venient the two will be heard together.
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‘When an association or body of persons makes an objection
{or an application), it must also file a statement of the facts
upon which it claims to represent a substantial number of
traders interested or affected.

APPLICATIONS TO THE TRIBUNAL FOR THE F1XING OF A CHARGE
The Rule applicable (No. 6, S.R. & O., 1934, No. 1) reads :

“ In any application by a Trader for a charge to be fixed under
the provisions of subsection (6) of Section 37 of the said Act, the
applicant shall name in his application as respondent the railway
company with which he contracts for the carriage of the mer-
chandise, and if the agreed charge complained of is proposed to be
made, or is being made, by another railway company the applicant
shall also name that company as a respondent. The applicant shall
also give such public notice (if any) and serve copies of the applica-
tion upon such persons, as the Court or Registrar may direct.”

.

Where the application concerns an agreed charge, fixed with-
out restriction of time, which is in operation, the railway
company(ies) and trader(s) party to the agreement must be
named as respondents.

CONCLUSION

An agreed charge has not been offered in every case in which
an application to the railway companies has been made. They
have considered certain traffics unsuitable as the subject of such
a charge, and practically all those agreed so far are for the
products of the *“ light ” industries. For example, we do not
find coal or other minerals figuring in them.

There is no doubt that the problem of whether or not to
adopt this method of charging is exercising the minds of a great
many traders although the number agreed is comparatively
small. It is impossible to give any general opinion on the bene-
fits or disadvantages of the system because so much depends on
the trader’s business and the sort of bargain he is able to make.

An unfortunate aspect of the matter is that any charge
based on a summation of past charges must tend to benefit the
trader who has used road transport to a large extent, while the
100 per cent. rail user has nothing to bargain with.

On January 22nd, 1936, Mr, Stanbra, addressing the Rates
Tribunal on behalf of the railway companies, and referring to
a trader who always handed his traffic to rail but found that his
competitors who had always gone to the cheapest possible
transport were getting better terms, said: “. . . It is a very
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difficult problem. It is an allegation against the companies
that the loyal trader does not get as well treated as the man who
does not consider the interests of the railway companies at all.”
Mr. Parkes (a member of the Tribunal) asked : “ Have you a
good answer to that? * Mr. Stanbra: “ No, sir. It is a very
difficult point. One would like to persuade them all to pay the
rail summation, but it is very difficult.”

In negotiating an agreed charge, therefore, the trader must
bear in mind not only the proportion of traffic passing by road,
but economies he could effect if he diverted all or any of ithe
existing vasl traffic.

There are at least two very important questions to which
satisfactory answers are necessary :

1. Does the charge offered represent a level at which the
transport costs can be safely stabilised ?

2. Is the position for subsequent years (after the initial
period) sufficiently safeguarded ? .

Assuming satisfactory answers, there are many obvious
advantages to be gained, but under no circumstances should an
agreed charge be allowed to run on without some periodical
check being made by the trader, so that he may be satisfied
that he is not losing money by it.



CaaPTER XI
REBATES

RAILWAY company cannot charge for services it does
Anot perform, and if in a gross tonnage rate there is
included a specific charge for such a service the trader

may claim a rebate in respect of it.

CARTAGE REBATES

Prior to 1928 when Classes 1-5 rates were C. & D. and when
railway cartage facilities were much less extensive than they
‘are now, the claiming and checking of rebates entailed a con-
siderable amount of work. Now, cartage is not added to a
standard rate unless it is performed and there is thus no question
of a rebate, There are, however, a number of exceptional
rates noted as mdudlng cartage from which rebates are
allowable.

The amount of the rebate will generally be that included in
the rate for the service. There are no statutory limits; the
only test which can be applied is that of “ reasonableness.”
Exceptional rates being lower than standard, it is unlikely that
the full cartage charges are included and rebates are therefore
lower than the equivalent additions to the standard rates.

The Railway Clearing House issues a publication known
briefly as “ The Mauve Pamphlet " (from the colour of its
cover). This contains the details of the cartage charges included
in exceptional C. andfor D. rates at stations in England and
Wales and Scotland. There are thirty-one scales and the
stations are listed alphabetically with the number of the scale
applicable. Some are based on classification, others are governed
by the amount of the rate while in the remaining cases an all-
round allowance irrespective of classification is given.

From time to time leaflets adding to or amending the par-
ticulars given in * The Mauve Pamphlet,” are issued by the
RCH.

88
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The following are examples of the scales :
Scale 1. London:
Traficin Classes 5 & 6 7toIo 1rtor3 r4tox6 17&18 19 20
Perton ... .. 28, 84, 28. 10d. 4s.0d. 48. 5d. 48. xod. 58. 4d. 6s. 5d.
{There are certain exceptional traffics)

Scale 14. Applicable to various gtations, including Norwich, Ipswich,
Lincoln, Peterborough, Nottingham, etc.

Traffic in Classss ... .. IXXto13 14t0o 16 17 & 18 19 20
Per ton e e I8.4d. 38.7d. 28.2d. 28 8d. 33 2d.
(There are certain exceptions)

Scale 23. Applicable to various Scottish stati including M Fal-
kirk, Banf, etc.
At all stations covered by the scale ... xs. 2d. per ton

If an exceptional rate embraces traffics in different classes,
the rebate allowable will be that applicable o the lowest class of
traffic included in the rate heading. So far as rates noted for
Lists A to X are concerned, however, a list is given of the classes
at which rebates are allowed. For example, from a rate noted
for List C rebate is allowed on the basis of Class 19, for List H
on Class 14, and for List S on Class 16. Where two-or more
* lists *” are combined to form a composite rate, the rebate is
governed by the lowest class traffic to which the rate applies.

No difficulty with regard to the payment of rebate is Likely
to be encountered where the claim is made by the person paying
the carriage charges, especially if this is the consignee. If the
consignor will claim, it is advisable to mark the consignment
note “ We Claim Cartage Rebate ”” where necessary. If the
consignee claims in respect of traffic on which the charges have
been paid by the consignor, it is desirable to advise the railway
in advance (preferably in writing) that the trader intends
carting his traffic and claiming any rebates allowable.

Non-ProvisioN oF TRucks

Paragraph 6 (2) of the Fifth Schedule of the Railways Act,
1921, reads :

“ Where, for the of handise other than merchan-
dise in respect of which the rates for y do not include the
pmv:swn of trucks, the company does not provide trucks, the
shall be red ’bysnchsumastheRam

for
Tribunal determine -
This apparently refers to cases where the rwilway company is
unable or unwilling to provide trucks and the trader uses his

own. For example, under paragraph 6 (3) the company is not
required to provide trucks for lime in bulk, sait in bulk, or
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merchandise which would injure the trucks. Under such
circumstances the trader would (if the rate included a charge for
the provision of trucks) be entitled to a rebate ; but the right
to a rebate where the company are ready and wﬂhng to provide
trucks, is by no means established.

The rebates in respect of covering and uncovering, when
traffic is conveyed in open trucks at rates including these
services, are set out on page 45.

REBATES AT PRIVATE SIDINGS
Clause 3 (2) of the Fifth Schedule of the. 1921 Act reads :

“ Where merchandise conveyed in a separate truck is loaded or
unloaded elsewhere than in a shed or building of the company, the
company may not charge to a trader any service terminal for the
performance by the company of any of the said services if the trader
hasrequestedthecompanytoallowhxmhperformtheservweior

and the y bas bly refused to allow him to
do so. Anyd:sputebetweenah'a.dera.nd e company in reference
to any service terminal charged to a trader who is not allowed by
thewmpanytopexiormforh:mselitheserwceshallbedetenmned
by the Rates Tribunal.”

A station terminal is only chargeable af a terminal station,
thus a company cannot make charges for either station or
service terminals on private siding traffic. They are, however,
aswe have alrea.dy seen (page 77), entitled to charge a “ reason-
able sum ”* for services rendered at or in connection with a
private siding.

Where a trader agrees to pay the full station rates in respect
of his siding, he is paying the station and service terminals as
the equivalent of the ' yeasonable sum " referred to above. If a
siding is a difficult one to work, this sum might even be more
than the sums allowed in the station rates for terminals and the
charges on the siding traffic be thus more than if it was dealt
with at a station.

It is impossible to generalise regarding the charges for private
siding services, each case being based on its merits ; there is,
however, a tendency to standardise present practice. To arrive
at the value of services performed by the company for the trader
on a mathematical basis is obviously impracticable, so some
rough estimate is nsually made of the cost of performing the
labelling, sorting and marshalling of wagons, the supervisory,
clerical and any other work that may be involved. This
amount must be reduced to so much per ton, either in the form
of an overall charge applicable to all traffics or a series of figures
for varying classes of traffic. )
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. Against this must be compared the average or averages (per
ton) of the amounts included in the rates for terminals, and
here there must of necessity be a large element of guesswork.
If this figure (or series of figures) is more than the value of the
private siding services (and generally speaking it should be),
then the trader is entitled to a rebate, the amount of which is
dependent on the extent of the difference.

" Very often it is possible to make a comparison with the
conditions applicable to some similar siding and to adopt the
same arrangements. Or the railway may decide that in the case
in question, the difference referred to above, is equal to a fixed
proportion of the station terminals plus the service terminals
(where allowable) in full. For example, at a large number of
sidings where the owner performs the services of marshalling,
shunting, etc., this proportion has been fixed at two-thirds.
Thus on Class 7 traffic, the full station terminal being 1s. per
ton, the allowance would be 8d. per ton on this basis.

In arriving at the amounts included in a rate for terminals, -
no difficulty will be experienced in respect of standard figures,
as the “ make-up ” of the rate is clearly defined (see page 44,
but in the case of an exceptional rate, a disintegration is
necessary and the only logical and satisfactory method of
obtaining this is on the Pidcock principle (see page 53).

There are some siding agreements in existence whereby an
annual rent-charge payable by the trader in respect of works
carried out by the railway company, is set against a percentage
allowance of the annual receipts from traffic passing over the
siding, such allowance not to exceed the amount of the rent-
charge, and being in lieu of a rebate. If the traffic is at all sub-
stantial, this is a very unsatisfactory type of agreement because
the allowance is almost bound to exceed the rent, and it would
be to the trader’s advantage to pay the rent and claim a proper
scale of siding rebates.

Every siding owner should, if possible, become acquainted
with the allowances made at other sidings. So far, traders have
been very loth to divulge details of their agreements to one
another, and a freer exchange of such, information would:
probably be advantageous.

1t will have been realised that the whole business of calculat-
ing rebates is a very rough and ready one. While it is possible
to get some idea of the terminals which the company cannot
charge, one is at their mercy so far as the alleged value of the|
services rendered by them at the siding is concerned. The costs
are so mixed-up with their general traffic expenses that a trader
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stands little chance of obtaining sufficient information on which
to challenge the company’s figures. For example, what prospect
is there of arriving at accurate data regarding the proportion
of a signalman’s wages and the cost of providing and main-
tgé{l;ing’ signalling apparatus, which should be charged to the
siding ?

Generally, and unless there are exceptional circumstances, @
rebale or vebates should be allowed ; the actual figures will be a
matter for discussion and argument, and if the trader is unable
to agree with the company’s proposals his remedy lies in appeal
to the Rates Tribunal,

The companies frequently quote exceptional rates with
“ private siding conditions * in which, theoretically at any
rate, the siding allowance factor has been taken into account,
no rebate from these figures being claimable. Such quotations
should be regarded suspiciously, because they often represent
an attempt to deprive the trader of the‘allowance he enjoys.

| It is more satisfactory to have station rates and claim a rebate
than to have the rebate supposedly * hidden ” in the “ P.S.”
rates, ’

Where excéptional C. andfor D. rates are in operation the
trader is entitled to the amount included for cartage in addition
to the rebate ; thus, if the allowance on the traffic, from S. to S.
rates, is 1s. 7d. per ton and the C. andfor D. rate includes
1s, 5d. for cartage, the trader should claim a total of 3s. per ton.

By WroM SHOULD THE REBATES BE CLAIMED ?

The position is not a very clearly defined one. On traffic
forwarded from a siding, carriage paid, there can obviously be
no doubt as to who is entitled to rebate ; nor can there be on
inwards traffic when the charges are paid by the siding owner.
The doubtful cases are outwards “to pay” and inwards
* paid ”* traffic.

The railway companies seem to adopt the principle that the
rebate is claimable by the person paying the carriage charges,
presumably because Section 61 of the Railways Act, 1921,
which contains provisions as to charges in connection with
private sidings, refers to “ the owner of or any person using a
private siding.” These provisions, however, are transitory and
it would appear that they only apply until an agreement has
been made or there has been a determination by the Tribunal.
There is thus nothing to prevent a trader agreeing with the
company that he should be allowed rebate on traffic on which
he does not pay the charges. In fact this would seem to be the
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ordinary common-sense view of the question. The trader
having invested capital in, and incurred the expense of working
the siding, is the one to receive the benefit of any rebate allow-
able by reason of the siding’s existence.

It might be added that this practice is adopted to a consider-
able extent and many siding owners are allowed rebate on all
traffic dealt with in their siding.



CHAPTER XII
THE RAILWAY FREIGHT REBATES SCHEME

HE Railway Freight Rebates Scheme is founded on the

Local Government Act, 1929. Under Section 68 the

railways are relieved of 75 per cent. of. their local rates
conditional .upon equivalent reductions being made in their
charges (Section 136).

The Eleventh Schedule of the Act provided for the establish-
ment of a Railway Freight Rebates Fund to be controlled and
administered by the Railway Clearing House. Into this fund
the railway companies are required to pay by monthly instal-
ments the amount of the estimated rate relief for the year. An
adjustment is made where there is any difference between the
estimated and actual relief.

The four amalgamated railway companies and the Metro-
politan Company were required to submit a scheme for allowing
rebates, which they did and which was considered by the Rates
Tribunal in July 1929.

The scheme commenced on October 1st, 1929, but there had
previously been in operation (from December 1928 to September
1929) an Anticipation Scheme, introduced to relieve the burden
on heavy industries at an earlier date than was first intended.
This was financed by Parliament to the tune of nearly three and
a half million pounds.

The permanent scheme as approved by the Tribunal provided
for a scale of rebates in respect of certain selected traffics, viz. :

Agricultural.

Coal for shipment,

Coal for iron or steel works,

Other industrial traffics.
The Agricultural traffics included manures, feeding stuffs,
potatoes, milk and live stock. Coal included coke and patent
fuel. The other traffics were certain commodities delivered to
iron or steel works and timber, iron or steel for propping or
shoring, delivered to mines.

9
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In the years 1930-6, the companies were relieved of rates to
the extent of approximately £4,000,000 per annum which has
been the income of the fund. Last year, however, as a result of
a decision of the House of Lords in the case affecting the
Southern Railway Company’s assessment, there were consider-
able alterations in the companies’ rating, the effect of which—
without going into details—was to reduce the amount payable
to the fund to about £2,300,000. The amount available for
rebates was thus reduced by 42 per cent. Further, as the
reduced assessments were retrospective to 1931, roughly
£10,000,000 was owing to the companies in respect of over-
payments. '

The situation thus created was met by the Railway Freight
Rebates Act, 1936, which enabled the Railway Clearing House
to borrow money for the purpose of reimbursing the com-
panies. Stock at 2} per cent. was issued and the interest and
sinking fund charges on this represent a charge of about
£708,800 against the annual income of the fund.

The Act continued the old scheme from October Ist, 1936,
until December 31st, 1936, and provided that the Rates
Tribunal should make such amendments as were rendered
necessary by the passing of this Act, and estimate the com-
panies’ rate relief in respect of the period January Ist, 1937-
September 30th, 1937, and the amount to be paid by them into
the fund.

The Eleventh Schedule of the 1929 Act was amended and
the following notes deal with it as altered.

The selected traffics to which the rebates apply are :

Agricultural
Milk (including separated milk but not condensed or dried milk).
Live Stock.
(This is a considerably reduced list compared with that operating
prior to the 1936 Act.) .
Coal, Coke and Patent Fuel
Exported coal, coke or patent fuel.
Coal delivered to patent fuel works as is used for the manu- -
facture of exported patent fuel.
Coal delivered to a washery as is washed or cleaned thereat
before being exported.
Coal delivered to a coke oven as is used for the manufacture of
coke which is exported.
It will be observed that the * other industrial traffics ” are now
omitted.

The rebates must be calculated so that as nearly as possible

the agricultural traffics obtain one-fifth of the annual net
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revenue of the fund and the coal traffics the remaining four-
fifths.

The railway companies and the Clearing House are allowed
administrative expenses equal to } per cent. of the estimated
rate relief or such higher percentage as the Tribunal may allow.
The present allowance is I per cent.

Under Paragraph 10 the Tribunal is required to review the
operation of the scheme within three months after the end of
every year. After hearing any interested parties and consxden.ng
all the circumstances, it shall make such modifications in the
scheme as’it considers necessary (subject to certain provisions
aimed at maintaining the fund in a sound position).

If it appears to the Minister of Transport that the net revenue
of the fund will be substantially greater or less than the amount
payable to the companies in respect of that year, or it is neces-
sary in order to secure the stability of the rates of rebates, he
shall issue to the Tribunal a certificate that the rates of rebates
ought to be reviewed. The Tribunal shall then fix the rebates
with a view to stabilising them, and if they think fit, secure that
any excess or deficiency is expended or made good, over such
period of years as they think proper.

The scheme as amended by the Tribunal operated from
January 1st of this year, and is set out in Statutory Rules and
Orders, 1936, No. 1375. The rebates have been fixed at amounts
which it is hoped to continue for some years. They are:

Agriculiuval Tmﬁics 147 per cent. of the carriage charges or tolls
as the case may

Coal, Coke andPamu Fuel : ‘Where the charge is a toll—25 per cent.
of the toll. In all other cases—1{d. a ton and 2o per cent. of the
remainder of the carriage charges.

The Second Schedule of the Order sets out the regulations
governing the rebates. Part I of this reads :

Rules foy the Determination of Carriage Chavges, and the Calculation

of Rebates thereon.

1. Where any exceptional rate includes a charge for the service of
coﬂechonardehvaythatchargeshallbedeemedtobeu.sd.
per ton in respect of each such service.

