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Nationalisation of Railways and 
Canals Bill. 

• 

MEMORANDUM. 

The objects of this Bill are- . 
1. To confer upon the Board of Trade powers to acquire the 

ownership of railways and ca.no.Js: 

2. To confer upon the Board of Trade certain powers of 
user. of the property so acquired a.nd for leMing 
thereof: 

S. To .prevent the aforesaid property falling into private 
ownership again. 

X-415 ~~II; (z» 
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:N ationaiisaHon of itaiiways and 
Canals Bill. 

ARRANGEMENT OF CLAUSES. 

CIaUBe. 

1. Short title. 
2. Limited to England and Wales. 
3. Property defined . 

. 4. Scope. 
5. Pricing properties. 
6. Penalty. 
7. Fixing price. 
S. Notice to purchase and price. 
9. Lands Clauses Consolidation Act, 1845, a.pplied. 

10. User of properties. 
11. Board of control. 
12. Pa.yment by consols or bonds. 
13. Transfer of properties. Powers. LeMing and priorities. 

Renewals of leases. 
14. LeMes of 7, 14, or 21 years. 
15. Approval of judge in chambers. 
16. Repurchase of interests. 
17. Disposal of moneys. 
18. Repayment of capital. 
19. Avoiding covenants contrary to this Act. 
20. Act begins 1st January 1912. 

[Bill 98.] A 



rl GBO. 5.] NationaliBation of Railwa1l8 MId Oanals. 1 

A 

B ILL 
TO 

Provide for the Nationalisation of Railways and. Canals. A.D. 1911. 

BE it enacted by the King's most Excellent Majesty, by and 
with the advice and consent of the Lords -Spiritual and 

Temporal, and Commons, in this present Parliament assembled, 
and by the authority of the same, as follows;-

5 1. This Act may be cited as the Nationalisation of Railways 
nnd Canals Act, 1911. 

2. This Act shall not apply to Scotland or Ireland. 

Short titl ... 

Liulited ttl Eng. 
land and Wales. 

3. In this Act unless the context requires otherwise the Pr,?perly 

word "property" means all or any of the railways, light railways, dl·finet!. 

10 tramways, and CJ!.D8.JS to which this Act is applied. 

4. This Act shall apply to all railways within the Railways Scope 

Clauses Consolidation Act, 1845, and to all. mnals within the 
Railway and Canal Traffic Act, 1854, and within any Act 
amending either of the before-mentioned Acts, and to other 

15 railways, light railways, tramways, and canals, except such as 
are already the property of some local public authority and worked 
directly by the said authority. 

5. On or before the first da1l of Ma1l nineteen hundred and Pricing 
twelve every person or company claiming to be the owners of any properties. 

20 property includ",.d in this Act shall make a return to the Board of 
Trade of the value of such property as estimated by him. 

6. Any person or company failing to make a return as Penalty. 

required by the preceding section of this Act shall be liable 
on summary conviction to a penalty not exceeding fiDe pounds, 

25 and on conviction upon an indictment at assizes to a penalty 
not exceeding five pet' eelltmlt on the value of such property. 

[Bill 93.] A. 2 



2 Nationalilation of Railway' and Oanall. [1 GEO. 5.] 

A.D. 1911. 7. Whether or no an owner makes the aforesaid return of 
Fixing price. estimated value within the time limited, the Board of Trade 

shall estimate the value: Provided that the owner may appeal 
against such estimate of value within three months from the 
publication thereof to a judge in chambers, who may direct the 5 
issue of value to be tried either with a judge alone or with 
a special or common jury. If the owners shall not appeal within 
the time aforesaid, then the value estimated by the Board of 
Trade shall be the price to be paid by the Board of Trade for 
the acquisition of the said property. . 10 

Notice to 8. At any ,time within five years from the paasillg oj tkUi 
~~i~:~ ... e sud Act, the Board of Trade may serve notice on the owner of its 

intention to purchase, and in such case may purchase any property 
within this Act at a price ascertained as provided in section seven 
of this Act, or if not so ascertained, then ascertained as provided 15 
in section nine of this Act. 

Land. 9. The provisions of the Lands Clauses Consolidation Act, 
~~~~:~~~OD- 1845, in the case of compulsory purchase of land, and of all Acts 
Act, 1845, amending the same shall, so far as applicable, be appUed-
appli.d. 

User of 
properties. 

Board of 
control. 

Payment by 
consols or 
bonds. 

(1) to all notices to be given under the provisions of this 20 
Act; 

(2) to the ascertaining, apportionment, and payment of all 
purchase moneys to be paid under this Act; 

(3) to the conveyance to and vesting of the title in the Board 
of Trade of any purchase made by it under this Act. 25 

10. The Board of Trade may use, manage, and conduct 
all or any of the said property or properties for the national 
advantage. 

11. The Board. of Trade may depute all their powers under 
this Act to a board of control, numbering not less than fifty 30 
persons and not more than a hundred persons. 'l'he names of the 
members of. such board of control shall be laid before each 
House of Parliament within twenty-one days from the date of 
the nomination thereof. 

12. All purchaae money' railed by tke Board oj Trade for 35 
the purp08e oj carrying out thil Act may be 80 railed-' 

By the ilaue oj consolB, or b!l the creatwn oj nationalUiation 
bonda bearing intere8t at three per cent. or 8uch other 
intere8t aa may be fixed after consultatwn with the Gooernor 
of the Bank of England. 40 
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13. When the :Board of Trade shall purchase any property "A.D. 1911. 

as defined by this Act- • 

(1) All estates, rights, and titles shall vest in the 
of Trade: 

Transfer of 
properties. 

:Board Powers. 

(~) The Board of Trade may retain and use the property 
so purchased for any purpose within its powers as 
by law now or hereafter defined or may resell it to 
any local public authority: Provided that any property 
so acquired by the Board of Trade or by any local 
public authority shall in no case be resold to any 
private individual or company: 

(3) Unless the :Board of Trade or the local authority shall L~as~n"g and 
retain such property for use to the national advantage prlOrltles. 

the person or persons entitled to occupy such property 
at the date of such purchase shall be entitled to 
become the lessee or lessees or tenants thereof at a rent 
to be ascertained by arbitration under the Arbitration 
Act, 1889, but any other person may within six 
months of such purchase apply to a judge in chambers 
for a mandamus calling upon the Board of Trade and 
any person or persons claiming" to be so entitled to 
show cause why he should not have preference on 
such equitable grounds as he may allege in support 
of his claim, and the judge may decide as to him 
may seem just, and may, if he thinks fit, decide that 
a lease be granted to the claimant for preference on 
the expiration of the present occupancy or at some 
other date to be by him determined: 

(4) Subject to subsections (2) and (3) of this section the Board 
of Trade may deal with such property purchased by it 
under this Act in the following way:-

On the expiration of any terms created by the Renewal. of 

letting of the property under the provisions of this lease •. 

section the tenant shall be entitled to a renewal 
thereof at the rent determined by arbitration to be 
the fair letting value for the time being as herein-
before provided unless the Board of Trade decide 
to keep the property in hand for the purpose 
provided in section ten of the Act, or unless such 
right be forfeited on the ground of breach of 
covenants. 



A.D. 1911. 

Lease. of 7. 
H. or 21 
year •. 

Approval of 
judge in 
chambers. 

Repurch88e 
of interests. 

Disposal of 
moneys. 

Repayment 
of capital. 

Avoiding 
covenants 
contrary to 
this Act. 

NatilmaliBation of1¥dlwalll! and Canals. [1 GEO. 5.] 

14. The Board of Trade or the local, public au~hority may 
tease any of the property for the terms i>f seven, fourteen, or 
twenty·one years subject to the approval of the rent or royalties 
and covenants by a judge in chambers. 

15. All leases or agreements to let. by the Board of Trade 5 
may' contain such covenants and provisions'lI8 the judge at 
chambers may determine, including such 118 he may deem 
necessary for the protection of the property from Wll8te or injury 
or for the protection of the character of the neighbourhood, the 
value of the adjoining property,. or generally of the public 10 
interest. Such covenants may provide for ~he renxing of the 
consideration by va!uation 118 often 118 may be agreed, provided 
that it be not less than once in each period of fourteen years; 
Provided that any such covenant or provision which is contrary 
to or inconsistent with the provisions of this Act shall, to that 15 
extent, be void. ' 

16. The Board of Trade or the local public authority may 
at any time serve notice upon their respective tenant or tenants 
or his or their assigns of their intention to purchMe, and may 
purchase his or their interest in any property under the provisions 20 
of this Act, together with any improvements thereon, at a 
value to be determined by arbitration under the Arbitration 
Act, 1889. 

17. The proceeds of the rents of any property leased by the 
Board of Trade under the provisions of this Act shall be annually 25 
applied as follows;-

In payment. of all costs and expenses incurred by the Board 
of Trade in carrying out the provisions of this Act and 
of the interest' on all capital borrowed for the purchase 
of such property and in the repayment of such portion 30 
of the capital borrowed as the Board of Trade may 
determine. 

18. The proceeds of the resale of any property by the Board 
of Trade shall be allocated to repayment of capital' borrowed for 
the purposes of this Act. 35 

19. Any provisions or stipuiation in any contract, deed, or 
writing, whereby any person is relieved in whole or part from any 
liability imposed upon him by this Act, or whereby the rights 
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a.nd powers of the :Board of Trade lIB by this Act provided shall A.D. 1911. 

in a.ny way purport to be hindered or curta.i1ed, shaJl, in 80 far 
as it would have had such effect, be void. 

20. This Act sha.ll come into operation on the fira' day of Act begins 

5 JMHHM'!I nineteen htmdred and twelfJe. :;\ianuary 
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RAILWAYS (FOREIGN COUNTRIES AND BRITISH 
POSSESSIONS ). 

RETURN to an Order of the Honourable theHou8e of Commons 
dated 1:f November 1906 ;-for, 

RETURN "showing, so far as the particulars can be obtained, (a) in what 
foreign countries and British Possessions, other than those covered by 
the Return ordered on tho 2nd July 1906, the railways have been in • 
whole or part either built or acquired by the Goyernment; (b) the 
cost of building or acquisition of such Government railways, and, in 
the latter case, the precise date' and terms of purchase; (c) the financial 
results in each case, showing, inter alia, tha revenues, working expenses, 
and net loss or profit for the last two years, for which figures are 
available, and what amounts of capital, if any, have been repaid 
out of revenue." 

Board of Trade, } 
August 1907. H. LLEWELLYN SMITH. 

331. 

(Mr. Chiozllia Money.) 

Ordered, h.V The House of Commons, to h. Printed. 
23 Augu.t 1907. 

LONDON: 
l'RINTED FOR HIS MAJESTY'S STATIONERY OFFICE, 

By EYBIII AND BPOTTISWOODE. LTD., 
PRINTERS TO TaB KING'S )lOST BXCELLBNT MA.JaSTY. 

Aud 10 b. purch&ll<!d, either directJy or through any HooklleUor, from 
WYMAN A"D SONS, LTD., FUTBR LANB, E.C., IUld 

82, ABINGDOR' STREBT. W&STMII(STBR, S.W.; or 
Of"lVER .. liD BOYD, TWIIBDDALB COURT, EDIIIBUDGH; or 

~. I'O:;SONBY, Hti, ~1I'\nQ" ST'I"IIT, PVP~I!,. 

(Prie~ 7d,J 
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4 

PRE FAT 0 RY NOT E. 

THI!! following RetUln contains reports obtained by the Board of 'trade in 
response to an Order of the House of Commons, dated 13 November 1906. 
The reports relate to Hailways in India, 13 self-governing British Colonies 
(the Transvaal and Orange River Colonies have a railway system in common), 
and 29 Foreign Countries. The information on which these reports are 
based was supplied by the India Office, the Governments of the Se1£
Governing Colonies, and His Majesty's Representatives in Foreign Countries, 
who, in some cases, transmitt.ed memoranda supplied by the Governments to 
which thpy are accredited. 

The 41 Countries, in regard to which information is given in thi!! return, 
fall into the following four groups, which are, hO"'6vel', not quite mutually 
exclusive :-

(i) Countries in which the State owns and works the whole or 4 part 
of tile railway eystem.-These are India,. Canada, New South 
Wales, Queensland, South Australia, Tasmania, Victoria, Western 
'Australia, New Zealand, Cape Colony, Natal, and the Transvaal 
and Orange Hiver Colony; Austria-Hungary,· Belgium, Brazil, 
Bulgaria, Chile, Colombia, Costa Rica, Cuba, Denmark, France, 
the States of the German Empire, Honduras, Italy, Japan, 
Norway, Portugal, Roumania, Russia, Servia, Siam,' Sweden, 
Switzerland, and Turkey. In a few instances, of which the 
chief are New South Wales, Queensland, and Victoria, the railways 
have been built entirely by the State; elsewhere the State system 
is the outcome of both construction and purchase. In Italy, 
after many changes of policy, nationalisation, as regards both 
ownership and working, has recently lJeen again adopted. In 
Japan and Switzerland, that policy, though resolved upon, has 
not yet been completed. 

(ii) Countries in which the State owns Railways, the working of which hall 
been leased to private eompanies.-This group includes Newfound
land, the Netherlands, Nicaragua, Brazil, and Bulgaria. In the 
first three of these, the whole of the State-owned system is leased. 

(iii) Cou1ltries ,in which privately-owned RailwaY8 hat'e received State-aid.-
Government assistance, in the form either of subventions towards 
construction, Dr of guarantees of interest, has been given to private 
railway companies in Denmark, France, Greece, LuxeJIlburg, 
Russia, and .spain. In France, Greece, and Spain, the railway 
concessions have been granted to companies for a term of years, 
at the end of which the lines will pass into the ownership of 
the State. In Denmark the State has the right to acquire the 
lines at any date after the expiration of a fixed period. In: Norway 
certain railways are owned by the State and the local authorities 
jointly. 

(iv) Countries. in which the RailwaY8 have been built by the State, 1rnt 
have Btnce been tran8ferred to pNvate enterprise.-The only 
example of this which appears in this Report is Guatemala. 

Board of Trade, 
Commercial Department, 

April 1908. 
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Dotllba~'" and OMlraI India «('111"'1_ price, 11,dS6.,MOI. 11 .. &d,. debeatureJ taken Oftr, 1,181,1OOl.. capital ad.'fllIXII!Id bJ Gcwerumeni to 

III1l bel' 1M (lDclud1D8 0ftfdr&It). 1,u..G1u.. I8&. Id. 

(ltl Tbe SeereCary of statl! is Ylrt1al1y 10 the p!lIIUoo of banker to the Oompania meotioned In tilt. BtatftDHlt, wbk.h ~!ill tbell' _pilal OTa't;o him. 
aDd. lI""w upoa It __ beG requ.irtd. It ~ bappom.I, Uaa& a 0uruPQ7 temporwiIJ" onntn. ... 1111 uoount. wi~ the 8ecnt.u7 01 Stat&. 

t It ~ &or toot.ooce .... 8latanen' (U), 
U) IbdUl.UOJr porI1ou of ~ prkIe. 1,000..0001 .. ~tlllI' OIIopltai of ODmJlAD, under Dl!W wwklag lIUftD(!\'IDeftbiafter ~ Included ia ('til ~ 
I.' Pan 01 t.hlsllrte"I"8iIlll_lo k!ntrth, Is io tIM! NIo~I'nI 8tateo( Tra~ whicb alllluwri_ &belQUUuol1a""-b7"~ oC 8ta&e 

011 \bto prx1Jon of ,be oapibil alklCaed b,J lobo l.~ .. UdI...uon (11t.M8L). 
(0 FalDihCI proIe;:1.i'ft' tiUOll. . 
V) ~lIH portioD 0( p~ ~ ~71O,000L, ~Una Cll.pitaJ of C'umJll;DJ' UDtWr new workilll' IUNbCrlQdlbl after ~ IDo uded in coL t. 

AS 



l!A1t.'WAYS (FORtIGN cOtiN'rlm:S AliI> IIIUtlSlt 1>OSStsslONS): 

INI>IAN STATE RAILWAYS. 

(!o.:xc1uding lines wholly under construction on 31st December 1905.) 
(i) Lines in British Territory-continued. 
(b) Principal Financial Results in 1904. 

--------------~~--~-
19Ot. 

Oal. or Looo to 
tho StMe. 

Railway Sy!'tem. 

(la) 

Grooo Working Net 
I Share i 

Earnings. KspcnBeS., EarDiDgLl InteTe8t : of Profit. I 
aufl t paid to i 

'I AnnUities. Workins, 
Agency. ' 

__ \-, .....>;{I:.:.I L.) ---c----,(",I2),,-,--+->.(1:::3L) _ (14) (16) i 

Total. Oalo. 

(16) (17) 

East Indian1 including 
lineli-

East Indian 
Nalbati 

purcbased 'I • • r· I i 
D j! _ D j! II 0 I oj! : 

. :} IDIOM,770 1,699,809 3.370,961 11,970,992 137,618 1,118,550 I 1,20)7,'Ul I 

Bajputana-Malwa - ! 1,557,686, 141,164 810,622 ~30,SU 430,8361 380,186; 

I 1,093 631 606 632 632 ! Palanpur-Deeoa (British Sbare) 

Bhopal (British Sootion) 26,382 

Eastern Bengal, including purcbased 

linC!:kutta and South~Eas'em -} 1 
Eastern Bengal . -
Ranaghat-Krishnagar - - 11,297,540 
Brabmaputra-Sultnnpur - I (c) 
Bengal Central. -

Tirboot, IDcluding pnrcbaserl 
Scgowlie-Ruksaul. 

Oudh and Rohilkund 

Agra-Dclhi Cbord 

North Western, including 
Punjab aod Delhi line 
cbased). 

South Indian 

Tinnevelly-Quilon (A) 

llnc 417,641 
(f) 

• I ],019,H7 , 
· I 1,205 

I 
Sind, I 4,110,-'21 
(pnr· 

804,539 

North East Line, Hadms Railway 

Nilgiri · I 
I 

19,34:2 

19,544 

50,292 

Bezwada Extension 

34,966 

: I 

13,178' 18,20' 

709,
315

1' (e) 

184,303
1 (f) 

'&14,206 

639 

1,957,560 

380,07' 

688.226 
(e) 

233,238 
(f) 

475,541 

666 

2,162,861 

474,466 

8,008 

491,622 
(e) 

HS,2J1 
(f) 

470,376 

19,678 

.,687,475 

806,066 

7,667 
(f) 

47,033 

8,008 

493,762 
(c) 

160,868 
(f) 

470,S76 

19,678 

1,687,476 

853,099 

(Figures included with 'hOle of South Indian Bailway.) 

1W,125 i 169,639 169,639 

14,931 

9,320 

4,411 

10,224 

8,892 

8,126 

32,033 18,269 15,768 I 

17,6ul 17,424 i 16,068 ! 

(Not opened to tralIIe !illl906.) 

(Not opened to tralIIc till 1905.) 

(Not opened to tJallle .iII 1906.) 

8,892 

3.126 

15,768 

15,068 

Guntakul-Jrlysore Frontier 

Tanjore District Board 

Hospet·Kottnr (i) 

Bellnry-Rayadmg <i) 

Tiruppatur-Krishnagiri (i) • 

Great Indian Peninsula - i 3,216,090 I 1,6Ot,I08 1,611,982 : ],622,662 i 19,436 

Jodhpur Hyderabad 

Assam-Bengal 

Rengal-Nagpur 0 

Burma 

Indian Midland 

Lucmow-Bareilly 
",Q 
lIyoore 

Southern lIabrotta 

Jorbat 

I 
· i 43,249 

196,931 

1.260,809 

1,006,828 

552,714 

99,741 t 
[ 

106,686 i 
i {89,597 I 

• ! 4,963 1 

20,240 I 
189,905 i 

621,654 I 
I 

568,7771 

276,123 

46,563 

68,110 

810.W9 

6,209 1 

23,000 I 10,323 1 

7,026 277,769 

639,156 

438.0.1 

2.6.591 

63.178 1 

37.678 1 

179.848 [ 

2;6t 

636,108 

""298,086 

283,98t 

29,889 

48,000 

213,929 

2,417 

U 

39,588 

10,169 

t8,06t 

10,823 

277,759 

636,132 

SlI1.618 

283,98t 

88,6'1 

68,169 

821,99' 

2,U7 

6,196 i 

91,163 
(-) 

82.380 
(f) 
6,166 

I 
165,386

1 

I 121,366 ; 

1,098 

2,501 

2,866 

12.677 

8,028 

100,488 

(18) 

• 

78 

19,012 

66,5lt 

4,4.81 

30,016 

270,743 

7.39 

10,681 

142,145 

2,67' 

----~------~----~~'--~~--~--~--------~----~ 
(~) Excludiog figures for Bengal Central Railway, purcbaaed OD 30th June 1906. 
(4) Payment to Brabmaputra-Sultanpur Railway Company to 1st Aprillgw on accooDt.ollilU'plas profit.s aDd adjutlDeDtao 
(f) Include; Segowlie~Ruk.saul braoch from ]lLh April lOOt fnly. 
(h) Part of tbis line, 67 0 98 miles in JenJrth. is iD the Dative State of TravBDOOre, which undeT"W1"iteIJ the guarantee of lD~ 

~y tbe Socretary of State on the pornQll of the capital allotl~ b1 the Company for tbb lIOdiun (111,346/.) I 
(i) Famine prolective lines. 
t Net I"", ill this ...... 



RAlLWAU (FOREIGN OODNTIIIEB AND BRITISH POSSESSIONS), 

INDIAN STATE RAILWAYS. 

(Excluding Lines wholly under Construction on 31st December 1905.) 

(i) Lines in British Territory-continued. 
(c) Principal Financial Results in 1905. 

• 19M • 

·7 

Charges l\gBinst Net Earnings. GaiL or Loss to 
the State. 

Railway System, Groos Working Net 
Share 

Earning&. E",_, Earnings. Intereat of Profits 
and id to Total. Gain. Loe8. 

I 
Annuitiea. ~rking 

Agency. 

(U) (19) (20) (21) (22) (23) (24) (25) (26) 

East Indian, Including purchased I 
Unca- £ £ .Jl £ £ I £ £ £ 

II ... Indian . . . l 6~OOS,l4-S 1,190,801 . 3.212,342 2,019,391 IM,IS8 I 2,148,529 1,068,818 Nalhati . . • I -I 
Bajputana-M&1wa - - · 1l896,288 814,290 1,081,998 429,429 - 429,429 662,564- -
ralanpur-Dooaa (Briti.h Share) - ],252 529 123 631 - 631 92 -
Bhopru (British Section) · · 21,688 10,684 11,154- 8,216 - 8,216 2,938 --
EMtcrn Bengal, including purcbaeed 

linCl-
Calcutta. Bud South Eastern 

] Eutern Bengal- . 
Ranagbat.-KrishoRf{81' 1,858,213 116,886 6U,321 510,805 - 530,805 110,522 -
Brabmalktra-SultanPur (0) (.) (e) (0) (e) (e) (e) 
Bengol ntrM • 

Tlrbool:, including purcbaacd line 412,117 174,956 231,161 156,971 11,296 168,267 68,89. -
SegoWltC-RllkRA.ul. 

477.895 1 Oudh and Rohilkund - 1,025,728 602,817 422,911 477,895 - - 54,984 

A8m-Dolhi Chord · · 59,644 25,669 27,975 28,012 - 28,012 ! - 91 

North W Cltem. including Hind, 8,911,668 1,974,837 1,986,826 1,719,880 - 1,719,380 ; 217,44:6 -
Punjab, and Deihl line (pur. I 
ohaaed). 

South Indian - - - - ~62,298 429,809 448,045 190,642 41,168 231,700 , 2Il,S45 -
Tlnne.clly-Quilon (h) · - (Figures included with those of South Indian Railway.) 

North East line, Madras Railway 

NIIgirI · -
BOIwada El.tenllou -
G 

T 

nntakul- My801'O Frontier 

anjore DI.trlot Board · 
H08pct,..KoLtur (i) -
BeUary-Rayadrug (i) · 

· 

· 

· 

Tirullpat.ur-Krisbnagiri (i) -

Ol'C!t\t Indian Peninsula · 
Jodbpur Ryden.bad • -
Aoaom-llongal . -
IIongol-Nagpur . · 
Burma. - · 

dian Midland . -
Lucknow Barellly -

yaore · - -
Southern Hahratta · 
J orhat · · 

. 
· "49,081 271,962 177,7)9 

- 21,088 11,168 8,266 

· 23,166 9,550 lS,616 

· 53,858 91,536 22,822 

- 89,112 21,426 17,687 

- 1,949 2,4H 46St 

- 1,136 1,827 I9It 

· 856 921 7It 

· 3,482,268 1,680,914 1,801,844 

· .8,266 28,666 24,600 

- 227,620 219,2'6 8,874-

1,681,998 181,190 898,608 

· 1,051,780 689,659 U2,071 

· 632,755 260,-153 272,302 

· 108,166 48,433 M,733 

· 119,898 72,856 46,631 

· 611,130 310,082 201,098 

· 6,2.0 5,076 1114 

171,S9! - , , 171,834 6,885 -
9,OS8 ._- 9,058 - 5,793 

8,136 - 8,136 10,480 -
16,788 - 16,788 6,589 -
14,749 - 14,749 2,938 -
3,216 - 8,216 - ~~81 

9.0 - 940 - 1,131 

1,253 - 1,258 - 1,824-

1,662,647 3O,9U 1,683,461 117,883 -
10,616 - 10,576 14,020 -

28',087 - 2M,OS.1 - 275,719 

668,821 - 668,821 224,782 -
302,398 40,169 847,667 64,504 -
286,145 - 285,145 - 12,8:1::' 

30,030 1,121 81,101 23,582 -
48,000 9,179 61.119 - 10,642 

275,842 n,38. 811,226 - 116,12~ 

2,482 - 2,.32 - 2,268 

(tr) Excluding figuret tor BenJr&l Centrnl Railway for 8.nt bAlf of 1905. 
(4) Part, of thillliue, 57-98 miles In length, i. in the Native State of Travanoom which underwrires the guarant,'e of interet' 

by the Secretary of ~tate on the portion of the capital alloltai by the Company for tbis secHOll (711,8t61.). 
(i) jo'amine protoctive liDea. 
t Net 1018 in t.bts <"888. 

Ai 



8 RULWAYS (FOREION' COUNTRIES AND BRrrlSH POSSESSIONS).·· 

INDIAN STATE RULW . .t.Y::I. 

(Excluding Lines wholly under Constrnction .on 31stDece~ber 1905.) 

(ii.) Lines belonging to Kative Statcs aud Foreign Powers. 
(a) Length of Line and Capital Ou*y. 

--------- ---------;---.-
I Capital 

Outlay to State to which the Line 
Working Agepcy. ! Length. 8lBt 

belongs. 

(I) (2) (3) (4) 

I 
NATIVB STATE,RAILWAYS. 

Bhavn3W'r. OOnrlOl,JUna.-! Bhavn~rl Gondal, Junn8ad, 
Mn .... 
331. 'IU Bbavnagar-Gonrlal-J unagad -

Porbandar, R'1lc1 & l"orbnlHlar Slates.' Porbantlar By. Admn. 
BhopaJ-ltnrsi • 

(Notin' .state ,Yedion.) 
Bbopnl Ujjain -

Bikaner 

Bine.-Gooua-Ba.ran-

Birur-Shimoga 

Cooch Dehar 

Cuteh • 

Dhrangsdra 

Gaekwar's Dabhoi 

Gaekwar's MchRana 

Gwalior Light 

Hjndupur -

Jaip~ -

Jammu and Kashmir 
(NatirB &ate S«ticm.) 

Jamnagar • -

Jetalsar-Rajkot • 

Jodhpur 

Kolar Goldfields 

Ko1hapur 

Ludhiana-Dhuri~JakJuu 

Mourbhn.nj. • 

'MorYi 

Mysore-Nanjallgud -

Nagda.-Ujjaiu -

Palanpur-Dec&L -
(Natil'e &ale Hltal'e.) 

Parlakime4,i Light . 

Pctlad-Cambay 

Rnjpipla -

Rajpum-Bhatinda 

Shoranur-Cochin -

Udaipur-Chitor 

Vijopur-Kalol-Kadi 

TInncvelly-Quilon -
(Noli« State &tHo •. ) 

FRENCH LlAILWAY. 

Bhopal State· • t Or~~ Iodlan penl,Q8ula &Y'1 
Hholml and GVt'alior f 

8tates jointly. 
- Bikaner State • - Jodhpur-Bikaner Ily. Admn.. 2j6'35 

• OwaliorandKotahStl\tcs Gloat Indian rcnjnsula By. Co. 
jointly. 

• Mysore State - - Southcrn Alabratta By. Co -

Coocb Bebar State 

- Cutch State 

- Dhmngadra Sltte • 

- Baroda State 

• Baroda State 

~ Esstcm Bengal State By. AdmD. 

.. Cutcb State .. 

- Bbavnagar, Gondal, Junagad, 
Porbandar By. Admn. 

• }- Bombay, Baroda, and Centml { 
_ India By. Co, 

14.·G3 

37'92 

3a'GO I 
11'86

1 

20'83 

91"9 

92'63 
• 

- 0 wn.lior State - Great Indian PeniuHula B1. Co. 18S'u3 

- My80rc Htate - Southern Mabra!ta Ry. Co. - 51' 35 

- Juipul' Htat.e 

- Kaahmh' State 

Bombay, Baroda, and Central 
India Ry. Co. 

North-Weatorn State Ry. Admn. 

- I Bhavnagar, Gondal, J~nagad, 1 
~ Junagail, Jot-pur, Gonda] f Porbandar By. Admu. 

and Rlljkot States. 
- Jodbpur State -

- Navanagar State 

- Jodhpur·Blkaner Ry. Admn; -

- MY80rc, State - Madraa By. Co. 

U'!8 

16-98 

64'22 

'6'21 

468'89 

9'88 

• Kolhapur State ~ 

- if-aler Kotla and 
Stale!!. 

~ Southern Mabratta By. Co. : 2'J' 27 

Jind North-Weorem State Ry. Admn. 18'66 

- Mourbbailj State - Ben",,! N agpur Ry. Co. 

• Monl 8tate - Morvi State 

~ Myl:lOrc State _ .. SOllthtrn Mahratta Uy. Co. - 16'80 

~ Gwalior State '~ _ 

~ 1 Palanpur State and Brit
ish Government jointly. 

- PaTlakimedi State .. .. 

I BomlJRY, llarorla, and Ccntral { f ,Jndia By. Co. 

Bengal Nugpur Ry. Cu, • 

- Baroda aud Cambay 
!;tates jointly. 

- Rajpipla State 
l Rambay, Baroda, and Central j 

. _ i India By. Cu. ( 

2{'82 

.. Patial. State 

.. Cochiu State 

North-Wesre .. State By. Admn, W1'05 

- UdaipUl' State -

• Baroda State 

- Tra vaDcore State 

Madraa By. Co. 

~ Udaipur State 

• 64,'15 

• 67'30 

- Bombay, Baroda, and Central 41'37 

67'98 
India Ry. Co. _' 

- Bonth Indian By. Cu. -

• 

December 
1906. 

I. • 
1,200.f'2U~ I 1 

333,333 ~ 

622,381 8 

3H,827 4 

661;,026 IS 

109,908 I 0 

98,860 I 7 

28,3821 8 

89,118 9 

181,861 10 

229,126 1 

861,8116 U 

165,930 18 

168,830 U 

'61,147 U 

166,110 16 

105,34-7 I 11 
i 

817,686 18 

79,191 19 

llJ5,083 : 20 

:174,834 2 

41,460 22 

292,721 23 

43,164 24 

119,368 26 

1~,333 26 

47,398 27 

129,184 28 

86,968 . 29 

417,922 80 

155,M8 8 

137,831 32 

87,!172 33 

- M 

Karaikkal-Peralam. • Freuch 6etticm8ota in South In4iaQ By. Co_ - .. H'GS 48,21)2 85 
India. I 

------~.~~~~~~~~~~--~~~~~~~~~--~----~I--~---
.. 'fhtS18 tho length of ne wh01e hne whlcb hes entnely 10 Natl'f'e State tenitory. It is owned join'Uy by 

tho Gd0edvem
b 

mentbo! !~dia, ~nt! th~ Palanpur Slate and the !I'i\, ... mi~ are divided in fl'Oporlion !'? th~ ""pit«/ 
pNV1 .. 1 eac • 



IlA..!LWAYS (FOREIGN COUNTRIES AND IlR1TISH POSSESSIONS). 

INDIAN STATE RAILWAYS. 

(~xcluding Lines wholly under Construction on 31st Decembe ... 1905.) 

(ii.) Lines belonging to_ Native States and Foreign Powers. 
(b) Principal Financial Results in 1904 and 1905. 

____ ,.._--,-1_-_. -, ___ 11 __ ,-_--.1_90_5_, -, ___ 1 

I 
I Percentage ~'! Percentage 

Gr088 WorkiD~ Net of .Net Grose WOl'king Net of Net 
Bx- Eam'~g& on !, Ex-, Earnin~ OD 

Eamin pense&. 10gB Outlay to arlUDc_ pen&eS. ammo' Out lay to , Earn- C.",,") -s -n~ E' 'n~ Capital 

end of Year. end 6f Year. 
I (6) I (7) (8) (9) (10) (11) : (12) (13) 

I· £ I 
1 112.,0381 

21 42,916_ 

9 1,30,315 

4 4S,~60 

6 i 26,126 

6 

7 

.,648

1 9,838 

£ 
6",710 

21,42" 

16,11)6 

21,215 

12,948 

2,906 

.,038 

15,159 

27,O.u; 

19,183 

1,6-12 

6,800 

8 (Not oponed til11906) 

9 3,168 2,138' 1,030 

10, 19,927 11,499 8,428 

11 26,483 11,823 13,660 

3,500 

8,9H 

14 (Not opened till 1905) 

15 9,749 

16 r 9,'02 

17 f 12,5611 
I 

18 ; 112,508 

19: IG,316 

9,445 20 I 
u 2S,071 

7,946
1 

48,617 I 
I 

10,367 

6,896 

12,689 

1,668 

3,781 

4,617 

63,891 

6,949 

S,1i.f9 

10,382 

:: II 

(Not open,d tm 1906) 

u 

26 

17 

29,642 1 

,,
692 1 

8,2H 

869
1 

1,378 

28 10,212 

29 

SOl 
I 

81 
i 

3,280 I 

71,195 II 

36,186 , 

32 10,086 

11,048 

1,632 

3,815 

868 

1,465 

4,735 

2, Hi" 
37,021 

18.133 

8,M1 

1,299 

6,fT7 

1,126 

84,17' 

11,950 

1,672 

(&0 Stat ... ent No. (I.) 

l,f61 

1131, 

6'76 

6'46 

1'91 

7'96 

1'98 

1-0l! 

6'91 

2'69 

6'13 

6'08 

1'19 

6'37 

2'60 

2'44 

4'39 

7'86 

7'61 

2'19 

S'78 

-" 

1'&7 

8'00 

£ 
123.-122 

I S4,796 

i 40,649 

68,8905 

2",678 

6,818 

Ii 9,899 

I' 1,491 

I' 
3,269 

I! 
30,164 

" 

II 9,889 

\1

12,744 

127,750 
I 
Ii 12,560 

II 11,360 

I S4,3M 

I i 2,100 

21,676 

2,9"6 

11,429 

1,093 

1,812 

1.1,607 

fill" 

83,669 

13,862 

6,809 

2,461 

£ 
51,9051 

16,932

1

17,864 

20,106 I 10,H4 

21,f03 81,492 

12,037 12,6U 

3 1805 2,073 

4,078 6,821 

433! 1,058 
i 

2,S77 1 892 

11,231 , 13,600 

12,619 1 17,627 

9,1331 3,516 

14,608. 10,3205 
I 

868 452 

l,fT3 

6,766 

7,752 'I 

64-,990 

8,053 i 

6,731 i 
18,864 i , 

1,606 I 

9,9H 

1,U"" 

4,769 

i62 

1,613 

",836 

2,154 

i3,460 

1,161 

1,983 

4,13" 

",,992 

79,420 

4,507 

4,629 

10,4.50 

493 

11,632 

1,101 

6,660 

631 

299 

6,771 

1,880 

40,109 

10,760 \ 
i 

6,90S " 
3,366 

6'60 

6'36 

S'91 

10-87 

1'88 

I'SO 

6'88 

S'12 

2'28 

8'26 

0'96 

6'22 

0-26 

2-66 

4-74 

8'98 

5-69 

2-98 

6'62 

1'19 

S-97 

2'74 

4-" 
6'12 

0-63 

6'24 

1-16 

8'95 

1'36 

6-(10 

S-83 

0'61 

Railway. 

Gaekwar'8 Kehsana. 

Gwalior Light. 

Hindupur. 

Jaipur. 

Jammu and Kashmir. 
(Natif'fJ State &clio",) 

i Jamuagar. 

I J'tal.sar-Rajkot. , 
, Jodhpur, 

\ Kolar Goldfields. 

\ 

Kolbapur. 

Lndhiana-Dhorl Jokhal. 

t lIourbbanj. 

Horvi. 

HJ80re Nanjangud. 

Nag<1a-Ujjaln. 

Palanpur DeeM. . 
(NatiN ."itaUJ ~.) 

i Parlakimedi Light.. 

Pet1ad-Cambay_ 

Rajpipla, 

Rajpora-Bbatinda. 

Sboranur-Cochin. . 
Udaipur-Chitor. 

Vijapur-Kalol-Kadi. 

TinneveUy-Quilon. 
(Xlllim St4JI~ &di(Jft.) 

I 
hlDrCH h1L .. ..A.Y. 

Karaikkal-PenoJam. 

9' 



10 IU.ILWAYS (FOREIGN COUMTllIES AND BRITISH 1'OSSESSIONS). 

lNDIAli' SUTE RAILWAYS. 

(Appendix to Statement No. (i.». 

Date and Terms of Purchase of Lines acquired from Companies. 

Name of Railway and Date of Pnr<;haee 
by the State. 

Calcutta and South-Eastern 
(Ist April 1~6S.) 

Nalhati -
(3Ist Marcb 1872.) 

Ea.t Indian -
(31st Dncember 1879.) 

Eastern Bengal -
(30th JUDe 1884.) 

Sind, Punjab, and Delhi -
(31st December 1885.) 

Oudh and Rohilkuud 
(31st December 1888.) 

South Indio.Ii 
(31st December 1890.) 

Groot Indian Peninsula 
(30th J nne 1900.) 

Nilgiri. -
(1st January 1903;) 

Segowli&-Ruksaul • 
(11th April 1904.) 

Brabmaputr&-Snlto.npur 
(1st April 1904.) 

, 

TcrmsofP"",baoe. 

The share capital was returned to the Company and their 
liabilities in respect of debentures were 888umed by tbe 
State. The amount of the .bare capital w,," 328,5001., 
the balance of tbe amount sbown in the columu headed 
"Purchase Price" representing capital lent to the 
Company by the Secretary of State an,1 Dot repaid. 

The sum of 30,000[. Will! offered to nnd acoepted hy the 
Company (tbe Oudh and Robilkund Railway Company, 
originally styled the Indian Branch Railway Company). 
The nominal capital of the line was 50,000/. 

The purchase price of the line was fixed in accordance with 
the terms of the contract with the Company at a Bum 
equal to the value of the shares calculuted at the Uteoo 
market price during tbe three yoors preceding the date on 
which notice of purchase was giveu. l'be amount thus 
calculated was 32,750,0001., which, under an option 
allowed to him by the contract, the Secretary of State 
decided to pay in tbe form of an "nnuity. The amouot. of 
the annuity created was 1,473,750/. payable for 73 years 
Bnd 45 day. from the lot January 18!lO. 

In addition to the payme"t of the purchase price, the 
Secreta.ry of State, in accordance with the contractt 
assumed the liabilities of the Compaoy in respact of 
debeniures BDd debenture stock. 

Tbe gener&! terms of purchase were the .ame as in the .ase 
of the E"st Indian Railway. Tbe purcbase price was 
8,391,9161. 178. 5d., wbicb it was decided to pay by 
means of an annnity of 139,1621. 58. 3d., runuing for 
73 years "nd 30 days from tbe 30th J nne 1884. 

General terms ihe same 8S in the case of the East IndiaD 
Railway. Tbe porch .... e price was 14,009,124/. 88. 3d., 
which it was decided to pay hy menno of an annuity of 
571,8281. 14 •. , running for 74 years from 31st December 
1885. 

General terms the ssme as iii tbe case at tbe East Indiu.n 
Railway, e"cept that the Secretary of State did oot have 
the option of paying tbe purch ... e price by meane of an 
aonuity. Tbe purch .... priee was 5,036,048/. 168. IJd. 

Geneml tenns the same as 
and Rohilkund Railway. 
4,197,556/. 118. 2d. 

in the CMe of the OuJh 
The purchase price was 

General terms tbe same a. in the 00'" of tbe East Indian 
Railway. Tbe purcha .. price was 34,859,217[. 178. 6d., 
wbicb is being paid in the form of om annuity of 
1,335,563/. 18 •. 4d., running for 48 .1ears and 48 days 
from tbe 80tb June 1900. 

The Nilgiri Railway Company offered to sell tbeir line to 
tbe Government and accepted the Hum of 235,000/. a. the 
purchasa price. Incidental expenses brought up the OOl!t 
of Rcquisitiou to 286,1751., tbe aID8111" sbown in tbe 
colnmn b~ed "purcb .... price." 

Tbe purcbase price of 66,8831. was agreed upon between the 
ComJl"ny and the Government. 

The purchase price (195,766/.) w,," equal to tbe capital 
expended on the line. 
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INDIAN STATE RAILWAYS. 

(Appendix to Statement No. (i.». 

Date and Termtl of Purcluue of Linea acquired from Oompanies-continued . 

Name of RaHway Bnd Date of PurchaIIC i 
_ by the State. I 

RanaJ::hat-Krishnagar 
(1st July 1904.) 

Bengal Central -
(30th June 1905.) 

Noakbali -
(31st December 1905.) I 

Bombay, B,rod .. and Central India' 
(31st December 1905.) 

Kalkll-Simla 
(lst January 1906.) 

• 
Terms of Purcbaee. 

The purchase prico of 48,3431. was agreed upon betwoon the 
Company and the Government. 

By tho torms of tho contract the purchase price wao a 
sum equal to tbe share capital of the Company, viz., 
500,0001. 

The purchase price of 115,000/. was agreed upon between 
the ComplLny and the GovernmeDt. 

The general terms of purchase were the 8I1me 88 in the case 
of t.he East Indian Railway. The porcb .. o price was 
11,685,580/. 1 II. 3d. The a.nDuily form of payment was 
Dot adopted, but an arrangement was made witb the 
CompaD,. by which they ... epted 1O,0l!9,1461. 8,. 5d. India 
3 por cent. stock as the equivalent of 9,685,5801. 1 h. 3d. 
of the purch .. e price, and agreed that the balance of 
2,000,0001. should remain with tho Secretary of State as 
tbe capital of tbe Company nnder a new contract for the 
working of tbe Une by them. 

The pnrchase price of 300,000l. was agreed upon between 
the Compauy and t.he Government. 
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II.-$tate Railways in British Self-Governing Oolonies. 

1. CANADA. 

A~-DOMINION RAILWAYS. 

The Government railways of the Dominion are two, the Inter-Colonial and 
the Prince Edward Island. 

(i)-· The Inter-Colonial Railway. 

Prim' to confederation in 1867, 145 miles of railways had been built by 
the Kova-Scotian .Government, namely, from Halifax westward to Truro, at 
the head of the Bay of Fundy, 6} miles, opened to traffic in 1858; a branch 
from this road'at a point13t mires from Halifax, to Windsor, on the BaHin of 
Min!lB, Bay of Fundy, 32 miles, opened in the same year; and a line from 
Truro northward to Picton Harbour, 52 miles, opened in May, 1867. The 
capital expenditure on these roads ,up to the 30th June 1867, was as 
follows :-

On the railways from Halifax to Windsor and Truro
And on the railway from Truro to Picton 

$ 
345,136.04 

1,946,892. !)4 

In the Province of New Brunswick, a railway was commenced in 1853 by 
the European and North American Railway Company, under provincial 
subsidy, to connect St. John, on the Bay of Fundy, with ShediacHarbour 
(Point du Chene), on the Gulf of St. Lawrence. In 1856 the Company was 
dissolved owing to financial difficulties, and the province purchased the road 
from the contractor for 90,000l. sterling. Work waR resumed by it. The 
section between Moncton and Shediac was opened for traffic in 1857, and the 
whole road from St. John to Shediac, 108 miles, was under traffic by 1860. 

Under the terms of the British North America Act of 1867, the ~aid 
railways of the Provinces oE Nova Scotia and New Brunswick, on the 
1st July 1867, became the property of Canada, and steps were at once taken 
to carry out the requirements of the Act that a railway should be built 
between Halifax and the River St. Lawrence. ' 

By the Act of the Dominion, 31 Viet., Ch. 13, 1867, authority was given 
for the construction of a railway from the Port of Riviere du Loup, in the 
l'rovince of Quebec,'to Truro, to be called the" Inter-Colonial Hailway," and 
surveys were commenced to that end. 

Surveys had been made by the Imperial Government, and Major Robinson, 
of the ROJal Engineers, had sent in a report in 1848 embodying the results. 
His report covered five lines of survey made between Quebec and Halifax. 
He, however, recommended the adoption of a location via 'fruro, Shediac, 
across the rivers Richibucto and Miramichi, the valley of the north-western 
Miramichi, to Bathurst on the Baie des Chaleurs, along the coast of that bay 
to the River Restigouehe, thence by the valleys of the river and along the 
bank of the River St. Lawrence to Quebec. This route was finally adopted, 
with a modification, making the route via Moneton instead of Shediac. 

By November 1872, 118 miles of railway had been built between Truro 
and Painsec, and together with the Nova Scotia and New Brunswick lines, 
ma'king a total of 371 miles, were consolidated under the name of the Inter
Colonial Railway. 

By the 1st July 1876 the whole railway between Riviere du Loup and 
Halifax was open for traffic, the total mileage, including the Picton and 
Windsor branches and the line from St. John to Point du Chene 
(Shediac), being 745 miles. The Grand Trunk_R.ailway Company had, in 
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1854, completed a line between Riviere du Loup and ,Chaudiere Curve, 
opposite Quebec. This section of railway, together with a further portion 
6 miles long from Chaudiere Junction to Hadlow, opposite Quebec, 124t miles, 
with running powers east It miles to Point Levis, was purchased by the 
Government for the sum of $1,500,000 in the year 1-879,. thus completing 
communication between Halifax and Quebec. 

On the 9th January 1884 the Dominion purchased from the Province of 
Nova Scotia the Eastern Extension Railway, 80 miles long, from New Glasgow 
to Port Mulgrave on the Strait of Canso, together with the ferry across tlle 
Strait, for 1,200,000l. to connect with this road. 

The Government proceeded to build a railway on the Island of Cape 
Breton from Point Tupper, opposite Port Mulgrave, to Sydney and North 
Sydney, and at the close of the year 1890 the road, 98 miles long, was ready 
for operation. , ' 

In July.1890 a line of railway 67'6 miles long between Oxford and New 
Glasgow, two points on the main line of the Inter·Colonial, was opened for 
traffic, thus shortening the distance. 
, By the Act of 1891, Chap. 50, the above--mentioned railways so vested iu 

and controlled by the Dominion, were declared to constitute "the Inter-
Colonial Railway." , ' 

In lfebruary 1898 the Government leasod from the Driuninond 'County 
Railway Company their line from Chaudiere to Ste. Rosalie, with the option 
of purchase, and from the Grand Trunk Railway Company an undivided half 
share or leasehold interest in their property between Ste. Rosalie and Montreal, 
87 miles, for a period of 99 years at a rental of $140,000 a year. 

On the 7th November 1899 the Government purchased for $1,464,000 
the said line from Chaudiere to St, Rqsalie, n miles, together With a branch 
to Nicolet. " 

On the 1st October 1904 the Government purchased for 164,444l. the 
Canada Eastern Railway, from Gibson to Loggieville (123' 67 miles), and on 
19th April 1905, the F;redericton and St. Mary's Bridge and connected 
property (1' 33 miles) was surrendered to it. On the 1st July 1906 the 
length of the Inter-Colonial Railway in operation was 1,477'92 miles. ' 

The capital expenditure on the road amounted, on the 30th June 1906, to 
16,699,072l. The total expenditlU"e for working expenses amounted to 
23,726,033l., and the total revenue received aggregated 21,917,411l. The 
working expenses, and revenues of the Inter-Colonial Hailway''' for the fiscal 
years 1904-5 and 1905-,6 (en~illg on the 30th June in each year) were as. 
follows :-

lIHes iu operation 
Earnings 
Working expeuses 

Net 10 •• (-) or profit (+) 
\\"orking eXpen861J per mile of railway 
Working expenses per train mile .. 
Earnings per mile of railway 
Earnings per train mile 

------

I 
I 

: I 

190{06. 

1,414'67 
1,394,391l. 
1,749,0371. 

-354,6461. 
1,2861. 
58·3d. 

986/. 
46·Sd. 

(ii)--Princc Edwa1'd Island Railway. 

19OJS.-6. 

1,444'92 . 
1,571,2321. 
1,558,5051. 

+ 12,7271. 
1,0871. 

51·06d. 
1,0871. 
SI·5d. 

Under the express provisions of the Imperial Order in Council of the 
26th June 1873, admitting Prince Edward Island into the Dominion from 
and after the 1st July 1873, an Order made in pursuance of the British North 
America Act of 1867, it was provided that .. the railways. under contract and 
.. in course of construction for the Government of the island shall become the 
.. propert.y of Canada." Possession was, taken on the 29th December 1874, 
as follows :-Main line, Cascumpec to Georgetown, 146'2 . miles j western 
extension (Tignish to Alberton), 13' 3 miles j eastern extension (Mount Stewart 

• l.:xcludiug the Windsor Bmncb, 

C ~ 