2. The carriage charge in the case of coal shall be that which would
be made for the traffic in owner’s wagons.

3. In the case of the selected traffics named in Part I of the First
Schedule to this Scheme* conveyed to or from Northern Ireland
or the Irish Free State, the Isle of Man, Scottish West Coast
Ports,ChannelIslands,andtheConunent,udwnedatt

h: which includes a for the carriage by
tha railway in Great Britain, two-fifths of that throughout charge

* For Agricultural traffics.
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shall be taken to be the proportion thereof attributable to the
carTiage by railway in Great Britain and treated accordingly as
the carriage charge from which the rebate is allowable.

. Where charges for carriage by railway are inclusive of haulage

over railways formmg part of a dock undertakmg, the rebates in
such cases shall be d on the inclusive

Part II reads:
General Provisions As lo All and Calculation of Rebat:

This part of this Schedule applies to rebates in respect of all
merchandise except certain mixed coal to wluch the provisions
of part IIT of this Schedule apply and t exported coal
shipped coastwise to which the provisionsPartIV of this Schedule
apply.

. The allowance of rebates in respect of merchandise consigned as

being intended to be so used, shipped or delivered as to constitute
the merchandise a selected traffic sha.ll not be postponed unt‘xl
the merchandise is so used, shi but, subj

ag in hereafter provided and sub]ect to the provxsmns of this
Scheme relating to repayments by traders to the companies,
such rebates shall in the first instance, be allowed on the assump-
tion that the merchandise will be so used, shipped or delivered
as aforesaid.

No rebate shall be allowed in respect of any coal consxgned as
being intended to be exported unless there has been delivered to
the company, by which the rebate is allowable, a certificate,
certifying that :

"(a) it is intended to be exported (in such case the certificats to

be in the form marked *“ A * set out in the Appendix to this
Schedule), or

(8)’ it has actually been exported (in such case the certificate to
be in the form marked “ B ** set out in the said Appendix).

No rebate shall be allowed in respect of any traffic to which this

part of this Schedule applies to any trader unless he has given to

the company by which the rebate is allowable an acknowledg-

ment in writing in a form to be provided for that purpose by the

company and signed by the trader in suck manner as may be

required by the company :

(a) showing the amount of the rebate allowed to him, and

(b) describing the merchandise in respect of which the rebate
was allowed, and

(¢) showing the date upon which the merchandise in respect of
which the rebate was allowed was delivered for conveyance
by railway, and

(d) acknowledging that the rebate allowed is subject to any
adjustment which may be found necessary, and

(¢) containing an undertaking by the trader to repay to the
company or demand any sum allowed to him by the company
by way of rebate under this Scheme which may be found not
to have been so allowable either by reason of the merchandise
not having been so used, shipped or delivered as to conshtute
it a selected traffic or for any other reason.
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4. So far as is reasonably practicable, separate accounts shall be
rendered to the trader for the traffic in respect of which rebates
are allowable under this Schere.

5. Accounts relating to traffic in respect of which rebates are allow-

- able to a trader under this Scheme shall be prepared in triplicate
and shall show in a 1 the of the rebate 8o
allowable,

The total amount of such rebates shall be shown to the nearest
penny (one halfpenny being treated as a penny), and the said
total shall be deducted at the end of the account from the total
amount of the charges; the copy of the account sent to the
trader shall be accompanied by the form of acknowledgment
provided by the company in accordance with the provisions of
paragraph 3 of this part of this Schedule and shall show that
upon receipt by the company of the acknowledgment duly
completed the sum payable by the trader will be treated by th

company as being reduced by the t of the deduction

Part III deals with the special provisions for apportioning
rebates in respect of mixed coal, and Part IV with the allowance
and calculation of rebates in respect of exported coal shipped
coastwise.

Part V provides for claiming and making payments out of the
fund. It deals with the arrangements for paying the companies
the amount of the rebates allowed and is not of particular
interest to the trader. ’

The Appendix consists of specimen copies of the forms and
certificates used in connection with the scheme.

It is estimated that the scheme, as now framed, will leave the
fund with a balance of £59,000 at the end of September 1937.
The Act of x936 will only continue to have effect after Decem-
ber 31st, 1943, by order of the Minister of Transport, and will
expire on December 31st, 1952. -



CaarreEr XIII

SUNDRY INCIDENTAL SERVICES PROVIDED BY THE
- RAILWAY COMPANIES

ReGISTERED TRANSITS—C.0.D. SERVICE—CONTAINERS—SACKS
TeE * GREEN ARROW "’ SERVICE

N order that special attention might be given to urgent

consignments, the G.W.R. introduced a few years ago, a

system of registered transits. It has since been adopted by .
the other companies,

The sender having ascertained from the local Goods Agent
the earliest time at which the consignment can be delivered,

““ registers " it and pays an extra charge of 2s, 6d. which appl.les
equally to a single package, truck load or train load.

Special labels, in the form of a green arrow, are affixed to the
packages and on the consignment note and invoice and each
point in the transit is notified by telephone or telegram ; thus
the traffic is watched until it is delivered. If requested, proof of
delivery will be supplied immedia.tely after this has been
effected.

While the popularity of the service has increased to an
amazing extent it is felt in some quarters that the trader is
paying extra for something he should receive normally. There
is really no guaranteed time of delivery, but every precaution i is
taken to see that the consignment does not get ““ out of course,”
and in some cases even passenger train may be used for a portion
of the journey.

Where the service does definitely show an advantage over the
ordinary method is in the speed of delivery once the destination
station has been reached. An ordinary consignment would
await the usual *“ routine *’ delivery, but *“ green arrow ” traffic
would probably be sent out specially.

Export traffic and that for branch line stations represent the
best fields in which a trader can use this service. So far as
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transits between large towns, where through wagons operate
nightly, are concerned, it is doubtful whether the extra 2s.'6d.
is justified, because in any case the company should give a
next-morning delivery.

A similar facility known as the ‘ Blue Arrow” service
operates by passenger train.

CAsH ON DELIVERY SERVICE

Like the Post Office the railways have a system whereby the
sender can secure payment before the goods are released. From
the point of view of minimising bad debts and of enabling the
buyer to place an order without sending money in advance, it is
proving very useful.

The packages must bear the appropriate *“.C.0.D.” label, and
a special form upon which is indicated the amount to be col-
lected from the consignee, has to be signed by the sender.

. The arrangement does not apply to consignments exceeding
£100 in value, The traffic may be sent between all stations of
the main-line companies in England, Wales and Scotland and
to or from Jersey, Guernsey and certain continental ports.
Ireland and the Isle of Man are excluded.

The following commodities are excepted :

Wet Fish and Ice. .

Highly perishable traffic to and from continental ports.

Live Stock.

Explosives and Dang Goods.

. Traffic which ander the companies’ 1egulations is excluded from

conveyance by goods, passenger or sea services.

NEORE

The companies charge commission as under :

Value not Commission Value not Commission

exceeding fee exceeding fee
108. 6d. £4n 2s. od.
£ 8d, £s0 28. 6d.
£2 18. od. £6¢ 38. od.
£5 18, 2d. £70 38. 6d.
£10 18. 4d. £80 4s. od.
£15 18. 6d. 90 4s. 6d.
£20 18. 8d. 100 58. od.
£25 18. 1od.

CONTAINERS

"A container is, in effect, a very large packing case adapted for
conveyance by both road and rail vehicles and capable of
being loaded at the trader’s premises and conveyed to the
customer’s door without intermediate handli g.
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The advantages of the system are :

1. The transit is direct and therefore more rapid ; _tran-
shipment is avoided.

2. At least two handlings are saved and risk of damage’
therefore reduced considerably.

3. A reduction in the amount of packing may be possibie
with consequent saving in the cost of providing the
packing and the carriage charges on its weight.

4. The cost of returning empty packages is avoided.

Savings under Item 3 are not effected in every case, because
frequently it is necessary to pack articles for sale in some form
of case (in addition to the actual inner packing) whether a con-
tainer is used or not. Many shopkeepers, for example, would not
care to receive goods singly, in the form in which they are
retailed. .

There are 2 number of different types of containers varying
in capacity from 1} tons to 4 tons. In addition to those designed
for general merchandise there are insulated types and others
adapted for special traffics such as bicycles, bulk grain, meat
and furniture. Someé are so constructed that refrigerant can
be introduced without opening the doors.

‘What is known as the * Differential Method of Charging " is
applied to traffic conveyed in containers. The rates ordinarily
applicable plus a certain percentage -are charged, the various
percentages for different traffics being given in a publication
generally referred to as the *“ container classification.” Here are
some specimen entries ;

Metallic . ws e .- 5percent.
Blue, hundry Solid -.. 10 per cent.
Electric Cable Junctlon Boxns uvn ‘or steel 74 per cent.
Tinware <. 10 per cent. over rates for

The general instructions relating to container traffic can be
surnmarised as follows :

1. A minimum charge of 1 ton per container is made unless
otherwise specially provided.

2. The percentage differential applies to cartage as well as
conveyance charges. In the case of C. andfor D. rates
it is applied to the gross figure. It also applies to the
labour charges (where additional to the rate) when
cartage is not performed by the company.

3. Cartage rebate (where allowable) must be calculated on
the rate plus the appropriate differential:
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4. When a container is demounted from the road vehicle
and left at a trader’s premises the free time allowance

1S3
Before conveyance ... . Ida . .
After conveyance P da; }Exclndmg day of delivery

Detention beyond this time is charged for at the rate of
3s. per day for ordinary containers. Higher rates apply
to special types.

5. The companies have to make special arrangements for
container traffic with the Isle of Wight, Isle of Man,
Channel Islands and Continental ports.

6. The containers of Continental railways are accepted over
British railways at the same differential as applicable

to British containers.
7. Charges are raised at the net weight of goods, 5ot at the
gross weight sncluding the container.

8. When the collection of container traffic is made from
more than one address, the following charges are made
in addition to the appropriate cartage charge.

For the second and any subsequent collection, 2s. 6d.
per collection.

The same practice is followed in the case of deliveries
to more than one consignee, but where empties are
picked up from the same address, the one 2s. 6d. is
regarded as covering the two services.

‘These arrangements do not in any way abrogaté the provi-
sions of Regulation 2 of the General Railway Classification,

SACKS

The railway companies have a stock of sacks which they hire
out for the conveyance of grain at a charge of 1d. per sack.
The trader or his representative is required to sign a contract
ticket at the time of hiring, and the charge for hire is raised
when the full traffic is forwarded.

The sacks must be returned to the company full for forward-
ing within six days exclusive of Sundays, but inclusive of the
days of hiring and return. Once forwarded the trader is allowed
twenty-one days during which the traffic has to reach its desti-
nation, and the sacks must be emptied and returned. If sent
on January 1st he would have up to and including January 22nd,
but this period might possibly be extended if there was some
very abnormal and protracted delay while the grain was in the
hands of the railway company.
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H sacks are hired empty and returned empty, there is no free
period and hire is raised at 4d. per sack per week or part thereof,
the minimum charge being as for two weeks. A charge of 1d.
pex sack per week is made if they are improperly used (e.g. for
conveyance by road).

The charge made for demurrage, when the free periods have
been exceeded, is 4d. per sack per week or part thereof.

Should sacks be lost the company make a charge of 2s. 6d.
per sack for “ stay-hire,” it being understood that if the sacks
are subsequently found they remain the property of the com-
pany and must be returned.

‘When full sacks are taken into warehouse to await forwarding
order, two days exclusive of the day of return of the sacks are
allowed before demurrage commences.



CrAPTER XIV

STOPPAGE IN TRANSITU, LIEN, END OF TRANSIT
AND RE-DIRECTION BY CONSIGNEE

THE RIGHTS OF STOPPAGE IN TRANSIT AND LIEN

HE right of stoppage i fransitu is part of the common

I law. tlscodxﬁedeectlon4480ftheSaleof Goods

Act, 1893.

Section 44 of this Act provides that when the buyer of goods
becomes insolvent then the unpaid seller who has parted with
the possession of the goods, has the right of stopping them in
transitu, and may retain them until payment or tender of the
price. A person is deemed to be insolvent who either has ceased
to pay his debts in the ordinary course of business, or cannot pay
, his debts as they become due, whether he has committed an
act of bankruptcy or not (Sectlon 62 (3)).

The seller is an *‘ unpaid seller *” when the whole of the price
has not been paid or tendered ; or when a bill of exchange or
other negotiable instrument has been received as conditional
payment, and the condition on which it was received has not
been fulfilled by reason of the dishonour of the instrument or
otherwise (Section 38 (1) ).

Goods remain in transit from the time they are delivered to
the carrier for conveyance until the buyer or his agent takes
delivery of them. The transit also ends if the buyer or his
agent obtains delivery before arrival at the specified destina-
tion, or the goods having arrived, the carrier holds them as a
warehouseman for the buyer (Sectmn 45). Condition 11 of the
Standard Terms and Conditions of Carriage, which deals with
the termination of the transit should also be borne in mind.

The unpaid seller may exercise his right of stoppage either by
taking actual possession of the goods or by serving a notice of
stoppage on the carrier who must obey such notice (if valid)
and re-deliver the goods to the seller. The expenses of the re-
delivery must be borne by the seller (Section 46).
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. The right of stoppage is not lost by the fact that the buyer
has sold or made some other disposition of the goods (unless it
was with the seller’s consent). But where a document of title to
goods has been lawfully transferred to any person as buyer or
owner of the goods, and that person transfers the document to a
person who takes it in good faith and for valuable consideration
then, if the latter transfer was by way of sale, the unpaid seller
loses his right of stoppage 1 ransitu ; if the transfer was by
way of pledge or other disposition for va.lue, the unpaid seller’s

right can only be exercised subject to the rights of the trans-
feree (Section 47).

Notice to stop delivery given to a railway company may bein
writing or take the form of verbal or telegraphed instructions.
The seller will be required to sign a stamped agreement in
which he undertakes to indemnify the companies and their
servants and agents against all loss, damage, claims, etc.,
however caused, suffered by reason of the stoppage. The
necessity for this is that the company is liable in an action for
wrongful conversion, if the notice of stoppage is not valid. A
specunen of the indemnity form will be found on page 56 of the .

‘ Pink Pamphlet.” .

Notice to stop delivery may be given either to the person in
actual possession of the goods or to his principal, but in the
latter event it must be given in such time and under such
circumstances as will permit the principal, exercising reasonable
diliger ce, to communicate with his servant or agent in time to
stop delivery (Section 46 (1) ). This would apply, for example, if
the notice was given to some headquarters’ official of the railway
company, whereas the goods were actually in the hands of the
Goods Agent at the destination.

1t will have been observed that the seller’s right of stoppage
in transitu is dependent upon the insolvency of the buyer (as
previously defined).

Condition 14 of the Standard Terms and Conditions (A),
provides that merchandise delivered to the companys will be
received and held by them subject to:

(3) A lien for moneys due to them for the carriage of and
other proper charges in connection with such mer-
chandise, and

@ A genera.l lien for any moneys or charges due to them
from the owners of such merchandise for services
rendered or accommeodation provided in relation to the
carriage or custody of merchandise.
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If any lien is not satisfied within a reasonable time of the
company giving notice to the owners, the merchandise may be
sold, the proceeds being applied in or towards the satisfaction
of the lien and all proper charges and expenses, the company
being responsible to the owners for any balance.

Thus the company has a particular lien and a general lien ;
the former for the carriage and other charges in respect of the
particular consignment which takes priovity over the unpaid seller’s
right of stoppage in transitu and the latter in respect of amounts
owing by the owner of the goods, relating to consignments in
general. The general lien does not prejudice the unpaid seller’s
right of stoppage in transitu.

The right of lien does not arise until the carriage is complete ;
it cannot be exercised the moment the railway company get

- possession of the traffic (Wiltshire Iron Co. v. G.W.R. Company,
1871). The company must take reasonable care of goods held
on a lien and deal with them reasonably as to time and place—
presumably the place to which they were consigned (Crouch v.
G.W.R. Company, 1858.) )

The satisfaction of the particular lien is essential before the
right of stoppage i transifu can be exercised. The unpaid seller
must pay the charges on the traffic before he can obtain posses-
sion, but he is under no obligation to discharge any general
lien in respect of other sums which may be due from the
consignee.

It would appear that the railway company is unable to make
a charge for warehousing goods retained under the right of
lien (Somes v. British Empire Shipping Company, 1860).

Tae END OF THE TRANSIT

Reference has already been made to Condition 11 of the
Standard Terms and Conditions (A), which provides that unless
previously determined (by actual delivery), the transit of the
merchandise shall be deemed to be at an end :

(@) If carted by the company, when tendered by the com-
pany at the usual place of delivery within the cus-
tomary or agreed hours ;

() If not carted by the company or to *“ await order,” at
the expiration of one clear day after notice of arrival
has been given in writing (or by telephone if agreed in
writing) to the consignee, or if the consignee’s address is
not known to the sender, or if both addresses are not
known at the expiration of one clear day after the
arrival of the merchandise.



STOPPAGE IN TRANSITU 107

() If for delivery to a siding, (i) when delivered upon the
siding or at the agreed place where the trader takes
delivery ; or (ii) if the consignee is unable through no
fault of the company, or unwilling to take delivery, at
the expiration of one clear day after notice that the
company is ready and willing to deliver has been given ;
or (ii) if the consignee is prevented from taking
delivery by the act or omission of the company, when
the cause has been removed and merchandise delivered
(as under (i) ), or at the expiration of one clear day after
notice has been given that the company is ready and
willing to deliver.

It will be seen from this that the transit is at an end when the
goods are tendered, or one clear day after notice has been given
to the consignee; he may refuse the merchandise, but the
transit is still at an end so far as the railway company is con-
cerned. This, however, does not dispose of the matter as be-
tween buyer and seller because under Section 45 of the Sale of
Goods Act, 1893, the transit does not end when the buyer
refuses to take delivery.

RE-DIRECTION BY THE CONSIGNEE .
Section 32 (x) of the Sale of Goods Act, 1893, reads as
follows : -

“* Where in pursuance of a contract of sale, the seller is authorised
or required to send the goods to the buyer, delivery of the goods to
a carrier, whether named by the buyer or not, for the purpose of
transmission to the buyer is prima facis deemed to be a , delivery of
the goods to the buyer.”

The railway companies therefore generally assume, unless
aware of the special circumstances of the case, that the con-
signee is the owner of the goods and that they are to be delivered
to the address to which they have contracted to carry, unless the
consignee vequires them at some other place and so directs. Thus
the consignee could countermand the comsignor’s delivery
instructions and the company would be bound to deliver at
the new place he indicated.



CHAPTER XV
THE RECEIVING OF TRAFFIC

N many industrial concerns, although a great deal of
Iattention has been paid to the organisation of despatch,

nothing like the same degree of efficiency has been applied
to the planning of the reception arrangements. Often, inwards
traffic is just left to * turn up,” on the principle that one
shouldn’t worry about troubles until they actually arrive on
the doorstep. '

There are concerns, however, where the amount of received
traffic to be handled is planned in advance with almost mathe-
matical precision. The writer has been in factories where maps
and charts are prepared, which give a pictorial indication of the
movement of inwards materials and their tonnage, several days
ahead. On any one day, it is possible to estimate with a high
degree of accuracy, what will enter the factory the next
day. It is hardly necessary to emphasise the value of such
information in the economic allocation of labour and accom-
modation. )

It is realised that in many cases it is impossible to achieve this
high standard, but there is no reason why the transport depart-
ment should not be supplied with a copy of every order issued
by the purchasing departments, with full particulars and (as
available) the delivery date, date and time actually required,
etc. Armed with this information it should be possible to form
some sort of daily summary of the traffic moving towards the
factory. The actual method of recording the details will depend
on circumstances, but it may be possible to enter the items
straight into the inwards goods journal when they are ordered,
filling in the remaining particulars when the merchandise is to
band. A visual record of what is expected facilitates the recog-
nition of overdue consignments. The transport department
should know about everything which at some future date it will
be called upon to handle or control, whether it is a full truck
load of raw material or a packet of pins. :
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METHODS OF DELIVERY

Inwards traffic falls into three divisions according to whether
it is collected by the trader, delivered by the railway company
or placed in truck loads in a private siding.

In the first case, unless the commodities are ones not normally
handled by the railways, or the trader’s premises are situated
outside the delivery boundaries, or the traffic is consigned * to
-station only,” it will be mecessary for an arrangement to be
made that the trader intends collecting from the station.

The goods having arrived, the company must, in accordance
with Condition 10 of the Standard Conditions, advise the con-
signee in writing (or by telephone if so agreed in writing) of
their arrival. It is the duty of the consignee to remove them
within a reasonable time, which generally will be one clear day
after the delivery of the notice of arrival. After this period the
company will hold the merchandise as warehousemen and not
as carriers (Condition 11), and warehouse rent or demurrage
will be payable.

All advice notes should receive attention immediately after
receipt, the date and txme when the free-period expires being
carefully noted.

Generally speaking, traffic delivered by railway vans arrives
during the morning, the afternoon being occupied in collections,
of outwards goods. It is of great assistance in organising the'’
operative work if arrangements for a regular time can be made
with the local station. In many works, the morning is occupied
in the receiving and sorting of the orders and it is not possible
to make much of a start on the actual assembly of them until
nearly midday. If the early part of the day can be allocated to
receiving traffic, the same gangs can afterwards be transferred
to outwards work and there is a minimum of waste labour.
With inevitable fluctuations in traffic it is not often possible to
work separate inwards and outwards staffs without wastage,
except in very large-scale plants.

The place of delivery must be the usual one for the unloading
of merchandise from road vehicles and the railway company is
not bound to provide power, plant and labour (in addition to
their carmen), which may be required (Condition g). A carman
would be justified in refusing to convey a consignment to some
very awkward part of a factory, such place obviously not being
the usual one for unloading purposes. .

Arrangements at different private sidings vary, but a common
practice is for the company to shunt the inwards wagons up to
the connecting-point (or actually into the siding if so agreed)
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early in the morning. The railway checker will have to be
present at the opening-up and unloading, although it is not
uncommon now for the trader’s check to be accepted and the
checker’s wages consequently saved.

SIGNING FOR THE RECEIPT OF GOODS

Under no circumstances should a clear signature be given
unless and until it is perfectly obvious that the consignment is
correct in every particular. If loss or damage is apparent at
the time of receipt a remark such as “ one short,” “ only ——
received,” * packages tampered with,” etc., should be made
against the signature. A clear signature may be inadvertently
given and the loss or damage discovered afterwards; in this
case it should be contended that the signature was only an
acknowledgment of the receipt of the packages comprising the
consignment, not of their contenis or condition.

Information concerning loss or damage written on a delivery
sheet cannot be regarded as adequate notification to the com-
pany of the fact.

Whenever there is a discrepancy of any sort, full details
should be entered in the inwards goods journal which should be
scrutinised daily by the person responsible for claims. The
attention of any railway employees present should also be
drawn to the matter at the time of delivery.

NOTIFICATION OF DISCREPANCIES

Condition 8 of the Standard Conditions reads :

** The company shall not be liable :

(a) - (i) For loss from a pack or from an ked i t;
(ii) For damage, devxahon, misdelivery, de]ay or detentlon ;
unless they are advised thereof in writing {otherwise than upon
any of the Company’s documents) at the forwarding or deliver-
ing station, or at the district or head office of the forwarding or
delivering Company within three days and the claim be made
in writing within seven days after the termination of the transit
of the consignment, in respect of which the claim arises.
(%) For non-delivery of the whole of a consignment, or of any
sepa.rate package formmgpartof a consignment, addressed in
dition 1 hereof, unless they are advised of
thenon-dalxverymwntmg (othmw:sethaunponanyoft.he
) at the for ding or delivering station,
oratthed:smctorheadoﬁceoftheimwardmgorddwenng
Company within 14 days, and the claim be made in writing
within 28 days after receipt of the i by the Company
towhomthesamawashandedbythasenda'"
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(The Condition goes on to provide that if in any particular case
the trader satisfies the company—or failing that, the Railway
Rates Tribunal—that it was not reasonably possible to advise
the company and to make the claim within the stipulated times,
and that such advice or claim was given within a reasonable
time, the Tribunal may declare that nothing in this condition
shall be a bar to the maintenance of proceedings against the
company.) .

Thus notice of loss or damage must be given within three days
followed by a defailed claim within seven days. In many cases
where traffic is lost or damaged the claim upon the ‘com-
pany will be made by the senders who should therefore be
advised immediately. The consignee should in addition properly
notify the railway company as it is quite likely that if this is left
entirely to the sender it may not be possible to comply with the
limit of three days.

Goops REFUSED BY CONSIGNEE OR NOT COLLECTED WITHIN
REASONABLE TmME

Frequently when a consignment arrives in a damaged state
or too late for requirements, or it does not appear to be what
was ordered, or for other Teasons, the consgnee refuses to
accept delivery. The practice is so common that it is necessary
to review its implications.

i dellvery is refused or merchandise consigned “ to be called
for ” or “ to await order ” is not removed or an order not given
within a reasonable time, the company must advise the sender.
The usual form of notice asks for instructions for disposal, and
states that the goods are being held at Owner’s- Risk and
subject to the usual charges for demurrage, warehouse rent, etc.,
as the case may be.

When goods are left on the company’s hands they have a
right of sale (Conditions 15 and 16).

If the merchandise is perishable the company must first get
into touch with the sender or consignee by telephone or tele-
graph (if practicable), but if disposal instructions are not
immediately forthcoming, they are entitled to sell. This also
applies to perishable goods which cannot be delivered because
they are not properly addressed or owing to civil disturbances,
strikes, floods, landslips, etc.

In the case of non-perishable merchandise, a notice must be
sent to the sender or consignee stating that unless taken away
within fourteen days it will be sold. If both sender and
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consignee are unknown the notice must be given in a news-
paper circulating in the district.

SALE BY THE COMPANY

When goods are sold in accordance with the previous para-
graph, the company must do what is reasonable to obtain the
value of the merchandise. Payment or tender of the proceeds
of the sale less charges, ends the company’s liability (apart from
any claim which might otherwise arise under the Standard
Conditions).

Where the traffic is not carried right through to destination
the charges shall be those for the j journey actually completed
which must not exceed those for the full journey.

. . . .

Generally speaking it is not good policy to refuse a consign-
ment which is properly addressed and obviously intended for
the consignee. There is a great temptation to throw damaged
goods back on the railway company’s hands, but this may not
be the wisest course. Frequently it will not be known whether
the sender consigned at Company’s or Owner’s Risk, nor will
the consignee be in a position, at the time of delivery, to know
how the damage or loss occurred or that the company is neces-
sarily liable. If the goods are rejected, extra charges such as
back-cartage, rent or demurrage, etc., may start to mount up,
and the consignee finds that he would have been well advised
to have accepted delivery and reported the discrepancy in the
ordinary way.

RarnLway Company’s LIABILITY AFTER TRANSIT

Condition 12 of the Standard Conditions reads :

 After the termination of the transit, as defined by Condition 11
hereof, unlws otherwxse a.greed in wntmg, the company will hold
the mer to the usual charges
a.ndtotheeondmonthattheywulnotbehable for any loss, mis-
delivery or detention of or damage to:

(a) Merchandise not pmperly protected by packmg except upon
proof that such loss,
from the neghgence of the Company or theu' servants, and would

bhave been suff if the bad been properly

protected by packing ;

B) (x) Articles or property oi the descriptions mentioned in the
Carriers Act, 1830, as amended by subsequent Acts; or (ii)
Merchandise which has arrived at the destination station and
for which the Company give notice that they have not suitable
acc dation; by wh such loss, misdelivery,
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detention or damage may be d and whether occasioned by
neglect or otherwise.

Provided that this Condition shall not relieve the Company from

Eeyhablhtytheymxghtothermsemcu: under these Conditions in

Paragraph (b) (i) of the Condition applies the protection of
the Carriers Act, 1830, where the merchandise is held by the
railway company as warehousemen.



CrAPTER XVI
DEMURRAGE AND STORAGE

LAUSE 11 of the Fifth Schedule to the Railways Act,
< 1921, provides that a railway company may make a

reasonable charge for detention of trucks or the use or
occupation of any accommodation before or after carriage,
beyond such period as shall be reasonably necessary for enabling
the company to deal with, or the consignee to give or take de-
livery of the merchandise ; or where the goods are consigned to
an address other than the terminal station, beyond a reasonable
period from the time when notice of arrival has been delivered
to such address.

Where the traffic remains in the truck pending the consignee
unloading and removing it, demurrage on the truck and prob-
ably on the sheet(s) (if used), will be payable. In the case of
less-than-truck-load traffic the company will normally unload
it and place it in storage accommodation and thus warehouse
rent will be incurred. In most circumstances labour charges
will)be payable in addition (i.e. in addition to the warehouse
rent).

If the merchandise is charged over the railway at a * de-
livered ” rate and the receiving station has cartage facilities,
the question of demurrage and rent cannot arise. It is obviously
the company’s duty to deliver within a reasonable time, and
the trader could not be held responsible for their slackness in
effecting delivery. The company is, however, under no obliga-
tion to deliver traffic charged at a ** station to station ” rate.

The company must advise the consignee of the goods’
arrival, and if this notice is not sent or does not reach the con-
signee, he is not liable for demurrage or rent if the free period is
exceeded.

These charges can be made whether there are exceptional
circumstances or not, so long as the circumstances are ones for
which the railway company is not responsible.

Demurrage charges need not necessarily be incurred enly at
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the forwarding and receiving stations. Detention might take
place at an intermediate station at the desire of the sender or
consignee, in which case the company would be entitled to
raise the charge applicable to the period of detention.

It is a trader’s duty to load or unload the railway wagons as
soon as possible, in any case within a reasonable period and he
cannot, where several wagons are involved, claim that the time
undey the maximum period in some cases be set against the time
over the maximum period in others. Each wagon must be
considered separately, and the fact that nine wagons out of ten
were unloaded immediately on arrival, has nothing to do with
the tenth, which remained several days under load.

Where demurrage or warehouse rent is incurred before
transit, there can be no doubt that under normal circumstances
the sender is the person liable. After carriage the consignee is
primarily responsible, although there may be cases where the
consignor as the party contracting with the railway company
would be liable.

Any disputes under Clause 11 of the Fifth Schedule are deter-
minable by the Railway Rates Tribunal; that is when the
railway company and ‘trader fail to reach an agreement.

DEMURRAGE CONDITIONS AND CHARGES
Free periods are allowed as follows :
Wagons supplied empty for loading :

At stations, one day exclusive of the day when placed at
the trader’s disposal.

At private sidings, docks and wharves, two days exclu-
sive of the day when placed at the trader’s disposal.
The wagons must be loaded and tendered to the company for

conveyance within these periods.
Wagons under load after conveyance :

At stations, two days exclusive of the day on which
notice of arrival was delivered to the trader.

At private sidings, docks and wharves, three days exclu-
sive of the day placed at trader’s disposal (five days if
reloaded).

At ports (shipment traffic), four days exclusive of the
day of arrival,

Refrigerator and insulated wagons are only allowed one
day exclusive of the day of arrival,

The same free periods apply to sheets.
The charge made for demurrage is 3s. per day for ordinary
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wagons and 6d. per day for sheets, but higher charges are raised
in respect of high-capacity and specially constructed vehicles.

A day is regarded as the time when a station is normally open
to the public for dealing with traffic, but at private sidings,
docks and wharves, it is the period of twenty-four hours,
beginning at 6 a.m. (unless otherwise specially provided).
Saturdays are regarded as full days, and Sundays, Good Friday,
Christmas Day and Bank Holidays as dies non.

Wagons and sheets owned by railway companies should not
be used for internal purposes (e.g. conveyance from one part of
a factory to another). If they are so used the company is
entitled to regard them as being detained and to raise the
appropriate demurrage charges. No free periods apply in this case.

Demurrage is not incurred on private owner’s wagons, but
siding rent of 6d. per day is payable where they are detained on
railway premises beyond the stipulated periods. This also
applies to wagons waiting access to private sidings or detained
outside sidings pending forwarding instructions.

WAREHOUSING CONDITIONS AND CHARGES

Free storage before or after conveyance is allowed for the
following periods :

Before conveyance :

One clear day exclusive of the day on which the goods
are accepted and the day on which forwarding instructions
are received.

After conveyance :

Two days exclusive of the day on which notice of arrival
is delivered to the trader except in the case of traffic for
shipment in which event the free period is four days
(special arrangements apply at Liverpool and Birkenhead).

There are two general scales of charges, one applying to
London and the other to stations other than London. The latter
scale is as follows :

Trarvic ReQuirinG COovERING
Rent for every week Charge for labour

.

Classes or part of a week after incidental to hous-
the free period expires  ing, unhonsing,
stowing, etc.
ton ton
-6 . Pegd P
7-10 6d. od.
11-13 . od. 18, 3d.
14-20 P od. 18, 6d.
¢ Traffic in Classes 16 is handled by special and then

generally at a percentage over the actunal cost. -
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Traffic not requiring covering is warehoused at 3d. per ton per
week (Classes 1-20), the labour charges being as shown above.
Minimam. storsgs - Shge6a. pot - eanmigument Kk
am e consij
including hbos‘::m charg per gument. per weel
Sundays, Christmas Day, Good Friday and Bank Holidays are
treated as dies non.

The usual practice is to raise warehouse rent on the first day
following the free period and on the corresponding day each
week, thus a full week’s storage would be incurred for a single
day. Where goods are stored in bulk and split up into several
lots (the consignées paying the storage charges), each lot is
charged separately and the minimum (if applicable) observed
in each case.

Special charges apply where the traffic is non-rail-borne.

FIxeDp SPACES

Many traders rent a fixed space in a railway warehouse for
the storage of their merchandise, the main advantage being
that the carting of the rail-borne traffic in and out of the station,
which would be involved if a town warehouse was used, is
avoided.

The charges are governed by a series of local arrangements to
which the main-line companies are parties, but the general
charges for London and the provinces are 6s. and 5s. 3d. per
square yard respectively. The usual minimum area which can
be rented is 20 square yards. Various other charges apply to
cellars, closed arches, open arches, wharves and uncovered
spaces in goods yards. Fixed-space charges are exclusive of
labour which is raised at the same rates as applicable to traffic
warehoused in the ordinary way (minimum charge 3d.). -It
should be noted that there is no charge for labour where the
delivery from the fixed space is made within the free period.

There are certain local arrangements with regard to the
storage of particular commodities, the maximum height to-
which goods may be stacked, etc., and the trader should obtain
full information from the station (s) at which he proposes storing.
Generally speaking he will have to pay the cost of stamping the
agreement for the hire of fixed space. The minimum period for
which tenancies are arranged is six months.

SUNDRY SERVICES PROVIDED IN CONNECTION WITH STORAGE
Nowadays the companies provide many services undreamt

of by railwaymen of the last generation. In connection with

storage accommodation they are willing to partition off space
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for offices in which the trader’s own employees may work,
They can also undertake the work of labelling, sorting, samp-
ling, decanting, etc.; keep record and stock sheets and if
necessary actually perform- the sale of goods up to a limited
amount, When the traffic justifies it they will even construct a
special warehouse, allocate special vans to a firm's traffic
(painted in that firm’s colours) and dress the railway staff in
the trader’s uniforms.

Naturally the charges for such varied requirements depend
upon the circumstances peculiar to the particular case and are
matters for negotiation, It is a side of raulwa.y activity that has
developed considerably in recent years, and that continues to
expand.
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CLAIMS

duty of the claims clerk in an industrial transport
department is to see that his firm is fairly compensated
in cases where goods are lost, damaged, misdelivered,
etc, Heisnot in his job for the purpose of indulging in threaten-
ing, abusive and other useless correspondence with the carrier,
nor is he supposed to make a “ profit ” on claims. Railway
companies naturally wish to avoid payment under circum-
stances where they are protected by law, or if they are liable,
to get off as lightly as possible. It is up to the trader to see that
this natural desire is kept within reasonable bounds and to get
a just settlement having regard to all the relevant factors.

In practically every dispute a frank discussion is likely to
lead to much better results than threats of ‘“ going to law.” In
the writer’s experience a reasonable settlement has been eventu-
ally obtained in ninety-nine cases out of a hundred in spite of
the blandishments of railway officials with a passion for settling
on a “fifty-fifty *’ basis. * Going to Court ” is an expensive
pastime and should be resorted to only when everything else
fails and then under the very best advice.

Wao SsouLp Cramd?