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to Souris), 39 miles; total, 192'5 miles. It is a narrow-gauge railway, 3 feet 
6 inches. 

The total Government expenditure prior to confederation was 640,251l. 
The total expenditure on coDl;truction up to the end of the fiscal year 1905-6 
(i.e., the 30th June 1906), including that prior to confederation, aggregated 
1,483,218l. Various branches and extensions have been built, making the 
total length of the road under traffic 261 . 03 miles. 

The financial results of operation during the two years, 1904-5 and 1905-6, 
show as follows :-

Mileage 
Working expeoses 
Earnings 

Loss 
Working expense. per roile of railway -
Working expen.e. per train mile -

209 
76,151/. 
44,6741. 

31,47il. 
364/. 

53·95d. 

IOOIl-tl. 

261 
60.4351. 
62,883/. 

7,6021. 
2171. 

46·93d. 

-----------------'-----~--~----- ---

Neither on the Inter-Colonial nor the Prince Edward Railway has any 
amount of capital expenditure been repaid out of revenue. 

B.-PROVINCE OF ONTARIO. 

(Abstracted from the Annual Report8 of the Railway Commis8ion 
of Ontario.) 

l'emis1caming and Northern Ontario Railway. 

This railway, in the extreme east of the Province of Ontario, is under the 
control of a co=ission appointed by the Provincial Government, and the 
money required for the work has been obtained by loans negotiated at various 
times by the Government. 

The construction of the line was commenced in 1901, and on 31st 
December 1906, there were 138 miles in operation, and a further 75 miles 
under construction. 

The completed part of the railway runs from North Bay northwards to 
Englehart, the former station being the southern terminus of the line, which 
there joins the Canadian Pacific Railway. 

As the station at North Bay and part of the line there belongs to the 
Canadian Pacific Railway, an agreement was entered into whereby the 
Temiskaming and Northern Ontario Railway Co=ission was allowed to run 
its trains over the line, and to use all the facilities for shunting, unloading 
passengers and goods, &c., &c., in return for which the Commission agreed 
to pay, for every train using the line a certain fixed sum ($2.40 for each 
passenger train, and $ 2.80 for each mixed or freight train, together with 
charges for terminal facilities). 

The total cost of eonstnlction and equipment at the E'nd of 1906 had 
amounted t.o $9,417,236 (about 1,961,925l.). 

,The following tables show the earnings and expenses in the two years 
1905 and 1906 :-

Earn~ng8. 
----------------------~ I 1906·--1-- -;~. -- -"IIne: :i,i~~ CIa.s of Receipt. 

• • • Passengere - . . - 108,681.76 254,759.33 146,077.57 
Mails and expro •• - - - - 7,804 .115 17,596.36 9,791.50 
Freights - - - - 121,530.46 230,652. 63 109,022.17 
Telegraph and telephone. - - - 4,697.07 20,514.63 15,817.46 
Miscellaneous - - - - 11,006.41 20,596.01 9,589.60 

Total - - - - -I 253,720.55 544,018.85 290,298.80 
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Expenae8. 

Cla88 of Expenditure. 190;;. 
over 1900, L906. I Inc, ..... in !906 

------------.-----~ --- _._---

Maintena.nce of way and structures -
" equipment 

Conducting transportation 
General expenses • 
Taxes 

Total 

I 

• . I 
• I 

• 25,072.89 
12.533.68 
88,342.41 
13,823.52 

189,772.50 

2. NEWFOUNDLAND. 

• 77,265.87 
46,382.65 

215,256.08 
23,1!i4.61 

398.37 

362,492.58 

• 52,192'911 
33,848.97 

126,913.67 
9,371.09 

393.37 

222,720.08 

Cost of ConBtruction.-The following table shows the total expenditur~ 
on the construction (or acquisition) and equipment of the Newfoundland 
Govemmilllt Railways:-

.' 

Item. 

I 
Length 

otRailway., Expen1iture 

I Miles. £, , 
Cost of construction of that portion of the Government 

I 
525'88 1,686,318 

U.ilway constructed under contmot by R. G. Reid and 
others. 

I Cost of cOllstrnction of Placentia branch . . 27 105,527 
COl1t of aequisition of the original Newfoundland Railway i 84 325,120 

(purchased by the Government 13th July 1897). 
I Other items, iucluding the amouut paid to R. G. Reid for 255,243 

improvements, &u. 

Total length 636'88 

Total cost 'Of construction (or acquisition) 
aDd equipmeut 2,372,208 

Lease of Line.-The entire railway system, as above, was leased unCleI' 
instrument dated 21st July 1901 for 50 years to the Reid Newfoundland 
Company, the said Company working and developing the property, all 
revenue and expenditure being to their gain or loss, as the case may be. 

Revenue and Expenditure.-The following statement for the financial 
years ending 30th June 1905 and 1906 shows the revenues, working expenses, 

. and net lOBS for those years :-

The returns made by the lessees of particulars of capital account do not 
show any repaytnent of capital out of revenue. 
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3. NEW SOUTH WALES. 

Tho original proposals for the construction of railway~ in this State were 
made by private companies, and in 1850 the establishment by them of 
railways from Sydney and Newcastle was authorised, preliminary steps being 
taken in 1854 for the construction of the lines. Owing to financial and other 
diffipulties on the part of the companies, the Government stepped in and took 
over their liabilities, paying pract.i!:!ally the expenses in.cUrred up to date on 
the lines which were under construction. The first lines were then comuleted 
by the Government, and the original section-Sydney to Pa'rramatta, 14· mileB 
-' was opened by the Government in 1855, and all the main lines have since 
been constructed and maintained by thc State. The results for the last two 
years are shown in the following table ;-

Item. 

Linee open for traffic (in miles) 
Capitai cost • - - -
Capital paid out of revenue (included above) 
Earnings -
W orkiilg expenses 
Interest OD capital 

Net los8 (-) or profit (+) 

4. QUEENSLAND. 

Year ended 30th June. 

l!10Ei. 

3,2801 
43,062;5501. 

433,0191. 
3,684,016/. 
2,192,147/. 
1,525,948/. 

- 35,079/. 

IOQij. 

3,a90 
, 43,626,0631. 

, 433,0191. 
4,234,791/. 
2,308,3H41. 
1,541,4271. 

+ 3!14,9~0/. 

No railways have been acquired by the Government of this State after 
constructi<'ll. There is only one railway in the State (Mareeba to Chillagoe, 
'03 miles) which is privately owned, but there are some steam tramways 
which are the property of various local authoritieB.No capital·haB been 
repaid out of revel).ue. 

I Loon. (includIng I Expenditure to' I u Balan":i"ct1 
De~reciatfon.) , ~Otb ~une l'oo.~ I aotbej:: J W6. 

, 
, , £ 

Southern Division - I 15,507,232 
Central • I 4,33l,H27 
'rownsvillo -_ I 2,405,725 
Mackay 271,~20 
Bowen - ! 27~,540 
Cook town " :74,472 
Cairns-Herberton 1,.sI9,175 
Normanton . 776,410 
Surveys (not yet a.pportioned) 45,170 
Telegraph lines (not yet apportioned) 3.153 
Permanent way material (not yet apportioned) 160,000 i 

,1 
14,470.243 
4,I55,IOS 
2, I 96,93tl 

260,551 i 

188,802 : 
3'(4,~72 .1 

1,497,606 
350,376 

£ 
1,036,9H9 

176,719 
20tl,787 

11,269 
89,7a~ 

22,169 
426,034 
45,170 

3,158 
160,000 

Rolling stook, all railways (not yet 9.1,333, .j. 
apportioned) .' , 91,333 , 

I----~--~-:·--~--~~~------
25,765,457 I 23,494,096 

" 

327,894 
------l 

lTnforeseen expenditure (miscellaneou8 works, I 

relaying, &c.) - - - - i 
2,271,361 

Total loan e.xP."nditure to 30th June, inclnsive I 
of depreCiation - - - ~ I 23,821,990 

---' 
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Revlm'U8 and Expenditure (AU Railways.) 

Yean (euded 30th June). I Miles. Reccipt~ J!ixpenaea. Net Revenue. 

901-2 
902-3 
9~3-4 
904-5 
905·6 

~-- ----

£ •• d. 
-. - 2,801 1,316,828 13 I 

' - . 2,827': 1,.245,914 8 " " - - 3,044 1,tl96,960 12 . 1 
- - 3,092 1,409,414 4 10 
- - 3,137 1,534,87:J 17 5 

£ •• d. 
992,751 511 
¥63,382- 6 8 
811,951 2 9 
814,743 14 1 
863,356 4 1 

£ .. -
324,077 1 
382,532 1 
485,009 ~ 
594,670 10 
671,523 13 

d • 
2 

1I 
4 
9 
4 

.. __ ._--
_j Bowen UDe (49 milCl) clOfled 'from let February 1908. ltc-opened 4th November 1904. 

_ CooktowlI line (68 mllea) closed from lat Febr.u.ary 1903. -Rc-opened 1st Jnly 1004. 

Oharge on the Oonsolidated Revenue Fund (All Railu'ays). 
i 

1901-2. I 1902-3. 1903-i. I 190i-5. I 1905-6. 
- ---------- ----- ---- -- - - ._-------- , 

£ £ £ £ £ 
tur<>-1<>30tItJune Interellonexpen.Ji 

Net income 011 nilw ay. \0 30th June 
837,205 859,986 
324,077 382,532 

873,006 876,568 881,414 
485,()()9 591,670 671,524 

AClual charg.oll' 
revenue fund for 

the con~olidi,iea 
Ihe year - -:3,128 [ 47;,454 387,1197 281,898 209,890 

5. SOUTH AUSTRALIA. 

The railways in South Australia are all State-owned, with the exception 
of one steam tramway belonging' to the Broken Hill Proprietary Company. 
Two lines which were b1j.i1tb,¥ private. compan~es have beell acquired lIythe 
State, vi~., the' lines between Adelaide and Glenelg (a total mileage of. 
12 miles 55 qhains), and that from Woodville to Grange (a, total mileage of 
3' 'miles 4-1 chains). The first named was taken over by the Government 
on the 16th Decel1iber l89\), and the latter on ,1st January 1893, the 
purchase money amannting to £120,000 and £2,000 respectively. 

The following tables show the financial results for the last two years for 
which the figures are available. 

ComparativeSummal'Y of the Year8 e.nJed June 30th, 1905, and 
June 30, 1906. 

It.cm. 

Average No. of milesopun for tbe.yonr 
Capital c0810D mil ... opeD and completed 
ReveDlle (gros. earnings) -
Working expenses ." .. .. 

I 19O!-5. 

1744, 
13,5~7,4061. 
1,273,32 II. 

736,791/. 
536,530/. 

57'86 per cent. 

.\ 1906-6. 

. 1U51 
13,610,520/. 

1,349,765/. 
761.385/. 
585,380[. 

56 . 63 per cenl. 
Net 1"O\'elllle (bal"nee afl .... payiug working expeDses) 
Porcentage of Working expeuliea to revenue .. 
Peroonta.~e of not. rO\'cnuo to capital ·cost. (on o.'~erage 

number of mi le8 'opeD) . - 3' 95 II II 4'aO po< cenl. 

,------ ----- ----
~ Tlre-'\vorkinlJ eXpenlC!J .hOWD above Include the foUqwipg e.'tpendtture on A000lInt. of replaoementIJ of rolling 

ltook, rcooupa 011 account of cOndemned building'!'. &:c .• originally paid for ont of capital :-

Clasa of Expenditure. 

, LoeombttYef4' • I 
; CarriDlotClS .. ! 
" w___ - - -I Relayin« between Potenburg andlOockba.m • ! 
. Ot ber relaying. re-sleeperiog, .to.. .. I 

Recoup to capital for condemned bWldinp • I 
Other eatnordioary maiot.eul!WCe • I 

ToWs 

Ci 

19Oi-5. 

£ 
530 

2,21S, 
&,480 

f1161 ... 
27,432 

610 
6,&11 

19(}5- 6. 

£ 
21,153-.,38' 
11,_ 
19.766 
18,6l& 
8,983 
7,718 

los.3OI 
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6. TASMANIA. 

Lines open on 30th June 1906, 462! miles, capital cost 3,926,713l. 
Included in this are 122 miles purchased in October 1890 (1,lO6,5OOl.), and 
three-quarters of a mile purchased March 1905 (3,250l.) 

Particulars of Revenue and Expenditure for the past Two Years. 

i ________ I_te_m_. __ ~. ___ 1___ 1904 Ii. 

Total revenue • 
Working expenses 

! Interest on Capital 

I Net los. 

7. VICTORIA. 

£ 
243,556 
171,630 
147,53!1 

75,612 

£ 
241,188 
172,601 
148,263 

79,676 

The whole o£ the railways of Victoria have been constructed by the State 
with the exception of 59' 83 miles, and the acquirement of these lines was 
authorised by Parliament under the terms set out in the following statement. 

No amounts of capital have been repaid out of the railway revenue, but of 
the total sum debited to capital account the following items are free from the 
payment of interest, viz.--

Amount derived from the s"le of State land. dispOBed of under 
Acts of Parliament for the purpose of providing funds for the 
construetion and improvement of rnilway. • • 2,825,74.0 

Amount provided out of the consolidated ReveDue for the 
redemption of State loans allocated to the railways • 344,200 

Accrued interest on lQaD moneys expended on certain lines 
during their constn,ctioD, and debited to the capital cost of 
Buch lines 21,619 

Amount expended under Surplus Revenue Acts aDd debited to 
sundry works of construction 1l0,824 

AmouDt expended under Appropriations and Vote. and debited 
to s,mdry work. of construction, &c. 465,59!! 

Total non-interest bearing funds at 30th June 1906 3,757,981 

It will be observed on reference to the statement that at 30th June 1906 
the mileage of railways in operation was 32 miles less than the total mileage 
of railways in Victoria at that date, and the difference is accounted for by the 
fact that, owing tb the cost of working and the insignificance of the revenne 
derived .therefrom, 31' 81 miles of line have been closed against traffic, and, in 
addition, it may be mentioned that a further total length of 16'07 miles has 
been dismantled through similar causes and is not, therefore, included in the 
total mileage for the purposes of this Return. 
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VICTORIAN RAILWAYS DEPARTMENT • 

• 
Return showing Particulars in Re8pect of the Con8truction or Acquisition, 

and of the Financial Re8Ults of the Working of the Government 
RailwaY8 of Victoria. • 

I 
Total M i1C8.1!8 of Railways Total Mileage operat.ed Cost of Const.rue-

at 80th June HI06. at 80th June 1906. tion as. at 30th 
June 1906 or of -- Acquisition (in-

- 5' 3" I 9' 6" I Eloc· 6' 8" I 2' 6" I Eloc· eluding rolling 

, Gauge. Gang-e. tric. Gauge. ,Gauge. tric. stock, &c.). 

I £ 
Railways cOllstructed by the 3,284 82 4 3,252 82 4 , 39,286,797 

Government. 
I I 

Railways acquired by the { 
(a) -39 - - 39 - , - 739,252 
(b) 5 - - I 5 - I - 24,220 Government. i 
(c) 16 - - I 16 - I - 1,338,030 , , 

. Grand total - - 3,344 82 4 
I 

3,312 82 
I 

4 I 41,388,299 
j 

Terms of purcbase :-
(II) This line runs from Newport to Geelon(!, and, was put'cbased from the Company originally owning it as 

fl'Om 4th Ser.tember 1860. Thn I'hareholders were reimbursed the whole of the p~id-urJ capitol, viz., 
360,0001., With iutereat, and the Government tlischa\'gcd all the liabilitie~ which togcloher with the 
Intorest oD the paid-up C&pital amounted to S89,252l., making a total of 789,302l. 

(1) 'l'bis line runa from E88ennon Junction to Esqndon, anel ita n.oquiroment for the Rum of 22,500l. was 
Mnctioncd by Partiament f'Lft from 26th August Itl67. The expenses in conuection with the purchase 
amount.ed to 1.1201., And the total cost was therefore 2.~2201. 

(c) This milcnge represents four suburban linea purchased from t,he Hobson's &1 Company as from 
lift July 1878. The authority of the Government for the purcbase Wat obtained. on tbe 
14th November 1818, and the shareholders were paid at tbe rate of ~Ol. per Gut. share, amounting in 
all to 8illi,02111., togetber witb intereat at 6 per Q.Cllt. pcr annum until the purchlL<;C WB8 completed by 
payment of the money. Tbe Rum vnitl to debeoture-boldel'A was ftia,a001., and the expenses and law 
chn.r,1{C8 &ud the COlt of sundry stores taken at a valuation amounted to )1,21Ol., making a total of 
l,SSS,O:Wl. 

Gross revenue .. .. .. .. 
Working expcnBe~ . .. .. .. 
Net rovenue, nflel' ,payment of working 

expenses. 
Interest charges 011 cu.pital cost, and expenses 

in oonneotion therewith. 
Not reveune after payment of working 

ex pem~es, nuu interest chaTges, &e. 
Spocial es.pentlitures and chargee in reduction 

of ext.rnonlilln.ry liahilitios taken ovor by 
the ComlDis~ioners at 1st July 1903. 

~urpll\. - - - -

1I11l. 

I 

I 

Results of Operation dUling the Financial Years 
1904-0 and HIU5-6 rCllpectively. 

Increase (+) 
Yenreoding Ymrending or Dec rea.-re (-) 

80th June 1905. Soth June 1906. for Year eodocl 
3mh J unc 1906 . 

.& .& £ 
3,582,266 3,787,619 (+~ 235,353 
1,871,138 1,999,023 (+ 127,885 
1,71l,128 1,788,904 (+ 77,776 

1,461,994 1,472,397 (+) 10,403 

249,134 316,507 (+) 67,3i3 

248,485 117,542 (-) 130;943 

649 198,965 I (+) 198,316 , 
I 

D 
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8. WESTERN AUSTRALIA. 

Mileage open at 30th June 1906 - 1,612 miles. 

Capital Cost to 30th June 1906 . 

• 
lrem. 

Cost of construction 

Great Southern Railway (243 miles) acquired 
1st December 1896. 

Upper Darling Range Railway (15 miles, 17 chains), 
acquired ht July 1903. 

Total 

Financial Result8. 

Expenditure. 

£ 
9,141,787 

800,000 

24,153 

9,965,940 

Item. Year ended 
BOth June 1900. 

Ycnr cnflml 
80th JUDe IlJU6, 

GrOSH oornings .. 
Working expenses· 

Profit on '\Wrkillg • . 
Debited for interest on capital 

Net profit, after payment of working expense. and 
interest . 

£ 
1,610,129 
1,256,003 

354,126 
331,aS2 

22,744 

£ 
1,63J,444 
1,201,;53 

• 432,691 
a4~,467 

84,224 

• In working- expenses is included expenditure of 8 capital nature (amounting to 78,213l.lo 1904-5, anll, fn 
1905-06, 39,OI6l.). whi(lb should bave been spread over a period of jive 1eBl'B. Tbis, howevcr, on account uf the 
va.rious Acts, was found to be impracticable. 

Contributions from Revenue for Capital to 30th June 1906. 

Towards cost of r.onstruction 
Towards redemption of loan 

Total 

9. NEW ZEALAND. 

£ 
599,250 
147,602 

- £746,852 

The following table shows the railways built under the District Railway 
Act and acquired by the Government. The Acts under which the railways 
were built provided that the Government could acquire them at any time on 
vayment of ~ sum agreed upon, and the lIPlount.s set out in the table are tlwse 
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for which the lines were purchased when they became the absolute property 
of the State, from the date of the purchase in each case :- , 

RailWAy Line. 

Morrin8ville-Lichfield 
Waimate-Waibo Forks Branch 
A.hburton Fork. Branch 
Duntroon-Hakataramea. Railway 
Waimea Plains Branch _ 
Kaihn Valley Rail way 
Coal Creek Rail way 

• 

I Date of Purcbase or tuking over. Purchase 1I0ney. 

8th March 1886 
1st April 1885 

" " 
" " lst April 1886 

27th July 1891 
7th May 1902 

£ 
155,187 
33,900 
73,300 
61,100 

106,000 
48,000 
21,000 

Midland valuation of works constructed by 25th May 1895 
Company·. 

498,487 
674,785 

Total 1,173,272 

• CQ8b nctually paid, lSO,OOOl., but large ondowments of land were given to the Compllny while works were 
carrled 00. 

The total capital expenditure on Governmemrailways open for traffic in 
the colony of New Zealand was, up to 31st March 1907, 22,498,972l., and the 
capitul expenditure proposed for lines now in course of constrnction, 1,593,113l., 
making a total of gross capital expenditure of 24,092,085l. 

The following table summarises the ~~rking receipts and expenditure for 
the yeard ending 31st March 1906 and 1907 :-

Year. Gross Revenne. Working Expenses. Profit OD Working. 

£ £ £ 
1905-6 2,349,704 1,621,239 728,465 

1906-7 ·1 2,624,600 1,812,482 812,118 

No capital charges have been repaid out of revenue. The capital cost of the 
railways form part of the National Debt of the colony, and the whole of the 
profits accruing from the working of the railways of the colony are paid into 
the Consolidated Revenue. 

10. CAPE COLONY. 

1. 1.'he following table shows the linee purcha8ed by the Government ot 
the Cape:-

Cape Town tAl W oUington 

Solt River tAl W yu berg 

Zwarlkops tAl Vileullage _ • 
Bamboo Junction tAl Capo Collieries 
Sterkotroom to Ind" •• 

Total 

58 

6 

14 
16 
66 

160 

D2 

£ 
772,921 

75,279 

63,760 
49,000 

438,500 

1,399,460 

Date 01 Purchase. 

11872 (Cape Town and Wellington 
I Railway Puroh ... Act). 
'11876 (Wynberg RMIway Pur-

chase Act). 
i 1874. 

1901. 
1901. 



22 n>\ILWAYS (FOREIGN COUNTRIES AND BRITISH POSSESSIONS). 

2. The next table gives a summary of the financial results for the years 
1905 and 1906 :-
----;------,-----co---, -------- - - -- -

Capital 
Coo to Capital Callifal 

Year. Rail way System. 

Mil~ Ol'Oltl 
OpeD 

Revenue. (Average) 

Wurking 

ExpeulJC8. 

S 1st entitled to rcpaitl 
Dt .. oem her Interelt from 
(including fur RevtUla8 to 

BeUer- 12 Month •. DecalRtbe 
ment). om r. 

Revenue. 

Net 

----. ---------!-----:---c---!-----'----"---
1£1£(£ £1£1£ 

v.·c~tern MVMtem 
Mhlldnd MYRlcn, 
Enetern K.} stem -

I
, 1,A75,93S, l,445,:i3" ~ 43u.3!19 I2,IlDS,UO In ,sll.7Ui; I . -

1,3!1il,4f.7 I 99.i,613 899,194 1~.jjS!INl.9110.2H6;lj~li: -
1 71u,720 ! 630,768 131',O.,2 6,84u,U60 I 6, l1I~HIO 

-2-,8-0-7-i- 4,0!7.061;1: S,076~920. m,143 - 20,973,0241211,047,280 ;2:616 7~4: 
6;;3 

i I' I ' 
'fotal , 

I 

] 9061 
Wetltcrn aystcm - - ],242 ),806,19. 1,478,MS 877,636 18,089,172 12,Rftn.S49 -
Mitll:md MY8tem . I,U90 1,230,416 93il,lil14 29 .... 912 1O.KU6,717 lU,66t'.6H8 -
E:lBtcrn HystcDl ~ i 742 686,lfiU 567,266 lIB,672 7,430,S07 7,116,012 -

1 
Total . 

- 1 
3,074 3,772,770 

----
21981,3iiO I 791,420 31 1276,196 30,642,468 2,732,6:1" 

11. NATAL. 

1. The totalmilenge of railway worked by the Natal Government at 
30th June 1906 was as follows :--
-- - -- , 

, 

Total Mileage - Additional Mileage I Total Mileage Situation of Railway. owned. worked. 
I 

worked. 

Mil ... Hilea. Milea. 
In Natal - - - 7961 50 846l 

In Orange River Colony - - 8BlI 88! 176l 

Total - - 885 la8! 1,023i 

2. The next table shows the capital outlay on the railways owned by the 
Natal Government:- ------

Item. 

Cost of purchase :-
(a) First section (Jannary IM77) -
(b) Glencoe-Talana Coalfield. (September 11199) - I 
(e) Zululond nailway (June 1905) - -

Cost of construction of lines bllilt by the Government -
t::iuhsequcut capital expenditure on locomotivef<:, rolling 

stock, lJuildi"gs, illlprol'cmt"uts, &c. 

Total 

Length of Line. 

MilCJJ. 
6 7; 

98 
773! 

BB~ 

* Excluaive of expenditure on 181 milet of line in coone of constractfoD. 

Expenditure. 

£ 
38,tm 
56,684 

726,000 
6,896,359 
5,B50,841 

13,660,761-

The capital expenditure of 13,660,7611. includes the sum of 1,100,141l. 
spellt from revenue during the years 1896-8. 

No capital has been repaid out of revenue, but Il ,sum of 64,902l. has been 
placed to sinking flmd for redemption of debt, as has also a sum of 116,1091., 
which was the nflt proceeds from an exchange of assets with the TransvaaL 
t 
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3. The following table gives a sUmmary of ihe financial results for the 
years 1905 and 1906;-

--- .-_._- ... -._--- ---------------------.--

------_. 

Mileage of section, 

Earnings :
Pas~enger traffic 
ParcII.!ls, &c. traffic 

Item. 

GOOl.Jei, minerals and live stock 
Mails and miscellaneous 

Gross Earnings 
Delluct :.-

• 

Natal-Zululand Railway Company" proportion 
.ent.) - - -'.-

ZnlulRnd Railway Company', proportion (46 perc 

Hiles. 

7751 
£ 

475,927 
42,242 • 

1,347,559 
- i 66,830 

! 1,932,558 - . 
(46 per 15,652 

-
enl.) - 5,287 

1906. 

Mil ... 
935 

£ 
441,76'; 

,1,4.184 
r,497,499 

63,076 

2,046,524 

16,~41 

----- ---. 
. Net Earnings 

Expenditure :-
Maintenance of ways aDd works 
Locomotive power .. .. 
Carriage. and wagon. (repair. and renewal) 
Traffic expenses 
General charges 
l"o.y of men on active service .. 
GCllernll!ltorcs (working expenses) 

Tolal Working Expense. 

GrOHS P~fit for the year. 

Intero8t nharges on capital.. .. 
Interest chargoB to meet gnaranteea 3 pel' cent. 

ou capital 

Net Profit for the year 

-
- I -
--
= I -
-
- , 

I -
interest 

-
-

Sinkiug fund contribution (part debt extinguished at 30th 
-

guished, 
-

JUDO 1904) _
Sinking fund contribution (part deb.t extin 

incun'ed 1904-5) -

Profit to the Colony for tbe year -

-

-

-

1,911,619 2,029,683 

153,964 162,846 
531,071 470,300 
157,605 132,728 
376, I 6!4 414,138 
52,090 66,631 
- 4,529 . 
10,152 9,696 

1,281,051 1,260,863 

630,568 768,820 

410,692 455,672 

18,294 -
201,582 313,148 

- 56,244 
! - I 8,659 

135,506 
I 

22i,875 

12. TRANSVAAL AND ORANGE RIVER COLONY. 

-

The railways in the 'rransvaal and Orange River Colony were acquired 
by the Imperial Government on the occupation of the new colonies. A part 
of the Orange Free State railways had been const1~lCted by the previous 
Government out of revenue, and was therefore acquired free of cost. A sum 
of 2,063,0001., however, was paid to the Governments of the Cape and Natal 
in liquidation of railway construction debts contracted by the Orange Free 
State Government and not paid for before the war. The Netherlands Hailway 
in the Transvaal was seized hy right of conquest on the occupation of 
the Transvaal, on the ground that the Company had taken active part in 
hostilities on behalf of the late South Mrican Republic. Later, hOI\"ever, as 
an act of grace, the Imperial Government decided to payout the holdings 
of the debenture-holders, under certain conditions, at a figure representing 
the average value of the debentures for the three years previous to the war, 
but it is not yet possible to say what the total cost oE acquisition will be. 
In the case of tbe Pretoria-Pietersburg railway the Company was expropriated 
for the figure mentioned in the second of the appended statements. All 
these railways are now vested in the High Commissioner and Governor, and 

us 
• 
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are administered by the railway co=ittee of the Inter-Colonial Councd 
The difference between the amounts paid over as net profit to the Inter
Colonial Council by the railways in 1904-5 and 1905-6 is accounted for by 
the fact that in 1904-5 the Inter-Colonial Council paid the interest on that 
portion of the guaranteed loan which had been expended on railways, 
whereas in 1905-6 the railway bore the interest charge on its own share of 
the loan. As the amount paid by the Inter-Colonial Council in respect 
of the railway debt in 1904-5 was about 800,OOOl., the actual amount of 
profit paid to the Inter-Colonial Council 1>y. the railway for the two years is 
approximately the same. 

The financial results for the years 1904-5 and 1905-6 were as follows :-

Gross earnings 
Working expens .. 

Net earnin g. 

Ireu. I -----------! -

Miscellaneous net income (+) or loss ( - ) -. • 
Appropriations for betterment fund, service of loan capital 

190i-ll. 

£ 
5,062,147 
2,861,084 

2,201,063 
+ 8,037 

444,312 
1---

Net profit paid to the luter.Colonial Council 1,764,788 

1905-6. 
_. 

-~---

£ 
6,284,672 
2,927,875 

2,356,797 - 4,785 
1,437,245 

914,767 

Sums provided from Revenue for Redemption oj Guaranteed Loan. 

Contributions' to sinking fund of that portion of the guaranteed loan 
allocated to railway purposes, 19,478,0001., at 1 per cent. for:-

1903-4 
1904-5 
1905-6 

Total 

• 
£ 

194,780 
~94,780 

194,780 

584,340 

Receipts and Expendit~lre on Oapital Account as at 30th Jun; 1906. 

Receipts. I . Amollnt. Expenditure . I Alno""t. 

£ £ 
Contributions irom r<lvenue Ly. .2,388,891 Lines Acquired ~-

late Governments. . Netherlands Soutb African 8,982,870 
Contributions from revenue by 2,047,659 railways. , 

Central South African rail- Orange Free State llneo • 3,260,200 
w"y·· Pretoria-Pietersborg Rail way 1,673,991 

Transv881 3 per cent. goar .. n. 18,539,885 Van Reenen-Hnrriomith - 266,095 
teed loan. New line. built . - 3,460,873 

Basutoland Goveroment loan · 70,000 Capital expenditure on open! 4,404,746 
Post Office loan - · 293,000 lines. I Balance nnexpended . . 1,290,560----'l'otal . · 23,339,335 Total . . 23,339,335 

, 

7 'rn 
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III.-State Railways in,Foreign Countries. 

1. AUSTRIA-HUNGARY. 

(a) AUSTRIA. 

Table showing the cost of purchase or construction of the Imperial and 
Royal Austrian State Railways, and other capital expenditure connected 
therewith, to December 31, 1905:-

Name of Line. 

A.-Railways purchased by the State :-
Kaizerin-Elisabeth Bahn - -
Kaiser-Frallz-Josofa Bahn -
Kronprinz-Rudolf Balm - -
Eisenbahn-Pilzen-Pries.en (Komo-

tan). 
Vorar1berger Bahn . · 
Erzherzog-Albrecht Bahn · Ga1izische-Kar1-Ludwig Bahn · Eisonerz-VorderDberg - 1 
Lnibach-Stoin - -
Czernowitz-Nowosielitza ... .' 
Lokalbahnen der oest Lokalbahnen-

Gesell.ch .. ft. 
Bohmische-We.tbahn - -
Miihrische-Greuzbahn - -
Miihr.-Schlesiscbe Zentralbahn -
Postelberg-LauD - - -
Erato ung-gal. Eisenbahn -

• Friedburg-Lengau-Schneegattern-

Wiener Verbindungsbahn ,- · 
Dux-'-Bodenbaoher Eisenbahn • 
Prase-Duxer Eiseubahn • · 
NiBSchau-wilkischen - · 
Asch-Rossb""h - - -
Braunau-Strasswalchener Babn -
Dniestel' Bahn - -
N iederosterr-Staatsbahnen -

Total - · 
B.-Railways constructed by tbe State -
C.-Subsequent Capitnl Expenditure (10 I 

end of 1905) • • • 

Grand Total - -\ 

Lenl"h In 
Miles. 

59~ 44-
500 
1711 

] 112 
528 

12 
1 
19 

222 

1241 
68 
90 
6k 

91 
3t 

41 
67 

104 
5 
9 

22 
69 
95 

3,437* 

1,641! 

-
5,078; 

Costin 
£ Sterling. Date of Purchase. 

----~-

I :£ , 
13,667),97 I ,t Jan. 1882. 
9,290,435 1st May 1884. 

12,895,525 1st Jan. 1884. 
3,083,182 1st June 1884. 

1,315,000 31st Dec. 1885 • 
1,958,892 1st Jan. 1892. 

10,066,345 .. 
497,500 lst Jan. 1893. 

83,333 20th Dec. 1894. 
208,333 1st Jan. 1894. 

3,036,134 .. 
3,182,675 1st Jan. 1895. 

752,383 
" 1,185,700 .. 

68.066 1st Jan. 1905. 
2,598,824 1st Apr. 1905. 

(Included under .. 
C. below.) 

313,402 { 
1st Jan. 1882,1884, 

1887 ; 1st May 
1889; !stJan.1a95. 

2,760,792 1st Jan. 1892. 
2,851,325 to 

8,750 lst Jan. 1905. 
46,095 .. 
72,917 31st May 1877. 

178,062 24th Mar. 1876. 
764,553 6th Aug. 187K. 

70,385,718 

I 20,823,403 

20,381,~84 

111,791,005 

The next table shows the working receipts and expenditure for the years 
1904 and 1905 :-

Net ProB. Bate of 

Year. Receipta. Expenditure. Interelt on 
on Working. Capital shown 

b,. Pro61L 

I _£ I £ £ Per cent. 
1904 - - - i 

11,303,444 9,014,330 2,289,114 2"38 
, 

1905 - - I 12,22-l,367 9,247,716 2,976,651 2"66 
I 

D ~ 
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No allowance is made in the above statement of expenditure for the 
repayment of capital As, however, the rate of interest paid -by the State on 
the loans raised for railway purposes is much higher than the mte of profit 
earned, the net profit has always to be supplemented by a large Sum provided 
by the Budget. The estimates for [907 were :-

£ 
Amount payable by State for interest, amortisation, &c., 

on capital for State Railways - - - - 5,494,556 
Le8B profit on working - 2,827,132 

Estimated deficit to be provided by the Budget - 2,667,424 

• • 
The amount of capital to be repaid out of income included above (in the 

form of amortisation charges and an allowance for terminable annuiti08), was 
estimated at 560,OOOl. 

(b) HUNGARY. 

The Directorate of the Royal Hungarian State Railways is unable to 
furnish any information as to the cost, conditions, or date of the acquisition 
of the separate lines of the Hungarian Railways. The following is a stat&
ment as to the financial position of the State Railways for the year ending 
December 31, 1906 ;-

• 
Nominal capital of the State Railways (December 31, 

1906) 
Amount of capital actually invested 
Total receipts, 1906 
Total expenditure, 1906 

Surplus of receipts oyer expenditure 

£ 

100,883,487 
84,840,375 
11,843,073 
7,477,62a. 

4,365,451 

Of the nominal capital, 50,040,3231. was raised by means o£loans ; of this, 
2,421,442l. had been repaid up to the end of 1906; of the remainder of the 
nominal capital, 12,491,212l. was raised by the issue of 3t per cent. and 
4 per cent. Crown rents, and 38,351,950l. obtained from other sources of 
State revenue. 

2. BELGIUM. 

]. The total length of line worked by the Belgian State Hailways on 
3lt;t December 1905, was as follows;-

Lines constrncted by, or on behalf of, the State 
Lines purchased by the State 

Total mileage owned by the State 
Lines rented by the State -

MiI.s. 

- 1,015 
- 1,323 

- 2,338 
152 

Lilies over which the State Railways have running 
powers 25 

Total - 2,515 
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2. The next table shows the total capital expenditure up to 31st December 
1905, and, in the case of purchased lines, the date of acquisition :

Lines constructed by, or on ·behalf of, the 
State 

Lines purchased :
Mons-Manage (1st January 1857) 
Papinster-Spa (16th SePtember 1872) 
Dendre-Waes (1st May 1876) -
St. G hislain-Erbisseul (16th Sep-

tember 1879) - - -
Lierre-Turnhout (1st March 1882) 
Marbehan-Virton (15th March 1881)
Karders System (1st January 1878) -
Basaius-Houillers (1st January 1871) 
Luxemburg (1st January 1873) 
Antwerp-Ghent (1st January 1896) -
Liege-Limburg (1st January 1896) -
Ghent-Eecloo ~1st January 1897) -
Belgian Great Central (1st January 

1897) 
Plateaux de Herve (7th September 

1897) - - -
Sichem-Montaign (1st July 1898) 
Liege-Vise (1st January 1899) 
Hesbaye-Condroz (1st January 1900) 
St. Trond-Hasselt (1st January 19(0) 

Completion of lines purchased 
Completion of lines rented by the State -
Outbuildings of stations over the whole 

system (turn-tables, hydraulic columns, 
reservoirs, electric lighting and gas, &c.) 

Surveys 
Rolling stock, workshops, machinery and 

tools, &c. 

Total • 

£ £ 
26,424,000 

421,000 
271,000 

2,108,000 

95,000 
176,000 
278,000 
698,000 

7,768,080 
5,094,000 

588,000 
1,400,000 

309,000 

8,649,000 

925,000 
14,000 

401,000 
990,000 
170,000 

---- 30,355,000 
4,987,000 

378,000 

2,303,000 
632,000 

23,247,000 

88,326,000 

3. The following are the financial results for the years 1904 and 1905 :-

, - I 190 •• I 19()5. 

£ £ 
Gro .. receipts · · · 9,310,527 9,718,073 
Working expenses and pensions · 5,4.89,160 6,211,710 
Net receipt. · · · 3,722,167 3,706,362 
li'inancial chargee . . · 3,238,2~4 3,333,790 
Net profit . · · · 488,943 372,572 
Capital repaid . . . · 523,184 549,322 
Total capital repaid. since commence.. 

ment . · · · - 10,827,238 

3. BRAZIL. 

There are few Union State Railways in Brazil, the Government having 
originally preferred to adopt the system of granting concessions to private 
enterprises and guaranteeing a fixed percentage-generally from 5 per cent. 
to 7 per cent.-on a fixed capital outlay at the end of a stated period 
(generally 60 years), the line to revert to the State on repayment of the 
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amount guarnnteed plus any extra outlay agreed to by the Government, who 
generally reserve to themselves the right of expropriating the owners at the 
expiration of half that term. 

This system was not on the whole found to work satisfactorily, for though 
~ODle of the lines did so well as to make no call on the Government guarantee, 
many were constructed with the apparent intention of living on it entirely. 

Out of a total of about 10,915 miles only some 801 miles, consequently, 
still enjoy Federal Government guarantees, 2,933 miles are leased out on 
various terms to private companies, 1,750 miles are administered by the 
Federal Government, and the remainder are in private hands or those of 
different States of the Union. The State railways in Brazil are treated as if 
purely administrative parts of the Govemment, and the figures appearing in 
anyone of the annual reports do not necessarily represent the total which 
Congress will be called upon to meet. 

The following railroads in Brazil are owned and administered by the 
Federal Government ;-

(1) The Central Brazil Railway, extension some 1,617 kilometres or 
1,004 miles. 

The cost uf building was 204,386,287 milreis, or, at present exchange 
of 15 pence per milreis, about 12,775,000Z. sterling. The receipts and 
expenditure for the last two years were ;-
~--~--~ ~ ~ --_._---

Yt'ar. Receipts. Expenditure. Profit. 

- -----~ 

Mitrels. Mllrcis. }Iilrcil. 
1905 28,649,980 27,561,33.'> 1,08~,645 labout 68,0001.). 

1906 . 31,156,70;; 30,077,289 1,0;9,416 (about 67,5001.). 

-----

The Ministry of Public Works state that they have no data to enable them 
to state what amount of the capital of any of these railways has l)een repaid 
out of revenue, but as it is only during the last few years that the Central 
Hailway has shown any profit at all and that profit is so out of proportion to 
the cost of construction, it may he inferred that no portion of the cost ha~ 
been repaid. 

(2) The Rio de Ouro Railwll!}, extension some 119.kilometres or 
74 miles. 

The cost of construction was 2,970,020 milreis, of about 185,Gool. sterling. 
The receipts and expenditure for 190<1 and 1905 were :-

Year. 

1904 

1905 

n{'CCipts. 

Milreis. 
23~,403 

230,444 

Expenditore. De6.cit. 

Milr. i.\l, Milrcia.· 
514,512 . 276,109 ( .. bout 17,200/.). 

512,475 . 282,031 (about 17,6001.). 

Of the 119 kilometres of this railway, 72 are open to general traffic, ] 2 to 
passenger traffic only, 20 for lumber traffic only, and the rest to special 
purposes. 

The permanent u;ay is reported to be in a satisfactory state of preserva~ion. 
In 1904, 186 contos (say about 11,6ool.), and in 1905, 179 contos (sny about 
11,lool.) were spent on it. 

The object of this railway is to assist in supplying the capital wi1h water 
:£rom the mountairu; in the neighbourhood; it has always been worked at a. 
heavy loss, until recently amounting to nearly six times its revenue. 
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(3) The West of Minas Railway, extension some 1,173 kilometres or 
728 miles. Gauge 0'76. 

This railway was one of the first constructed. It commences about 
226 miles from Rio de Janiero at Sitio, on the Central Railway. It was 
originally intended merely to open up the mining district of S. Joao dEl 
Rei. Thence it subsequently extended north tQ the junction of the Paraop"ba 
with the S. Francisco River. The gauge of this older portion of the railway 
was only 30 inches. Then followed further concessions from the Federal 
Government and the State of Minas Geraes, during the period of abnormal 
activity and enterprise which followed the downfall of the Empire, when vast 
undertakings were hastily conceived and lightly begun in many cases only to 
be abandoned from want of the necessary funds, or owing to insurmountable 
obstacles that had been overlooked or underestimated. 

The Western of Minas Railway, by virtue of these concessions, was 
empowered to push southward through the State of Rio de Janeiro to the 
Port of Angra dos Reis via Livramento and Barra Mansa, while another 
branch was to run north to Catalao in the south of Goyaz via Canna Verde 
and Formiga. . . 

These ambitious projects came to . an abrupt termination from want of 
funds, after construction had been commenced, and the irregularity of the 
payment of the guaranteed inter~st by the Government of Minas Geraes 
increased their difficulties, and the Company became bankrupt. The railway, 
rolling stock, and other property belonging to the Company were sold by 
auction in 1903, the Federal Government being the purchasers. The railway 
will eventually be leased, but is at present being worked by the Federal 
Government. 

The cost of purchase was 14,558,08·1 milreis, or about 9lD,000l. sterling. 
Receipts and expenditure for 1904 and 1905 were :-. 

1904 

1905 

Yeo.r. Receipt.'1. Expenditure. Profit (+) Of Loss (-). 

--!-----'-----+-----~--.. 
Milrci8 

2,034,699 

1,745,28.; 

Milreis. 
1,985,204 

1,873,171 

Milreis. 
+ 49,495 (abollt 3,1001.). 

- 127,886 (about 8,0001.). 

(4) The Donna Olwistina Railway, extension some 116 kilometres or 
72 miles. 

The castor purchase .was 6,498,133 milreis, or about 406,000l. sterling. 
Ueceipts anti expenditure for 1904 and 1905 were :-

1904 

1905 

Yem. i 
, I 

Rl.'C{"ipts. i Expenditure. I Doficit. 

Mth-el,. ··1 ··Mjh~is. ,. .!-" )I'UreiR:. i", • 

104,992 I 315,598., I' 210,606 ( .. bQIII.l3,200J.) .. 
I I . 

1U~,520 __ I _~~S,237 _J 2~0,717 (.boll~ 1~,500/._). __ _ 

4. BULGARiA . 

. With· th~ exceptio~ 6f t~iilines o~~ed':by, and of one lea~ed to, the 
Oriental Itailway Company,. ~ railway's in BuI~aria :are . both owned and 
worked by the State. . 

The Varna-Rustchuk Railway, 140 miles in length, was built by an 
English company between 1865 and 1868, 'alld was purchased 1)y the 

j': 2 
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Bulgarian Government in 1888 for the sum of 2,052,2001.; a further sum of 
112,670l. has since been expended on rolling stock. The remaining 640 
miles of State railways have been constructed by the State itself at a CORt of 
3,960,43(;Z., and there has been a further expenditure of 473,3~8l. on rolling 
stock. The total amount, therefore, expended by the State ill purchasing, 
constructing, and equipping its railways has been 6,598,664l. 

The financial re~ults for the years 1904 and 1905 were as follows; 

I I I 
, 

Year. Revenue. WOl'king Net Proceod •• Expenlle8. 

f f f 
1904 - - 438,412 268,597 169,815 

1905 - - 444,976 302,528 142,448 

The revenue from the raih;vays appears in the Budget with the other 
State Revenues, and there are no statistics obtainable to show how far they 
have contributed towards the Sinking Funds of the various loans raised for 
their acquisition ~nd construction. 

5. CHILE. 

There are 3,002 miles of railway in Chile, of which 1,592 miles are State 
owned. The only foreign railways are the Nitrates Railways, Limited, the 
Antofagasta and Bolivia Railway, and the Taltal Railway, and these are all 
owned by British companies. 

In two cases lines have been acquired by the Government. The line from 
Tongoi to Trapiche was contracted for with the North American Syndicate in 
1888 for 203,371l., and up to 1905 54,254l. had been spent. In 1899 the 
banks foreclosed on a mortgage, and the unfinished railway was handed over 
to them for 19,250l., the amount of the Company's indebtedness. On the 
19th August 1901 a law was promulgated authorising the expenditure of 
the 19,250l. by the Government for the purchase of the line. The Coquimbo 
Railway, constructed by an English company, was bought by the Govern
ment' under a contract approved by Congress on 10th Febrnary 1896, for 
245,OOOl. (discounting 20,OOOl. paid for the section from Serena to Elqui); 
and from that date it formed part of the State railways. 

There are no reliable statistics as regards the cost of construction of the 
State lines; the cost of new material and rolling stock is annually charged to 
expenses, and any defieit is passed to capital account. 

The total railway service belonging to the State was valued in 1906 at 
168,000,000 dollars, equal at the low rate of exchange to 8,400,OOOl. No 
capital has been repaid out of revenue. 'fhe following table shows the 
financial results for the years 1905 and 1906 ;-

Year. 
I Receipts. Expenditure. Sorpl ... (+) 

or Deicit (-). 

- I 
f £ f 

1905 1,072,103 1,040,946 + 31,157 

1906 1,240,252 1,417,510 177,258 

NOTE.-Tbe rate of exchange has been taken above at ,20== fl. 
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6. COLOMBIA. 

The Sahana Railway (Ferrocarril 8e la Sabana) is the only Government 
Railway in Colombia. It is 24 miles long and connects Bogota, the capital 
of the Republic, with Facatativa, the terminal, whence there is communication 
by mule track with Honda, the p~rt on the Rio Magdalen~. 

The railway was built in 1886 by a company formed by the Department 
of Cumlinamarca and private capital. It cost $1,000,000 Colombian money 
(then equivalent to about 140,oool.) divided into lO,ooo shares, of which half 
were taken by the Department and half by private individuals. The National 
Government bought out the shareholders in 1899, and the Department shortly 
before the war, and has since been the sole owner. 

No dividends were paid until 1905, so until then all net earnings were 
dedicated to betterment. The property was then valued at 200,0001. The 
gross earnings amount to about 3,0001. per month, aDd ilie expenses to 
1,500l. 

7. COSTA RICA. 

The only railway owned by the Government of Costa Rica is that known 
as the Pacific Railway, which is intended to connect the capital (San Jose) 
with the port of Punta Arenas on the Pacific Coast. 

It at present consists of two sections-that from San Jose to Santo 
Domingo (42 miles), and that from Punta Arenas to Esparta (13 miles), 
beHides a branch line of five miles, making a total mileage in operation of 
60 miles. The gap between the two sections is 17 miles, part of which has 
been already constructed. This railway has all been built by, and is the 
property of, the Government, the cost of construction so far having amounted 
to 8l!5,~!J0l. • 

The financial results during the last two years (ending 31st March) for 
which figures are available have been as follows ;-

19Of-5. 1905-6. 

;£ ;£ 
Revenue - . 21,266 21,520 

Working expenses 21,918 23,171 

Net loss 652 1,651 
" ... ~ 

No capital has been repaid out of revenue. 

8. CUBA. 

The following railways are owned by the Cuban Government ;-

1. The Jucaro and San Fernando Railway, 40 miles in length, built 
by tIta Spanish Government for military purposes during the 
revolution of 1868 to 18iS. 

2. The Trinidad and Fernandez Railway, 19 miles in length, built by a 
private company, and subsequently acquired by the Government. 
from 19th May 1891. 

E S 
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3. The Manzanello and llayamo Railway, of which only three miles were 
constructed at the co=encement of the revolution of 1895. 

4. The Triscornia. and Cambute Railway, a short line of six miles in 
length, built by the Goverrunent of the United States during the 
American intervention. 

No data respecting the cost ot construction of any of thf'se railways have 
h:en pu hli~hed, nor are any obtainable, as, with one excE'ption, the railways 
were built by army engineers. 

None of the railways nre in operation, with the exception of the Ju('aro 
and San Fernando, wll.ich has been leased to private parties; and no figures 
are available to show the financial results either as regards revenue, worl,ing 
expeIL~es, profit or lot's, or whether any of the capital has been repaid out of 
revenue. 

9. DENMARK. 

In 1905 there were in Denmark 1,137 miles of railway owned by the 
State, and 855 miles which were the property of private cOlllpanies largely 
subsidised by the State. , 

The first Danish railway from Copenhagen to Roskihle was opened in 
18"*7. It .was built by a private company, the" Zealand Railway Company," 
without any State subsidy. The State, however, guaranteed dIRt the Com
pany Hhould have the monopoly of prolonging the railway to Korsor. The 
length was 18' 72 miles, anu the eost of building was 12,5701. rer mile. It 
paid, however, very badly, and in consequence the capital for its prolongation 
was ndt forthcoming. Not until the State had, by the Law of 27th FE'hruary 
1852; guaranteed 4 per cent. on the whole building capital was it pos~ible to 
raise the whole capital. An English firm then undertook to build the railway, 
and it was opened to traffic in 1856. During the first three years it paid 
}Jadly, ahd to enable it to pay 4 per cent. the State had to contribute about 
20,550l., an amount which was, however, suJ)sequently repaid. The length 
of the rail way was 68 miles, and the cost of constrnction was 10,528l. per 
mile. 

In the ("ourse of the following 20 years the Zealand Railway Company 
obtained coucessions for yarious railways, tbe State guaranteeing 4 per cent. 
on the capital employed in construction. The Company built a railway from 
Copenhagen to Elsinore, another in the south of Zealand, and another from 
Roskilde to Kahmdborg. ,Altogether the Company owned 239 miles of 
railway, its share capital being 1,7Hi,OOOl., of which the State held 472,OOOl. 
The mortgage del)t was 722,OOOl. . 

The fact that, in virtue of the Law of 24th May 1875, the Zealand 
Railways could be· claimed by the State against purchase in cash of the 
Company's shares and debentures at par naturally resulted in the Company 
proving unwilling to construct such railways, inasllluch as they could not 
pay a proper dividend at once. The Company having no prospects of 
obtaining an extension of the terms of notice, agreed to transfer its railways 
to the State ill 1880, and by the Law of 2nd July 1880 the Minister of 
Finance was authorised to negotiate the business with the Company so that 
the- transfer to the State should date as from the 1st of January 1880. The 
share capital was to be redeemed at one.and-a-quarter times the amount in 
State bonds bearing interest at 4 per cent. from 31st Dpcember 1379, one
twentieth of.whi~h.was to. be refunded ye~rly by,anll~al dfawings .. The 
mortgages on the rmlways III the same way were 'to be taken over by the 

'State. On th'e lst ~a/lUai'Y' 1880 the share 'cilpHahmotinted tl;l 1,71'6,1:1111., 
'so thntthe sharil cllpltal ilm6mited to' ~. " ". - .. ~ ~/1l6;81I1. 

The additional quarter to ' .. .,: ,'. 1129,2021. 
, Ahd the debentures to ' 722;222Z. 

rho t,otalvurchase price amounted toi':!- , .. ,,-.A!,86S,2B5l. 
, , 
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A few private railways in Zealand-the Grib-forest Hailway and the Ea~t 
Zealand Hailway-were built in 1880 by a new company. In these cases, 
too, the State guarantee!l interest at the rate of 4 per cent. These railways 
are still worked as private undertakings. 

In the islands of LoIland and Palster the State granted an 80 years' 
monopoly for a railway by the Law of 25th March 1872, and guaranteed 
4 per cent. on an amount not to exceed 289,OOOl. This amount was, howe,"er, 
subsequently increfised. This ratlway is still worked privately. 

Tho first railways in Jutland and Funen, on the other hand, were built 
on the initiation of the State. After lengthy negoti~ions extending ovC'r 
several years the English firm of Peto, Brassey, ana Betts, of London. 
obtained a concession for the Jutland and Funen Hail~ys, the State 
guaranteeing 4 per cent. on the capital, but by the Law of 10th March 
1861 these railways· were transf~lTed to the State, and the State became 
responsible for the amount spent by the firm in expenses of constructiou. 

The Jutland Hailway extended the length of the peninsula from Aalborg 
in the north to Vamdrup in the sOllth, touching all tlle to\ms l'n the east of 
Jutland, its length being 182 miles. A railway was also constructed across 
Langaa-Struer-Holstebro for a distance of 75 miles. The length of the 
railway on Funen-Nyborg-Odense-Skrib was 52 miles, making a total of 
309 miles. 

Payment for the whole plant was to be made, either in cash or in 4 per 
cent. State bonds, to be issued in London at a rate of 96 per cent. The 
whole building capital amounted to 2,167,OOOl., of which 667,OOOl. W8re paid 
in bonds, the rest in cash. Later on the stations were eularged and the rails 
relaid, so that the capital invested in construction was increased. 

By the Law of 10th March 1861 the working of the railways was not to 
be effected by the State direct, but was to be entrusted to a spl'cial company 
which the English firm undertook to establish. This arrangement was 
carried out, but as it rendered any control of the working impossible, the 
State was authorised by the Law of 14th March 18G7 to take over the 
working. The shares of the working company were purchased for 139,0001. 

During the following years the building of St~te railways in Jut.Jand (both 
of cross-lines ill North, Central, and South Jutland, and of the trunk hne 
parallel with the west coast) was continued, so that in 1879 the State railways 
had a mileage of 505 miles, and the total cost to the State for their con-
struction had bl'en 3,850,OOOl., or 7,6241. per mile.. .. 

It should, however, be mentioned that in return for building'. ~hese 
railways the State cbimed a contribution from those districts which' would 
in the first iustance benefit by the railways. The Minister of the interior 
was, however, unable to settle the question on so broad a basis, and by tha 
Law of 26th May 18G8 it was, therefore, decided that half of the expro
priation price should be refunded by the county councils, who should be 
entitled to levy the proportional amount per mile by an annual assessment of 
Kr.7 (78. lOJ.) per" hartkom standard" on fields and meadows in those 
counties which were traversed by the railways, and of 33 Me (itd.) per 
inhabitant in tlle market-towns until the amount was paid off. This SUll} 

amounted altogether to 250,0001. 
Wit.h the completion of these railways the old system of State construction 

came to an end, and the railways which were built during the following 
years were constructed on a new system of private enterprise willi State 
subsidy, generally 950l. per mile, for which amount the State became a 
shareholder in the railways with the right to take them over on condition of 
assuming the corresponding liabilities. The system, howl"'er, was not found 
very suitable, and the State bought up several of the small railways which 
had been built in the manncr described. The State railway mileage in 
Jutland and Funen thus rose both by purchase and construction from 
505 miles in 1879 to 7::>3 miles in 188G, with a cost to the State of 5,200,OOOl. 
In 1894 the Higsdag votl'd l,OOO,OOOl. for building new State railways, and, 
in ad.lition, considerable sums for Bubsidising private railways. These sums 
were to be raiSt'd by the issue of State bonds with interest at 31; per cent. 
and irredeemable lJY the State until after 1910. The law contained detailed 
rules fur the eOlltitructiun of private railwa;,'s, and amongst thelll the stipula
tiull that the right was reserved tu the State to expropriate the railway after 

E ~ 
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the expiration of 25 years, either against payment of a sum 20 times the 
net profit during the last three years, or of the capital which had actually 
been spent on construction. 

The following table shows the increase in railway mileage between 1894 
and 1905:-

I 1894, 1905, 

I Miles. Miles. 
State milwBYS - I .A bout 1,034 1,13'1 
Pl'h'o.te railways - I .. 337 85'; 

I. Toll\L. 
t-

- I .. .1,371 1,992 
i 

As will be seen, the length of the State railways has not grown llIuch 
durin'" the last )0 years, while plivate railways h8\'c increased considerably, 
This ~ due to the large subsidies from the State. 

The 1,137 miles of State railway have cost the State about 10 555 OOOl. 
aud. have paid fairly well during recent years. ' , 

The financial returns for the years 1904-05 and 1905-06 were as 
follows :-
-

I I 
--

- 1901,-05, 1905 (16, 

---I 

Receipts :- £ £ 
Passengers - - - 933,333 9113,333 
Goods - - - 911,111 961,111 
Post - - - 61, III 61,111 
Various - - - 27,777 33,333 
Reduced pay and pensions - 39,888 44,443 

Total - - 1,973,220 I 2,083,331 
, 

Expenditure - - - 1,631,111 I 1,685,278 

Surplus 342,109 
I 

398,0,;3 - - -
I I 

The total capital invested in the State railways on the 31st March 1906 
was about 1l,400,000l., so that the profits have not exceeded what is generally 
ccnsidered a fair return OIl invested capital, viz., between 3 and 4 per cent. 

10. FRANCE. 

State Railway,-The State Railway of France was acquired by the State 
in 1878, when 1,615 miles of line were bought for 280 million francs 
(11,200,0001.), to which a further 225 millions (9,OOO,000l.) had to be added 
for the completion of the lines. The total amount in 1905, including 
purchase of rolling stock, was 34,143,360l. This acquisition was the 
consequence of the financial emharrassment in which many of the smaller 
companies found themselves at this period. Onable to amalgamate them
selves thcy turned to the larger companies, the Orleans and the Nord 
particularly, The Nord was in a sufficiently prosperous financial condition 
to take over the lines in its neighbourhood. Not so, however, the Orleans 
Company. The Chamber decided that the Orleans Company could not 
incorporate these smaller companies except on the condition that it should 
admit the permanent right of the State to settle thetarifI of the railway; 
otherwise the State would buy the lines itself at a price based on the costo£ 
the original construction minus the S11m of the subventions accorded to the 
companies that had obtained the concessions. The result was the purchase 
as above. The Law of Ma;r 1878 sanctioned this operation, and the whole 
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line consisting of. railways of "general and local interest" was declared of 
" general interest." . 

The conditions of thi~ purchase were !rom a financial point of view 
extremely onerous for the State, which, to quote M. Brice's words in tbe 
Chamber on 7th March 1878, wittingly undertook this heavy chsrge as an 
" acte de bienfaisance et de generosite extreme," in view of the fact that most 
of the shareholders were small people who had invested most of their savings 
in these companies. 

During the years 1881 and 1882 the State continued buying lines of 
"local interest" which were not prospering, in order to incorporate them in 
the Rys.tem. of "general interest," reim bursing the costs incurred by the 
conceSSIOnaires. 

By 1879 the State had taken 'charge of 9,936 miles of rail",ay dispersed 
all over France. Portions of these lines I\S they were opened were handed 
over to the administration of the State Railway, which became extremely 
unwieldy. Other portions which were too distant hsd to be organised on a 
provisional and frequently onerous basis. This situation being an impossible 
one, it became clear to the different Ministers who succeeded one another at 
the Travaux Publics thst the only solution was the handing hack of these 
lines to the different companies of which they formed affiuents. These 
negotiations, however, fell thl'ough, and State purchase, commencing with 
thst of the Orleans line, was much discussed. At this juncture occurred the 
financial crisis of 1882 on the Stock Exchange. State purchase was dis
covered to be too expensive a measure under the circumstances, and appeal 
had to be made to the Railway Companies to continue the works they hsd 
undertaken to carl'Y out; the consequence was the Conventions of 1883, 
which still form the basis of the financial relations between the Railway 
Companies and the State. 

The Convention8 of 1883. 

The St,ate system Ivas reformed by the amalgamation of the lines of 
private companies and of lines unconnected with one another and situated 
without cohesion in a sort of triangle with its angles in the neighbourhood of 
Chartres, Nantes, and Bordeaux respectively. 'fen companies of diffl!rent 
kinds went to form Ihis system. Continuity of line was established from 
Paris to Bordeaux by passing over no less than 11 different sections of line, 
six belonging to different companies, and the rest being portions constructed 
by the State. Owing to the difficulties arising from these conditions 
inherited by the State Railway Administration, combined with some material 
disadvantages due to the economic character of the district served, the State 
Railway will always be an abnormal one suffering tinder abnonnal and 
unfavourable conditions. 

Finandally the State system is still handicapped by the Conventions of 
1883 with the companies of the West and Orleans, in that it has to pay 
a contribution of 3,600,000 francs (144,000l.) for the line and stations 
where they have common running powers. and by the abandonment of 
5,000.000 francs (200,0001.) of the receipts. The State agreed to pay the 
Orleans Company an annuity of 2,348,000 francs (93,9201.) up tm the end 
of its concession, ancl yet the lines handed over to it by the Company 
pro(luced in 18\)9 only 2,3U,790 francs (92,592l.), while the lines ceded by 
the Stllto to the Orleans Company brought in a net profit of 3,087,197 francs 
(123.4881.). Further, the State ceded to the Ouest Company, in order to 
obtain the right of rnnning over the sectivn Chartres to Paris, its most 
product.ive lines Elbceuf to Ronen, St. Geor~eB to Drenx and Chartres for 
40 per'cent~ of the receipts of this scction. The most singular condition by 
which the State bound itself was that by which it is forced to keep to a 
.. legal itiuerary." The totlll receipts from line worked outside this "legal 
itillel1lry" for communication between Paris, Hordeaux. and Tours on any 
State line via Cbartres, and for communication between Bordeaux and Tours, 
Poitiers, and Chateau dn Loir on any State line were reserved for the Orleans 
Company, with the deduction of 25 per cent. of the.receipts actually received. 
:Furilier, the traMport tariffs by .. grande vitesse .. from or to P!'ris could pot 
be lu\\'~r than those 01 tho Orleans Company. 

lIlll. F 
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Unfavourable as were the conditions imposed on the State :Jlailwoy by the 
Conventiolls of 1883 they were still further aggravated by the .. arrange
ments" of 1886. These" arrangements," which very considerably modified 
the situation of the State Hail",ay, were merely approved by Ministerinl 
decree. The arrangements related to the accE'SS of the State Hailways to 
Paris and the contention of the Orleans Company that the State Railways 
stopped at Char~res, and a. settlemen~ was made to the effect that. the 
contested zone-'l.e., that whICh, acconhng to the State, should have direct 
acceS3 to Paris via Chartres, but which, according to the Orleans Company, 
should be drained to the advantage of the Orleans Railway-was SUbjected 
to a special regime. The traffic emanating from this region was considered, 
as far as Paris, State traffic, but with the condition that it must pass via 
Tours on the Orleans line, and consequently pay 60 per cent. of the cost of 
transport for right of passage and traction from ToUl's to Paris to the 
Orleans Company. By these means a second access to Paris was obtained, 
1mt it constituted a serious drain on the State Railway rather than affording 
it any relief. For communication with Paris the State Railway is divided 
into four principal zones. In onE', the traffic belongs to the State ~ystem 
entirely (i.e., it is transported via Chartres). In two others it is diverted at 
an early period on to the Ouest and Orleans Railways, and is lost to the 
State system; and in the fourth it joins the Orleans system at Tours, from 
which point 60 per cent. of the cost to Paris is handpd over to that company. 
The difficulty of establishing rational through tariffs under these circlIlll
stances is easily understood, and the right of the State. Railway to make sllch 
tariffs as far as Paris, which was stipulated by Article 16 of the Convention 
of 1883, has IJeen rendered completely illusory hy the" arrangement" of 
lSSe, for the State can only exercise this right on condition that "the price 
" of transport be not less than that charged by the company for the RlIme 
" transport from the j unction to Paris or vice t·ersa." Th e tariffs on the 
Ouest Hailway being lower than those 011 the Orleans, two separate tariffs 
would have to be drawn lip for goods to Paris, according to the position of 
the station of origin in respect of the two companies. Such a solution is 
obviously impossible, and so it is only in 11 very few special cases that the 
State has been able to draw up fixed through tariffs to Paris. 

Railways GILaranteed and Partly Constructed by the State.-By the Law of 
1842 the State undertook to carry out the" infra structure" of the railways, 
i.e., the levelling of the ground, the construction of the stations, &c., while 
the companies undertook the laying down the permanent way, the furnishing 
of the material, rolling stock, &c. fwo-thirds of the cost of the acquisition 
of the land was to be borne by the localities traversed. At the end of the 
concession the State would take over the permanent way and the stock at 
the valuation of experts.· The clause binding the different localitics to 
contribute to the purchase of the land was given up in 1845 owing to the 
many claims, &c., that arose out of it. In 1847, as a result of the depreciation 
f(JIlowing on unsound speculation, many of the companies found themselves 
unable to raise money to continne the works. The State had thus the right 
in view of the non-fulfilment of the obligations of the companies, to put up 
the concessions for sale and hand over to the companies, such money as 
might accrue there:£rom as an indemnity or, in the case of the absence of 
offers, to enter into possession of the works already executed. This was, 
however, not done, and the State came to the aid of the companies oy 
prolonging the period within which the works mllst be completed, and lJY 
means of subsidies. By the end of 1851 there were 3,105 miles, of which 
only 2,173 were open to traffic, and two-fifths of the milliard and a half 
h'ancs (60,OOO,OOOl.) already spent, had come from the State. 

The beginning of the Second Empire was the signal for the' rapid 
development of the railway system of France. 

The three great features of this period were :-
(1) The prolongation of the period of the concessions to 99 years. 
(2) The amalgamation of the different companies into a few large 

companies: Nord, Est, Ouest, P.L.M., Paris-Orleans, Midi. 
(3) The increase of concessions owing to the' large companies being 
. able to afford to undertake the construction of branch lines---in 

themselves unproductive-as feeders to the main arteries. 
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A second crisis occurring in 1857 appeal had to be made to the Govern
ment, which undertook to guarantee the interest to the railway companies. 

By the Conventions of the 11th .June 1859, the State guaranteed to the 
companies for the" new system," a net annual revenue sufficient to ensnro 
the interest and the sinking fnnd for the duly certified costs of construction; 
for the .. old system" no guarantee was granted, but its revenue was 
reserved for the companies up. to the amount necessary (1) to pay the . 

. charges on the bonds issued for its construction; (2) to pay a dividend on 
the shares a little less than for the preceding year&. The surplus Ilf the net 
products of the old system was to be employed on behalf of the new system, 
in order to defray or diminish the amount of the sums the State would have 
to grant yearly to make up the guaranteed income. Thus the increase in the 
receipts from the old lines, which would ensue from the construction of the 
new feeding lines, would contribute to cover the charges for these latter. 
The sums advanced by the State were in the nature of advances rather than 
su bventions, bearing interest at 4 per cent. When the net product of the two 
systems united should exceed the sum of the revenue reserved for the old 
system and the interest guarauteed for the new, the surplus was to be paid 
to the State each year, until the sums advanced were entirely repaid in 
capital and interest. In case the receipts were not of such a nature as to 
ensure repayment of the amount due to the State, at the termination of the 
concession the State would deduct the deficit from the value of the rolling 
stock, which it was bOllnd to purchase from the companies at the valuation 
of experts. Should the companies, after paying off the advances made by 
the State; continue to make snch profits as to enable them materially to 
increase their dividends, half the increase up to a certain point would be due 
to the State. Such remained roughly the state of affairs up to 1883, the 
guarantee of interest. being extended during this period to the sums devoted 
to works of extension as traffic increased. 

By the Conventions of 1883 the larger com panies incOl]>orated in their 
systems the majority of the lines of the programme of 1879. As regards 
work to be undertaken the State in principle continued to pay the expenses 
that still remained to be borne. For the lines that were not finished the • 
companies had to subscribe to the cost of construction, bllt, taking into 
considerat.ion the relatively low productivity of certain lines this subscription 
was limited in certain cases to 25,000 francs (l,OOOl.) a kilometre, pIllS the 
rolling stock and equipment. This sum was even fixed as low as 12,500 
francs (5001.) for certain narl'ow·gauge lines. 

In order that the State should not have to continne to make direct loans 
to meet these expenses, the companies agreed to raise the money by the 
issue of bonds on the condition that the Treasury should pay them each year 
the amount of the real charges of interest and sinking fund on these bonds. 
For two or three years previ0us to 1883 all the companies except the Ouest 
had ceased to require a guarantl'e. 'fho Onest, however, obtained the 
rotluction of its debt from 240 to 160 millions (9,600,000l. to 6,400,0001.). 
The distinction between the old and the new lines was done away with, 
and all the clauses involving fOl'f",iture were legally abolished. All the 
receipts and expenditure of each company were united in a single account, 
and the companies had to raise from the net profit:-

(1) The sums necessary for the payment of interest and sinking fund 
of the bonds issued by it. 

(2) A fixed dividend and a statntory sinking fund of the shares. 

If the net revenue was insufficient for the purpose of paying these 
guaranteed charges, the State had to advance the necessary money. On the 
other hand, the surplus, if thm-e were' any, had to be devoted to paying off 
the debts t.o the States. \Vhen the companies sllould cellse to owe anything 
to the State, the surplus would belong to them up to a certain point, after 
which two·thirds would have to be handed over to the Stat.e. 

After 1883 owing to another groat financial depression traffic receipts 
decreased all oYer France to' such an extent that all the Railway Companies 
except the Nord had to apply to the State for the guarantee. Thus, in 1884, 
the State had to pay 84 millions (3,360,0001.). Since then the sum has varied 
to a eonsiderable extent, reaching 100 milIi(ln francs (4,OOO,000l.) in 189:>. 

t' 2 
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The financial results of the French railways for 1904 and 1905, as far DR 

they are available, are shown in the appended tables. It must be noted that 
in no case have any of the great companies repaid any of the capital advancl's 
made by the State. However, in the last two years, for which Iignrcs are 
available, thfl Ouest alone has had recourse to the guarantee of intf'rest. Tho 
Est, Orleans, and Midi have 11ad a snlaU surplus available for payment of 
part of the interest due to the State for the sums advanced to thelll. 

MAIN LINES OF FRANCE. 

Cost of Establishment and Results of Working for the years 1!J04 and 1!J05. 

I 
I 

System. Years. 

-

I , 
State -j 1904 i - 1905 

Nord -! 1904 - 1905 

Est -{ 1904 - 1905 

Ouest -I 1904 - 1905 

Orleans -1 1904 - 1905 

Paris-Lyons I 1904 
- 1 1905 

Midi -j 1904 - 1905 

Length in Miles. 

Total on Aver8g~ 
Dec. 31. forYcaf. 

Cost of Establhlhment'l including Rolling Stock. 
-

Participltion of 
State. 

ParU 
Co 

cipation of 
mpBoie<J. 

Purcha.'W! Jllioo 
of Itollillg 

Srock. 
---------- . -~---. 

1,727 1.812 
1,727 1,812 

2,307 2,312 
2,307 2,312 

3,018 3,018 
3,018 3,01t! 

3,693 3,649 
3,693 3,662 

4,621 

I 
4,588 

4,681 4,650 

5,776 I 5,768 
5,858 I 5,821 

2,362 2,339 
2,362 2,363 

£ 
6,892,387(a) 
6,N92,990(a) 

4,004,737 
4,011 ,4,,9 

31,423,730 
31,430,132 

37,492,801 
37,673,990 

42,846,398 
43,505,880 

46,205,127 
46,560,809 

23,457,249 
23,486,733 

£ I 
26,8 34,634(6) 

50,370(6) 27,2 

68,4 50,560 
03.400 69,1 

58,4 86,629 
59,947 ,';9,1 

65,6 20,932 
78,161 66,2 

70,6 
71,5 

44,480 
29,040 

154,9 
155, 

58,821 
089,569 

42,2 
42,5 

3H,114 
59,268 

£ 
4,968,90,,) 
5,029,668 

18,949,120 
19,192,160 

13,9;;5,798 
14,150,248 

11,151,,562 
11,284,54b 

11,808,600 
11,940,240 

29,056,0L5 
29,119,258 

8,303,561 
8,4!J2,779 

NOTEs.-(a) Subventions pnid by the !;tate to the old companies, expenditure of thc Orlealls eorol-JBIlY ,f)r the 
linel'l ceded by it to the Htate, and local subventions. 

(h) Price of re-purcha8e, CJtPCD8CS of coru;lructioll and completion of 8uPl,lemcntary expenscli. 

I Result of Working. J Tota.l 
SY8tem. Yea1'8. 

! Receipts. Expenditure. Net Product. I Net Product. 

I 
~---~--.-- ------ ---- ----

I £ £ £ £ I 
State I 1904 2,080,251 1,511,425 568,826 56H,826 

-1 1905 2,152,865 1,557,011 59';,854 59.5,854 

Nord oj, 1904 9,.505,080 5,070,560 4,434,,520 4,416,891 
1905 10,096,000 5,363,280 4,732,720 4,721,452 

Est 
I I 1904 7,683,920 4,324,192 3,559,828 3,340,414 

- 1 I 1905 8,061,195 4,406,326 3,654,869 3,640,340 

Oue.t -II 1904 7,865,271 4,487.197 3,378,074 3,375,77.5 
1905 8,071,183 .4,575,92R 3,495,255 3,497,894 

Odeans -j 1904 9,270,661 4,370,505 4,900,116 5,11l2,028 
1905 9,841,643 4,595,595 5,246,048 5,362,641 

Pari.-Lyons -{ 19114 18,380,440 8,685,913 9,694,.527 9,678,927 
1905 18,929,084 9,348,515 H,.j80,569 9,569,415 

Midi -j 1904 4,606,170 2,110,848 2,495,322 2,495,322 
1905 4,639,618 2,137,603 2,.502,015 2,502,015 

~ .. ~~--- ----



Compau[es. 

Nord -
Est -
OU£'8t -
Orl&lu8 
Pari,...Lyona
M6diterranee. 

Midi -

. RAILWAYS (FOREIGN COUNTRIES AND BRITISH POSSESSIONS). 

Principal ConditWnJ of the COllee88iolls. 

Year 1904. 

Vlltea from Rcnmue CI..'tiCrv. U for tile Sharehohicn;. 
I Length I Dato! of I which tJIC ' _________________ _ 
~ i I State reservcs .-

I I
' E . ,. f' to itself : For calculating the For lJivisivn of 

D XIIlU\ Ion 0 I tbe Right of I State Guarn.n~. Profits. 
vII . C . ! Buying - .---- .------ ----
.. C8. I onCCSRIOIl. I ba. k tho ' ! I I .. 

Total. ! !'Cl' Share. l'otal. Per Share. C"nccsaiun. I , 

39 

Expiratioll 

uf Period of 

Guarantee. 

2.361 - 81 n.c. 19,;0 '1Il'~:D' 1S67II'15i.~0 ~ ; ~I'8;~:J ~-:o- ;:~-D-CC-,-19-1-' 
8,010 26 Nov. 1954 27 Nov. 1MiO I ~3t1,OOO 1 ts 5 l,UW,OOO 2 0;; 31 Dec. 11134 
3,766 91 Dec. 19,i6

1 

1 Jan. 18,~ 4fl2,Oto 1 10 91 600.000 2 0 0 31 Dec.193ii 
4.fl71 " .. I J Jail. 1873 1,SH,OOO 2 4 9t 1,728,tO) 2 17 1 Ul Dec. lUll 
6,086 81 Dec. 1958 1 Jan. 1815 i 1,760,UOO 2 '" 0 : 2,1GU~OOO :I 14 0 n" 

, 

2,616 51 Dec. 1960 i I J.D, 1877. 500,000 2 0 0 I 600,000 2 8 0 .. .. 
NOTE.-For t.helle six Companies t·he 8urp1uM of lIet profit aftel' prcvi()u~ deduction of thc reYCnlLC i~iCRtcd 

fn column 6 ia paid to the Stu-t.e 88 rcimburbement. oi the advancel\ of ~rnnh_'C with intcrc. ... t at 4 per cent, 
However, t,be Midi Company hfl~ had thc rate of its intcre.!lls rcduced to 3 pCI' oont from l~t. .July lS9t1, in 
BCCI)J'dance with the Convention of 3rll Novcmber 1896, np),ro\"c I I Y the Law of 27t-h Non~mber IS!I7. Art~ Lbe 
reimbut'HCment of the aclvancC8 of guarantee h8.!l been mnde, the :-Iurl'lus of lid profit ufter previous deduction 
of the revenue indicated in column g is divided in tbe ratio of two-tbirds for the tit.n,tc and one·tbinl for tbo 
Companies. 

Financial Position of the Companie8 on the 318t December in the Years 
1904 and 1905. 

- .. ------ - -----

Shares. Bonds. i 
----.----_.- ------- ~ Advn.n('cs AAked 

Companies. y..,.., a .. Guamnt.ee 
Capital Cnpitnl Capital Cupii:~1 , of lntc},'est." 

Renli8Ol.1. Pait.loff. Re ,lh~'.!C.l. Yuhl uff. , 
------------ -----

I 
I .£ .£ £ .£ .£ 

Nord . 1
1904 } 9,275,0001 

~6:! .. 624 63,r,~6, 135 14,069,760 
1905 38J,944 63,931,131 14,~98,760 , 

Est w 1190.1 
III ,680,000 I 1,737,060 ;6,125,234 16,7~0,913 (-)115,610 

1905 1,~19,22J I 76,727,295 17,692,~64 (-) 403,144 
I 

Quest w 1
1904 

} 6,037,917 1 937,260 78,537,467 17,886,262 396,443 
1905 981,160 78,944,455 i 18.829,73·Z 299.a72 

I 
Orleans !1904 Ilz,3ll,383! 

2,3.;1,220 86,731,008 19.·155,8:10 (-) 129,247 
1904 2,447,<120 87,451,~JS6 20,557,030 (-) 364,482 

Po.ris-LyouA-
1

1904 
113,638,7221 -t 1 78,821 ,S6~ 40,112,085 

Meditcrranee. 1905 -t 177,210,331 42,187,210 

Midi 1
1904 

6,652,761 1 341,6CO 50,805,794 10,093,520 ! ( -) 14,6~u 

1905 362,700 50,979,160 10,654,540 (-) 20,9&4 

--- .~-~-.-. _.--~ --~ --- ~-----

.. The figures in colUUlIl 7 precedcU by lLc sign (-) iuuicatc the rcimlurscml'!lb lmule or to \x. IUQdc by the 
Comp~\nleN.. 

t The amortil!ation or the share~ will olily OUOIC into f{'!J'('c fl'om the hr-giuhiliC of 19U7, 



1 

2 
3 

4 

5 

6 

7 

8 

9 

'----

Name of the State 

Railway. 

AIsnce-Lorraine Slate 
Railways. 

Military Railway 
Combined Pnlssian 

and Hessian State 
Railways. 

Bavariau State Rail-
ways. 

Saxon State Rail-
-ways. 

State Raihvay. in 
W iirtem berg. 

State Railways io 
Baden. 

Mecklenburg Fried-
rich~."'rallz Rail-
way. 

Oldenburg State 
Railway •• 

-.------~ 

Leogth io 

190~. 

Miles. 
1,080 

44 
21,017 

3,942 

1,675 

1,157 

1,000 

674 

814 

11. THE GERMAN EMPIRE. 

A.-GENERAL LIST OF THE GERMAN STATE RAILWAYS. 
--------,---------------------~ 

Leagth. I 
Built by the I Acquired ! 

t:ltnt-e. by Purchase. , 

Miles. 
536 

44 
10,513 

3,127 

1,060 

1,146 

864 

97 

314 

Miles. 
544 

IO,5o-! 

815 

615 

II 

136 

582 

Capital Invested.'" 