Before considering the subject in detail it is first necessary
to establish who should claim. Legally, this is the owner of
the goods, which without definite knowledge to the contrary,
the railway company is entitled to assume is the consignee
{see page 107). In actual practice, however, it is frequently
the sender who claims; in fact it is common for a seller to
antomatically issue a credit note to his customer and follow
up with a claim on the carrier., A railway company will tarely
query such cases although it could take up the attitude that
the claim should come from the consignee, unless the sender
can show that by a special contract, the ownership of the goods
has not passed from him. A consignor is therefore pretty safe

X9
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in making his claim at the forwarding station, in spite of the
fact that he is not keeping to the letter of the law.

MAIN PoINTS FOR CONSIDERATION

In dealing with claims the following are the chief points
calling for consideration :

1. Was the company notified and the claims lodged
within the specified times ? (see page 110).

2. Was the traffic conveyed under Company’s or Owner’s
Risk conditions ?

. Did loss or damage occur during rail tramsit? (see
page 112),

. Was the packing defective or insufficient ?

. Was the traffic handed to the company in a sound
condition and in a state fit to be carried ?

. Is the company protected by the provisions of the
Carriers’ Act?

. Is the amount of the claim rea.sonable and has allow-
ance been made for salvage ?

. Was a clear signature given on the railway company’s
receipt and was a qualified signature given by the
consignee ? (see page 110.)

0 N O bh W

Liasniry UNDER CoMPANY’S AND OWNER’S Risk CONDITIONS

The two sets of conditions have already been briefly con-
sidered in Chapter II.

If the claim is for goods carried at Company’s Risk, the
trader should first satisfy himself that the company cannot
decline liability on the ground that the loss or injury was due
to any of the seven excepted causes set out in Condition 3 of
the Standard Conditions ; -or if it was so caused, that proof of
their having used reasonable care and foresight is forthcoming.

The company are not #n any case liable for (a) loss of a
particular market ; (b) indirect or consequential damages, or
(c) subject to the "standard conditions, loss, damage or delay
;luch the company prove to have been caused by or arisen

om :
1) Insufficient or improper packing ;
gz; Riots, civil commotions, sl:xckes lgock-onts stoppage or restraint
oilabourfmmwhatevermuse, whethcrpa.ma.lorgmual Jor

‘B)Cmmgneenotuhngor pting delivery within

Under Owner’s Risk conditions the company’s liability is
confined to much narrower limits. They are not liable except
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upon proof that the loss, damage, delay, etc., has arisen through
their wilful misconduct or that of their servants. In other
words the trader must prove facts from which it clearly follows
that the company or their servants were guilty, not merely of
ordinary errors of judgment or some accidental action, but of
intentionally and recklessly doing something or failing to do it,
knowing that it was wrong conduct on their part having regard
to the circumstances.

In the following cases, however, the onus of proof is upon the
company. Unless they can prove that they have not been
guilty of negligence or misconduct, they are liable for :

(@) Non-delivery of the whole of a consignment unless due -
to accidents to train or fire;.

(b) Pilferage from packages properly protected by packing
provided it is pointed out to a servant of the company
on or before delivery ;

(¢) Misdelivery.

It is, of course, extremely difficult to prove wilful misconduct.
In nine cases out of ten the railway company are themselves
ignorant of the exact circumstances of the loss or damage and
in these days when, as an economy measure, the recording of
tranship particulars has been practically abolished, the.same
can be said of delay. The trader may be well aware that there
has been misconduct ; he may even know the guilty party and
how and where it occurred, but rarely will he be able to show
that it was an act of reckless carelessness committed by a
person who knew full well what the results of his actions were
likely to be. It is not however necessary to identify the actual
person so long as it is absolutely clear that there has been
wilful misconduct on the part of some seivant of the company.

It will be seen that “ wilful misconduct ” and ‘‘ negligence
within the meaning of the Standard Conditions are two very
different things, although it may not always be apparent
where the distinction comes in. A person guilty of wilful mis-
conduct has been negligent, but negligence is not necessarily
wilful misconduct. It is a question of degree. Obviously it is
mcl?l easier to prove negligence than to prove that it was

The essential evidence, where available at all, is usually to
be found in documents in the railway company’s possession,
such as the checker’s report, guard’s report, claims office report,
etc. It may be very difficult to get sight of these but if the
trader is contemplating legal proceedings, it might be advisable
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to apply to the Railway Rates Tribunal for power to make an
examination of the documents in question,

Condition of Goods when Handed to Company

It is the duty of the consignor to pack the goods properly
and in such a manner that they will withstand the strain of
normal handling and transit. We have seen that the company
cannot be held hable where they can prove that improper or
insufficient packing was responsible for the loss or damage. The
fact that the goods were visibly in an unfit state is not likely to
help the claimant very much, because even if a railway com-
pany knew that a consignment was badly packed they would
only be bound to use reasonable care,

In the absence of written notice to the contrary, the company
is entitled to consider that the sender warrants the merchandise
to be fit to be carried or stored, in the condition in which it is
handed them.

CARRIERS’ ACT MERCEANDISE

It should be noted that when such merchandise is not declared
and insured the company cannot be held liable for loss or injury
from whalever cause arising. Even if the cause was a felonious
act by one of the servants, the company would still not be
responsible.

Assuming that the trader cannot succeed in his claim because
he failed to declare and insure, he may still be able to get
compensation in respect of the package which contained the
merchandise, if this is in itself an article of value. In the case
of a mixed consignment where some of the articles are not
specified in the Carriers’ Act, the company would be liable in
respect of these.

The Carriers’ Act is amended by the Sixth Schedule to the
Railways Act, 1921 (so far as railways are concerned), in so far
as the limit of value beyond which a package must be declared
is increased from £10 to £25.

Tue REASONABLENESS OF THE CLAIM

The amount recoverable for loss or damage is the difference
in the value of the merchandise had it been delivered to the
proper destination in good condition and the value in the
condition and place in which it was actually delivered. If there
is no market at the latter place the value at the point of for-
warding, plus carriage, packing and a reasonable margin of
profit should be taken.

Care should be exercised in arriving at the amount of a claim ;
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the company are entitled to see the invoice(s) in support of it,
and once a trader gives the impression that his claims are a
little exaggerated, they will naturally look upon him with
suspicion in future.

~ The company can demand to see the salvage (if any), and
if it settles for the full value of the goods is entitled to take it
away, having, in effect, paid for it. If the trader desires to keep
and can use the salvage he should make a reasonable allowance
for it, indicating this amount on the claim. He is not bound to
make a pro rata allowance if the goods, although outwardly in
sound condition, have suffered a loss in value. For example,
part of a consignment of flour may have been damaged by
being loaded and coming into contact with, some strong-
smelling liquid ; the remainder of the consignment may not
apparently be a.ﬁected but the trader is justified in assuming
that it has probably taken up the smell and can only be used
for say, animal feeding. In these circumstances the salvage
could not be valued as flour, but as feeding-stuffs.

DELAY AND UNREASONABLE DEVIATION .

Under Conditions A and Conditions E (damageable goods
not properly protected by packing) the company will be
liable for loss under these headings unless they prove that it
arose without negligence on their part. It has already been
stated that under Conditions B (Owner’s Risk) the trader must
show wilful misconduct.

In this respect Conditions G (perishable goods at Company’s
Risk) are similar to Conditions A, but Conditions H (perishable
goods at Owner’s Risk) prov1de that the trader must show
wilful misconduct except that in the case of a delay ex
thirty-six hours, the company will be liable unless they prove
that it was not caused by their negligence.

A railway company must deliver goods within a reasonable
time. What is “ reasonable ”* of course, will depend upon the
circumstances. If a trader forwards a consignment relying upon
the normal service and that service is not given, he is entitled
to regard the delay as unreasonable. There can be no suggestion
of unreasonable delay where the company have dealt with the
goods in the ordinary course of carriage and have not departed
from the usual arrangements. The type of merchandise is
important because in the case of perishable traffic a delay of a
few hours might well prove disastrous. Due regard, however,
must be paid to circumstances which are beyond the company’s
control—a strike, for example.
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Whether deviation is reasonable or unreasonable also depends
on the facts of the case. The company could not be held to be
negligent where there was some very good reason why the
traffic was deviated. But if a trader contracts to have his
merchandise forwarded by a particular route and the company
without reasonable cause sends it by a route other than the one
stipulated, they are guilty of wilful misconduct.

While the company are not liable -for loss of a particular
market they are (subject to the Conditions) responsible for loss
of market value as a direct result of unreasonable delay.
Whether this would apply in the case of some * freak ” drop
in price seems doubtful, but it certainly would to a general drop
between the time when the consignment ought to have been
delivered and the time when it actually was delivered.

The damagesrecoverable are those which have arisen naturally
as a result of the company’s action and which might reasonably
be expected to follow their failure to carry out the contract.

MISDELIVERY

Misdelivery is delivery to the wrong person. Delivery to a
different address is not necessarily misdelivery, because the
consignee’s right of redirection may have been exercised (see
page 107). _

It is important to note that the company’s lLiability is for
misdelivery while the goods are in transit. If the transit has
ended and they deliver in their capacity of warehousemen they
can only be held liable for negligent misdelivery.

The measure of damages is as outhned in the previous
paragraph.
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DANGEROUS GOODS

T is provided by Section 50 of the Railways Act, 1921, that
there shall be no obligation on any railway company to
accept dangerous goods for conveyance. In practice the
companies give notice that they will not accept dangerous goods
which are not specified in the Classificgtion of Dangerous
Goods by Merchandise Trains, and thos€ which are specified
are only accepted in the packages and under the conditions
named.

The section also provides that where such goods are accepted
they shall be conveyed subject to such * By-laws, Regulations
and Conditions as the company may think fit to make in regard
to the conveyance or storage thereof.” There are thus no
Standard Terms and Conditions in respect of Dangerous Goods.
The companies are not common carriers of such traffic and they
only undertake their carriage on special conditions. The
conditions vary somewhat according to the type of traffic, and
are printed on the back of the consignment notes and advice
notes applicable.

The owner or consignor of dangerous merchandise must
‘* indemnify the company from and against all loss or damage
which may result to the company or to which the company
may be or become liable owing to non-compliance with the
before-mentioned By-laws, Regulations and Conditions as to
such goods, and will pay full compensation for all injury to the
company’s servants and damage to its property so arising
unless it be proved that the injury or damage is due to the wilful
misconduct of the company’s servants. " It would appear
that while wilful misconduct would relieve the trader of
responsibility so far as the company’s servants and property
are concerned, he would still be liable for damage. done to a
third party’s goods.

Where a railway company has declared an article 'to be
dangerous the onus is upon the person requiring the article to
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be carried to show that it is not dangerous. The trader has a

right to appeal to the Railway Rates Tribunal against the

company exercising this discretion and the company may ask
- the Tribunal to confirm the declaration.

CoNsIGNING DANGEROUS GOODS

The importance of using the right consignment note cannot
be over-emphasised. A sender using an incorrect note or
attempting to forward dangerous goods under an improper
declaration or contrary to regulations, is liable to prosecution.

There are various types of notes applicable to the different
classes of dangerous goods. The conditions under which they
are conveyed are printed on them and specimens are given in the
Dangerous Goods Classification (to give it its shorter title).
These General Conditions (as they are called) somewhat
resemble the Standard Conditions, but they are of course,
adjusted having regard to the dangerous nature of the traffic to
be carried. For example, in the case of certain inflammable
traffics not carted by the company, the transit ends four working
hours after notice of arrival has been given. The conditions
governing the disposal of such traffic refused or not removed by
the consignee (generally within one clear day) are very stringent,
too. At the option of the company and without notice to the sender
or consignee, the traffic may be returned to sender, sold or
destroyed at the sender’s sole risk and expense. During the
period between the exercise by the company of their option or
the removal of the traffic, extra charges will be incurred which
in some cases may be as high as 5s. per ton per hour.

Where shipment of such traffic is contemplated full in-
formation should be obtained in advance from the port, as in
most cases very restrictive regulations are in force.

In addition to the General Conditions applicable to the par-
ticular contract, the trader should make himself familiar with
the special regulations which are set out on pages 38 to 40 of
the Dangerous Goods Classification. Except where other-
wis(-i provided, the general regulations of the G.R.C. also
apply.

Section 50 of the Railways Act provides *“ Nothing . . . shall
prejudice or derogate from the powers of His Majesty in Council,
or of any Government Department, under the Explosives Act,
1875, or affect the validity or operation of any Order in Council,
Order, Rule, or By-Law made under the powers contained in
that Act.” The By-laws relating to explosives are to be found
in the Dangerous Goods Classification.
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CLASSIFICATION

A rather different method of recordmg the entries to that
used in the G.R.C. is adopted. The following are the main
“ groups " :

Explosx

Inﬂammable Liquids, ete. ;

Dangerous, Corrosive and Poisonous Chemicals ;
Miscellaneous.

These are divided and subdivided into various classes, divisions
and sections.

The same classes are used as in the ordinary classification
and the same factors determine the class in which the traffics
are placed, but certain additions and minimum charges are
introduced. For example, some commodities are classified
20 plus 20 per cent..or 50 per cent. Weight minima may be for a
stated weight per consignment or per truck. There would be
no charge less than that for this particular weight. Against
each entry appear the details of, or reference to, the conditions
of carriage supplementary to the general regulations. An
alphabetical index faciljtates reference to the individual items.

Additions and amendments to the Dangerous Goods Classi-,
fication are dealt with in a similar manner to those for the
G.R.C. The assent of the Rates Tribunal is necessary, -and
intimation to the public is given by means of the Grey Books
(see page 38).

Subject to the special regulations, conditions, etc., already
referred to, the provisions of Part III of the Railways Act,
1921, as to ordinary and Owner’s Risk rates apply to this traffic,

NoTiCE OF ARRIVAL

Consignees who receive dangerous goods should make them-
selves acquainted with their obligations relative to the particu-
lar traffic. It is not possible here to give details of these in
respect of the various categories for which the companies issue
special notices of arrival. The following is the form of advice
used in the case of certain inflammable liquids and is given for
guidance :
Station 19.

M

‘The undermentioned Infl ble Traffics igned to youm
under special conditions have arrived.

Please order their immediate removal. If they have not been
removed at the expiration of ONE CLEAR DAY after delivery of this
notice, they will remain here at your sole risk, and will be subject
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in addition to the charge for carriage to the Company’s usual
wharfage, demurrage, and siding rent charges until they are
removed from the Company’s premises.

If the Inflammable Traffics have not been removed at the expira~
tion of TWO CLEAR DAYSs after delivery of this notice they may be
forthwith at the option of the Company either (a) returned to
Sender, (b) sold by the Company, or (c) destroyed or otherwise

Apphca.txon for the Inflammable Traffics must be made not
before ......... a.m. and not later than ......... p.m, Mondays to
Fridays, and ...... p.m. on Saturdays.

This notice shall not be evidence of the mndmon or of the
cor of the y or weight of the Infl ble
Traffics herein referred to, -

For. Railway C
Signature.

Generally speaking, the railway company will not allow the
storage of da.ngerous goods in any enclosed shed or warehouse.

paLy.

Where the caxnage 1s pa.rtly by water Sectlons 446 to 450
of the Merchant Shipping Act, 1894, must be borne in mind.
They are reprinted on pages 238 and 239 of the Classification.
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CrarrER XIX
MERCHANDISE BY PASSENGER TRAIN

T is provided by Clause 10 (¢) of the Fifth Schedule to the
I 1921 Act, that a railway company is not under any obligation

to convey merchandise, other than perishables, by passenger
train or similar service.

As regards perishables, the company must afford reasonable
facilities for their expeditious conveyance, subject to the
reasonable regulations for the convenient and punctual working
of passenger train services. They are not obliged to cenvey by
any particular train, Questions as to facilities are to be deter-
mined by the Rates Tribunal,

In actual practice, of course, the companies convey all kinds
of merchandise (except dangerous goods) by passenger train
and the Standard Terms and Conditions settled by the Rates
Tribunal apply to non-perishable traffic.

STANDARD CONDITIONS

The conditions applicable to merchandise by passenger train
are lettered “ L,” “M.” “ N ” and  0.”

So far as the first are concerned, they are for Company’s Risk,
and the liabilities are similar to those under Conditions A.

Conditions M apply to traffic conveyed at O.R. rates and
to that only accepted by the companies at Owner’s Risk. They
are similar to Conditions B, but it must be observed that the
company are not liable for non-delivery, pilferage or delay
except upon proof of negligence or misconduct, nor in any
case for more than 75 per cent. of the net snvoice value of the-
merchandise.

Conditions N refer to livestock and O to damageable goods not
properly protected by packing (see also Conditions E).
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THE CLASSIFICATION OF MERCHANDISE (PASSENGER TRAIN OR
OTBER SIMILAR SERVICE)

This publication which is issued by the Railway Clearing
House (price 6d.), should be in the hands of every trader. A
good working knowledge of it is just as essential as in the case
of the G.R.C.-of Merchandise, if the traffic is to be consigned
in the most economical manner, It is, however, not nearly such
a formidable document as its * big brother.”

The Classification contains the following general regulations :

* (1) Packag Merchandise classified in different sections
or groups of the Classification are charged at the rate applicable
to the highest of such sections or groups.

(2) Articles classified in different sections or groups of the Classifica~
tion, not packed together but forming one conmsignment, are
charged separately.

(3) All containers and packing material must be such as to afiord
efficient and suitable protection to the Merchandise and to
prevent injury to the Companies’ Servants or damage to the
Companies’ property or other Merchandise.

The term ‘* Fibreboard "’ referred to herein includes Cardboard,
Leatherboard, Millboard, Pasteboard, Pulpboard, Strawboard,
or other material of a similar nature ; cases and boxes made of
these materials, used for the packing of traffic for conveyance by
Passenger train, must comply with the spec:.ﬁcatxon la.u'l down
in Regulation 23 of the General Cl 1 of N

by Mercha.ndase Trains determined by the Rates Advisory
Committee.”

Regulation 23 refers to “ Fibreboard "’ cases and has been
dealt with on page 18.

The actual classification of commodities is in two main parts
one dealing with perishable traffic (which the companies are
bound to carry), and the other with non-perishables. The
former has two divisions split up into sections as follows :

Division I. Applicable to Milk. There are five sections,

lettered A to E, which provide for milk packed in various
ways.
Division II. Applicable to Perishable Articles, not to include
(except in the case of Liquids) Goods contained in Bottles,
Jars or Sealed Tins. This division has four sections—1 to 4—
which include such perishable as Fish, Ice, Fruit, Vegetables,
Yeast, Bacon and Hams, Fresh Butter, Cheese, Eggs, Game,
Ice Cream, Meat, Plants and Flowers, Poultry, Sausages and
Suet.

The part confined to non-perishables has thirteen groups, viz.
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Group No.  General Description of Traffic Basis of Charge
1. General Parcels (except otherwise
provided) ... Weight
2. Merchandise of a Frail Nature or
Bulky in Proportion to Weight ... Weight
3. Papers Weight
4. Emptes Weight
5. Live Stock .. Various
6.  Bicycles, Invalid Cha.u-s otc. Per Article |
7- Loaded Vans, etc, ... Per Truck
8,  Carriages and Mowr Cars, etc. Per Vehicle
9. Ca:avam, etc. Per Vehicles
r0. Corpses —
11.  Railway Vehicls Rnnning on their
Own Wheels ‘Weight
¥2. Lnggage, etc., of Theatrical Com-
Per Truck
13. Smgle Post Lettus Flat Rate

- Under these headings are shown the various articles and
commodities which comprise the groups.

In addition to the general regulations already quoted, further
regulations are added as notes to the “ non-perishable ”* part
of the Classification, including the following :

*“ (2) When Guard Trucks or Runners are provided, an additional
charge will be made for each such vehicle,

(3) The maximum weight of traffic, including Owner’s Vans and
contents, carried in or on any one truck is 50 cwts,, except
where by prior ar t the Railway Companies agree to
accept traffic exceedmg that weight ; in “such cases the charge
for the weight above 50 cwts. will be pro vata to the truck rate.

(4) Traffic requiring special vehicles is only accepted where by prior
arrangement the Railway Companies agree to provide or accept
such vehicles.

(5) The companies reserve the right to impose Conditions in regard
to Packing and Limitation of weight.

(7) Explosives, Inflammable Liquids and substances made wholly
or partly therefrom, Corrosive or Poisonous Chemicals or other
Dangerous or Objectionable Articles will not be accepted for
carriage by Passenger train, except where by prior arrangement
the Railway Companies agree to accept such traffic.

(8) Traffic not properly packed will be accepted for carriage as
‘ Damageable Goods not properly protected by packing.’

STANDARD CHARGES

The standard charges for conveyance by passenger train are
laid down in the companies’ Schedules of Standard Charges
(see page 42.) Part IV applies to perishable merchandise and
Part VII to passengers, luggage, live stock carriages and non-
perishable merchandise.

Part IV is divided into sections to correspond with the classi-
fication of perishables, there being a scale of charges on the
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* tapering ”’ mileage basis, with additions for station and service
terminals, in respect of each of these. Part VII has thirteen
scales of charges corresponding with the thirteen groups given
on page 131. It is not proposed to deal with these in detail,
with the exception of groups 1, 2 and 7, which cover most of the
passenger train traffic forwarded by the ordinary industrial
concern.

GENERAL PARCELS TRAFFIC )

The scale of charges applies with Company’s Risk conditions.
It goes up in 1 Ib. intervals to 112 Ibs. with a charge per package
for ten-mileage divisions. Parcels over 112 lbs. in weight are
charged at the rates shown for 112 Ibs. plus a stated rate per
Ib. for the weight over 112 lbs. (see Table 8). It is applicable,
with certain exceptions :

1. Between all stations and ports in Great Britain.
2. Between all stations and ports in Great Britain and Jersey and Guern-
sey and Douglas (1.0.M.). :
3. maﬂmﬁmmmm&atnﬁmmmmm
X i i Gu and
4mam.pmsmlnmdmd]auyud ernsey

With few exceptions no charge will be made for collection
and delivery within the usual limits, but in the case of traffic
with Ireland and the Isle of Man, port dues will be payable
(for parcels the dues are 1d. per package in both cases).

Additional charges for sea conveyance are raised on traffic
between the mainland and the Isle of Wight. These range from
7d. for 1 Ib. to 2s. 6d. for 112 Ibs., with a charge of }d. per Ib.

for each Ib. additional.

' Thereis a further scale at Company’s Risk which covers those
stations and ports in Ireland excluded from the previous scale ;
this is on a slightly higher basis, but there are fewer mileage
gradations, the maximum charge being for distances in excess
of 200 miles. In the case of traffic with certain Great Southern
Railway stations a surcharge is added, the amount of which
varies with the station and the weight of the package. Full
details will be found in the Scales of Rates for Parcels Traffic
by Passenger Train issued by the Railway Clearing House.

Fran anp BuLky MERCHANDISE

A list of articles included in this description is given in the
Classification ; most of them are only conveyed as damageable
goods not properly protected by packing and a few—such as
advertising signs and wireless valves—at Owner’s Risk only.
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In arrangement, the scale of charges is similar to that for
general parcels, but it is on a much higher basis.

Loapep VAN TRAFFIC

Merchandise included in this group in the Classification is
conveyed in specla]ly provided trucks and charged on a per-
truck basis.

The charges are calculated as under :

Rate for conveyance per mile pu' truck not. Station Servios Terminals
ax feet in length Wught 50 Terminal -
{Minimum charge as tm' at each end Loading Unloading

For the next | For thenext . For the
For the first { 35 miles or | 50 miles or | remaint

15 miles | any part of | any past of of the
a s d .8 d ® d.
6 L2 1 X3

s d s & s d.
T 2 T 8

Trucks exceeding 21 feet but not exceeding 43 feet in length
are charged as for two trucks and trucks exceeding 45 feet in
length as for three trucks. .

EXCEPTIONAL CBARGES

There are exceptional scales for certain articles at Owner’s
Risk, and generally speaking it will pay most industrial con-
cerns to consign their passenger train traffic “ O.R.” The extent
of the savings to be effected can be roughly gauged from Table 8,
and it is very exceptional for the losses due to damage, etc.,
over a period to be anything like the amount saved in carriage.
There are four scales arranged similarly to those in respect of
C.R. traffic, one excluding certain Irish ports and stations
which are covered by the other three.

The list of traffics to which the O.R. scales apply is a fairly
comprehensive one, and is published in the Scale of Rates for
Parcels Traffic by Passenger Train. It should be noted that the
51gmng of a’ * General Request * or O.R. consignment note is an

dition wpon which these rates are applied. In
most cases the charges are inclusive of the services of collection
and delivery.

A number of specxﬁed commodities ** will not be accepted for
conveyance unless packed in the manner described, and then
only when the special Form of Consignment Note is signed by
the sender or his representative ; these articles will be conveyed
only at Owner’s Risk and not insured.”

The companies recently issued revised charges in respect of
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GENERAL PARCELS ScALE (CoMPany's Risk) AND EXCEPTIONAL ScALE (OWNER'S Risk))
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parcels up to 18 lbs. in weight at O.R., and this is reproduced
as Table 9. The equivalent charges for parcels post have been
inserted and indicate that material savings can be made by
sending packages weighing from 4 lbs, to 15 lbs. by passenger
train at this scale.

There is one other exceptional O.R. scale known as Scale
““8,” which applies to certain foodstuffs excluded frem the
scope of the ordinary O.R. charges. With a few exceptions the
latter charges apply to the “ S* commodities up to 16 lbs.,
but above this weight the “S” scale, which is on a slightly
higher basis, operates. The maximum charge is for above 200
miles with special (and higher) figures in respect of Jersey and
Guernsey, certain G.W.R. stations and all S.R. stations except
Reading. .

Delivery within the usual limits is included where the facilities
exist (except Jersey and Guernsey).

TABLE 9

ScaLB OF RATES ¥OR PARCELS BY PASSENGER TRAIN AT O.R.

{Including Collection and Delivery Within Usunal Limits where these
Sexvices are in Operation)

Weight I to 30
Tbs. miles 80 miles
s d s d
T 6 6d. 6 (6d..
a 6 (6d.] 6 (6d,
3 6 6.} 6 6d,
4 7 7 (7d.)
: ;& g
7
7 7 !xod. 9 imd‘
8 z x1d.) 0 1xd.
9 8. od.) 10 18,
0 8 13. od. ax 19. od.
Ix 8 8. od. I 19. od.
12 8 13. od. 1 18, od.
13 8 18. od. 1z 18. od,
14 9 x8. od. +3 T8, Od.
18 9 18. od., 10 18. od.
rtors | 16 to 30 | 3x to 50 | 51 ¢0 x00| 100 to x50 | 151 to 200 | 301 to 300 | Above goo
miles miles miles miles miles miles miles miles
s d s d s d s d s d. s d s d . 4
16 9 10 PO ] z a X 3 T3 3 % s
17 9 10 LA } T4 T g LK} z T 6
18 9 2z x4 x5 z X 7 I 8 T 9

Norz.-—This scale is competitive with Parcels Post. The figures in
brackets are the equival h by this service.

A railway company can grant exceptional rates for the con-
veyance of traffic by passenger train just as it does for convey-
ance by merchandise train, but apart from the scales already
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referred to, it is not a common practice. It must be remem-
bered that apart from perishables they are not obliged to carry
by the passenger service at all. Further examples of excep-
tional charges are to be found in some of the * flat ” rates in
existence for special traffics and also the fair number of agreed
charges for conveyance by passenger train (usually on a per-
package basis), which have been entered into during the last
year or two. :

If a trader’s traffic in this category is of an exceptional
nature, i.e. it is of very considerable volume and passing
regularly, or very stsceptible to competition, or there is some
other particular feature about it, application should certainly
be made to the company’s Passenger Manager for consideration
to be given to the possibility of a special tharge. Such a case
would arise where a firm contemplated the distribution of a
large number of advertising parcels all over the country at one
time (as often happens). No trader should be content to accept
the ordinary general parcels scales until he is convinced that
no special quotation can be obtained.

In conclusion, it should be observed that in consigning two or
more parcels to the same consignee o1 the same day, the possi-
bilities of saving money by tying them together, should be fuily
investigated, .



CHAPTER XX

RATES WITH IRELAND AND THE ISLE OF MAN

IrisH TRAFFIC

HE revision of rates and charges under the Railways

I Act, 1921, didmot apply to traffic with Ireland, and the

1926 issue of the old classification (see page 3I) was
continued after thie “ appointed day,” together with the then
existing rates. *

The position in the Free State was met by the Irish Free
State Railways Act, 1924 (in its main provisions similar to the
Act of 1921), which legislated for a preliminary revision.of rates
and charges, the determination of a classification and the settle-
ment of schedules of standard charges by a Railway Tribunal.
It also provided for the continuance of certain old exceptional
rates, the granting of new rates and their variation. But like
its 192X counterpart, this Act did not affect the through rates
on traffic passing between the L.F.S. and Great Britain, and is
therefore beyond the scope of this chapter; we are, however, .
concerned with the classification determined under it, because
it now applies to a proportion of the through traffic, as will be
detailed later.

Tae IrisH CLASSIFICATION

In form, this document is very similar to that applicable to
Great Britain, but there are certain differences which it is
important to note.

There are fewer classes, the number being nine. They apply
as under :

Class Applicable (unless otherwise provided) to consignments of :
I

Minimum 6 tons per truck
*  pExclosive of loading and
unloading

PN oApLNY
H
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Merchandise in Classes 1 and 2 in consignments of less than
6 tons per truck are charged as follows :
2 tons and under 6 tons ... .. Class3
Less than 2 tons ... «o Class 4
Goods in Class 3 in less than 6-ton lots will be charged as
Class 4. It is of course permissible to apply the rate at the
lower class for the minimum weight if it is cheaper than that
for the higher class at actual weight.
It is interesting to compare the classification of certain
commodities with the appropriate classification in this country.

Class
Commodity “Irish** ‘* British
Basic Slag, unground 1 2
Gravel in bulk , 1 2
Lime in bulk . 2z 3
Pig Iron 2 5
Cement, Portland, packed ... 3 7
Grain ... e e R 3 8
Girders, Iron or Steel 4 z
Onions 4
Ale and Porter in casks or cases ... 5 1
Hoops, Iron or Steel 5 7.8&9
{according to
weight)
Baking Powder 6 15
‘Wool, raw . 6 16
Books... 7 17 & 18
Tea 7 16 & 18
(according to

c weight)

igarettes ... 8 19
Tables, Iron or Steel 8 19
Bicycles in cases or crates .... 9 18
P 9 20

Returned Empties are provided for by four classes, A, B, C
and D, as compared with eight in Great Britain. Class A
comprises sacks, bags, wrappers, fish empties, etc.; Class B
covers returned empties not comprised in any of the other
classes; Class C, ale and porter casks and mineral water
empties ; and Class D, carboys and crates of various descriptions.

Classification for O.R. reductions is by means of a letter added
to the class number corresponding with a stated percentage as
under :

Traffica Percentage Traffics Percentage

Marked Reduction Marked Reduction
a 2 per cent. e - 6 per cent.
b 3 per cent, £ Z per cent.
c 4 per cent. g per cent.
d 5 per cent. 10 per cent.

It will be noticed that the maximum reduction is 10 per cent.,
compared with 12} per cent. in this country.
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The “ Irish ” classification also includes provision for rolling
stock, Carriers’ Act merchandise and livestock. The Classifica-
tion of Dangerous Goods is published separately and both
documents are obtainable from the Great Southern Railways
Company, Dublin.

So far as Northern Ireland is concerned, Section 10 of the
Government of Ireland Act, 1920, provided that the rates, fares,
tolls, dues, etc., in force on the ““ appointed day * should con-
tinue until fresh provision was made.

The differing conditions in the three countries created many
difficulties. In Great Britain a new classification of twenty-one
classes operated from January 1st, 1928, and in the Irish Free
State another new classification of nine classes operated from
July 1st, 1930, while in Northern Ireland the old eight-class
classification continued in use ; the first and second of these did
not apply to through traffic between Great Britain and Ireland.
Consequently, at the end of 1931, the railway and shipping
interests involved, considered the question of the future charg-
_ ing of this traffic, bearing the following two objects in mind :

1. Making no change which was likely to interfere with
trade in any way.
2. Maintaining the existing level of charge.

After consultation with the Trader’s Co-ordinating Comrmittee

the following scheme was evolved.

APPLICATION OF THE RESPECTIVE CLASSIFICATIONS
1. The “ British ”* classification applies from a4} places in
Great Britain fo all places in Ireland and from the
following Irish ports and stations fo all places in Great

Britain :

Irish Stations :  Belfast Larne Town
Carlingford Lisbum
Cork Londonderry
Drogheda Newry (via Dundalk,
D\Lblin (Via Great Newry and Greenore

n ¥ y)

Dundalk ‘Waterford
Hilden Siding ‘Wexford

Irish Ports : Belfast Larne Harbour
Cork Londonderry
Drogheda Newry
Dubli Rosslare Harbour
Dundalk ‘Waterford
Greenore ‘Wexford

The through class rates being noted in accordance with the
old “ pre-Revision ” classification, the adjustment is made as
under :
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Ratss vecorded for

Classes : 1 2 3 4 3
(z tons)
Apply as through rates :
fo the following classes
of the * British” ——
Classification w 7,8,9.10 1I1,12,13 14,1516 17,18 19 20
{2 tons)

2. The “ Irish ” classification applies from all stations and
ports in Ireland (except those set out in paragraph (1)
to all places in Great Britain,

The adjustment previously referred to is as follows :

Rates recorded for Classes w € 1 2 3 4 5

(2 tons)
Apply as through rates to ths
lollowsng classes of the ' Ivish * ——u
classification . 3.4
(2 tons)

OWNER’s RISK ScALES . ‘

The “ X, Y, Z ” scale of reductions, which was a feature of the
old classification, was cancelled under this arrangement, Where
an article is classified for an O.R. reduction in the ** British *
or in the “ Irish ** classifications, the base rate (i.e. the pre-war
rate including the 1913 4 per cent. addition) is reduced by the
appropriate percentage when consigned at Owner’s Risk.
EXCEPTIONAL RATES

Rates noted for specific commodities were continued as
through rates, but special provision had to be made for those
noted under the generic headings of the old classification,
which differ somewhat from the generic lists set out in pages
36277 of the G.R.C. (see page 35). Rates noted under the old
terms apply as under ; -
Noted in rate book as : Applicable to articles included in the

5 6 7 8 9

 British * classification in :

Castings as per List . Castings List A
alkali Chemicals in List B

ight Drapery Drapery List C
Heavy Drapery Drapery List D
Grain Grain Lyt E
Groceries No. 1 Groceriest List G
Groceries No. 2 Groceries List H
Iron and Steel List {C) Iron and Steel in Lists K, L, and M
Iron and Steel List (1) Iron and Steel in List N
Joiners’ Work Joiners’ Work List O
Machinery Machinery List P
Packed Manure Packed Manure List Q
Paper-making Material Rags and Waste List R
Preserves in Class 2 Preserves List S
Provisions as per List ; Provisions List T
Tanning Materials T Materials List U

Timber, Deals, Battens and Boards
{plus 10 per cent.} Timber List W
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RETURNED EMPTIES

The old scales were cancelled and new ones, conforming with
the ** British ” classification, compiled. There is now one scale
for returned empties which is printed at the back of the Small
Parcels Scale (January 1937 edition). It is similar in general
arrangement to that dealt with on page 60, is on a C. and D.
basis and provides for the eight classes of empties, viz. A, B,
C, D, E, F, G, and H for distances rising, in fifty-mile incre-
ments, up to 600 miles and over. The level of increase above the,
pre-war charges (plus the consolidated addition) is 60 per cent.

AGRICULTURAL, CARRIAGE CLASS AND ROLLING STOCK SCALES

The Agricultural Mileage Scale was cancelled and the traffic
is thus chargeable in accordance with the * British *” or “ Irish ”
classification, whichever is applicable. It was understood at the
time, however, that should this method involve mcreases,
special rates would be arranged on the basis of those then in
operation.

The Carriage Class Scales were cancelled also ; in most cases
the traffic is provided for in the classifications. Where no
provision exists special rates will be arranged.

The Rolling Stock Scale was dispensed with as being no
longer necessary.

SMALL PARCELS SCALE

The latest issue is dated January 1937 and applies to all
small parcels traffic (other than returned empties) between
England and Wales and Ireland and the Isle of Man. It is
obtainable from any of the railway companies or the Railway
Clearing House.

1t differs considerably, in arrangement, from the * Briti:
scale, the rates being shown at the heads of the columns and the
weights at the left-hand side.