~~~·---I-~~;~~~tre. 

£ 
32,040,356 

395,912 
437,726,~79 

77,799,236 

47,792,294 

30,938,313 

31,808,140 

4,475,414 

2,430,164 

£ 
18,440 

5,606 
19,942 

12,263 

17,732 

16,619 

19,773 

4,095 

4,810 

I 

Remark8. 

To I. The following have been acqnireil :-
LcnJttb, Capital Invested, 
Mile!!. •• 

1. The ra.ilways in Alsacs .. Lorraine in accordance with 
Irealy of peace 10/20 May I~il 

2. Colmar-MUoster 
3. Saarburg-Snargemlind, Courr.elles-Teterchen Bud 

Chateau-Salins-Chambrey io 11172-1876 
4. A few short line. 

465 12,78a,334 
II 106,200 

60 487,122 
7 

To 3. 10 list B. on the following page are the railways acquired aod th. laws from which 
the price and conditions of the purchase may be S3CII. 

To 4. Acqnired"8 follows :
In 184-145 = 39 miles private line •. 
" 1853/54 = 23" " " 
" 1854/55 = S" I, " 

10 1862/63 = 55 miles private lines. 
" 1864'65 = 7~, " " 
,. 1865,66::;:;; 60" ,. " 

" 1858/59 = 17" " " 
" H~60~61 = 13" " " 

" 1876 = ':67" " " 
" 1896 -:- 19" ,1 " 

" 1861,62 = 11 t' " " 

To 5. The railways acqnired are given fully in List C. (page 41). 

T06. 

To 7. 

Acqnired :-
Iu 1899 = 4 mile. private lilies. 

Ac~uired :-
In 1880 = 88 miles private lin ... 
" 1887 = 4" " " 
" IM89 = 12" It n 

[0 1904 = 7 miles private linc •. 

In 1890 = 4 mile. private lin ... 
" 1894 = 14 n .. " 
,. 1904 = 13" n ~, 

Acq Ilired :-
Jll 18M9 = 367 miles private Ii" .... 

I To 8. 
10 1896 = H mil •• private liu ... 

" 1893 = 172" " " 

--~-- --.-~. --'-,---
• The capital iU\"e6ted representa the net amount poH by the present owuer for the railway. 
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B.-LIST OF RAILWAYS ACQUIRED BY 'I'HE STATE IN PRUSSIA AND HESSE • 

. 
• 

Names of the Line9. 

1.-li'Jtoll PnC881A. 

1852 Lower Sile.i ..... Mark Rnilway (Law of March 31, 1852) 

1855 Munster-Hamm Ruilway (Law of Apri! 30, 1855) 

1872 Tnunns Railway (Law of May 3, 1872) -

1876 Halle·Munden (Law of June 7, 1876) 
Nordhau8en-Nyxei (Law of Jnlle i, 1~76) 

I 
-I 
- ! 

I 

• I 

18kO Berlin-Stettin Railway (Law of Docember 20, 1879) - I 
Mugdebnrg-llaibestadt Railway (Law of December 20, 

1879). I 
Hanover-Altenbeken Railway (Law of December 20, I 

1879). . 
Cologne-Minden Railway (Law of December 20, 1979) -
Rhein Rnilway (T,aw of February 14, 1880) . 
Berlin-Potsdam-Magdehurg (Law of Febrnary 14, 1883) 
Hambnrg Railway (l,ulV of ~'cbrnnry 25, 1t!80) 
The HC~l5ian portion of ,the Main-\Vcser Line (Law of 

Marcb 7, 1880). 

1882 Berg-Mark Railway (Law of March 7, 1880) 
'l'buriugian Ru.ilwny (Law of March 7, 1880) 
Berlin-Anhalt Roilw8Y (LalV of March 7, 1880) • 
Cottbns-Gro.sollheim Railway (Law of March 7, 1880) . 

1883 Berlia .. Gorlit .• Rnilway (Law of Murch 28, 1882) 
Murk-Po.en R.ilwuy (Law of March 28, 1882) -
Hhein-Nabe nail way (Law of March 28, 1882) 
'rho "Lippo It portions of the Ho.noyer-Millucn Line 

(Law of Janllary 24, 1884). 
The "Bremen" portions (Law of May 17, 1884) 

1884 Upper Silesian Railway (Law of January 24, 1884) 
Right bank of Ouer Railway (Law of January 24, 1884) - I 
Posen ·Krenzburg Railway (I.aw of Jannary 24, 1884) -
Bresluu - Scbweidnitz-l"reibul"g Railway (Law of i 

Jannary 24, 1884). 
Altona·K.el Uailway (Law of Jaunary 24, 1884) 
Berlin-Hamburg Railw&y (Law of May 17, 1984) 
'I'ilRit-IlIsterburg Railway (Law of May 17, 1884) 
The Hamburg.BergetiorCer Vne (Law of May 17, 18S4) 

1885 Brllnswick Railway (Law of February 23, 1885) 
Schle.wig Railway (Law of February 23, 1885) -
M'iuster-Ensch.ue Railway (Lnw of Febrnary 23, 1885)
Holle-Soran-Guben (Law of February 23, 1885) 
Ols-Gne,eu Rllilway (Law of May 17, 1884) 

1887 Anl(ormiinJe-Solllvedo Railway (Law of March 28, 1887) , 
Upper 14usatian Rnilwny (Law of March 2ti, 18M7) - ! 
H •• ·Ii,,-],) • ..,.d •• Hail way (loa .. of Ma«h 2d, 1887) -
Nortlhau.en-Erfnrt Railway (Law of March 28, 1887) 
Aachen-Julich nailway (Law of March 28, 1887) 

1889 Th. linea Bismarck-Landesgreuze (Law of April 8, 1889) 
and Boeholt-Landesgreo •• in the direction of Wiurorswyte I 

(Law of April 8, 1889). I 
Gotba-Ohrdruf (Law of May II, 1888). - -
and ~'rOttstiidt l<'riedricbrOda (Law of May 11, 1888) -

Carried forward 

Length in 
MilCil. 

242 

22 

31 

123 
15 

597 
637 

166 

6H8 
805 
162 

11 
40 

S30 
313 
267 
96 

198 
175 
i5 
15 

116 

904 
2Q9 
124 
373 

186 
270 

33 
9 

222 
144 
36 

IR7 
100 

14 
99 

Jl3 
76 
25 

32 
7 

11 
5 

8,803 

Total Mileage. 

I 

i} 
I 

I} 
i 

t 
J 

} 

} 

242 

22 

31 

138 

3,106 

1,506 

579 

2,108 

689 

327 

55 

8.803 
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n.-List of Railways acquired by the State in Prussia and ITesse--cont. 

Name ... of the LinClt. 

Brought forwnrtl 

1890 Wernshan.en-Schmalkalden (Law of May 9. 1890) 
I_ower Elbe Railway (Law of May 9, 1~90) 
West Holsteiu Raih""y (Law of May 9, 1890) -
Schle.wig-Hol.tein, "Mo ... cbbahn" (Law 0" May 9, 1890) 

H93 Stargard-Posen (Law of January 24, 1884) 

1~95 Weimar-Ger. (I,aw of Jn1y 16, 1895) 
Saal Haihvay (Law of July 16, 1~95) 
Werm Railway (Law of July 16, 1~95) 

h(96 On April 1 the line Zittnu-Nikrisdl was trnuhlferr('(l to : 
the Kingdom of Saxony (Law of January 28, 1896). 

"1897 The Hessian I.nelwig line, PrnsHian pa.rt (Law of De
cember 16, 1896). 

1898 Tbe line Ant·ben Rh. (excl.) Ril·btericb-Koblsehcid, ... 
fur as it is in joint Jlo8se~sion of the Aachen-Mastrichter 
Railway Com puny (Law of August 4, 1897). 

amI the lille Hichterich-Dutch frontier to Ma.stricht 
(Law of Angnst 4, 1897). . 

1902 O.trowo-Skalmierzye Railway (Law of May 20, 1902) -
Eiscnberg-Cro",eu Rllilway (Law or May :10, 1902) 

I 
- I 1903 
- I 

Ma"icubUl'g-:Mlawka Uailway (Law of May 18, 1903) 
Altrlamm-Holhcrg Railway (Law of May 18, 19(3) 
Stargard-';ii.trin RoilwRY (Law of May 18, 1903) 
Kipl-E,-kern.ii,·de-Fhm.burg Railway (Law of May 18, 

190aj. 
Dortmllnd-GrollRu-Elltschede Railway (Law of May 18, 

1903). I 

East !'l'lls,ian Southern Railway (Law of May 18, 1903)
and Ii ischhal1sen-l;)almuicken bundeu ovel' Ly the Mining ~ 

Auministl'lltion. i 

1904 Breslall-Wa,.aw Railway (Law of June 25,1904) I 

18!<1 

T ota\ I. of Prussia -

, 

'rhe Hessian. Ludwig Railway, Hes~ian part (PrussiaD I 
Law of Dcccmbel' 16, 11;96; I:l('s~ian Declaration of 
Dec! mho,- 17, 1896). . 

Total of Prussia and Hesse - ! 

H,8U3 

4 
66 
62 

157 

107 

42 
58 

13.; 

14 

91 

3 

I 

10 
5 

93 
III 
119 

50 

60 

151 
11 

34 

10,157 

340 

10,497 

I} 

I 
I 

I 
.1 

Total Idileoge. 

8,803 

289 

107 

2:15 

14 

91 

4 

15 

595 

34 

10,157 

340 

10,497 
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C.-LIST OF RAILWAYS ACQUIRED BY THE STATE IN SAXONY. 

Names ot the Lines. Lengtb in Traosferred to Remarks. MilC8 . t.he State. 

• 
1847 Leipzig I. COO Riiyeriscbe Stntion)-Alten- 24 1.4.1847 

Lurg. 
Altenbllrg-Crimmitscho.u . 15 

" Crimmit8chau-W erdau . 7 
" Werdan-Reicbonbach i/V. ex. Stat.ion II 
" 

1850 Rim~a-DijbeID 16 31.12.1850 
Dobeln-Limmr~? 2 

" 
1851 Giirlitz-Rcichenbacb (Upper Lan,otio) - 9 31.1.1851 

UcicbellLncb (Upper Lallsntio)-Lobou - 6 
" Lobau-Bn.utzen 13 
" BButzen-Bischofewerda - 12 
" Bischofswcr<la-Radeberg 13 
" Radeberg-Dresdeu-(Nenstadt) 10 
" 

1868 Dresden-Altstadt-Tharandt 9 l. 7 .1868 

1870 Kieritzsch-Boma 4 1.10.1870 

1871 Zittau-Liibau 21 1. I. 1871 

1876 Bruni-Greig-Anbacbstal 6 1.1.1876 
Nossen-Freiberg 15 

" Freiberg-Mulda 9 
" Zeithn.in-Elsterwerdn. 12 " W olfsgefiibrt-Greiz - 16 1. 7 .1876 

Greiz-Planen in V. nod Station 14. " Planen i/V. nad Station-Weiscblitz 4 
" Zwicken-Falkenstein 22 15.7.1876 

Chemnitz-AuB 32 
" Au .... SchOnack 28 
" SchOneck-Adorf II 
" Zwota-Ktingentha1 - : I 

.; 
" R08zwein-Hninichcn 12 10.8.1876 

LaDde~greuze--Reitzenhain I 16.12.1876 
Rcitz611hn.in -Marienberg II 

" MHrieuberg-FlOIlR 24 
" I'ockau-OJuel'obau - 7 " 

1878 Goszllitz-Gera (Rensz) Pro St. E. 22 1.1. 1878 
G lauchau-Pollig 12 1.8.1878 
Penig-Rochlitz 13 

" Rochlitz-Grossbotbeu 11 
" lTrossbotl'ell-Vlt urzeu 16 
" \V cigert· AUllaberg 12 I. 7.1878 

1882 Lngau-'\Viistenbl'aod 7 1.1. 1882 
\\' ertInu-Weida 20 1.4.1882 

1886 Gaschwitz-Meuselwitz 17 1.1. 18~6 

1888 Dresden (Fric<lrichstadt)-Elsterwcrtln 32 1.4.1888 

1892 G.-ouze-Sehlei• 5 1. 1. 1892 

1895 MOl1so1wilz-Ronnelmrg 16 1.1. 1895 

IH96 Zllitz Altcnhurg - 16 I. 1.1896 
ZittHu-Nikriddl 14 1.4.1896 

1902 MontJciwi'B Spora 
--... 

1 I. 7 1902 

Total- 615 

-----. 

881. G 
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4 
5 
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9 

Names of the Lines. 

D.-FINANCIAl, RESULTS OF TEE GERMAN STA'l'E RAILWAY SYSTEM. 

Receipts. 

Total. 

1---
, Per Mile. , , Tot"l. 

EXpellees. 

1 

Percentage 
of Total 

'P M '} Receipts 
er 1 e. i (Working 

: Co-effi. 
I cient). 

Annua.l 
available 
Returns. 

Net Profit. 

I Ipereent"!:" 
of tbe 

I Per Mile. I Capital 
, employed . 

\ ' (Income 

RE)JARKS. 

'I i I pP.f cent.) 
-_._-------'---------=-----\----------------._-

I'INANCIAL YE.lR 1904. 

£ 1£ £ £ £ £1 
Imperial Railway. - _ - 4,932,105 II 4,161 i 3,639,950 3,071 73'80 1,292,155 1,090 4'08 
Military Railway - - - - 26,819 611 27,089 i 618 101'00 270· 7·-
United Prus.ian and Hes.ian State Railway, 78,663,330 I 3,766 47,553,497; 2,277 60' 45 31,109,833 1,4R9 7 '19 
Bavarian State Railways - - - !l,073,509 2,379 6,580,~57 - 1,724 72'53 2,492,652 655 I 3'25 
Saxon " .. - - - 6,804,087 4,019 4,520,nU' 2,669 66'44 2,283,377 1,350 4'80 
Wiirtemherg" " - - 3,168,093 2,745, 2,178,485 1,888 68'j-6 989,608 857 3'23 
Baden " " - - - 4,124,581 3,978 I 2,823,862 I 2,724 68'46 1,300,719 1,2.;4 4'16 
Mecklenburg Friedricb-Fmnz Railway - 699,255 1,030 i 480,772 I 708 68'75 281,483 ~322 4'89 
Oldenburg I:)tate Railways - - 595,868 1,695 I 443,736! 1,262 74'47 152,132 433 6'42 

Total - - - """"iOR,"087.647li-3-,-50-4-i-_~~_68-_-,_2-4~8,-~_5-8=-~. -.. -2,-2-13+-6-3-.-14-:1--3-9-,8-38-,-68-9 1,29~~ 

FINA.NCIAL YEAR 1905. 

Imperial Railways - - - 5,343,742' 4,4!l i 3,932,236 3,2681 73'59 1,411,501) 1,173 4'37 
Military Railway - - - - 27,050 I 617 I 22,742 519 84'08 4,308 98 1'08 
UnitedPrussianand He.sian State Railway. 85,021,612, 3,992 i 51,541,802 2,420 I 60'62 33,479,810 1,572 7'54 
Bavarian State Railways - - - 9,5~5,230 i 2,449 I 6,755,834 1,726 I 70'48 2,829,396 7233'58 
Saxon .. .. - - - 7,185,594 - 4,l!l2 4,827,225 2,816 67'18 2,358.369 1,376 4'84 
Wiirtemherg.... - - 3,372,829 - 2,918 i 2,320,366 I i,007 68'80 1,052,463 911 3'34 
B.den .. .. - - - 4,297,929 4,121 3,054,5461 2,929 71'07 1,243,383 1,192 3'82 
Meoklenburg Friedricb-Franz Railway - 754,412 1,111 501,i43 739 66'51 . 252,669 872 5'60 
Oldenburg Iltate Railway. - - 630,300 1,749! 428,820. 1,190 68'03' 201,480 559 8'18 

~------------------------_LI--____ ~ ____ , ____________ I ______ ·! _______ i 
Total - - 116,218,698 3,700 73,385,314' 2,3361 63'14 i 42,833,3841 3641 6'34 

• Loa in this case. 

There are DO statistics concerning the 
expenditure of the prolil~, flO that 
the amonnts pnid out catlnot "be 
given, especially &."1 in some Fcdf'rnl 
States tbe Railway Debt is .nitcd 
with the Il:enerul Nationnl D.bt. 
Tbe followilljl" particular. muy be 
given :.-

Tu 3. The Railway Debt i. 
united with the Natiol1.l Debt. 
In the years 1882-1904, 1,105 
miHion marks were paid towards 
the debt. 

To 4. Tbere is nO S .. tCID of 
liquidation of the Railway Debt. 

To 5. The Railway Deht i. 
uniled with the general ~atioDal 
Debt. 

To. 6. Since 1903 the Railway 
Debt and tbe remaining National 
Debt is discharged to the extent 
of a\ least .. per cent. 

To 7. The Railway Loans are 
paid within b~"en periods. 

To 8. There are no fixed 
principles for discharging tbe 
Railway Debt. 1 

To 9. A.8. I 
I 
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]2. GREECE • 

• 
There are in Greece no State Railways, properly so called; that is to say, 

none of the railways have been either wholly or partly acquired by the State. 
But the State has an interest in most of the railways, in some cases a large 
interest, having spent considerable sums in the cOl?-struction of the lines and 
receiving a certain share of the profits. There are 13 lines now working 
and administered by companies. For all but three of these the State has 
incurred expenditure in the form of either loans, grants, or expropriations. 

The expenses of construction and working, the receipts and profits, and 
the expenditure by the State, are shown in the appended tables for the years 
1903 and 1904. No statistics for later years have yet been published. 

The concessions to the companies terminate at various dates from 1943 
to 1999. 

The direct receipts of the State from all railways in 1904 are stated at 
only 8,0611.,'" exclusive of taxes, dues, stamps, &c. Including these indirect 
revenues the State receipts would be about 45,450l. In some (,Ases, when 
the shareholders of the Company have received 7 per cent. on their paid-up 
capital, the balances of net profits is to be divided between the State and the 
Company. In the case of the Peloponnesus Railway Company the State, 
in addition to this share in the net profits of each of the four lines worked 
by the Company, is also entitled to an amount of not less than 30 per cent. 
and not more than 50 per cent. of the total net receipts of the Company, in 
payment of the sum of 6,540l. due annually for 'the interest and sinking fund 
of 109,OOOl. advanced by the State in the years 1901--D3. For this railway 
the State has incurred expenditure amounting to over 1,750,Oool.; the 
receipts are larger than those of any other company, and the net profits in 
1904 were 80,OOOt 

The other principal railways are the Thessalian and the Pirreus Frontier. 
The latter deserves special mention on account of its importance to Greece, 
its connection with the Government, and the large loan raised by the State 
for its construction. The concession was given in 1900 by the Greek 
Government to the Eastern Railway Construction Syndicate, Limited, which 
formed a Greek company-" Societe des Chemins de Fer Helleniqucs "
with a capital of 364,OOOl., for the construction and working of the railway. 
The Board is composed of three directors appointed by the Government and 
eight appointed by the shareholders. The concession runs for 99 years, but 
may be redeemed in 1927. The convention concluded between the Govern
ment and the Company established Ii. fixed kilometric charge for working 
expenses, any balances on which, up to 400 drachmas per kilometre, were 
to be divided between the Government and the Company. A sum of 600,000 
drachmas was also to be set aside from the gross receipts for the payment of 
6 per cent. on the capital. Provision was made for further charges on the 
gross receipts in the event of increased working expenses, and the net 
receipts were to be divided in the proportions of 7! per cent. to the Company 
and 92~ per cent. to the Government up to the amount guaranteed for 
payment of interest and sinking fund for all bonds of the loan to be issued 
by the Government; and in the event of any further balance of net receipts, 
they were to be divided in the proportions of 70 per l'Emt. to the Government 
and 30 per cent. to the Company. 

In 1902 the State guaranteed a loan of 1,750,Oool., which was later 
increased by a further instalment, bearing interest at 4 per cent. ; the amount 
issued up to date is about 2,OOO,OOOl. The line not yet being opened in its 
entirety, the receipts are small . 

• For tbe pnrpooea of this report 27; drachm ... have been taken.s equivalent ~ 11., Ihi. 
being tb~ ralll of e>:cbange at the date of the report. 

G-~ 
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The following table gives the financial results of the working of the 
Greek railways in 1903 and 1904, and the total contributions of the State 
up to those years ;-
--,-------~---,---,---,---,~---------------

Net State KX(lCuditure to end of the Ymr.j ~::.~~t 
Year. 

1903 

Expefl8C8 
of Working 

Companics and 

lIailways. 
CQ~tru~. Kx- ReeCiptfl. 

Uon 
to enll of pen~. 

19u3. 

8ub. IE! Bcl.'eil'ta 
Profit&. Coustrue- \cntions x-,' in 

lion t ! propria- Total. the 

Pinella-Atbens -
Pi.nP.u&-AthcII8 -

PelopoDllcsus 
(4 lines). 

Attica ~ - 196,363 20,029 28,437 8,408 
Th • ....uy (3 lines) 1,191,040 32626' 77,243 H,617 
North _ West (2 278,2B7 7;681 I I1,B52 I 4,277 

lin ... ). I' Pyrgos-Ka.tacolo 52,727 2,929 3,791 I' 868 
Pineus-Frontier 1,296.219 - -

(Loans). am tiona. Year. Oranta. : I 

- 102,800 14,800 117,r.oll 
196,607 !a,OllO ",4140 164,178 

1,198,102 

Frum 
All the 
com~ 

--1----1---- --- lu,nit.'f4, 
2,594,168 HO,326 186,590 8,221,080 ~.K6UI. Total • £. 6,548,432 i 246,6331411,4151164,459 

__ I! ___ ---L_+-_-:---+ __ +_-+~ __ --- .. _~~_~ 
Pineus-At.hens -! 3.2,509 50,267 I S8.U9 I 19,084: 1904 
Pirmus-Athens - 18,193,166 130,84.4 215,937 II 80,093 

Peloponnesus ' 
(4 lines). 