Rates with Ireland are usually noted as two separate
amounts ; the first or ** smalls ** figure is the base rate plus a
consolidated increase, and the second, or “ tonnage ” rate
includes the percentage increase (with few exceptions, 60 per
cent.), plus a flat addition of from 3d. to 6d. A list giving the
consolidated increases for each Irish station is published by the
railway companies. The following class rates between Norwich
and Dublin are given as examples :

g, R SR A Y SR |

“ Tonnage 58/11 g;Ig xoollsl !7373118 19552//6 5;137';2
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It will perhaps be clearer if we take the Classes 1 and 4 rates
as examples : ) )

Class 1 Class 4

s. d. s d.
‘*Smalls” rate ... 54 5 95 o
Plus 60 per cent. 32 7 © 57 0
Flat addition 6 6
‘‘ Tonnage  rate 87 6 152 6

» This does not mean that “ smalls *’ are charged on a lower
basis (which would be ridiculous of course), because the per-
centage increase is allowed for in the scale. Where a rate is
subject to a weight minimum in excess of 3 cwts. (Class C for
example), the “smalls” figure is not given because it is
obviously unnecessary.

ANOMALIES

The application of rates originally fixed in conjunction with
an eight-class classification to the revised classifications was
(not unexpectedly) attended by certain anomalies and cases of
hardship. By now many of these have been adjusted and the
general policy of the companies is to give sympathetic considera-
tion to cases brought to their notice.

Obvious examples are traffics in the old Classes A and B, which
are not provided for in the adjustment of classes shown on
page 140. The existing rates for these traffics were continued
and special figures will be arranged for new traffics if a request
is made to the contracting company.

Another source of trouble is where the adoption of the
“ British ” or * Irish ” classifications (as the case may be), bas
resulted in a higher class rate applying than would otherwise be
charged. Such instances, and any others of a similar nature,
should be reported with an application for adjustment having
regard to the fact that the trader is being called upon to pay
more than he would have done under the 1926 classification.

The companies are not likely to be unreasonable in genuine
cases. They are mainly influenced by their desire to obtain the
same revenue as they would obtain under the old conditions.

THROUGH RATES AND LocaL BookINGs

In dealing with through rates the trader should make a com-
parison with what he would pay if each part of the journey
was charged for separately. The * change-over ** of classifica-
tions did undoubtedly create a number of cases where con-
siderable differences existed between the sum of the local and
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the through figures. Reductions in sea freights also account for
similar anomalies, for whereas the steamship company may
reduce a rate for the sea part of the journey such reduction is
not necessarily reflected in the through rate.
The method of comparison is shown in the following hypo-
thetical case:
Through rate between Blanktown (England) and Belfast—
"gos. perton C. & D.

Local bookings : 8. d.
Blanktown to Liverpool ... ... 50 o per ton Carted Blanktown
Delivery at Liverpool ... w3 4 »
Liverpool to Belfast .. 26 0
Harbour Dues . 2z 6
Belfast Cartage ... . 4 0
Total «. 85 ropertonC.&D.

In this example the “locals” show an advantage, and a
reduction in the through rate should be applied for. The rail-
way companies frequently contend that where an individual
consignment is chargeable as ““ smalls,” the sum of the separate
charges will show no advantage compared with the through
charge, owing to the operation of the small parcels scale,
minimum cartage charges, etc., in spite of the fact that the
difference may exist on a ““ per "ton * basis. This may be true
" of such individual small parcels, but the principle of a through
rate not being in excess of the separate charges which go to
make up that rate, remains unaltered and in the opinion of the
writer, should be applied. The companies will not, however,
give any undertaking to reduce such rates in every case, and
the matter is largely one of negotiation.

IsLe or MaN TrarFiC

In the case of the Isle of Man, the old rates and classification
were continued after the ‘‘ appointed day.” On and from,
January 1st, 1933, however, a new arrangement on similar lines
to that applicable with Ireland was introduced, whereby the
G.R.C. took the place of the old eight-class classification, and
has since applied to traffic with Castletown, Douglas, Peel,
Port St. Mary and Ramsey, passing via Liverpool and direct
steamer.
CLASSIFICATION

The class rates are of course, noted for the Classes C, 1, 2, 3,
4 and 5, and operate for the equivalent classes of the G.R.C.
as set out on page 140. Class 21 traffic is only carried by special
arrangement,
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Rates for traffics in Classes I to 6 are quoted on application
and are naturally exclusive of the usual service terminals in
England and Wales and in certain cases extra handling charges
may be incurred at Liverpool. Where rates are noted for
specific traffics in Classes 7 to 10 with “ station ”’ conditions,
they are, unless otherwise provided, exclusive of loading and
unloading in England and Wales.

The following arrangements as to minimum quantities apply :

Traffic in Classes 5 and 6 in lots under 4 tons and not less than
2 tons is, except otherwise provided, chargeable at the rates for
Class 10 or as for 4 tons at the rate applicable to that quantity if
cheaper.

Traffic in Classes 5 to 10 in less quantities than 2 tons is,
except otherwise provided, chargeable at the rates for Class 1z,
or as for 2 tons at the rate applicable to that quantity if cheaper.

Station-to-Station rates are subject to a minimum of 2 tons
unless otherwise noted. ‘

Where traffics are classified for an Owner’s Risk reduction,
the percentage decrease can be applied to rates noted for specific
commodities, when consigned at O.R.

The through rates do not apply to articles more than 30 feet
long or the following weights :—Douglas, 3 tons; Castletown,
Peel, Port St. Mary and Ramsey, 1} tons.

RATES '

The level of increase over the base rates is 60 per cent. plus
the flat addition, i.e. they are similar in this respect to Irish
rates.

Where rates are noted in accordance with the old generic
lists they apply as set out on page 140.

It should be particularly observed that rates noted “ for
export ' do not apply to Isle of Man traffic. This point would
arise if traffic was consigned to Liverpool for re-consigning to
the Isle of Man at the local charges, and there happened to be
an exceptional rate with Liverpool which was confined to
export traffic.

COLLECTION AND DELIVERY

C. and D. rates only include these services where the company
has cartage facilities and then only within the prescribed
boundaries. Douglas and Ramsey are “ carting ** stations, but
Castletown, Peel and Port St. Mary are regarded as “ mon-
carting " stations, and the rates with these places are * Carted
in England ” only.
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Rates for Classes 7, 8, 9 and 10 operate with ' station or
private siding ” conditions.

In the station rate-books will be found a list of articles which
when conveyed at the through rates are charged af the rates-
recorded but with S. to S. conditions. There are also lists of the
traffics which the company will not undertake to cart, and t.hose
which will only be carted on special terms.

SMALL PARCELS

These are subject to the Small Parcels Scale which is the
same as that used for Irish traffic (see page 141). On traffic
consigned from Liverpool the steamship company make a flat
minimum charge (usually 1s. per consignment).

TEROUGH RATES AND LoCAL BOOKINGS

As in the case of Irish rates the trader should examine his
through rates and ascertain if they exceed the sum of the
“local ” charges. If they do, the railway company should be
asked to amend the figures. Failing this, the alternative is to
consign to Liverpool for reforwarding.



CHAPTER XXI '’
PRIVATE OWNER’S WAGONS

NDER Section 2 of the Railway and Canal Traffic Act,

l ' 1854, a railway company is bound to provide, as a

" reasonable facility,” wagons for the conveyance of

merchandise. This, however, only refers to * ordinary " mer-

chandise, for it is laid down by Clause 6 (3) of the Fifth Schedule
to the 1921 Act that :

“ The Compa.ny ahall not be reqw.red to provide trucks for the
convey pect of which the provision of
trucks is not mcluded in the rate for conveyance, nor for the con-
veyance of lime in bulk or salt in bulk, or any merchandise liable to
injure trucks, but in all such cases traders shall be entitled to pro-
vide their own trucks.”

The Rates Tribunal is to settle any dispute as to whether
merchandise is liable to injure trucks, the onus being on the
trader to show that it will not cause such injury.

While the company cannot be compelled to carry the above-
mentioned traffics in railway wagons, there is, of course,
nothing to prevent them so doing if they choose. The trader
candema.ndtouseh:sowntmcksmsuchcases,buth;ssnot
entitled to have other kinds of merchandise comveyed in private
trucks where the company is ready and willing to provide thesr own.
Where, however, there is a shortage of railway-owned wagons
and the trader’s reasonable requirements cannot be met, he is
entitled to supplement the supply by using his own. In such
circumstances he would be able (where the rate charged in-
cludes the provision of wagons), to claim a rebate based on the
cost to the railway company of running and maintaining a
wagon, i.e. the amount saved them.

PRIVATE OR COMPANY’S WAGONS ?

The problem of whether to operate private wagons or not, is -
one of finance and convenience.

If a firm is already using its own trucks it is comparatively
easy to prepare a statement showing the cost over a period
(including interest on capital, depreciation, maintenance, etc.)

146
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and to compare it with the saving effected in wagon hire
(assuming it is traffic which would be accepted in railway
wagons). ‘

1t is more difficult where the problem is whether the purchase
of trucks would be justified ; here thereisno previous experience
to work upon except other people’s experience, where obtain-
able. If the amount of traffic and the places between which it
will be conveyed are fairly accurately known, a reasonable
estimate of the difference between O.W. and C.W. rates over,
say, a year, can be made. It must then be decided how many of
the trader’s own wagons would be required to convey the same
traffic, and here the difficulty will be the estimating of the
“ turn-round ”’ which can be achieved. This obviously depends
on nature of the traffic, distance, terminal facilities and other
relevant circumstances. In some cases two round trips per
week are obtained, but such efficient working is certainly not
general and the Royal Cormmission on the Coal Industry (1925)
found that the average for private coal wagons was about two
round trips per month! No doubt the storage of coal in wagons
contributed to this poor result. .

Unless the number of wagons to be operated is very large,
the trader would be advised to enter into a contract with a
wagon-repairing company for the maintenance of the vehicles
at a stated rate per wagon per annum, thus fixing this item in

-advance. A prospective owner could obtain such particulars

(including the cost of purchasing mew andfor second-hand
wagons) from one of these companies before actually coming
to any decision.

Convenience is a very big factor influencing the problem.
It must be remembered that under present conditions the
traffic conveyed in private wagons could not possibly be
handled by the railway companies in their own vehicles. The
private owner is often able to make, from his point of view,
more satisfactory supply arrangements, particularly where the
terminal facilities are such that special type wagons are neces-
sary. In the case of coal, the ability to store in wagons pending
forwarding or shipping instructions is very valuable, enabling
the work in the pits to be continued where otherwise it would be
stopped. Many traffics require trucks of a highly specialised
description—tank wagons for dangerous liquids, for example—
which must of necessity be worked to or from one factory or
group of factories, and it is therefore desirable that such
equipment be owned by and under the control of the firm
concerned.
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REGULATIONS As TO PRIVATE OWNER's WAGONS

Reference should be'made to the Regulations as for the Use
and Working of Private Owner’s Wagons (issued by the Railway
Clearing House) and the Rolling Stock Classﬁicat.lon which is
embodied in the G.R.C.

Briefly, private wagons must conform to the R.C.H. standard
specifications and be approved by the company on whose lines
they are “ at home.” Register plates must be affixed and the
name and address of owner or lessee, wagon number, tare and
maximum carTying capacity be painted on both sides. Wagons
must be properly lubricated, examined and in good working
condition before being tendered to the company ; labels or
directions as to destination must be placed on both sides ; in
the case of a vehicle which is defective the label must show the
station or siding to and from which it is required to travel.

The wagon may be detained by any authorised servant of
the company who considers it unfit to run, until it has been
put into proper repair and passed by the company’s examiners.
"They will not be responsible for damage to a truck left un-
protected in an imperfect state.

Objection is sometimes made to the use of private wagons for
advertising purposes where this is not confined within certain
Limits, although a simple description of a product manufactured
by the trader is permitted.

EMPTY HAULAGE
Regulation 1 of the Classification of Rolling Stock reads :

(1) No charge is made on Private Owner's Wagons conveyed
empty in the following cases :

(a) When returned empty by the same route direct and between
the same Stations or Sidings as conveyed full, and provided no
free conveyance has been allowed in respect of the prior journey
when loaded.

(b)) When forwarded empty to be returned full by the same route
direct and between the same Stations or Sidings.

Further, if an empty wagon travels in any direction over the lines

oithesameCompamesasontheloaded)oumey ireehaulagcwm

be given by each Company for a d that over
which such Company has hauled the wagon on its loaded ]onmey.
notwithstanding the journey empty may be interrupted for

Tepairs, subject to :

(i) An Advice Note being handed in before the despatch of the

wagon.

(i) Particulars being given of the loaded journey in respect of
which free haulage is claimed.

(iif) Free conveyance not having been allowed in respect of the prior
journey when loaded.
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{iv) Charges being paid for shunting services rendered in those cases
- where a journey is interrupted for repairs. ’
In all other cases empty private wagons will be charged for at the
Scale Rate applicable. (For charges see Book of Scales.)” .

With reference to the above see also Clause 7 of the Fifth
Schedule to the 1921 Act.

New wagons may be loaded on their first journey in which case
no charge will be made for the conveyance of the wagon, but
minimurm charges as for the following weights per truck will be
tnade on the goods loaded in them—Classes 1 to 6, 6 tons, 7 to 9,
4 tons and 10 to 20, 2 tons. The trader or builder has, however,
the option of paying the charge for the goods at actual weight
plus the conveyance charge for the wagons. The latter will be
at the scale applicable to “ Railway trucks running on their
own wheels,” which is included in the companies’ standard
schedules and is No. 7 in the R.C.H. Book of Scales.

‘Wagons running on their own wheels or on other trucks to
or from wagon works, before or after repairs, are charged at
half of the rates shown in the scale mentioned above ; where a
damaged wagon is conveyed on a railway truck wagon hire
calculated on the weight of the disabled wagon is payable in
addition. The “ half-rate ** charge does not apply to wagons
returned from a hiring or sent out on a new hiring or on sale,
or transferred from one district or owner to another. In dealing
with the conveyance charges referred to in this paragraph,
regard should be paid to the scheme for commuting charges
outlined on page 150.

When wagons going to or from wagon works, before or after
repairs, contain wheels or other articles, no conveyance charge
will be raised, but minimurm charges on the load will be main-
tained as set out in the paragraph dealing with new wagons.
The same option is exercisable.

In 1930 the Railway Clearing House gave notice that in their
interpretation of these regulations ‘ immunity from empty
haulage charges attaches not to the wagon but to the trader on
whose behalf the equivalent loaded journey is performed and
from whom the consideration for such empty haulage is received
by the Railway Company.” Empty haulage may therefore be
incurred—principally in connection with wagon letting and
repairing—beyond that which is allowed free. Objection to the
interpretation was made by the wagon-owning interests, and

, after the matter had been before the Rates Tribunal and
adjourned, an amicable settlement providing for the com-
mutation of these charges by an annual payment was reached.
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The wagon owner can thus—if he desires—enter into an agree-
ment with the Clearing House whereby all charges in connection
with the movement of privately owned wagons except :

(i) Charges for the haulage of new wagons on their first
journey from wagon works ;

(ii) Empty haulage charges on wagons working in Scot-
land, and between England and Scotland ;

(i) Al services covered by the existing Commuted Charge
for Shunting and Siding Rent on wagons stopped for
repairs (see below) ;

(iv} Transhipping charges, loading charges, and charges for
the hire of railway companies’ wagons for the convey-
ance of crippled privately owned wagons ;

are commuted by an annual charge per wagon.

For coal, public utility, salt, iron ore and limestone wagons
this charge is 1d., and for stone, gravel, brick, lime, cement,
tank and other wagons, 6d. Mineral and tank wagons let or
available for letting on simple hire are charged 1s. 1od. In
addition to these rates the repairing companies have to pay 11d.
per wagon in respect of vehicles under repair contracts,

A five-pointed star coloured yellow must be placed on wagons
covered by this agreement.

‘WAGONS STOPPED FOR REPAIRS

Where the company is required to shunt a crippled wagon
into or out of its sidings and/or a wagon repairer’s premises, a
charge of 1s. per wagon is made. In addition siding rent at the
rate of 6d. per wagon per day will be payable upon the expiry
of three days after an advice has been sent to the owner. These
siding and rent charges can, however, be commuted by the
payment of 1s. per wagon per annum, by agreement with the
Railway Clearing House.  Plates bearing two C’s, one inside the
other, on a yellow background, must be affixed to the wagons.

The usual form of notice given to the owner is as follows :

~————— RAIWAY

The following Wagons have been stopped for repairs at
StaTION.

Number of | Principal | Loaded or | Destination
Owner ‘Wagon Defects Empty

Please arrange for the above, and other other defects, to be repaired.
SEE NoTicE oN BACK HEREOF
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On the reverse side is printed information concerning shunt-
ing and siding rent-charges, and the following :

** Before proceeding with the repair of the truck specified on the
other side, the Company’s conditions must be complied with, the
‘Workman must produce this advice to, and put himself in direct
communication with the Station Agent or principal officer in
charge, and satisfy lnmself that the necessary mangements have
been made for his p ing with the repai insa.f

“ The Company will not be ponsible for any d: e to anate
Owners' Wagons left unprotected in an imperfect state by the
Owners, nor for any injury that may occur to wagon repairers,
who will be required to execute an indemnity before they are
allowed to work on the Company’s premises,”

In actual practice, where wagons are repaired under contract
with a wagon-repairing company, the necessity for the produc-
tion of the notice is not enforced, and in most cases the repairers
will have put the repairs in ha.nd by the time it is received by
the owner.

Where defects render necessary the transhipment of the
load into a railway wagon the trader will of course, be liable for
labour charges and wagon hire on the substitute wagon.

DETENTION

It is enacted by Clause 3 of the Fifth Schedule to the 1921
Act that a trader is entitled to recover from the comipany
demurrage for the detention of his trucks beyond a reasonable
period. This refers to detention before and during, as well as
after transit. The amount of the demurrage would depend
upon circumstances, but it would not necessarily be the amount
usually charged by the company when a trader detains one of
their trucks. It must be regarded as compensation for the loss
of something that is capable of earning a profit and include the
cost of hmng a wagon to take the place of the detained one.

The “ reasonable period * must be regarded as the average
period, and in this connection traders would be well advised to
keep records of the penods during which their wagons are in
the railway company’s hands so that in the event of a dispute

“reliable data is readily available. Where the time occupied
exceeds the average the company must prove that it is not
unreasonable.

Claims in respect of detention of trader’s wagons may be
determined by the Rates Tribunal at the instance of either
party.

While on the subject of private wagons it would be advisable
to emphasise the fact under Condition 18 of the Standard
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Conditions A, the company is not liable for loss, damage or
delay arising from a defect in a private truck or sheet upon
proof by the company that there was no negligence on their
part.

The company must, however, take reasonable care to see that
the wagon and sheet are in a fit condition, and they could not
escape responsibility if the defect was an obvious one which
should have been detected by their servants.



CHAPTER XXII
FACILITIES AND RAILWAY POOLING AGREEMENTS

NDER Section 2 of the Railway and Canal Traffic Act,
| ’ 1854, railway companies must afford reasonable facilities
for receiving and forwarding traffic on their own lines and
over those of other companies ; they must not give any trader
any undue or unreasonable preference. Traffic includes car-
riages, wagons, boats, etc., and all vehicles capable of running
or passing over the railway. The facility must be reasonable
from the company’s as well as the trader’s point of view, and it
must obviously be something which is within the tompany’s
power to perform or provide. An undue preference would be
created if, under similar circumstances, better facilities were
granted to one trader than to another.

Under Section 16 of the Railways Act, 1921, the Railway and
Canal Commission may order the provision of reasonable rail-
way services, facilities and conveniences even, in some cases, to
the extent of compelling the company or companies to carry
out certain works in the way of minor improvements.

Questions relating to a railway company’s failure to provide
proper facilities are decided by the Railway and Canal Com-
mission (set up by the Railway and Canal Traffic Act, 1888).

Where a trader has enjoyed certain facilities for a lengthy
period the company is not entitled to withdraw them without
offering something to take their place. It is unlikely that such
withdrawal would meet with the Commissioner’s approval
unless it was amply justified by altered conditions.

In considering the withdrawal of facilities, however, it is
necessary to bear in mind any possible alterations effected
under a pooling agreement.

With the object of avoiding competition the railway com-
panies commenced, quite early in their history, to enter into
amalgamations and working and pooling arrangements. Agree-
ments for pooling receipts required the sanction of the Court of
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Chaxicery and were not favourably received until after the
decision in 1861, in the case of Hale v. L. & N.W.R., to the effect
that a pooling agreement for the purpose of avmdmg competi-
tion was not illegal. After this they were frequently resorted to.

By the Railways Act, 1921, pooling agreements are subjected

to regulation. Section 19 reads :

““ (1) Save as in this Act expressly provided, nothing in this Act shall
prejudice or affect the rights or liabilities of any constituent of
subsidiary company under any Act or agreement or arrange-
ment (whether made under statutory powers or otherwise) in
existence at the passing of this Act, but from and after the
passing of this Act it shall not be lawful for any constituent or
subsidiary company or for any amalgamated company without
the consent of the Minister to enter into agreements with any
constituent or sabsidiary company in another group or with
any other amalgamated company, as the case may be, for the
allocation of traffic or the pooling of receipts or otherwise for
affecting a combination which would contravene the purposes
of this Act:

** (2) Before giving his consent under this section the Minister shall,
unless it appears to him that the matter is one of such small
importance that it is unnecessary to do so, refer the matter for
sideration and report to a Committee selected from the panel
set up under Section 23 of the Ministry of Tra.nsport Act, 1919,
as extended by this Act.”

In order to eliminate wasteful competition the L.M. & S.R.
and L. & N.E.R. companies jointly submitted for the consent of
the Minister, heads of agreement for the pooling of the receipts
from competitive passenger, goods and other traffics. On May
27th, 1932, the Minister appointed the Railway Pool Committee
to consider the agreement. The proceedings of this committee
took place between June 28th and July 12th, 1932, when repre-
sentations and objection from persons and bodies interested,
were heard.

The main points of the agreement are :-

1. It provides for each company bringing into a common
account and sharing, certain receipts which come to
them as separate companies. These receipts are in
respect of (i) passengers, (ii) parcels and excess luggage,
(iii) other merchandise by passenger trains, (iv) parcels
post (excluding mails), (v) merchandise (except classes
1-6), (vi) merchandise and minerals (Classes 1-6),
(vii) coal, coke and patent fuel, (viii) live stock.

2. The amounts included in the pool are the receipts from
traffics (as above), directly competitive for the whole or
part of the route between the two companies, after certain
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deductions for terminal and working expenses. The
terminals are those for station accommodation and
services and for this purpose include collection and/or
delivery. Working expenses are at agreed rates esti-
mated to equate the factors of cost which vary with the
volume of traffic hauled.

3. The division of the pool is to be in the ratio which each
companies’ receipts (for the various types of traffic) for
the years 1928, 1929 and 1930, bear to the total receipts
of both companies.

4. Each company retains its own separate identity, capital,
property, staff, organisation, etc.

5. The agreement is to continue for ﬁ.fty yea.rs and after-
wards until determined by five years’ notice.

There was considerable opposition from traders, steamship
owners, wagon owners and the railway trades umon, but most
of this was w1thdrawn upon the companies giving certain

“ assurances.”

. The traders’ position was that the companies had no “ cut
and dried ” plan of the uses to which they intended putting
their powers under the agreement, and they were apprehensive
regarding the possible cutting down of services and interference
with facilities, Their witnesses did however recognise that the
railways were in a parlous state; and subject to certain reserva-
tions they could not expect the companies to maintain all the
competitive and circuitous routes, or maintain stations at
which no business was being done. The traders’ opposition was,
however, withdrawn upon receiving the following assurances
from the railway companies through their counsel.

* (@) that 'if, in of this i h the
companies discontinued or altered an ex:stmg working route
they would not seek to make that a ground for an increase of
rate or for altering the chargeable distance ’

(b) that * the statements made by Sir Ralph Wedgwood in answer
to the Chairman at Qs. 1275 and 1276 correctly represent the
policy of the two companies, which is that though some freight
services may be withdrawn the general level of services will be
raised ; so that, taken as a whole, the services and facilities
a.fterpoohngwﬂlbebettcrtha.n:fnopoohnglspexmtted.
In addition, I am authorised to say that where it is proposed to
withdraw important freight services or facilities the railway
companies will consult with the trading interests concerned
before taking action

(i) as to the word ‘ important,’ it not being the intention of the
companies to construe the word ‘ important * in a narrow
way but reasonably and liberally ; but they felt it necessary




156 MODERN RAILWAY PRACTICE

to use the word ’ important * because otherwise it might
be said that no facility at all could be withdrawn unless the
traders interested were first consulted ;

(i) as to the phrase ‘ consultation with the trading interests
before taking action ’ that it did not exclude the considera-
tion of a representation made by a representative body of

traders.”s
The two main points developed by the wagon owners were :
* (a) that they should be d of the p facilities ;

(b) that the undertakings of the two oompams should be treated
as one for the purpose of the apphmuon of the existing rule
with

to empty haul

As regards (4) the companies could close a route under the
pooling agreement, but they gave an assurance that no impor-
tant working route would be closed without prior consultation
with the interests concerned. The consideration of the two
companies as one for empty haulage purposes—as proposed in
(8)—would entail an application to the Railway Rates Tribunal
and the Railway Pool Committee therefore decided that it was
not a matter on which they could express an opinion.

In their report dated July 27th, 1932, the Committee
recommended the agreement for the Minister’s consent on the
ground of public necessity, and the scheme operated as from
July Ist 1932.

The * assurances ”” quoted here are important because they
must be taken into consideration when dealing with problems
related to * facilities ”” and would no doubt be applicable in
the case of any other similar pooling agreement, as for example,
that to which the Great Western Company is party.

*® Report of the Railway Pool Commiiice, 1932, pp. 20 and 22.



CpaPTER XXIIT

THE RAILWAY RATES TRIBUNAL AND THE RAILWAY
AND CANAL COMMISSION

Ranway RaTes TRIBUNAL

NDER Part III of the Railways Act, 1921, the Railway

Rates Tribunal was established, in November 1921, as a

Court of Record. It consists of three permanent mem-
bers, one being an experienced lawyer (who is president),
another a person experienced in commercial affairs, and a third
who is experienced in railway business.

There were also constituted, two panels ; one (known as the
General Panel) consists of thirty-six persons, twenty-two of
whom represent trading interests, twelve represent labour and
railway passengers, and two represent a.gricultural interests.
The other (knewn as the Railway Panel) is representative of
railway interests. From these panels the Minister of Transport,
if he deems it expedient, may add two additional members to
the Tribunal for the purposes of any particular case.

The functions’ of the Tribunal have been frequently referred
to already ; the main ones can be summarised as follows :

They have power to determine questions in regard to the
following matters ;

(@) The alteration of the classification of merchandise ;

(b) The variation or cancellation of through rates ;

{¢) The institution, continuance, variation or cancellation
of group rates ;

(d) The variation of tolls; -

(¢) The amount to be allowed for terminal services not
performed at a station or.for accommodation or ser-
vices in connection with a private siding, not provided
or performed ;

(f) The reasonableness or otherwise of any charge for
services or accommodation for which no authorised
charge is applicable ;
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(g) The reasonableness or otherwise of conditions as to
packing of articles specially liable to damage or likely
to cause damage to other merchandise ; ,

(4} The articles and things that may be conveyed as
passenger’s luggage ;

(¢) The constitution of local joint committees and their
functions.

These will be found set out in full in Section 28 of the Act.
As we have seen, the Tribunal’s jurisdiction also extends to :

(/) Exceptional charges, minimum rates, and charges by
circuitous routes ;

(®) Standard conditions of carriage ;

(2) Collection and delivery charges ;

(m) Definition of dangerous goods ;

(n) Alteration or discontinuance of certain facilities ; and
more recently to— ’ .

{0) Road transport by railway companies (under the 1928

cts) ; ’

($) Railway freight rebates ;

(q) Fares, services, facilities, etc., under the London
Passenger Transport Act (for which purpose two addi-
tional members have been appointed) ;

(r) Agreed charges. .

The Tribunal must annually make a report to the Minister
of its proceedings, which report has to be laid before Parlia-
ment. It is also required to make an annual review of railway
charges.

Rules have been made, with the approval of the Lord Chan-
cellor, the Lord President of the Court of Session and the
Minister of Transport, which govern the Tribunal’s procedure
and practice. These are issued in the form of Statutory Rules
and Orders and are obtainable through the usual sellers of
Government publications.

Proceedings are initiated by an application in writing lodged
with the Registrar. This must be signed by the applicant and
contain a clear and concise statement of the facts forming the
ground of application, and the relief or remedy claimed, or of
the matter for the determination of the Court as the case may
be. The statement must be divided into consecutively numbered
paragraphs and endorsed with the applicant’s name and address
and that of his solicitor. The various forms used are set out in
the First Schedule to the Rules.
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Any party may appear and be heard in person or by Counsel
or Solicitor, or may appoint (in writing) any person in his
Tegular employment to act as his representative. Where the
party is a firm, any partner may appear on behalf of the

Assomahons of traders or freighters, chambers of commerce,
shipping or agriculture and representative bodies of traders
may appear in accordance with the provisions of the Railways
Act, 1921, and subject to the rules affecting them.

» A person interested (not being the applicant or respondent)
who claims to be heard shall give notice and full details of the
nature of his interest, etc., at least four days before the com-
mencement of the hearing. At the same time he must serve
notice upon every party to the cause.

The Court may hear any person likely to assist it notwith-
standing any failure to comply with the rule relating to right of
audience.

No appeal will lie from the Court upon any question regarding
the locus stands of an applicant or the right of audience.

The Schedule of Fees forms the Second Schedule to the
Rules (page 32). The following note is appended :

* The hearing fee for the first day is to be paid by the Applicant,
the hearing fee for each subsequent day is to be paid by the party
the hearing of whose evidence or argument occupies the day or
the greater part of the day, as the case may be, unless the Court
otherwise directs.

‘ All fees shall be paid by adhesive stamps which shall be sold
at the offices of the Tribunal.

** The fees on appeal are governed by the rules of the Court to
which the appeal lies.

“ No fees are payable by the Minister of Transport in tespect of
Proceedings before the Railway Rates Tribunal.”

Except in the case of disputes between two or more railway
companies, the Court may not award costs unless they are of
the opinion that the proceedings are frivolous and vexatious.

Ranway anNp CANAL CoMMISSION

The Commission was established as a Court of Record, under
Part I of the Railway and Canal Traffic Act, 1888, It consists
of two appointed and three ex officioc Commissioners. The
former are appointed on the recommendation of the President
of the Board of Trade, one being a person of railway experience.
g’le ex officio Commissioners must be Judges of a Superior

urt.
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Many of the Commission’s functions have been transferred
to the Railway Rates Tribunal and its general jurisdiction is
now considerably curtailed. It has power to determine ques-
tions as to:

(4) Facilities ;

(8) Undue preference ;

(¢) The enforcement of the provision for securing equal
treatment in the case of railway-owned steamers
(Regulation of Railways Act, 1868) ;

(@) Certain differences between railway companies (Regu-
lation of Railways Act, 1873) ;

(¢) Working agreements (subject to the general control
of the Minister of Transport under the Railways Act,
1921) ;

(f) Canals.

The Railway Commission Rules, 1924 (S.R. & O., 1924, No.
1400) govern the Court’s procedure.and practice. Proceedings
are commenced by an application in writing, or printed, and
signed by the applicant or his solicitor. This must be in accord-
ance with Form No. 1 in the First Schedule to the Rules and
contain a clear and concise statement of the facts, the grounds
of application and the relief or remedy claimed, which should
be divided into consecutively numbered paragraphs. Every
application must be filed with the Registrar.

Where the application is under the Railways (Private
Sidings) Act, 1904 (which deals with the affording of reasonable
facilities in connection with private sidings), the applicant must
show that there is a prima facie case before it will be entertained
by the Commissioners.

The Commmissioners have full jurisdiction to hear and deter-
mine all matters whether of law or fact and have such powers,
rights and privileges as to witnesses, production and inspection
of documents, enforcement of their Orders, entry on and inspec-
tion of property, etc., as are vested in a superior Court.

The Court’s decisions upon questions of fact or on the locus
standi of a complainant, are final. An appeal may be made toa
superior Court of Appeal on questions of law.

Apart from disputes between two or more railway com-
panies, the Commissioners have no power to award costs on
either side unless they consider that the claim or defence has
been frivolous and vexatious.

Damages may be awarded to a complaining party in satisfac-
tion of any claim including repayment of overcharges; the
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claim to the Commissioners, however, must be made within one
month of its discovery by the aggrieved party. Where the
complaint is one of undue preference, damages will not be
awarded if it is found that the rates complained of were pub-
lished in the companies’ station rate-books, for the period
during which such rates have been in operation, unless written
notice requiring remedy has been given to the company and
they have failed to comply within a reasonable time.



ADDITIONAL NOTE
INCREASED RAILWAY RATEs

HILE this book was in course of preparation the rail-

\ ; \ / way companies lodged an application with the Railway

Rates Tribunal for permission to increase fares and

freight charges by 5 per cent. Their proposals were considered

by the Tribunal in their 1937 Review of Standard Charges and

Exceptional Chargm which commenced on June 14th, 1937,
and continued for sixteen days.

The companies based their case mainly on the extent to
which their receipts had fallen below the standard provided for
by the Railways Act, 1921, the increased cost of materials and
rising labour costs. The opposition, which was considerable and
included such interests as the Mining Association, the British
Iron and Steel Federation and the National Farmers’ Union,
was principally on the lines that the basic industries should not
have any extra burden of cost put on them which would tend
to interfere with their prosperity.

At the time of writing, the Tribunal has just issued its
judgment which is to the effect that all rates and fares shall be
increased by 5 per cent. from October 1st, 1937, but that such
increase shall not apply to workmen’s fares of less than 5d. or
to merchandise and coal charges of less than 10d.

So far as freight traffic is concerned, the increase will apply
within the framework of the existing classification. It will be an
all-round increase applicable to all types of traffic, all industries
and all localities, and there can be no question of exempting
any commodity or trader from its operation. It is probable
that some form of scale, showing the existing charges and the
equivalent charge when increased by 5 per cent., will be issued
by the railway companies for the benefit of their staff and the
public. The addition will rise in increments of 1d. ; for example,
charges from 11d. to 2s. 5d. will be increased by 1d., from
2s. 6d. to 4s. 1d. by 2d., from 4s. 2d. to 5. 9d. by 3d., andsoon
It is inevitable, therefore, that in some cases, particularly the
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small amounts, the actual rate 6f increase will be more than
5 per cent. ; for instance a 1d. increase on Is. represents 8-33
per cent., and 3d. on 4s. 2d., 6 per cent, Generally speaking,
however, the average rate of increase will be near enough to
5 per cent. for all practical purposes.

There will, of course, be several points upon which traders will
require enhghtenment as a case in point it will be mterestmg
to see whether rebates will be increased by 5 per cent. in view
of the fact that the rates from which they are allowed will be
similarly increased. No doubt further information upon this

and any other possible source of contention will be forthcoming
before October 1st.



Appendix A
MODEL PRIVATE SIDING AGREEMENT

An Agreement made this y of between
the Ranway CoMPany (heremafter called ** The
Railway Company *) by the hand of of the one part

and (bereinafter called “ Siding Owmer ) by

their and Agent of the other part.
‘Whereas the Siding Owner has requested the Railway Company to
construct and lay down the Junctions Sidings and Works hereinafter
mentioned and to connect the said sidings with sidings constructed
or to be constructed as hereinafter provided by the Siding Ownct
on his own lands and communicating with the
Works of the Siding Owner known at the and the
Railway Company have agreed to comply with such request upon
the terms and conditions hereinafter contained. Now therefore it
is hereby mutually agreed and declared between and by the parties
hereto as follows, namely—
1. The leway Company will apon payment to them by the

Siding Owner of the sum of £ (the estimated cost of the
necessary works) forthwith form construct and lay down upon their
Railway and land near in the County of

the junctions sidings and works shown upon the plan hereto annexed
and thereon coloured Red and connect the same with the sidings
so laid down or to be laid down by the Siding Owmer on his own
lands shown upon the said plan and thereon coloured Blue together
with such signals locking-gear telegraph telephone and other
apparatus in connection with the same junctions sidings and works
as in the opinion of the Engineer for the time being of the Railway
Company shall be necessary and will complete the same respectively
and with all reasonable dispatch. The Siding Owner shall also pay
to the Railway Company the additional cost (if any) beyond the
said estimated cost that may be incurred by the Railway Company
in completing the same junctions sidings signals locking-gear
telegraph telephone and other apparatus as certified by the Engineer
of the Railway Company and such amount shall be paid by the
Siding Owner to the Railway Company on demand. If the actual
cost of the junctions sidings signals locking-gear telegraph telephone
and other apparatus shall not amount to the said sum of £
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the Railway Company shall forthwith, repay the balance to the
Siding Owner. Any difference as to such actual cost shall be settled
by an Arbitrator to be appointed by the Board of Trade.