Attica - - 196,363 19,761 28,807 'r 9,016 
'l'hessaly (3 linea) 1,199.233 32,6311 89,946 i 50,161 
North _ West (2 278,871 7,907 n,806 I· 4,040 

lines. 
Pyrgos-Katacolo 52,72; 2,961 4,191: 1,2:iO 
Pirmus-Frontier 1,571,680 28,591 32,636! 4,044 

Total - £16,834,6~9 277,961 1451,802 i 167,6M 

1,269,454 324,436 169,715 1,753,6U5 

- 102,800 I 17,545 802,140 
136,601 13,01IU I 1,56' 154,263 

- 1- From 
1,417,978 = - 1,411,'978 all com-

, panica, 
2,814,0391440,326 1191 ,824 i 8,627,991 8,OGII. 

13. GUATEMALA. 

There are no railways now under the control of the State in this 
Republic. 

The Northern Railway of GuateInala, the construction of which was 
commenced many years ago and carried to a certain point by the Govern
ment, was transferred to the present Guatemala Railway Company in 1904, 
conditionally on their completing it to the capital within three and a halI 
years. Although the time has not yet arrived (June 1907), and the Govern
ment are, therefore, still the nominal owners of the part of the railway they 
had constructed, it is almost certain that the Company will fulfil the condition 
imposed on them and receive the transfer of the property before the end of 
the present year (1907). In the meanwhile the Government 'exercise no 
intervention in the management of the railway. 

14. HONDURAS. 

The only railway in Honduras is that running between Puerto Cortcs on 
t.he Oaribbean Sea and a place called Potrerillos on the road to the capital, 
which was built by, and is the property of, the Government. The length at 
present completed and in operation is 57 miles. 

It is impossible to estiInate the amount of money squandered on the 
construction of this railway, for which loans to the nominal amount of 
6,000,OOOl. were issued in London aud Paris between 1867 and 1870. 

In August 1904 the receipts of the railway were estimated for the 
following year at 53,OOOl., and the working expenses at 32,()()()l. But in a 
report by the Director-General of Railways issued in the early part of 1906 
it was stated that the net returns of the railway had declined in 1903-{)4 
to 6,1001., and in 1904-05 to 2,320l. owing t{) the prevalence of yellow fever 
and the stoppage of the banana traffic. 
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15, ITALY. 

The beginning of the development of the Italian railway system may 
be said to date from the opening of the line between Naples and POl'tici in 
the year 1839. 

Owing to the political and economic condition of Italy during the first 
half of the 19th century, railway construction proceeded very slowly, 
and was undertaken either directly by the Government or indirectly by 
means of concessions granted to private persons, so that 20 years elapsed 
before each of the eight Italian States had railways in active operation. This 
may be illustrated by the following table :-

States. I Date of Opening. Route LravCl'8ed. I Lengtb in 
Miles. 

---------~ ~~~-~---~~ 

I. Kingdom of the Two Sicilie. 
2. Kingdom of Lombardy Veneto 
3. Grand Duchy of Tuscany 
4. Duohy of Lucca 
5. Sardinian States -
6. Pontincal State 
7. Duchy of Modena 
8. Duchy of Parma 

- Oct. 4, 1839 -
- Aug. 18, 1840 -
- Mar. 14, 18401 

Sept. 29, 1846 -
" 24, 1848 

Oct. Iii, 1857 
July 21, 1859 

" 21, 1859 

--- --_ ... _-----_. -,--~-

Naples-Portici ... 
Milan-Monzo. 
PisBr-Livorno ~ 
Lncca-Cerasomma 
Turin-Moncalieri ~ 
Rome-Frasca.ti -

} Piaceuzn-Bologna. 

5 
8 

12 
4 
5 

12 

72 

At the time of the constitution of Italy as a kingdom in the year 1860, 
the total length of the railways amounted to 2,189 kilometres, distributed as 
follows :-

The Sardinian States 
Lombardy-Veneto 
Grand Duchy of Tuscany 
Pontifical States 
Bourbon States 
Duchy of Parma 
Duchy of Modena 

Total 

528 miles. 
377 " 
201 " 
82 " 
79 " 
61 " 
31 " 

- 1,359-" 

In the year 1865 the Italian railway system was divided amongst four big 
companies to whom conce~sions for working the lines were granted. 

The lines in quest.ion were thus characterised :-
Strade Ferrate dell' Alta Italia. 

" " Romane. 

" " Meridionali. 

" " Calabro-Sicule. 
In addition to this main system must be reckoned the railways of 

Sardinia, and a few unimportant lines, ~oncessions for which had been 
granted to individual companies. 

Although many Df the above-mentioned lines had been originally built 
by the Government, yet, owing to various financial operations of which the 
railways formed the subject, State ownership at this period had practically 
ceased. 

Between the years 1868-1880, however, the State proceeded successively 
to the redemption of three of the four principal lines. Thus the "Calabro
Sicule" was acquired in 1868, the " Alta Italia .. in 18i6, and the" Romane .. 
in 1880. 

From 1878 to 1885 these lines were worked by the State. By the terms, 
however, of 1\ Convention dated .April 27, 1885, the administration of all 
raihvays in Italy was left to private enterprise, the system being divided into 
three pl'incipallines, viz. :-

Rete Mediterranea. 
" Adriatica. 
.. Sicula. 

The firnt and third of these lines were the exclusive projlPrty of the State, 
whereas the second, viz., the Adriatica, contained portions belonging to the 

G8 
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.. Meridionali," above referred to, which Company took over the whole 
working of this line. . 

By the law of April 22, 1905, the State, with one. or two insignificant 
exceptions, assumed the administration of all its lines, which, at this date, 
had a total length of about 6,210 miles. 

To these were added by the law of July 15, 1906, the U Strade Ferrate 
Meridionali," with a total length of 1,366 miles, which passed into possession 
of the State in return for an annual rental of one and a half million sterling 
payable for 60 years. 

On the 30th June 1907, that is at the end of the last financial year, the 
length of the lines worked by the State amounted to 8,216 miles, divided os 
follows :....! 

1. Lines belonging to the State - 7,784 miles. 
2. Lines belonging totally or in part to private companies 

or foreign administrations -
3. Lines temporarily worked by the State -

318 
114 

Total - 8,216 

" 
" 
.. 

Negotiations are already in progress for the nationalisation of the greater 
part of the private lines above referred to. 

In addition to the State railways already specified, Italy possesses 1,056 
miles of secondary lines owned and worked by private enterprise. It is 
stated that it is not the intention of the Government to nationalise these 
lines. 

Roughly spe:J.king, therefore, it may be said that Italy possesses a nctwork 
of railways amounting in length to 10,184 miles, of which 8,073 milt's have 
-ueen nationalised. 

At the end of the last financial yeal·, viz., on June 30, 1907, it was 
estimated that the total capital invested in Italian State railways might be 
computed at 226,254,OOOl., divided as follows :--

£ 
191,520,000 for the construction and completion uf lines prior to July 

1905. 
1,406,487 for work carried out on the lwes after July 1905. 

27,388,601 value of rolling stock. 
107,516 value of floating material (ferries, &c.). 

2,171,852 value of other material. 
3,659,732 value of stocks (coal, oil, &c.). 

£226,254,000 approximat~ total. 

'1'he financial results of the first year's working of the Italian State 
railways, i.e., 1905-06, the .l\Ieridionali system excepted, as these lineH were 
only nationalised in. July 1906, may be summarised as follows :-

REVENUE. 

Conveyance of passengers and goods -
Sundry traffic receipts - -
Indirect receipts 
Reimbursements 

Total 

EXPENDITURE. 

Ordinary expenditure 
Extraordinary expenditure (1) 
A dditio/l31 outlay (2) -

Total 

£ 
- 13,376,414 

179;121 
54,593 

285,604 

- £13,895,732 

£ 
9,072,306 

- 1,081,600 
1,370,208 

- £11,524,109 
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(1) Under" extraordinary expenditure" is reckoned extraordinary main
tenance, renewal of rolling stock, change of equipment, expenses for sundry 
improvements, &c. 

(2) Under" additional outlay" is reckoned hire of rolling stock, interest 
on sums advanced by the Treasury to the old companies for improvement 
works, payments to the reserve fund, and share of receipts due to a few small 
private lines worked by the State. 

At the end of the financial year 1905-06, therefore, the net profits paid 
into the Treasury amounted to 2,371,623l. 

The financial results achieved during 1906-07, including the " Meridionali It 
system, may be summarised as follows :-

RECEIPTS. 
• 

Conveyance of passengers and goods 
Sundry traffic receipts 
Indirect recei pts 
Reim burselIien ts 

Totsl 

EXPENDITURE. 

Ordinary expenditure -
Extraordinary expenditure -
Additional outlay 

Total 

• 

£ 
- 16,027,230 

234,639 
89,705 

644,857 

- £16,996,431 

£ 
- 12,032,218 

1,240,000 
1,693,389 
• 

- £14,9G5,607 

The net profits paid into the Treasury for the last financial year amounted, 
therefore, to 2,030,824l. 

This represents rather less than 1 per cent. on the capital sum of 
226,254,OOOl. expended on the construction of lines and purchase of rolling 
stock. 

In estimating this result it must be borne in"mind that at different periods 
of railway development in Ituly huge sums have been spent in the construc
tion of lines which were never expected to pay, but the exil;ltence of which 
was a political necessity, and without which the unification of the country 
could never have been accomplished. So that ·cost of construction, rather 
than cost of working, must be considered as the determining factor in the 
poor return made to, the Treasury on the capital outlay, 

With regard to the cost of working the lines, the co-efficient, or ratio 
between ordinary and extraordinary expenses and total receipts, works out 
as follows :-

For 1905-06 :-

For 1906-07 :-' 

10,153,906 _ . 731 
13,895,732 -:- . 

13,272,218 
~~~- '783. 16,996,431 -

The increose of the ('.o-efficient for the second year is due to the inclusion 
of the " Meridionali" system which yields proportionately less per kilometre 
than the other lines, to the increased expenses for improvement works, and 
to the increased wages paid to the railway personnel. . 

Gi 
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16. JAPAN. 

The first Government railway in Japan, 18 miles in length, was that 
between Tokio and Yokohama, opened in the year 1872. Ten years later 
150 miles of railway had been completed. In 1883 a private company was 
for the first time formed for the construction of railways, and in 1887 the 
Private Railway Regulations were issued. From that time both Government 
and private railway undertakings rapidly increased and by 1904 the length 
of the private lines was more than double that of the Government ones. 

Although it had been the policy of th'eGoverument to encourage the 
construction of railways, considerable difficulty had been experienced in 
obtaining sufficient capital, owing to the laws· actually in force which did not 
permit the hypothecation of railways; accordingly in March 1905 the Hailway 
Mortgage Law was issued, with the approval of the Diet, enabling a private 
company to obtain a mortgage on any or all of the assets belonging to the 
railway. Previous to the issuing of the Private Hailway Regulations in 
1887, it had been the intention of the Government to keep the railways of the 
country in its own hands, but, though the general system of the chief trunk 
lines had been mapped out by the Government, it was decided that it would 
be more expeditious to leave this construction to private enterprise, and by 
the end of 1901-5 (the last year for which figures are available) there were 
4,279 miles of railway in Japan open to traffic, of which 1,461 miles were owned 
by the State and 3,268 miles were in the hands of private companies. 

In the spring of 1906, as part of the post bellum programme, the Govern
ment decided to bring in a Bill for the nationalisation of the railways. It 
was found that ia addition to the Government lines there were more than 
thirty private railways, and that even the principal trunk line from Aomori to 
Shimonoseki was under the control partly of the Government and partly of 
various private companies. 

In the Bill as originally drafted, it was proposed to purchase the lines 
belonging to 32 of the 38 private companies between the years 1906-B. But 
by an amendment of the House of Peers the number of companies to be 
bought was reduced to 17 on the ground that the remaining lines were 
insignificant in length and merely of local importance; the period of purchase 
was also extended to 1915, and in this form the Bill became law on the 
31st March 1906. 

The aggregate length of the 17 lines to be purchased is 2,812 miles and 
the cost of construction about 23,358,OOOl., while the 1,461 miles of Govern
ment railways open to traffic cost slightly over 15,504,000l., or an average 
of 8,306l. per mile for the private companies, against 1O,615l. for the State
owned railways. 

In accordance with the terms of the Railway Nationalisation Law, the 
Government is to purchase the above-mentioned railways within a period of 
10 years from 1906-15, and from the day of purchase the Government 
succeeds to the existing rights and obligations ,of the company, provided 
such rights and obligations do not attach to any other business carried on by 
the company in addition to the railway. 

Article V. of the law lays down the manner in which the purchase price 
is to be calculated, viz., as follows: (a)" A sum equal to twenty times the 
" amount produced by multiplying the cost of construction on the day of 
" purchase by the average ratio of profit, to the cost of construction during 
" the six business half-years from the second half of 1902 to the first half of 
"1905." (b)" A sum obtained by converting the actual cost of articles in 
" store at current price into public loan bonds at face value, except in the 
" case of articles purchased with borrowed money." This amounts roughly 
to 20 years' purchase payable in 5 per cent. Government railway bonds 
at par. However, if the sum arrived at on this basis is insufficient to cover 
the construction expenses, or if the line has not been running for a period 
covering six business half-years, it is stated in Article VIII. that the 
Government will substitute a sum not exceeding the construction expenses to 
be agreed ,upon between the parties. 
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The purchase money is to be delivered within five years from the date of 
pnrchase; but until the public loan bonds are delivered the company is 
entitle!l to receive at fixed periods a sum of money equivalent to "the rate of 
5 per cent. per annum on the purchase price. 

The Government is empowered to issue a loan not exceeding the amount 
necessary for carrying out the purchase of the railways, and it is calculated 
that the loan will amount to not less than 43,OOO,000l. to be redeemed out of 
the net profit accruing from the purchased railways. There will, moreover, 
be an annual saving in expenses through unification of a bout 130,OOOl. The 
entire loan will, it is computed, be redeemed within 32 ~'ears after the 
purchase of the railways and the annual profit from the lines after redemption 
of the loan is estimated at nearly five and a half millions sterling. 

The following private railways have already been taken over, the appended 
table showing the cost of construction purchasiftg price, and date of 
nationalisation in each case :-

N Bme of RailWa.y. 

Kob" 
Hokkoido Colliery 
Nippon 
Sauyo 
Gallyet811 

NiKhil!nri 

. --- ----

CODFtruetion 
C.lst. 

£ 
338,500 

1,194,000 
5,558,000 
3,747,000 

263,600 

199,600 

Purchase Price. Date. 

£ 
992,500 1st Oct. 1906. 

2,976,00:> .. .. 
13,317,000 1st Nov. .. 

7,553,000 1st Dec. .. 
Somewhat below 1st Nov. .. 

construction 
cost. .. 1st Dec. .. 

The following table shows the mileage open to traffic, cost of construction, 
groRs eamings, expenses, net earnings, and average earnings per mile of the 
State Railways, -and all private railways for the years 1903-04 and 
1901-05, the last for which figures are available:-

Mileage open to traffic 
CUllt of oonlltl'llction 
Gross eta-ruing. 
Expenses 
Net pn,fit - -
Averll.go profit per mile 
.A veruge construction cost per mile .. 
Percentage of expenses to gross 

c"rllings 
Profit per cent. of construction cost .. 

State Railways. 

JWS .... J904-5. 

, 
1344'i6 I 1461·3S 

14,215,3651. 15,514,5351. 
2,U51,1091'1 2,183,4251. 
1,009,5241. 965,3241. 
1,041,645/. 1,21H,lOll. 

H121. 8811. 
10,5021. 10,6151. 

49'2 44'2 
7'7 8'3 

All Private Railways. 

J903-4. 1904-5. 

3150'57 3232·8* 
23,114,3871 •. 24,5R2,5001. 

3,618,165/. 3,H08.9481. 
1,6711,2091. 1,751,874/ •. 
1,947,956/. 2,077,0741. 

634/. 6501. 
7,3371. 7,614/ • 

. 46'2 45'8 
8·6 S·5 

• 2,812 mUCfI will be nationnlillCl.l, leo.ving .(SO miles of Incn.l milways In the hands of privllte companies. 

17. LUXEMBURG. 

The Oovernmcnt has directly intervened in the ('onstl'uction and working' 
of railways by-

(1) the grant of a subsidy or the concession of mining areas to persons 
or companies building railways; and 

(2) the construction of the lines known as .. mcinale, .. (local lines). 

1. The lincs built and tcQl"ked by private concerns are;-
(a) Nornml gauge: the" Guillaume-Luxembourg" system and the 

.. Prince Henri " system. 
~b) Narrow gauge: the secolldary and the cantonal railway systems. 

831. H 
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The GuiUaume-1.tuumbourg System (108 mile8).-At the time of the grant 
of the concession for the line known as the Northern line (November 18(6), 
the Government of the Grand Duchy accorded to the concessionaire a subsidy 
of 120,OOOl. for the work of construction; tIus subsidy was to be refunded 
" to the Tre~sury of the Grand Duchy from the half of the portion of the 
" net revenue in exccss of 7 per cent. from all lines conceded." The 
Northern line was constructed without difficulty as far as Diekirch, but its 
continuation, which was postponed in 1858, was undertaken only after the 
Government had granted a new subsidy of 200,OOOl. by way of assistance 
to the "Guillaume·Luxembourg" Company, which had taken the place of 
the abovCsnamed concessionaires. 

The total Government suhsidy then amounted to 320,OOOl., and it was 
decided in December Hmo that, .. as soon as the system shall have attainod a 
" net revenue of 6 per cent. per annum, the excess of such revenue shall 
" be divided hetween the Government and the Company until the 811hRilly is 
.. paid off." 

When, as a result of the Fl'anco·Gennan war, the German Empire took 
possession of the GuillaumCsLuxembourg line, previously worked by the 
French Eastern Railway Company, it was decided, for the purpose of 
repaying by instalments the subsidy of 320,OOOl., to allocate the whole 
of the residue of the gross receipts of the line, less working expcnses, after 
deduction of the annual rent payable to the GuillallmCsLuxembourg Company 
for the line leased, and of a stUn for the repayment of the capital expended 
by the German Administration on the improvement and extension of 
the line. ' 

Up to 1902 no payment had been made towards the refund of the subsidy 
of 320,OOOl. But an agreement entered into at that time definitely settled 
the question by stipulating that the German Government should repay the 
subsidy of 320,OOOl. to the Government of the Grand Duchy, and that this 
payment should he made in equal instalments of 20,0001, .. nch, payable on 
1st J ul;V of each year, the first instalment being due on 1st July 1903, 80 that 
before the ene! of 1918 the whole sum will have been repaid. From 1st July 
1919, up to the end of 195!J, the German Govennnent is to pay a sum of 
10,0001. annually to the Government of the Grand Duch,r, as its share in the 
profits of the working of the Guillatune.Luxembonrg RaIlways. 

The" Prince Flem'i" Railway (117 miles).--Ry way of assistance in the 
construction of the "Prince Henri" lines, the secondary and the cantonal 
railways, the Government has granted the entrepreneurs mining conces~i()lIf' 
according to the importance ane! extent of the lines. The railway received 
successively about 1,494 acres of mining concessions, viz, :-

(a) A concession of a total area of 1,235 acres for the construction of the 
line, concedee! by the Law of 19th March 1869. 

(b) A concession of 185 acres granted by way of subsidy for the Bastogne· 
Kautenbach line (1st May 1876). 

(c) A concession 'of 74 acres for the construction of a line from Wasser. 
billig to Grevenmacher (31st January 1891). 

The Secondary Railu;ay Company (25 mile8) received mining concessions 
covering 353 acres; and the Cantonal Railway Company (27 mill'8), 
380 acres. 

2. Local Lilies (" Lignes mcinales "). 
The system of the construction of local lines by the StAte was cstahliHhed 

by the Law of 26th June 1897, relating to the working of a narrow-gangA 
line, 6t miles long, from Bettembourg to Aspelt. . 

This law makes the following stipulations :-
Art. 7. A special temporary fund is establisbed in order to furni.h the necessary 

capital,-
<!.) for tI.e cOhstruction of .. loc81 railway line from Bettembourg to A.pelt .. 
\!!,) for tbe purcbasc of ~he rolling·.tock required for the working of tbe Mid IiDes. 

(UI.) for tbe payment of mterest at tb .. rate of 3, por cent. on the capital sl.mo referred 
to under (i) and (ii). 

(iv.) for tbe repayment of the .aid c .. pital sum. hy ADnU.1 instalment. at tbe rate of r per cent • 

.Art. S. The fund shall be lormed bv means 01 credIt allocated on the amount ot the 
revenue due on account of mining conc~Bsions to be ltrrsn1ed in future. rrhe fund is alwals 
$<I be a credit fund. 



kAILWAYS (FOREION COUNTRIES AND BRITISH POSSESSIONS). 53 . 
The line, which was built with money auvanced by the savings bank, 

was opened on 1st September 1899. It is wOl·ked by the" Societe anonyme 
des c1wmins de fers regionaux belges," the headquarters of which are at 
Namur, for a fixed bUill of 72l. per kilometre per annum and 75 per cent. of 
the receipts in excess, the remainder forming the portion rec~ved by the 
State. Up to 1st January 1907 the latter received a total of 305l. 

The capital borrowed (32,OOOl) is to be repaid :-
(i) By means of the sums received by the State on account of the 

working of the line. 
(ii) By the revenue from mining concessions, at the excess rate of t per 

cent. on the capital. Thus, 857 acres of minerallanrl, producing 
an annual revenue of 1l,106l., were conceded in 1898. This sum 
served for the formation of a fund of capital at the rate of 38. 2d. 
of revenue to 4l. of capital, the latter bearing interest at the rate 
of 3t per cent. Up to 1st January 1907 (i.e., after 7 years and 
4 months' working) the amount of capital repaid amounts to 
about 1,540l. 

'rhe line from Bettembourg to Aspelt was soon followed by a second loeal 
line, viz., that from Luxembourg to Echternach, with a length of 28l miles, 
built with the sums advanced by the savings bank, on the secuj'ity of the 
revenue from mineral concessions. 

The accounts for the construction of the line have not yet been definitely 
settled, but it appears at present that the initial capital cost will amount to 
about 256,OOOl. The line is worked by the" Societe anonyme luxembourgeoise 
des chemins de fer secondaires " for a fixed payment of 112l. per kilometre 
per annum, plU8 one·half of the receipts in excess, the remainder being paid 
to the Government. The line was opened in April 1904. 

Up to 1st January 1907 the portion received by the Sk1te on account of 
the working of the line amounted to 1,870l. 

18. NETHERLANDS. 

The following tables give data relative to the respective t.erminus stations 
of the various railroads, their length in miles, dates of the laws authorising 
the construction or the acquisition, expenditure by the State for the construc
tion, alteration, and extension, purcbase price, and date of transfer. 

• 

(a) LilWS constructed by the State. 
-----.,--- --~-- -------~ 

ltailrolld. 
Length 

itl Miles. 

Const.ructeti for 
Accouot of the State 

pursuant 
to the Lnw of 

Amounts Pai~1 by the 
Stllte fur • 

Constructioll, Altera· 
tiOD, and Extension, 

to 190' inclusive. 
~--.~~~~-~ ----------~--~ 

:£ 
Arnhem-LecmwRl'llen 10.i.OOH 18th Aug. 1860 - 1,572,768 
Harlingen-German frontier 79.292 .. 1,024,793 
Grooiogen-Mepper 47.744 .. 341,321 
Zutpben-Germllll frontier 37 .0~3 .. 667,361 
liaMtriuu.t-Bl'oilu. 111.~09 .. 1,410,435 
Rosendn.u.I-li"lulShillg 47.439 .. 2,920,242 
V cwo-German fl'Oothn' l.H64 .. .55,073 
Utrecht-lloxtel - 37.370 .. 1,948,078 
Rottcrduln-Bredn 33.474 .. 2,6XH,I:-n 
AIIlHtt'l'uum-Nieuweuiep 53.322 .. 2,734,255 
Arlluem-Nijmegeu . 1l.H5H 21st May 1873 - HbO,I26 
Zwnlnwe-Zcyenuergeu 4.677 .. 35,281 
Zwollo-Alnwlo 27.776 10th Nov. 1875· 416,967 
Dorlireobt-Ke~lereu 45.602 .. 1,292,117 
Amer8foort-Nijruegeu .. 35.672 .. 773,639 
Zaanui!jtriot-Enkhuizoll 31.159 .. 694,745 
Sta\"oreu-Leenwa.n.leu .. 3i .348 .. 533,344 
Nijmogen-V cnlo 36.927 .. 447,040 
Shiedl\lll-Hook of Holland 14.!lJO .. 428,174 
Zwaluwo-'o-HertogeuootJcb 2'J.3115 .. 69H,771 
Groningen-Delbyl 23.819 .. 361,868 

847 .458 21.894,529 

JlZ 
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(b) LiMB purchased by the State. 

Railroad. , Length in I' Parcha,<qX1 by virtue I: PurchMe -,-"-- Date of Tra""or. ! Miles. of the law 01 Prioe. UIJI 

I 
--'~-- -----:----;-

Rosendaal-Breda and Zevenherg; 29.686 I' 22nd April 1880 
taUJelgian frontier. ! 

t'onner Netherlaud Rhe"i.h rail· 125.252 22nd July 1890-
way. 

Leyden. WoerdeD 
I 

- I 19.634 3lat Dec. 1898 -
I 

Tilbury-Baer1e-Nassau (Belgian' 13.132 2nd April 1898-
frontier). 

BlIdel (Belgian frontier) to Vloderp 29.975 
(German fron ticr). 

Lanacken (Belgian frontier) to 19.874 
Simpelveld (German frontier). I 

Eindhove~-Belgian frontier - I 10.776 

M ...... tricht-BelgiaD frouticr, to- I 6.918 
wards Li~ge. 

1255.049 I 

" 

" 

" 
,. 

£ 
494,388 

3,831,870 

51(;,346 

} 522,525 

120,189 

119,864 

5,605,182 

lot July 1880. 

151h Oct. 1890. 

lot Jan. 1899. 

ht July 1898. 

ht July 1898. 

lot J aD. 1899. 

The exploitation of the railways owned by the State is not done by th" 
State, but is entrusted to two private companies, the Holland Iron Railway 
Oompany and the Company for Exploitation of State Railways. 

The State annually receives a ~um of 329,166l., viz., 45,833l. from the 
Holland Iron Railway Company, and 283,333l. from the Company for the 
Exploitation of State Railways, as rent for the use of railways owned by the 
State. In addition to these sums one-half of the net profits remaining, after 
paying 4 per cent. on the paid-up capital of these C;ompanies, is handed over 
t,o the State. On the last-mentioned account the State received from the 
Company for Exploitation of State Railways for the years 1904 and 1905 
(i.e., the last two for which figures are available), 7,518l. and 9,624l. respec· 
tively, while the Holland Iron Railway Company paid nothing on this account, 
as the profits made during the said two years were not large enough. 

Amortisation of capital sunk by the State in the construction, &c., anu 
purchase of railways does not take place out of railway receipts. The SUlll!! 

received annually from the two Companies working the t)tate Railways are 
paid into the Treasury as ordinary revenue. On the other hand, the State 
debt incurred for the construction, alteration, and extension, and for the 
purchase of railroads is 'amortised regularly out of the ordinary State 
revenue. • 

19. NICARAGUA. 

The milways of Nicaragua have all been built by, aOll are the property oI, 
the Gover~m~nt. Thei.r total length, including branch lines, is 171! miles; 
the gauge IS 3 feet G Inches. No data as to the cost of construction are 
obtainable. 

'~he railw.ays are lease~ by the Government for 3~ per cent. of their gross 
earrungs; thIS amounted III 1904 to 18,OOOl., and In 1!J05 to 12 380l. No 
details are obtainable as to the working expenses. ' 
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20. NORWAY. 

There are three classes of railways; - (a) Purely State Railways; 
(b) "Statsbaneinterresentshaber," i.e., railways that are worked by the State 
and owned by it together with collUnunes and private individuals; (c) Private 
railways. • 

As every railway in the country, with one exception only, is owned or 
subsidised by the State, each of the above-mentioned classes are dealt with 
below;-

(a) Purely State RailwaY8, built and worked by the State. There are 
now six lines, with a total length of 313 miles. The communes through 
which these railways nm have although not receiving any shares, contributed 
Ijums of money and undertaken all expeuses connected with the acquisition 
of the Udcessary land and with the maintenance of fencing, &c. An, 
exception to this is the Ofoten Railway, where all expenses were borne by the 
State. 

The total cost of building these railways was, up to 31st March 1906, 
2,698,9271., of which 2,344,503l. was paid by the State and the balance by the 
communes. 

The following figures show the cost of building, the revenues, working 
expenses, net loss or profit for the last two years, and the interest. received on 
capital outlay for each of the six State Railways. separately. It should be 
mentioned that the Ofoten Hailway, which is more remunerative than any 
other Norwegian railway, derives its incomes principally from a cont·ract for 
the carriage of Swedish iron ore. 

HIOf-fl. 1905-6, 

Cost of 

I Working
l 

u!c(:_) I Interest. I .' Net ! Namo of Railway. 
Building' !Wo~kmg! Loss (_) I [ntercst. 

Revenue. Ex· I I on Revenue.. Ex- , I 011 

. I penscs. PI'OOo:( +) C.apitlll. ' I or I Ca 'tal ! pen .... !profitC+) pI • 

, 
II. II. £ II PerCent £ II. 

KOlIgMvingcr-Fli8Cu · 168.6Rl 5,111 ~,O~2 
773;621) 41,7ln 

- 2,971 -2-01 5,194 
I., IPerCcDt. 

7,8.;2 - 2,1i58 -1'55 
3.3,372 Gjovik . . · 31i,656 + 5,045 +0'61 48,B28 +13,456 . +1'73 

Hell-Hunllnn . - 671,OltJ 4.8119 9,3-13 - '-444 -1'''5 8,569 14,373 - 0,1:'10,", -1'35 
Kgcl~ltlld-l"Jekkcfjl'l",1 · S73.3fi2 l,5l9 :!,M1I8 - 1,21"9 -0'81 G,U3S 7,838 - 2,I:HlO -o'H 
Chrigliftus,'iuull-Bygiallda. 270.661 11,676 11,:149 + 127 +0'05 12,069 11,303 + 767 +0'28 

fjord, 
o fotcn · 041,701 49,747 22,516 +21.231 +4'9 60,298 23:517 +36,781 +6'61 

The purely State Railways form, however, but a small part of the railway 
system of Norway; they are mostly subordinate lines. 

(b) The" Statsbaneint.errc8entshaber" are by far more important. There 
are 13 of these lines, with a total length of 1,041 miles, and they include the 
main arteries of traffic, such as the Christiania-Kornsje (Gothenburg), 
the Christiauia-Charlottenberg (Stockholm), and the greater part of the 
CIu:istinnia-Trondhjem Railways. 

All these railways showed profits for the year 1905·-6, varying from 0' 56 
to 5' 88 per cent. on the capital invested, the dividends paid on the ordinary 
shares, however, in no case exceeding 4 per cent. The capital invested in 
1906 in the" Statsbaneinterresentshaber" is made up as follows;-

The State ;- £ 
Original shares - . 5,484,918 
PurchaseJ shares 399,995 
Loans 370,231 

Shares held by communes and private individuals 780,670 
Communal subscriptions not covered by shares 116,489 
Loans from others than the State 15,421 
Capital provided out of profits 845,761 

Total 8,013,485 

H :1 
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(c) Privale Railways.-All of these are subsidised hy the St<'lt.E'. it h<'Ivlng 
advanced at different times a total of 373,0141. towards the '~XI)pnHt's of 
building and upkeep. The State likewise holds shares for 5:?i,IH 3;. ill thelie 
railways. 

The" Hovidbane" (Christiania-Eidsvula) is the only privatI! ruilwayof 
any importance. It has paid 4 per cent. on its ordinary shares for the last 
two years. None of the other private railways have ever paid any divillelld, 
any profits that they may have had being placed to reserve. 

21. PORTUGAL. 

At the end of 1905 the Portuguese Government owned and worked 
540 miles of railway, of which 334 miles form the South and South-Eastern 
system and 206 miles the Minho and Douro system. The South and Sout.h
Eastern Railways were taken over by the State ill 1860 by annulling the 
contracts with the constructing companies when 105 miles were open to 
traffic. The Minho and Douro system was entirely constructed by the 
Government, the first section of 24 miles being opened in 18ir). 

The capital expenditure on the South and South-Eastern Hailwny IIp to 
the end of 1905 amounted to 13,359,979 lIlilreis (at par equal to 3,O()(i,O()OI.), 
or 8,8861. per mile, and on the Minho and Douro llailways to 21,126,584 milj'eis 
(equal to 4,7[,3,0001.), or 22,7861. per mile. On this capitalisation the retmu 
in 1905 was 2' 7 per cent. in the ('Use of the South and South-Eastern Railway, 
and 3' 5 per cent. in the case of the Minho and Douro Hailway. 

The traffic receipts and working expenses in the last three years wero as 
follows :--

____ v_car. ___ . J ~~~g~b_. _I ____ -L ___ -'-___ -'-___ ~_: __ ':_:k_i~_~_. 
SOUTH AND SOUTH-EASTERN. 

. I 

Miles. No. Tons. £ £ Pel' CCllt. 
1903 - - - 311 629,280 404,133 273,000 157,000 57 
1904 - - 316 69~,467 393,006 263,000 175,000 66 
1905 - . - 334 888,868 386,216 265,000 183,000 69 

MINHO ANI> DOUBO. 

1903 - - 206 1,554,000 445,538 285,000 139,000 49 
1904 - . - ·206 1,6H7,631 463,122 291,OO() 153,000 53 
1905 - - 206 1,752,003 546,551 311,000 146,000 47 

The receipts from sources other than traffic are insignificant, with the 
exception of those from the transit and stamp taxes imposed on all 
Portuguese railways, and are not taken into account in the present 
calculations. Gross traffic receipts and working expenses per mile in 1905 
were on the South and South-Eastern7!}31. and 5481. respectively, and on 
the Minho and Douro 1,510 and 748 respectiw·ly. 

The net revenue rccl'ived by the State after meeting the charges of the 
Government railway bonds and other charges is estimatE'd at l{i6,OO~ll. for 
the present year or rather more than 2 . 1 per cent. on the capital expenditure 
of 7,662,0001. of the two railways. 
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22. ROUMANlA. 

The statistical report on the working of the Roumanian railways tor 
1004-05, published in 1906, classifies the Roumanian lines as follows :-

Length in Miles. I Expen.:litnre. 
________ --____________ c _____ ----l ____ _ 

I.-Lines constructed nnder contmct for the State 
H.-Lines purchlU'Icd by the State 

Hr.-Lines leased ""d worked by the State 
I V.-Lill(~s cOllstructed dh'ectly by the 8tnte 

V.-Hcpnirt'l, stat.ionp-, bridges, rolling-stock, &c. 

To".1 . 

• 109 
609 
138 

1,119 

1,975 

£ 
2,2-1.,260 

12,214,128 
2,419,824 

10,818,640 
3,238,748 

30,932,600 

The nominal capital of tlle public debt, corresponding to the sums 
actually expended, is 35,464,228l. 

The Railway Budget is separately voted, and the excess of income goes 
to the State exchequer. The following are the figures for recent years :-

1901-02 
1902-03 
1903-01 
1904-05 

19JI-02 • 
1902-03 
IU03-04 • 
1904-05 

-----

Year. 

. 

. 

rear. Gr088 Enrnings. 

£ 
2,219,640 
2,299,600 
2,596,200 
2,809,680 

I 
Workln Exnrnse!l I SnrphlR of EB~ings 

g ,.- . lover Expenditure. 

£ 
1,338,920 
1,3,;9,280 
1,527,760 
1,563,200 

£ 
880,720 
940,320 

1,068,HO 
. 746,480 

, 

-- - _._-----,------'------'------
. 

~.---
. _-_. -----_. __ . __ . 

I Net. Jncome paid E"timllt.c or Net Difference Letween 
Reserve Fllnl1s. JbC'-OIllO to be palll Actua.laml Egtimate<l 

to Tl'ClUlUfY. to fl'ooaury. Net Income. 

£ £ £ £ . · 82,160 831,160 780,000 + 51,160 
· 86,080 875,400 820,000 + 55,400 

. · 139,600 928,8·10 

I 

820,000 + 108,840 
· 10,840 735,600 800,000 - 64,400 

'I'he receipts and expenditure include the figures £01' (1) railways, (2) 
docks or elevators at Galatz and Braida, (3) the maritime service. 

The actual total amount of capital represented by the railways, taken at 
30,932,000l. (35,4G4,228l. nominal capital), is paid off in the same proportion 
and at the same time as the national debt, which amounted, 011 Aprill, 1900, 
to 57,742,820l. The amount paid off on this in 1904-05 was 912,272l., and 
in 1005-06 054,26S~. 
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23. RUSSIA. 

TABLE A.-FINANCIAL RESHTS of the EXPLOITATION of the RUSSIAN STATE RAILWAYs In 1902. 

I Gross Receipts. Werking Expenses. • ProfitB . Annual 
Name of Lines. Length I nt-crest, 

--------- ------ ---- - --- -- --- - - --- --- Pnyme~t!I. and 
in Milce. I I (State Lines only.) : Total. . I Total Total. I Amount 

Total. Amouut AlUol'tisntiolt of 
, per Mile. I per Mile. I per Mile.!. Duilliillg Capital. 
, - I 

----, 
£ -£ £ £ £ 

! 
£ .£ 

I. Baltic and Pskoff-Rign - - - - 615 1,015,487 1,651 933,608 1,518 8],~79 133 314,400 
2. Ra.kunchakskaia - - - 45 48,133 1,070 22,778 506 25,355 : 564 19,060 
3. Eku.terininsknia.- - - - - 1,414 3,525,399 2,493 2,290,467 1,620 1,234,932 i 873 739,024 
4. Traus· Cnucl\8ino - - - 1,010 3,063,766 3,033 1,646,592 1,630 1,417,174 ! 1,403 864,272 
5. Kursk-Kharkotf-Sevnstopol - - - 1,112 2,602,476 2,340 1,870,48.,) 1,682 731,991 ! 658 893,117 
6. J.ibou-Romni - - - - 827 1.820,237 2,201 1,250,594 1,512 569.643 i 689 469,125 
7. Moscow-Brost - - - - - 683 1,660,169 2,431 1,306,252 1,913 353;917 I 518 529,852 
8. MO!lcow-KurlSk Bnd Moscow-.Nijlli Novgol'od - 724 2,908,025 4,017 1,706,Oll 2,356 1,202,014 l,ti:H 1,051,484 

-9. MOilco\v-Y nroslo.v-Arclmllgel - - - 1,190 1,547,073 1,300 949,561 798 597,512 502 706,247 
10. St. Pete1'1lburg-.\[oscow - - - 605 3,771,314 6,234 2,158,188 3,567 1,613,126 2,667 1,329,778 
11. Perm - - - - - - 1,375 1,141.863 830 925,234 673 216,629 157 641,544 
12. Poliesski - - 949 1,269,297 1,338 909,648 958 3.59,649 I 380 295,447 - -
13. Vistul. - - -, - - - 1,125 2,250,956 2,001 1,603,897 1,426 647,059 

I 
575 664,617 

14. RigOr-Orol - - - - 967 1,755,131 1,815 1,261,734 1,305 493,397 510 719,382 
15. Samara-Glntou.'! - - - - 1,020 1,822,710 1.787 1,389,936 1,~63 4:12,774 . 424 524,512 , 
16. 81. Petersburg-Wa",aw - - - 956 2,307,431 2,414 1,740,476 1,821 566,955 

I 

593 1,087,634 
17. Sizrno-Viazma - - - - - 868 1,037,564 1,195 1,314,923 1.515 277,359§ 820§ 491,438 
18, Kha.koff-Nikolaielf - . - 896 1,923,404 2,147 1,309,157 1,461 614,247 6~6 497,123 
19. South-Westel'll - - - - - 2,732 6,378,732 2,335 3,429,971 1,255 2,948,761 

, 
1,080 1,745,316 " , 

Toln! (European-Uns.inn) - - 19,113 41,849,167 2,190 28,0l9,1H2 1,466 13,829,655 I 724 14,581,714~ 
~{'otal in 1901 (European-Uns.ian) - - 18,418 40,556,675 2,202 26,843,745 1,458 13,719.,930 

1 

744 13,909,819« 

Finnish Railways - - - - 1,809 1,066,034 589 918,614 505 152,".0 M -
Trans-Baikal Uailway - - - . 952 628,314 660 1,139,190 1,197 MO,876§ .53;§ 5i8,822 
Siberian Railway - - - - 2,080 2,322,~34 1,116 2,560,891 

I 

1.231 288,6.57§ 

I 

11.5~ 763,268 
Central Asian Railway - - - - 1,566 1,525,978 914 1,228,109 7114 297,869 190 49!!,521 

tU .. u.i Railway - - - - 549 267,418 487 460,201 838 192, 783 § 3M§ 251,667 

t1'ot&1 Asiatio Ru •• ia (not incluuing Finlaud) 5,147 I 4,743,944 922 5,388.391 

I 
1,047 I 644,447~ 

I 12.5§ I 2,092,278 
Total Asiatio Russia in 1901 - - 5,138 I 4,287,289 834 4,793,5~6 933 .506,297 I 99§ 1,893,230 

• The new 8t. I·etcl"fiburg-Volo~da line, completed 1906, now admimstratively attached to the Moscow-Ya.roe;lav-A.rchaogel Hoe. both now officUllly callel .• rb~ 'xortb':!m Hallway&." 

l
In 1906 trausfel"l't"'ll to the Chinese Ellsterh Railway Company (ManchUrian liue). 
Not includiul( the Chines$ Eastern Railway Company (Manchuri.an line). Tbe Orenburg-Tashkent line (State line) bas .inc~ (in 1906) lrJen co:npl::-t..xl. 
Loa. in this calle. 
Includes lll\ytllent on account of rolling stock which CBnnot be appor1ioocd among intlividl18l State railways amounting to 968,3121. ill J902 anJ to 572,6041. in 1001. 
Loa after detlucting the amount. specified in note (8). 

Net llroflt(+) 
or 1.0 .. (-). 

Tut,nl. 

£ 1-) 232,521 
+) 6,295 

(+) 495,908 
(+) 552,902 
(-) 161,126 
(+) 100,518 
(-) 175,935 
(+) 150,530 
(-) 108,735 
(+) 283,348 1-) 424,915 
+) 64,202 

(-) 17,558 
(-) 255,985 
(-) 91,738 
(-) 5iO,679 
(-) i6~,797 

(+) !17,124 
(+ ~1,203,445 

(-) 752,059'1' 
(-) 196,889' 

-
( -) I ,089,698 
(-~1,001.925 
(- 200,652 
(-) 444,450 

( - )2,736.275 
( - )2,399,527 
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TABLE ,B.' 

FINANOIAL SITUATION o£ the RUSSIAN STATE RAILWAYS at the end o£ 1902 . 

• Stock or Other Sums Totnl • Fountiation em?loyed Total Nominn.1 Interest Capital. in the Nominal Vl\luc Name8 of Lines (State Lincs only). Length. Bonda . and 
(Obligations) ConstructIOn Vnlue of 

c D!~oll,tee8 o~ the of Capital. Capital Amortisation. 
I !Rr l'E~:_ Rrulways. per Mile. 

------ ---- . _----- .. --_ . -------- ~---

I Miles. :£ :£ :£ I :£ :£ 
1. Baltic nnd Pskoff-Rign. - - 626 5,860,284 3,5'37,652 9,397,986 15,013 227,850 

2. Baskunchakskaia. · 40 890,086 67,060 457,646 10,170 16,020 

S. Ekatcrininskai& - · · 1,414 13,216,397 4,148,428 17,419,825 12,320 052,806 

4. Tmna·CauC8sian • - - 1,012 14,508,779 7,360,088 21,868,867 21,609 633,739 

6. Kurflk-Kba.rkoff-Sevaaliopol · 1,113 18,01;3,140 2,.555,494 21,11)8,634: 18,966 779,388 

6. Libau-Romni . · · 840 10,258,137 1,210,203 11,468,9",0 13,653 m,fi9i, 
7. Moscow-Brest · · - 681 12,238,928 1,488,117 13,722,045 20,150 500,318 

8. MOMeow-Kursk and Mo."cow-Nijni 728 23,111,032 2,3(5,309 25,456,lUl I 34,968 946,560 
Novgol"fMI. , 

D. M08cow-Yal'( sla.v-Arohangel · 1,912 I 12,539,088 2,091,113 1l,633,201 12,074 612,164 

10. St, Petcrsbw'g-Moscow 621 
, 

27,506,511 4,102,S77 31,609,388 50,901 1,166 li64: · · 
11. Pm'm R.ailway · · - 1,375 i 10,467,976 4,775,23S 15,243,214 11,086 426,672 

12. Poliesski RnUways 
i 

6,124,]88 ],169,167 7,293,955 7,670 244,968 · - 951 , 
i 

13. Vistula. Railways - · · 1,142
1 

12,19.5,443 2,986,416 15,ISI,S59 I 13,294 53S,I;72 . 
1.J., Riga-OrcI - · 969 I 15,462,564 4,205,482 19,668,046 I 20,298 637,841 

15. Samnra.-Zlatoust · - l,O'lSI 8,558,064- 3,845,463 12,403,527 1 11,835 352,125 

16. St. I'ct.cl'sbul'g-Wo.l'8QW - 1,003 24,234,609 2,137,043 26,371,602 1 26,819 996,113 

17. Rir.:ran-Vinzmll. · - · 869 ' 10,763,976 1,560,446 12,32-1,422 ].1,182 421,375 

18, Kharko-ft'-Nikolaief! 911 i 7,188,727 
I 

4,369,793 11,658,520 12,688 ~00,897 

19, S. West·ern - · · - 2,734 I 39,648,507 ",,805,192 44,453,699 16,260 1,6281948 
I 

(European Russia.n), Tolal · 19,293 ! 212,881,496 68,759,681 381,641,111 17,190. 11,289,163 

(European RUSlIian), Total, end 
of 1901 - · 18,551 273,412,477 45,725,226 323,727,399 17,451 11,273,194: 

Asiatic UU"tUrloD :-

Tmnl.Dllikllt - · · 950 - 12,1367,(;65 12,867,665 I 19,473 i -
Sihclin.n - - · · 2,rnm - I 17,039,797 17,039,797 I 8,157 i -

Centrnl Allinn - - 1,575
1 

6,372,828 6,-341,925 12,714,753 1 8,973 I 224,550 , 
UAAIU'i . - · · 544 ; - 1i,I)92,604 5,092,60-1 , 10,281 i -

,-~~ 

6,872,82S[ 
I 

(Aijiatic Ru~inn), Total. -! 5,168 I 41,84-1,991 48,21·t,8l!1 : 9,.38 I 224,650 

-- -~- --- --------------- , I 

&e notos to Table A. 



Length 

Name of Lines. 
Exploited 

in 

Mil~. 

, 

Private lines :- .1 Bielgorod-Suma . . · 93 

Warsaw .. Vienna · · · 466 

Vladikavkaz . - · .,555 

Lod. . - · · 49 

M08COw-Wlndau-Rybinsk - · 1,273 

M08cO\v-Kazan · · · 1,847 

M08COw-Kief!-Voronub · · 1,603. 

Riuan-Uralsk · · · 2,98; 

South. Eastern - · · 2.141 

Total . . - · 10,867 

Totals for 11 local subsidiary aud 1,165 
Darrow-gauge lines (private). 

State linee (&uropea.n-Ruesia)· · · 19,293 

State linea (A8iastio BUSBin)· · · 6,168 

Total, all linel\ in 1902 · · 86,478 

'l'otal, allUnes, in 1901 · · M,M6 

TABLE C. 

FINANOIAL SITUATION of RUSSIAN RAIJ-WAYS at the end of 1902. 

(Here Totals only for State Lines, Details for the same being in Table E.) 

Shares. 

Guaranteed I Not 
by the State. Guamnteed. 
-----

! £ II. 

j 
- 147,'778 

i - 1,769,259 

I - 608,201 

I 
184,478 -

- 969,2U 

I 
703,704 --
998,292 -
520,715 -
- 2,317,023 

I 2,857,249 5,791,508 

! - 842,779 
I 
I - -
! 

I - -

I 2,307,249 6,634,287 

! 2,3M,lU9 6,5'17,990 
I 

----

Foundati on Capital. 

Obli g&.tiOOB or Bond,. 

Guaranteed I 
_~:.~~ 8~te. 

£ 

-
416,121 

10,271,987 

673,769 

8,986,941 

10,171,516 

9,936,892 

18,612,729 

12,"27,973 

71,397,918 

-
-

I - I 

--I 
11,397,918 i 

7l,391,9U 
I 

Not I Consolidated 
Guaranteed. by the State. - ~--I--Il-~ 

336,103 

6,166,649 

190,000 

5,591,652 

I 

233,644 

316,273 

182,766 

4,829,668 

9,258,043 

18;986,672 

4,248,5ij,2 
_____ 1, ____ _ 

7,9~4,3"O I 2Uo,156,182 

7,82",311 203,511,627 

~- .... --- .. _--
I 
I 

-

Other Sums 
employed 

Tolal in the 
CODstruction 

Foundation of the 

Capital. Railways. 

--... ---- --- --

i- i-

483.8SI 

7,6U,678 186,088 

10,On,477 

I 

1,514,225 

708,237 28,819 

10,461,461 

I 

1,nGl,623 

10,875,220 581,056 

11,117,939 1,289,201 

23,963,172 1,090,318 

24,008,039 575,859 

104,2~U99 7,327,189 

3,125,467 15",788 
I 

181,920,958 i 89,178,121 

4,248,552 i 27,894,661 I 

293~519,976 
I 1-1,1')-&9,759 , 
! 

293,669,091 
I 

57,217,955 

• For details re the State lines, Ie Table B.. 

I 
I 

-

Total Total 
Amount of 

: Debt Interest and NomiDal towards the 
per State at 

Valne of the Amortisation. the end of 
Capital. Mile. 1902. 

.. - '" ---- ----
. __ ._-

I 
II II. II. Il 

483,881 0,203 16,477 -

7\760,661 16,664 291,090 -

16,561,702 10,601 641,614 4,362,161 

737,066 15,042 85,G30 -

12,019,084 9,437 420,90' -

11,4.56,276 8,505 600,928 
! 

-

12,407,140 7,989 006,296 -

20,553,490 ]0,706 l,lOI,42J 1,711,800 

24.,578,898 11,464 988,011 856,468 

. 
i11,662,188 10,265 4,506,269 6,430,fl9 

3,280,255 2,840 IIM68 -
221,094.979 11,460 7,626,109 -

32,143,213 6,226 149,700 -, 

I 
~ 

368,069,730 10,090 12,29S,I,"1 
[ 

6,430,"19 I 
S:;O,887,046 I 

! 
9,8H 

! 
12,2S0,ii:l1 I 5,698,761 

.. _--
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TABLE D. .' 

GRUSS Ri!:Oi!:II'fS of RUSSIAN STATE and PRIVATE RAILWAYS in 1904 and 1905. 

I 

I 1904. 1905. 
I 

I 
European Russia (Stat<> liue.) ,-

: \ 
£ £ 

Baltic ~nd l>.koff-Riga - 1,066,696 952,590 
Bask nntchaksknia 60,835 58,330 
Eknteriulnskaio. 4,250,627 3,938,199 
TraOf~~Cllncasiu.u 3,359,352 2,001,611 
KUl'sk-Kharkoff SevBstopol 2,820,579 2,682,415 
Lihau:"'Romni 1,788,140 1,675,825 
Moscow-Brest 1,497,238 1,410,516 

{Moscow" Kllr:5k - 1,515,359 1,3.;7,497 
M08cow-Nijui Murom 1,336,785 1,284,071 
Moscow-Y u,1'oiilav-Archangel 1,639,106. 1,655,486 
St. Pctel'Bburg-Moscow - 3,773,709 3,466,967 
Perm- 1,336,549 1,437,152 
llolicsski 1,338,825 1,220,047 
Vi!'lhlln. 2,417,104 2,015,025 
Uiga-Orel 1,933,696 J ,942,985 
So.mnra-Zlatonst 1,824,884 1,627,155 
Sr .. Peter.ibllrg-Wardo,w .. 2,187,472 2,006,230 
Sizrn.n-Vinzmu. 992,975 1,053,003 
Kl",rkoff-Nikolai.ff 1,986,606 1,939,394 
Sout.h W(>stcrn 5,853,170 5,333,542 

'fotal 42,979,707 39,058,040 

Private lines :-
9 difforent main lines 21,412,365 20,048,,;82 
·11 local subsidia.ry . 49J,190 511,155 

t'rotal European Russia 6:1,882,262 59,617,777 

A.inlie Ru"i. (State lines) :-
Trails-Baikal 46:1,565 726,486 
Siberiall 1,894,632 1,820,933 
Cen trll.l Asian 1,675,052 , 1,360,207 
{TaShkeut 296,471 

Ul'Istlri 204,497 197,010 ----_.----------
Total Asiatic RUilsion 4,238,746 4,401,107 

Total European Bud Asiatic Russian lines 1 69,121,008 61,018,884 (excilldiug Finnish) 

.NOTE.-This table hus boen ('xtracted from the official" Viestnik }o'inansoft" of St. Petersburg of April 30, 19(16. 

" An 1 lln.rrow-gnugc lines. 

Only oponCl.l for t.n\1Ue in hOI) And thnt. partial1y only. t 
Exchhlillg Finlautl. 

UltStU'i liM since (in lYUfi) tuua!crrol to Chines" EllStCl'D n~ilway Company (Mabchul'ia.n line). 

I II 
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" 
TABLE E. 

Date of TRANSFERENCE o£ £onner PIlIVATE RUSSIAN RAILWAYS 
to the GOVERNMENT. 

Name of Lin~ (former Name or Present). DAte of TnmsfereDcc. I 

K b.rkolf-N i kol.ieft' · · · · 1st Oct. ItiSI. 
T.mboft'-S.ratoft' • · · 5th Jan. 1883. · · 
Grall-ik . · · - · · ] st ,J line 1887. 
Raizhsk-MorsbantSk · · lot JaD. 1888. 
Truns-Uancasian - · · · I.t Aug. 1889. 