2, The Siding Owner shall if he has not already constructed the
same forthwith at his own expense and to the satisfaction in all
respects of the Engineer of the Railway Company construct and
lay down in connection with and in continuation of the said junc-
tions sidings and works coloured Red on the said plan the sidings
coloured Blue thereon. .

3. Should the Board of Trade or the Railway Company at an:
“time or times be dissatisfied as to the sufficiency of the signalling
or other works shown on the said plan hereto annexed the Siding
Owner shall forthwith pay to the Railway Company any additional
cost that may be incurred by them in complying with the require-
ments of the Board of Trade or in carrying out the requirements of
the Railway Company in relation to any alteration therein or to
any further or additional signal box locking-gear telegraph telephone
or other apparatus or other works the amount of such additional
cost to be certified by the Engineer of the Railway Company and
paid by the Siding Owner to the Railway Company on demand.
Any difference as to such actual cost or the requirements of the
Railway Company shall be settled by an Arbitrator to be appointed
by the Board of Trade.’ :

4. The said junctions locking-gear sidings signals 'telegraph
telephone and other works to be constructed and laid down by the
Railway Company as hereinbefore mentioned on the land of the
Railway Company shall during the continuance of this Agreement
be repaired and maintained by the Railway Company and the
expenses incurred by them in repairing maintaining or renewing the
said junctions sidings signals and works or any of them shall from
time to time be certified by their Engineer and paid by the Siding
Owner to the Railway Company on demand. Any difference as to
such actual cost shall be settled by an Arbitrator to be appointed by
the Board of Trade. .

5. Any sidings or works laid down in connection with and in
continuation of the said junctions sidings and works which may be
upon the land of the Siding Owner and over which the locomotives
carriages or wagons of the Railway Company may travel shall
during the continuance of this Agreement be kept in repair by the
Siding Owner to the satisfaction of the Engineer of the Railway
Company. Y
6. The Siding Owner shall pay to the Railway Company on the

in every year the sum of by way of rent
for the easement over their land upon which the said junction
sidings and works are constructed and laid down the first payment
of the said sum of shall be made on

7. Signalmen where necessary shall from time to time be ap-
pointed by the Railway Company to work the signals locking-gear
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and telegraph apparatus in connection with the said junction
and the Siding Owner shall from time to time on demand repay to
the Railway Company all sums of money which shall from time to
time be certified by the General Manager of the Railway Company
to have been necessarily expended by them for the uniform wages
and stores of or otherwise in relation to every signalman appointed
by the Railway Company as aforesaid and if the Railway Company
shall not think it necessary to appoint signalmen the Siding Owner
shall from time to time on demand pay to the Railway Company
all expenses as certified by the said General Manager attending the
working of the points of the said junction by other servant or
servants of the Railway Company.

8. If and so often as in the opinion of the General Manager of the
Railway Company any further or additional siding accommodation
shall be reasonably requisite or necessary for full or empty wagons
passing to or from the said siding the Siding Owner shall forthwith
upon the request in writing of the General Manager provide construct
lay down and maintain upon his own land all such further or
additional siding accommodation at his own expense. Any difference
as to the reasonableness of the Railway Company’s requirements
%!1;.]5 be settled by an Arbitrator to be appointed by the Board of

e.

9. The Siding Owner and the servants and workmen employed by
him shall at all times during the continuance of this Agreement
when upon the Railway Company’s land be under the control of the
Railway Company’s Station Master or Agent at their
Station or other proper officer of the Railway Company and shall
comply with the regulations orders and directions of the Railway
Company and of their District Superintendent or other proper
officer and in the event of any of the said servants or workmen not
complying therewith or otherwise misconducting themselves such
servants or workmen shall upon the request of the Railway Company
by their Secretary or General Manager be prohibited by the Siding
Ovwmer from coming upon the Railway Company’s premises and the
Siding Owner shall indemnify the Railway Company against all
loss costs da laims or d ds made upon or incurred by
them in consequence of such non-compliance or other misconduct.

10. The Siding Owner shall be responsible for and shall keep the
Railway Company indemnified against all damage and injury of
every description which may occur in working the traffic through
on or over the said junction sidings and works caused by the neglect
or misconduct of the servants of the Siding Owner.

IL If and so often as the Railway Company require to widen
alter or provide additional or other accommodation for or in con-
nection with their Railway and for any such purposes shall require
the removal or alteration of the said junctions sidings and works or
any part thereof they shall be at liberty to effect such removal or
alteration interfering as little as possible with the accommodation
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and traffic of the Siding Owner and without being liable for or havi
to make compensation for any delay or obstruction caused thereby
to the business of the Siding Owner and the Railway Company shall
in- case of removal or alteration and if r bly possible bef
interfering with the existing junctions sidings and works provide
with all reasonable dispatch other junctions sidings and works in
substitution for those hereby agreed to be constructed by the Rail-
way Company if they can conveniently do so on their own-land or
if not on land to be provided by the Siding Owner free of expense
to the Railway Company and such other junctions sidings and
works if and when provided shall be in all respects subject to the
terms and conditions of this Agreement.

12. The Siding Owner shall at his own costs and charges set up
and provide and at all times hereafter maintain proper gates and
fences for preventing trespass by cattle horses or other animals or
by persons on foot at the place or places where the works herein-
before agreed to be executed will be carried through the Railway
fence and shall pay and discharge all costs charges damages or
expenses whatsoever which the Railway Company may pay or be

. put to by reason of any trespass upon the said Railway occasioned

or suffered by the insufficiency or defect of and in the said gates and
fences and effectually save harmless and indemnify the Railway
Cl:)mpany against any claims costs payment or loss 'in respect
thereof. :

-13. The Railway Company shall have the right in cases of urgency
to use the said junctions and sidings coloured Blue and Red for the
purpose of temporarily accommodating thereon engines trains
carriages vans and trucks whenever there shall be room.

14. The Railway Company shall have the absolute right of using
such junctions sidings and works as shall be constructed on the land
of the Railway Company for the purpose of giving access to any
other siding or communications they may think advisable to lay
down and construct for the convenience and use of any other person
or persons whomsoever. Provided nevertheless that the liberty of
user granted by this clause shall not be exercised so as unreasonably
to interfere with the traffic of the Siding Owner and that the Siding
Owner shall be relieved of a fair proportion of the cost of construction
of the junctions sidings or works so used and of the cost of the
maintenance and of the signals and signalmen required to protect
the same.

15. The said Sidings shall (except with the previous consent of
the Railway Company under the hand of their General Manager) be
used by the Siding Owner for the purposes and accommodation of
the Traffic of Works exclusively and the Siding Owner
shall not permit any other person or persons to use the said sidings
or any part thereof without the like consent of the Railway Company.

16. This Agreement shall continue in force for the term of years
and thenceforth until determined by either of the said parties by
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three calendar months’ notice in writing PROVIDED ALWAYS that if
the Siding Owner shall fail to comply with the provisions of this
Agreement or shall cease to send a reasonahle amount of traffic over
the said Siding for a period of 12 months except in case of strikes
lock-outs or accidents causing stoppage of works the Railway Com-
pany may 'determine this Agreement by three months’ notice in
writing and on the expiration of any notice given under this clause
it shall be lawful for the Railway Company to disconnect take-up
and remove the said junctions sidings and works or any other
junctions sidings and works which shall have been made in substitu-
‘tion therefor respectively on the land belonging to the Railway
Company and the expenses incurred by them in so doing shall be
ascertained certified and paid in the same manner as the expenses
‘mentioned in Article 4 of this Agreement but credit shall be given
to the Siding Owner for the then value of any materials on the land
of the Railway Company which shall have been provided by and at
the expense of the Siding Owner such value to be ascertained and
certified by the Engineer of the Railway Company.

As Witness the hands of the parties the day and year first before
written. '

Nortes

(a) Clause . A plan showing the works proposed by the Railway
Company’s Engineer should be submitted to the applicant before
entering into the Agreement, on which the sidings and works on the
Railway Company’s land should be coloured Red and the sidings
and works on the Siding Owner’s land should be coloured Blue, as
mentioned in the MODEL AGREEMENT. If in the applicant’s view
the proposed works are unreasonable, and the difference cannot be
adjusted, it is competent for him to have the reasonableness or
otherwise of the requirements of the Railway Company’s Engineer
decided npon by the Railway and Canal Commissioners under the
provisions of the Railway and Canal Traffic Acts.

(8) Clause 6. The usual annual sum to be paid to the Railway
Company for a simple easement is nominal, say, one pound.

(c) Clause 8. It is usual for the Siding Owner to marshal traffic
on his own land to meet the reasonable requirements of the Railway
Company, failing which he may be liable under Clause 11 of the
Fifth Schedule to the Railways Act, 1921, to a charge for services
rendered by the Railway Company.

(d) Clause x5. After this clause any special clauses agreed to
between the parties dealing with questions of rates, tolls, charges,
rebates, services, detention, etc., which vary with the circumstances
in different cases, may be provided for.
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Consignments for different consignees in the same town :

TABLES OF EXAMPLES ILLUSTRATING THE 'WAYS IN
WHICH CONSIGNMENTS MAY BE BULKED FOR CHARGING

i
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Mixed consignments :
1f consigned
a3 separate 1f Bulled Sa
Toor consignmeats u'lP."
London Goods Weight { Rate Rate C E
and Lic- i applic- ing to Carriage
charge | a Rate charges
IT. ¢ q.ibs.| £ s d £ndfemd
Taunton | Soap 1 o 0 oj42/7 |3 2 2| 40/~ Suu(hnh-n):nh 300
(Clase 3
Sugar oo , [r3 5] ., " w |r 20
Paper 2 0 o , g o] s1/10| Special 2-tom eate 3 H
3 o o s3fs 10| 33/3° °
lware 2 o0 T 610} Gofrl* 6 0
(Metalware)
Extracts for
HumanFood| 2 o of 88/10 g r0f 88fraf* 8 x
2 o o o 416 6 4 8 1 83
Bratol |S T 10 0 of25/- (t 1y 6] 2 Special 2-tag rate [
Bifiar A E o i B il e
Coffee 2 o o393 4 8| a3/-| . P 2 2
Tea Tt oo, 2 9| sof-| , P z
Prescrves oo , 3 9| 23] . n n I3
Spices t o o 47/~ 3 x| 471 namyqy., s 4
2 o o of 303 27 7| s 8
Swindon | Potatoes 1 10 0 or33ft0|z 15 o
Carrots 110 0 o , 115 9
Apples 10 o o 25/2 17 20f11| Special 4ton rats {4 3 B 16 7
Onngs o o] b 3 .
Lemons ; o o ,,’ 8z
4 © o o 503 3 8] 6 7
‘Worces- [ Nails 19/10 |3 17/~ | Special 4-tonrate |3 3 6
ter| White Lead z:; : 3335; xx: n’: 3%55 = 2-tongate (X 50 5I
(Class x1)
(packed) f 6 45/3 | Spec. any qty.rate | 16
o of X 2 3 ! 2
Screws ; o o ‘:3 7 8 ..3 " an: - 612
Brusbes
(packed) | 3 o ofssf 9 z| ssB] ® 8 4
4 o o o s1s 8| 5 40| 20 7

© Charged at actual weight iostead of at ** Smalls Scale ™
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1937, No.

IN THE COURT OF THE MWAY RATES TRIBUNAL

ROAD AND RAIL TRAFFIC ACT, 1933 -

SECTION 37
BETWEEN .
RAILWAY COMPANIES ... Applicants
AND
,ALL PERSONS WHOM IT MAY CONCERN ... stp(mdmls

1. The Applicants apply to the Court for approval under the
provisions of Section 37 of the Road and Rail Traffic Act, 1933, of
the agreed charge under agreement as set out in the Schedule hereto.

2. The object to be secured by the making of the said charge
cannot adequately be secured by the grant of exceptional rates under
the Railways Act, 1g21.

3: The Apphm.nts further apply for an Order that the date as
from which the said charge shall [be deemed to have] become
operative be the and that the said charge and the
conditions attached thereto be recorded by copies of the said Order
being filed in the loose-leaf files and indexed under the name of the
trader with whom the charge has been agreed, such files to be kept
at the following places :— ~

LoNpoN ... Railway Clearing . House, 123 Seymour Street,
N.W.1.

BirMINGHAM ... District Goods Manager’s Office, Snow Hill,
Great Western Railway.

CARDIFF ... Divisional Supermtendent s Office, Great West-
ern Railway.

EXETER ... Western Dmsxonal Superintendent’s Office,
Southern Railway.

LEEDS ... ... District Goods Manager's Office, Wellington
Street, London and North Eastern Railway.

Leicester ... District Goods and Passenger Manager’s Office,

London Midland and Scottish Railway.
171 ’
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MANCHESTER ... District Goods Manager’s Office, Hunt’s Bank,
London Midland and Scottish Railway.

SOUTHAMPTON ... Southern Divisional Superintendent’s Office,
Southampton Central, Southern Railway.

YORK ... ... Goods Manager’s Office, London and North
' Eastern Railway.
ABERDEEN ... District Goods and Passenger Manager’'s Office,
London Midland and Scottish Railway.
EpiNByrGH ... District Goods and Passenger Manager’s Office,

Waverley Station, London and North Eastern

way.

GLASGOW Oommercﬁl Manager’s Office, Central Station,
London Midland and Scottish Railway.

there to be open to public inspection without payment during the

usual office hours.

The Applicants request Directions as to service and notice of this
Application.
Dated (Signed) G. CoLE DEACON.

This Application is filed by G. Cole Deacon (Sohc:tor) Secretary,
Rates and Charges Committee, of 35 Parliament Street, West-
minster, London, S.W.1, on behalf of the Applicants.

SCHEDULE
ROAD AND RAIL TRAFFIC ACT, 1933
SECTION 37
AGREEMENT FOR AN AGREED CHARGE

AGREEMENT made BETWEEN the —— RAILWAY COM-

PANIES (hereinafter called “ the Companies ”) and  (name gf

Trader) of (Address) (bereinafter called “ the Trader ”)

lflor thedm.rnage of merchandise under an agreed charge as specxﬁed
ereunder.

A. Description of Traffic—

B. Stations andjor Places where applicable—
From —— Goods Stations and Depots to all Goods Stations and
Depots in Great Britain, other than in the Isle of Wight.

Agreed Charge—
~— per ton (mmxmumcha:gepetwnsgnmentaslorzBlbs)
Conditions atlaching lo the Agreed Charge—

1. The Trader undertakes to hand to the Companies the whole
of the said traffic for carriage as provided in paragraph B,
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provided that this undertaking does not apply to any of the

said traffic—

(a) for delivery in the Trader’s existing vehicles within a radius
of approximately 50 miles from —— and urgent deliveries
to —, ——, —— and ——,

(b) for delivery by road within'a radius of 20 miles of ——

(¢} normally conveyed by coastwise steamer, which traffic the
Trader will continue to forward by that means of transport
subject to a continuance of the existing facilities.

2. The Agreed Charge will apply to all the said traffic carried by the

. Companies other than that which by express agreement between
the Companies and the Trader is excluded owing to it being
conveyed under an agreed charge made by the Companies to
another trader and approved by the Railway Rates Tribunal,
and shall be paid by the Trader.

. The Agreed Charge includes the delivery of the said traffic.

. In the case of any of the said traffic consigned to the Orkney
and Shetland Islands and the Western Islands and Highlands
of Scotland, the Agreed Charge does not include carriage or
delivery beyond the mainland port. *

5. The Agreed Charge does not include the special terminal or
special delivery charges on any of the said traffic consigned to
Shows or Exhibitions. .

6. The Agreed Charge does not include the provision by the
Companies of Containers.

7. The said traffic will be carried by the Companies at Company’s
Risk subject to the application of the appropriate Standard
Terms and Conditions of Carriage of Merchandise by Merchan-
dise Train.

8. The Trader shall notify the Companies of any material change
in the character of his business or in the character of the
traffic carried under the Agreed Charge.

&

Period for which the Agreed Charge is to operate—
——193 to—193

THIS AGREEMENT IS SUBJECT TO THE APPROVAL OF THE RAnLwAY
RATES TRIBUNAL.

SIGNED for and on behalf of the above
Railway Companies,

SIGNED for and on behalf of the above
T

¢

Date.
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amendments to, 38

dangerous goods, 127

Irish, 137

Isle of Man, 143
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Loaded van traffic, 133
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Long and bulky articles, 61
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dock arrangement
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Returned empties, 60, 141
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76
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Period rates, 57
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129-30

* Pidcock ” principle, 53

Pooling agreements, 153-6

Private owners’ wagous, 146-52
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Receipts, 29, 110
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Sacks, 102

Sale, right of, by railway com-
pany, 111-12

Siding rent, 116, 150

Small parcels scale, 59, 141, 145

Southern R:-ulway tariff, 58

cartage, 65
Split delivery, 68
Standard charges, review of, 48
Standard conditions, zo, 24, 125,
. 129
Standa.rd rates, 40-8
Standard revenue, 42
Standard scales, 42, 50-62
(Passenger train traffic), 131-3
Standard schedules, 41, 131
Stoppage in transit, 104
Storage, 114-16
services in connection with,
117

Terminal charges, 44-5, 90
Through distances, 4 47
Through facilities, 15;
Through rates (Ireh.nd), 142
{Isle of Man), 145
Truck-load, minimum, 77
Truck-load rates, 56

‘Wagon hire, 4
(see also undcr Private owners’
wagons)
‘Warehouse reut, 114, 116-17
‘Weights, 28
‘Woolworth case, 81
Works, design of, 13-17
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