MOfshnnsk-Sizfan · · · lot Oct. 1889. 
Uiszhsk-Viazmn. · · · · 1st Oct. 1889. 
'rambolf-Kosloff - · · · lot Aug. 1890. 
Knrsk-Kbarkoff-Azoff · · · · I.t '-eb. 1891. 
Libal1-Homni - - · · I.t May 1891. 
Orel-Griaz8knin - · · · 1st JaD. 1892. I 
\V nf88w-Tcrepolskaia- · · · 1st JUDe 1892. I 
Mm!cow-Kursk · · · · · 1st Jan. 1893. 
Olenburg · · · · 1st JaD. 1893. 
Baltic - · · · - · 1st April 1893. 
Donetz · · · · lst July 1b93. 
St ~ Petersburg-WafSR.W · · · · lot Jan. 1894. 
Nikolaielf (St. l'etor.burg-Moscow) · · lot Jan. 1894. 
Moscow-NijDi Novgorod · · · 1st JaD. 1894. 
Mitau . - · - · l.t JaD. 1894. 
RiglV--DviDSk aDd Riga--Boldera ... k - · l.t Jan. 18~4. 
Orel-Viteb.k · · · · 1st '-eb. 1894. 
Dvinsk-Vitebsk • · - - · 15th June 1894. 
N ovotorzhsk - · · · IMI July 1894. 
Lozovo--Sevastopol - · · · 1st Nov. 1894. 
South Western · · · · lot JaD. 1895. 
13orovitchi · · · · · 15th Aug. 1895. 
Riga-Tukbum · · · · 10th May 1896. 
Moscow-Brest · - · · · 1st July 1896. 
}"'R-stovskaia · · · · lst JaD. 1897. 
Vi:st.l1la . - · - · · lst .Iuly 1897. 
Oboyanskaia · · · · lst July 1897. 

I I vangorod-Dombrovskaio. · · · 10th Jan. 1900. 
! Moscow-Yaroslav-Archangel · · lot Jan. 1902. 
I 

Dates according to Russian style. 
Many of the above linea have been merged into larger ma.ln State linC8. 

. 

'/ '!'bp. above table bns been extractctl from the" Railway Annuaire for 1906/' published by the MinlMtry of WaYA, 
the latc.'!:t i!'ll:lued, a vQ!ume of railway datn and statiHtics. 

TABLE F. 
The official "Railway Annual for 1905," published by the Ministry of 

Ways, the latest issued, gives a table headed" Total Sum of Capital expended 
on the ConstnlCtion, of State Railways of Public Importance." The names 

. of the lines, and the figures given, cOITespond exactly with the lines and 
figures in Table 13 above (quoted from another source) under the columnF! 
there headed" Total Nominal Value of Capital" and" Total Nominal Value 
of Capital per Verst_" The official "Railway Annual" above named, 
however, adds to the totals the following ;-

£ 
Rolling-stock, not distributed separately among the 

railways - - • - 21,518,730. 
It thus makes a complete total of-

"Total cost of the l:;tate Railways (European-
Russian and Asiatic-Russian) - - - 401,377,938" 

Then, in the same way fur private railways, it gives the 20 private lines 
mentioned in Table C above, and the figures corresponding, making the 
following totals ;--

"Total cost of the private railways 
Total cost of all Hussian railways 

£ 
172,248,319 
573,626,257 " 
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'rABLE G. 

PRlVAT~; MAIN LINES mentioned in Table C.-EXISTING PRIVATE MAIN LINES 
(on January 1. 1907). 

I 
Te";-of o,n.",;o;;----I- ---

• (free l'rallllferenoe of Term for POl'chase 
_______________________ Rail:ay to the State). ... by the State. 

--------------

Bielgorod-Suma _ 
W I\rsR.W-Vienna 
Vladik&vkB. 
Lod. 
Mo.cow-Windau-Rybinsk -
Moscow-KazlIn 
Mosoow-Kieff-Voronesh 
Ri&ZBn-Uralsk 
Sou th Western 

2nd Aug.' 19~6 
14th Aug. 1932 
2nd JUDe 1956 
20th May 1941 
4th Jnue 1955 
81st Dec. 1945 
24th lIec. 1955 
5th Sept. 1947 
20,h June 1953 

16th JUDe 1923 
14th ADg. 1879 
31st Dec. 1910 
1st J uoe 18b6 
1st Jan. 1915 
1st Jan. 1905 

At any date. 
5th Sept. 1917 
lst Jan. 1906 

The above is extracted from the ,official" Railway Annual £01' 1905," the 
latest published. issued by the lfinistry of Ways. 

TABU: H. 

LATEST DATA as to LENGTH of RU8SIAN RAII.wAYS (State and Private). 

At end of 1904, in regular traffic order:-

1~19 State lines in European Russia 
'~4 State lines in Asiatic Russia 

Total. State lines • 

23 private lines in European Russia 

Total 

State lines in Finland 
Private lines in Finland 

Total in .Russian Empire. (On January 1, 1905) 

Not including Chinese Eastern Railway (Man
churian line) 

Dming 1905 the increase amounted to-

The new important lines, opened for traffic in 1905 and 
be opened, are the following :-

State lines :-

Miles. 
19,645 
5,216 

24,861 

12,504 

37,365 

1,885 
168 

39,418 

1,555 
723 

1906, or alJOut to 

Mile •• 
St. Petersburg-Vologda-Viatka • 762 
Orenburg-Tashkent 1,146 
Bologoe-Siedlets 718 
Circum-Baikal - 126 

The Ussuri line (Vladivostok-Babarovsk) passed in 1906 into the hands 
ot the Chinese Eastern Railway Company (Manchurian line). 

The St. Petersburg-Vologda line, just opened, has been attuched to the 
Moscow-Ynroslav:-Archangel Railway, both to be known ofih,ially as the 
" Northern Hailways. II 

• For Dames of individual Iillest ue Table At page 58. 
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.24. SERVIA. 

In accordance with the provisions of the Berlin Treaty of 1878, by which 
Austria-Hungary and the Balkan States engaged to construct a line of 
railway to connect Vienna and Budapest with Constantinople and Salonica, 
and in fulfihnent of the Vienna Convention of the 28th March (9th April) 
1880, Servia ill the following year took steps to carry out her part of 
the scheme. 

For this purpose the Government entered in 1881 into a contract with a 
French banking finn-the Union Generale-for "the construction and work
ing of the Servian Railways" for the account of the Servian Government. 
The Union Generale engaged either itself to construct the lines, or to cause 
them to be constructed by a company to be formed for the purpose, at the 
fixed price of 198,UOO francs per kilometre (12,74Gl.·per mile) exclusive of 
the supply of rolling~stock and the equipment and accessories for the lines 
and stations. The cost of the purchase or expropriation of the necessary 
lands was to be lJorne by the Government. The contract applied in the first 
place only to the line Belgrade-Nish-Vranja; for the branch Nish-Pirot 
it was agreed that the Union Generale was to have the right of priority at 
equal prices over any other firm desirous of undertaking the work. 

The Union Generale commenced the constructi.on, but shortlyafterwardA, 
in August 1881, transferred it to a private firm, reserving to itself only 
such special works as the station at Belgrade and the workshop at NiMh. 

In order to meet the expenditure necessary for the construction of these 
railways and for .other llurposes the Servian Government issued a loan, 
through the intel1nediary 0.£ the Union Generale, for the nominal amolmt 
of 100 million francs (4,OOO,000l.), at 5 per cent. interest and issued at 71'4. 
The Union Generale be~ame bankrupt in January 1882, the Servian 
Government being at that time its creditor for 960,OOOl., though finally 
the actual loss to the Government was only 480,OOOl. 

The '~Comptoir d'Escompte" of Paris and the Vienna "Landerbank" 
then formed a company to· succeed the Union Generale in "the construction 
and working of the Servian State Railways"; the new company took over 
all the rights and obligations of the Union Generale, but the fixed price 
to be paid by the Government was reduced from U)8,000 to 168,000 francs 
per kilometre (from 12;746l. to 10,814l. per mile). A year later the same 
company undertook also the construction of the Nish-Pirot line at a fixed 
price of 223,000 francs per· kilometre (14,355l. per mile). The eltecution of 
the work was entrusted to the same firm as before, and a loan of 21 million 
francs (840,000l.) was negotiated with the Comptoir d'Escompte (at the issue 

. price of 71".4) to meet the expenditure. 
The contract for the working of t.he State Railway concluded between 

the Servian Government and the" Compagnie de Construction et d'Exploita
tion" provided that the railways were the property of the State, and that the 
receipts from their, working should be handed over to the Government, who 
would fix the tari~s. The Company on the other hand bound themselves to 
provide the rolling-stock (1,nd all equipment and accessories for the line and 
stations. The contract was made for <!, term of 25 years, but the Government 
reserved to themselves the right of taking over the working of the line 
into their own hands after 15 years, paying an indemnity to the Company 
the amount of which was to be fixed by common accord" As remuneration 
for the working of the line, the Company were to receive from the Servian 
Government a sum of 7,800 francs per annum and kilometre (502l. per mile), 
payable in twelfth parts. For this. payment the Company engaged to 
.rm:;. one passenger train and one mixed train daily in each direction. For 
every further train, whether passenger, mixed, or goods, the Company 
received an additional sum calculated at an average of II francs per kilo
metre covered (38. lQd. ]>er mile), and besides this certain dues for second 
engines, specially heavy trains, &c. In addition 'to· the kilometric payment 
tJ,nd the dues above mentioned, the Company were· entitled to 2 per cen~. 
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of the total gross receipts and to a payment amounting to 7 per cent. per· 
annum on the total value of the rolling-stock, equipment, and acces~ories 
of the line and stations (exe!usive of articles of consumption), of which 5 per 
cent. was considered as interest on the capital invested and 2· per cent. 
as amortisation. When the contract lapsed the Government were to take 
over the rolling-stock, accessories, &0., at a valuation. 

Less than a year after the .completion of the railways, however, the 
Government revoked the contract on the ground that the Company had 
failed to carry·ont their engagements under it, and by a Royal Ukase ad hoc, 
dated the 21st of May 1889, took over the working of the State Railways on 
their own account. It was only after long negotiations and discussions that 
the Government consented to purchaRe the rolling-stock and accessories 
from the Company at a price of 9,100,000 francs (364,OOOl.). No indemnity 
whatever was paid to the Company for the cancelling of their contract and 
for the losses they had suffered thereby. 

The total length of line of normal gauge open to traffic at the present 
time (and which has not been increased since 1899) is 3;36 miles, made up of 
the following sections :-

Main line Belgrade to Nish (including connection 
with the Hungarian line on the Save Bridge) 

Nish to Pirot and the Bulgarian frontier 
Nish to Ristovatz and the Turkish frontier -
Velika Plana and Semendria branch -
Siding to Belgrade Slaughter-house 
LaP9vo-Kragujevatz branch -

Miles. 

1~ 
58 
76 
26 

5 
18 

, 336 

The total capital invested by Servia in the State Railways up to the end 
of 1905 is stated in the Annual Report fOJ; that year as follows :-

(a) Construction: £ 
1. Belgrade-Kish-Turkish Frontier - 3,001,704 

847,837 
97,377 
57,104 
82221 

2. Nish-Pirot-Bulgarian Frontier 
3. Belgrade Station to middle of Save Bridge -
4. Velika Plana-8emendria 
5. Lapovo-Kragujevatz - - -
6. Belgrade Station to Slaughter-house 
7. Extensions and supplementary buildings 

(h) For Rolling-stock and Accessories: 
1. Purchase of the Company's rolling-stock and 

inventory on the 21st of May 1889 
2. Additional rolling-stock purchased up to 

the end of 1905 
3. Additional equipment and accessories pur-

, chased up to the end of 1905 - -

, 
40,976 

152,125 

4,279,944 

364,000 

289,685 

107,959 

Total capital expenditure -

761,644 

- 5,041,588 

The following table shows the receipts and expenditure for the last three 
years for which the figures are available:-
-----~- -

i 
Year. I GI'OIIO Recdpl& Iworting EXPC08e8.1 Net Receipts. 

I £ £ £ 

! :~ · 300,493 U9,967 151,526 . · 338,661 153,398 185,263 
I 1905 · 332,515 174,162 168,353 
I .-, 

l ! 

• 
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To meet the capital expenditure involved in the construction and 
subsequent purchase of the rolling-stock and accessories of the railways, the 
Servian Government contracted between 1881 and 1890 loans amounting to 
6,806,OOOl. (mainly at 5 per cent., but in the case of the lottery bonds of 1881 
(440,OOOl.) at 3 per cent.). In 1895 these loans were converted from 5 per 
cent. to 4 per cent., and in the case of lottery bonds to 2 per cent., and at the 
time of conver.sion the debt had been reduced to 6,279,544l. By the end of 
1906 this amount had been reduced to 5,976,988l. A small loan of 40,OOOl. 
at 6 per cent. (issued at 90) was authorised in 1898 for an extellsion; it is to 
be finally redeemed by the end of 1907. Assuming the above redemption to 
have been spread evenly ov~r the 10 years ~rom th~ end of 1895 to the end of 
1905 the interest on the ratlway debt and Its relatIOn to the net returns from 
the State Railways were approximately as follows in 1903, 1904 and 1905 :-

I 

I 
InterCHt on 

I I Year. Railway Debt. Net Rccei(>bI. Deficit. 

£ £ £ 
1903 · 243,800 151,500 92,300 
1904 . · 242,500 185,300 57,200 
19)5 · 241,140 158,400 92,700 

- --_. --

A very considerable increase of the narrow-gauge railway system, 
amounting to about 300 miles in length and estimated to cost about two 
millions sterling, is projected and partly under construction. The lines are 
to be opened for traffic by the end of 1909. 

25. SIAM. 

With the exception of the following railways, which are controlled and 
built by private companies, viz.,-

Mile •. 
Paknam Railway - 12t, 
Prabad Railway - - 11£, 
Tachin Railway - 20t, 
Meklong Railway 21 (under construction), 

all railways in Siam are built and managed by the Government, namely, 
357 miles open to traffic and 202 miles under construction. . 

The Government railways are the Northern and the Southern lines. 
The Northern line.--Gauge, l' 435 metres. Length of line open on the 

illst March 1906, 263 miles. Total cost, . ticals 27,055,387, or about 
l,803,693l. Average cost per kilo\lletre, ticals 63,841 (or about 6,849l. 
p()r mile), including cost of acquisition of land at an average value of ticals 
838 per kilometre (or 93l. per mile). • . 

The Southern line.-Gauge, 1 metre. Length of line ,open on the 
31st March 1906, 94 miles. Total cost, ticals 8,148,855 (543,2571.). 
Average cost per kilometre, ticals 53,94G (or 5,7871. per mile), including 
cost of acquisition of land at an average value of ticals 2,098 per kilometre 
(225l. per mile). 

The following table shows the financial results for the years 1904-05 and 
1905-06:-

.---~------.---

Item. 

Gross e&roiogs 
Working expenses, 8S a percentage of gross earnings _ 
Net profit, as a percentage on capital olltlay (after deduc-

tion of 10 per cent. of net earnings for renovation aDd 
extellsion fuud). 

Average CI'pital outlay per mile OpeD 

190f-00. 

154,150/. 
41'67 per cent. 
4' 45 per cenl. 

6,406/. 

1905--06. 

185,383/. 
36 '93 per cent. 
5 '13 per cent. 

6,522/. 
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Up to and until the year 1904, when the first loan of 1,000,OOOl. w<\s 
raised in Siam for productive public works, the Government railways were 
built out of ordinary revenues. The total amount spent by the Siamese 
Government on railways out of revenue between the years 1891 and 1903 
was ticals 34,106,765 (about 2,273,784l.). From the year 1904 onwards ... the 
expenditure on railway construction has been met from loan.-

• 

26. SPAIN. 

There are no State Railways in Spain, but the State is at present assisting 
in the construction of a line between Betanzos and Ferrol, levelling the 
ground and making the bridges, whilst the concessionaires will lay the rails, 
build the stations, and finally work the lines, the amount to be thus 
expended, i.e., 7,193,919 pesetas (266,441l.), counting as a subvention to the 
Company. There are also other companies in receipt of subvention, 
amounting in all to 8,000,000 pesetas (296,296l.), in amounts varying from 
25 to 50 per cent. of the cost of building the line. A recent Act likewise 
guarantees 4 per cent. interest on lines with a capital of not less than 
50,000 pesetas per kilometre (2,980l. per mile) of line, but this Law has not 
yet come into force. -

In return for these subventions, the State collects taxes on transport and 
imposes stamp and seal duties, the total sum collected under these headings 
amounting to about the equivalent of 3t per cent. on the subventions 
granted. The State, moreover, obtains the gratuitous transport of the 
post and prisoners, soldiers and sailors only paying a quarter or half fare 
(according to whether they travel in numbers or singly), and the companies 
placing two telegraph wires at the service of the Government. 

Finally, the State, under the Law of 23rd November 1877, becomes sole 
proprietor of all railways after the lapse of 99 years from the date of the 
granting of the original concession. 

27. SWEDEN. 

In the year 1905 there were in Sweden 3,344 miles of private railway 
lines of the standard gauge and 1,715 of narrow-gauge lines, while of Stat~ 
owned lines there were 2,609 Iniles of line. Of these last upwards of 
557 m~les have been acquired on account of the State from private 
compaDles. 

Table A exhibits the total length, the total capital expenditure, the gross 
receipts, the working expenses, and the net revenue of the Swedish State 
Railways in the years 1904 and 1905. 

Table B exhibits the various private lines acquired at different periods by 
the State, together with their length, the date at which they were acquired, 
and the price paid for them. 

A supplementary Table C shows the gross receipts, working expenses, and 
net revenue for one year, calculated from the average of 8 period of five years' 
working- (1901-1905) on the seven lines referred- to -in Table B, as having 
been acquired from private companies by the State. 

The railway loan of 1880 of 6,655,0001. was, by the end of 1904, reduced 
by amortisation to 4,985,2001., and the railway loan of" 1886 of 4,OOO,OOOl. to 
3,248,246Z. 
~ SSI. K 
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TABLE A. 

Swedi8h State Railways. 

Item. 

Total length in miles 
Capital expenditure 
Gross receipts 
Working expenses 
Net revenue .. 

19W. 

2,614 
25,426,426/. 

2,908,64 II. 
2,084,9081. 

818,733/. 

TABLE B. 

1905. 

2,609 
26,299,789/. 

3,007,5221. 
2,160,41~/. 

874,104/. 

Private LineB acquired by the State, 

Name of Rail way. 

I 
Length I 

in Mil .. , I 

OrehrO-Frovi 17 
Hallsberg-Mjollby 60 
West Coast Railway 234 
Sandsvall-Torpshammar 35 

Kilafors - SOderhamn - 22 
Slugsuud. 

Ljusdal-Hodiksvall 39 

Luli~-Gollivara-Malm. 137 
berget. 

B~nghamwer·Kloten 14 

Orebro ·Svarta 
Stromstad-Skee 

" 

Remarks. 

Purchased by State, January 1906 • 
" " November 1879 
" " January 1896. 

Purchased by S tate and recon· { 
struoted in 1 R85-86 • • 

Small portion already comPleted} 
purchased by State, and then 
reconstructed Bnd completed 
(1883-86) - • • 

Small portion already completed 
pw'chased by State, and then 
reconstructed BOd complet"" 
(1886-88) 

Purchased by Stale before com· 
pletion, 1M91, and then com· 
pleted 

Taken over when Ihe State pur· 
chased the K loten estate in 
1900. 

Worked by State Railway manage· 
ment Rod material, and then 
taken over on 1st January 1907. 

TABLE C. 

Purchase Price, .te. 

£ 
181,011 
222222 

],307:050 
Purcha.e - 202,777 
Reeo.8truction 102, i I ~ 
Purchase • 38,431 
Reconl!ltruction 

and comple-
tion - 196,8~8 

Purch... - 29,~05 
RecoDstruction 

aud comple-
tion • 252,618 

Purchaa. 
Completion 

.. 362~2j5 

.165,064 

Summary of A'l:erage Anl1ual Receipts and Working Expenses of Acquired 
Lines, 1901-05. 

Name of Railway. 

Orebro-Frovi 
Hallsberg-Mjollby 
West C088t -
SundsvaU-Torpsbammar 
Kilafors-SOdernhmn-Stugeund 
Ljusdal-H udiksvall 
LuU&-Malmberget 

: 

Gross Receipts. 

£ 
14,937 
45,600 

255,691 
18,350 
20,067 
24,435 

207,078 

I Working E,_I 
I-

13,566 
44,133 

211,191 
17,050 
17,122 
18,225 

143,508 

Net Reyeoue. 

I-
1,381 
1,467 

U,500 
1,300 
2,945 
6,210 

63,570 
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28 .. SWITZERL..t\.ND. 

In Switzerland the railways were originally constructed by private 
cOO;tp~nies. In 1898 th~ Swiss people in a Referendum sanctioned, by a 
majority of 386,624 agamst 182,718, the purchase of the railways by the 
State, a measure whichhad previQusly been decided upon by the Government 
and the Federal Chambers. As a result of this vote four of the large Swiss 
railways, 'Viz., the Central Swiss, the North-Eastern, the Union Suisse and 
the Jura Simplon, have passed into the hands of the Confederation, and the 
fifth great railway, the St. Gothard. will follow not later than 1st April 1909. 

The entire system of State Railways has been divided into four sections; 
(1) Lausanne, (2) Bale, (3) Zurich, and (4) St. Gall. The railways thus acquired 
.by the State are styled Federal Railways (Ohemin8 de Fer Federaux), and 
their headquarters are at Berne. They constitute an autonomous 
.administration whose Budget is separate from that of the Confederation. 

The following are the dates and terms of purchase ;-

Cent,..1 Swi.s 
North-Eastern 
Union Sui8so 
.J ura-Simplon 

System. Date of ·PurChase. I 

5 November 1900 
1 June 1901 
22 November 1901 
23 November 1903 

Terms of Purchase. 

£ 
3,000,000 
3,280,000 
1,608,000 
4,164,032 

To the holders of and in exchange for 
Coupon No. 14 of each of the 104-
preference .bares and ot each of the 
245,600 ordinary shares, lb. 7d. for 
each coupon No. 14 of the preference 
and 6" ]Otl. for each coupon No. 14 of 
the ordinary shares. 

The financial results of the purchase of the railways are described as 
satisfactory. Till the present time the revenue has been sufficient (i). to 
-cover working expenses, (ii) to pay interest on the purchase money, and 
(iii) to pay for sinking fund on the debt incurred in the purchase of the 
railway~. The whole Bum is to be repaid in 60 years. The amount paid 
to sinking fund was in 1905, 208,4371.; in 1904 it was 185,835. These sums 
have been set apart as a sinking fund for the railways taken collectively. 

Apart from the financial question the purchase of the railways is regarded 
as an unqualified success. Both passenger and goods rates have been 
reduced and the railway service has improved, besides which the sinking 
fund contributions have until now been paid without recourse to the 
finances of the State. 

The appended table shows the revenue and expenditure for the two 
years 1904 and 1905 ;-

--

Receipt8 : 
Passenger Traffic - -
Good. Traffic - . 
Various Receipts - -

Totnl - . 
Expenditnre : 

General Administ.mtion - . 
Maintenance of Permanent Way -
Working Expenses . - . 
Traction aDd Rolling Soock -
Miscellaneous - - . 

Tot ... 1 - -

Surplus of Reo~ipts O\'er Expenditure 

I 1004. 

£ £ 
- 1,817,112 
- 2,549,501 - 218,653 

- - 4,585,266 

. 102,785 
- 571,824 . 988,762 
- I 1,191,786 
-' 2'18,323 

-
I 

- I 
I 

- 3,i03,480 I 
£1,481,786 

1905. 

£ £ 
1,926,191 
2,672,335 

228,526 

- 4,827,092 

109,596 
602,692 

1,010,508 
1,226,461 

257,019 

- 3,206,276 

£1,620,816 

--------------------------------------------~--------------- J 
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29. TURKEY. 

The only railway in the Ottoman Dominions which has been built by or 
belongs to the State is the Rejaz Railway. This line, which is intended 
to link the Holy Cities with the Syrian railway system, has now reached 
Tebouk, 700 kilometres (435 miles) from Damascus, and the whole length 
open, including the Derea-Haiffa branch, is 860 kilometres (534 miles) . ...... 

The railway has been built by the Ottoman Government without recourse 
to the usual methods of obtaining capital. The amount spent on the railway 
l1p to the present time is estimated at about 55 million francs (2,200,OOOl.), 
probably the major portion of which sum has been raised by a method 
which, though euphemisticall;1 termed subscription, is more in the nature of 
a very slight taxation covering a very large number of articles as well as a 
"Hejaz Railway Stamp," whose use is made obligatory lor an immense 
variety of transactions. 

There seems no doubt that the railway will before very long be 
successfully completed, and that, whatever the financial result, it will be 
of the greatest political value to the Turkish Government. 

• 
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lrolarrant . 

• 
GEORGE, R.I. 

George the jfffth, by the Grace of God, of the United Kingdom of 

Great Britain and Ireland and of the British Dominions beyond the Seas 1kfng, 
Defender of the 'Faith, to 

I 

Our right trusty and well-beloved Counsellor Sir David Harrel, Knight Com
mander of Our Most Honourable Order of the Bath, Knight Commander, of Our 
Royal Victorian Order, Companion of the Imperial Service Order i and 

Our trusty and well-beloved :--

Sir Thomas Ratcliffe Ratcliffe-Ellis, Knight i 

Charles Gabriel Beale, Esquire i 

Arthur Henderson, Esquire i and 

John Burnett, Esquire, Greeting! 

lrolhereas it hath btlen represented unto Us that a CommissiolJ shoul,l 
forthwith issue to investigate the working of the Railway Concilintion and 
Arbitration Scheme, signed on behalf of the principal Railway Companies and of 
three Trade Unions of Railway employes at the Board of Trade on November 6th, 
1907; and to report what changes (if any) are desirable with a view to the prompt 
and satisfactory settlement of differenct's: 

lItow know \2e that We, reposing great trust and confidence in your 
knowledge and ability, have authorized and appointed, and do by these Present~ 
authorize and appoint you thl' said Sir David Harrel (Chairman) i Sir Thomas 
Ratcliffe Ratcliffe-Ellis i Charles Gabriel Beale i Arthur Henderson i and John 
Burnett to be Our Commissioners for the purposes of the said inquiry: 

Bnb for the better effecting the purposes of tbis Our Commission, We do 
by these Presents give and grant unto you, or any two or more of you, full power 
to call before you such persons as you shall judge likely to afford you any 
information upon the subject of this Our Commission i and also to call for, have 
acce.~s to and examine ull such books, ,locuments, registers and records us mar 
afford you the fullest information on the subject, and to inquire of and concerning 
the premises by all other lawful ways and means whatsoever: 

Bnb lrole do by these Presents authorize and empower you, or any two 
or more of you, to visit and personally inspect such places as you may deem it 
expedient so to inspl'ct for the more effeQtlIBl carrying out of the purposes 
aforesaid: 
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Bn~ 'UUle do by these Presents will and ordain that this Our Commission 
shall continue in full force and virtue, and that you, Our said Commissioners, 
or any two or more of you, may from time to time proceed in the execution 
thereof, and of every matter and thing therein contained, althoue;,h the same be 
not continued frorjl time to time by adjournment: 

Bn~ 'UUle do further ordain that you, or any two or more of you, have 
liberty to report your proceedings under this Our Commission from time to time 
if you shall judge it expedient so to do: 

Bn~ ~ltt further will and pleasure is that you do, with as little delay as 
possible, report to Us, under your hands and seals, or under the hands and seals 
of any two or more of you, your opinion upon the matter, herein submitted for 
your consideration. 

Given at :Our Court at Saint Jame8's, the twenty-second day of August, 
one thousand nme hundred and eleven, in the second year of Our 
Reign. 

By Ris Majesty's Command. 

W. S. CHURCHILL. 



ROYAL COMMISSION ON THE RAILWAY CONCILIATION 
SCHEME OF 1907. 

REPORT. 

TO THE KING'S MOST EXCELLE1ilT MAJ.ESTY. 

MAY IT PLEASE YOUR MAJESTY, 

I! We, the undersigned Commissioners, appointed to inquire into matters in 
connection with the Railway Conciliation and Arbitration Scheme of 1907, referred 
to us in the Warrant dated August 22nd, 1911, desire humbly to submit to Your 
}[ajesty the following Report. ' 

2. We understood at the time of our appointment that it was desired that we 
should conduct our inquiry into the matters referred to us with the greatest possible 
expedition. Accordingly, we held our first meeting on August 23rd, the day following 
our appointment, and we made arrangements to sit from day to day from August 28th, 
for the purpose of hearing evidence. "., 

3. In the course of our inquiry we have held 29 sittings, and have heard 
67 witnesses. 

4. In view of the great public interest taken in the questions before us, we 
arranged to admit representatives of the Press to those sittings at which witnesses 
were examined, and to have uncorrected proofs of the transcript of the shorthand notes 
of each day's proceedings placed on sale on the following morning. To these sittings 
of the Commi8sion there were also admitted representatives of the Railway Companies 
and their employees. By this means we endeavoured to ensure that all persons 
concerned should have full and prompt information as to the nature of the evidence 
submitted. 

5. The terms of our reference are-
" To investigate the working or the Railway Conciliation and Arbitration 

Scheme, signed on behalf of the principal Hailway Companies and of three 
Trade Unions of railway employees, at the Board of Trade, On November· 
6th, 1907 ; and to report what changes, if any, are desirable with a view to 
the prompt and satisfactory settlement of diJferences." 

6. At our preliminary meeting a copy of the Agreement of November 6th, 1907, 
was handed in by the Assistant Secretary to the Railway Department of the Board of 
Trade, and it was then decided to invite the signatories to that Agreement on behalf 
of both the Railway Companies and the Trade Unions to assist the Commission by 
suggesting the names of witnesses, beginning with those persons who might represent 
the views of the men. 

7. The Amalgamated Society of Railway Servants, t.he Associated Society of 
Locomotive Engineers and Firemen, and the General Railway Workers' Union, on 
behalf of the men, furnished the names of witnesses, who were examined. In addition, 
the Commission examined a number of railway employees not members of these 
Unions, including men who were not members of any Trade Union. Altogether 
43 witnesses offered on behalf of the men were examined. We then-proceeded to 
hear witnesses representing the Railway Companies. In all there were 23 such 
witnesses, including representatives of all the chief Companies in the United 
Kingdom. We also heard evidence from the Board of Trade. 

S. We' desire to express our appreciation of and thanks for the assistance rendered 
us by all these witnesses. 

EVENTS LEADING UP TO THE AGREEMENT OF 1907. 

9. Befote entering upon the consideration of the Agreement of November 6th, 1907 
it would appear desirable to review very briefly the circumstances and incident~ 
which led up to the Agreement. In the previous year there had been an agitation 
for the improvement of the working conditions of all grades of railwaymen engaged 
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ill the manipulation of traffic, and a "national programme" was drawn up at a 
special conference of the Amalgamated Society of Railway Ser'v'n'tB, heMat Birmingham 
on November 26th, 27th, and 28th, 1906, with a view to formulating the dl'lllands. 
The programme for England and Wales was as follows ;-

~ ATIONAL ALL~GBAUEB PRo(UlAHHB FOB ENGLAND ASD WALE .. , 

1. Hour •. 
(II) Tbnt eight hour~ cOll~titute the 81andaru day fol' all men coucerne.d in the movement of vehicle" 

in traffic, ·dz., drivers, firemen, gll8.rtls (gootls anti passenger), shunters, and 81~nH.lmeD ; a180 fnr motor·men. 
1'()lulllclor~. and J!atemcn on electric fail ways. 

(b) Tbnt 10 hOllrs bo tbe maximum working day for nIl other CiMtlE.'11 of ra.iI":Rymell, eXl'eptilig 
I'laloluvers. . \ . 

(c)"That DO mun be callet.l upon to tmok on lDoro thaD once for 0110 day'tI work. 

2. ReBt. ~ '! 

That ItO maD be called out for duty with le~s tha.n nine hours' rest. 

3. Overtime. 
(a) That each day stand by itself. i ' 
(Il) That a minimum of rate and a qna.rt.er tUt paid for all time worked over the H.ttultla.r~ h'lIIrs. 

4. Sunday Dllty. 

(Il) That Sunday duty be regarded U:i distinct from the ordiuary weok'~ work. . 
(b) Th.at a minimnm of rate and 0. half be' paid fol' flU time workml hctwoclJ l:l lIli(lnight SntuJ'lIIlY and 

12 midllight Sundny. 
((.) That. Cbrh,tum:o; D:..y ,,11ft Good Friclay be regul'decl as Suodo.yl'4 . 

. 5. Guarallieea Week. 

That, inrh"pendclit of SUDuay duty. a week'~ wages be guaranteed to all mtJlI WIJo8u conditiollrl of ~orvicu 
compel them to devote their whole time to tbe Companies. 

6. Wages. 
(a) That an immediate advance of 2". per we..,k be given to all gradel:l of railwaymcn who ~I) lIot 

1"t'l~eive the eight-hour day. 
(h) That all grades in tbe London district be paid a minimum of 3,. per week above the w"gc~ I'"i<l 

i II country dietrich;. 
7. One Man in Motor C"b. 

That the ~ystem of workiug' with oBly one mall in motor cah be aholishetl Oll electric I·a.ilwny!-. 

10. This" programme" was submitted to the Railway Companies on January 18th, 
1907, with a letter from Mr., Richard Bell, the then Secretary of the Amalgamated 
Society of Railway ServaniR, requesting that their directors should meet a deputation 
of the men, accompanied by himself, to negotiate on the" programme," but the 
Companies did not respond to this request. ' 

11. In the absence of any relations between the Railway Companies and the Trade 
Unions, no discussion took place between them as to the practicability of tI,e various 
proposals set out in the "programme." To the men these proposals no doubt 
seemed feasible. Probably they had not the information which woulq demonstrate 
the difficulties involved in acceptance of the" programme," viewed from the stand
point of the Companies'. The subject continued to occupy the attention of the mPH 
and was freely discussed among them, agitation followed, and during the year 1907 
discontent prevailed and serious apprehensions were entert.ained that a general 
railway strike might take place. A ballot of the members of the Amalgamated 
Society resulted in 76,925 votes being given in favour, and 8,773 against a strike. 
to enforce thtl .. programme," including the principle of "recognition." , 

12. At this stage the Board of Trade undertook the delicate duty of intervention, 
and not only prepared a scheme of conciliation and arbitration but prepared it in 
such a way as to recollcile the Railway COlllpanies and the men to agreement. ,Ill 
the negotiations the men's views were represented by the TradE' Unions, while, 011 

the other hand, the Companie~ were not on terms which admitted of their meeting or 
conferring with the representatives of these Unions. This difficulty was overcome 
by the Board of Trade :1cting as mediator, and the result was the Agreement of 
November 6th, 1907. It will thus be seen' tha~ the Agreemem 'was a compromise 
effeeted by the Board of Trade, and expressed in language, which carried out that 
compromise. Bearing in mind the circumstances of the situation, the' AgreemE'llt, 
aR all entirely new departure. cannot be regarded otherwise than as a p"omising 
solution of a question pregnant with difficulties. 
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THE AOREEMENf OF 190i. 

13. SynopBis of Scheme.-Briefly, the Agreement (the full text of which is 
appended*) providl's for the formation, on each railway adopting the Scheme, of 
several 8ectional Boards and one Ventral Board, composed of representatives of the 
Company and of the men. The Sectional Boards, generally varying in number from 
three to six or seven, according to the circumstances of each railway system, represent 
on one side the Oompany and on the other side a group of grades bearing some relation 
to each other in their work, the menls representatives being elected from among the 
employees by the votes of the respective grades. The Central Board is evolved on 
the men's side from the Sectional Boards, generally two employees from each ~ectional 
Board being sent to the Central Board to meet representatives of the Company. 

14. The Agreement contemplates that the men shall approach the Companies 
through the " usual channels" (generally by petitions and deputations to the manage· 
ment), in the first instance, and it provides that only when that process fails lllay 
the matter be put beIore a Sectional Board. If a settlement be not arrived at by 
the Sectional Board, then the question may be referred, on the motion of either side, 
to the Central Board, and, if not settled by that Board, the question has to be 
referred forthwith to arbitration, at the request of either party. The arbitrator is 
appointed by agreement between the two sides of the Central Board, or, failing such 
agreement, by the Speaker of the House of Co=ons and the Master of the Rolls, or 
either one of these gentlemen. 

15. Boards can appoint Secretaries, but they must be employees of the particular 
Company concerned. 

16. The subjects competent to be dealt with under the Scheme are confined 
to rates of wages and hours of labour of wage-earning employees engaged in the 
manipulation of traffic. 

17. All settlements arrived at by any of the Boards are binding on both sides for 
a term of at least 12 months. The period of opel·ation of an award by an arbitrator 
is fixed by him. 

18. The Scheme was to continue in operation for a period of not less than seven 
years. 

19. Reception of SchemB.-Whatever may be said now, there is little doubt that 
the Scheme, which has been adopted by 46 Compani'ls, was received with general 
satisfaction at the time that the Agreement was signed. The Companies were relieved 
from a position of anxiety as regards a universal strike. The men looked upon the 
Scheme as more or less a charter, by means of which they would secure important 
benefits. 

20. Operation of the Scheme.·-The putting into operation of entirely new 
machinery led, in some instances, to considerable delay, but, on the whole, reasonable 
elIorts were made by the greater number of the Companies to get the Conciliation 
Boards e~tablished. 

21. As regards the e~rlier meetings of the Boards, there appears to have been a 
disposition, on the part of both the Companies and the men, to regard arbitration 
as the final destination of the matters put on the Agenda. This tendency was no 
doubt greatly contributed toby the fact that the men's demands were on the lines 
'of. the" national programme," from which the men's representatives on the Boards 
did not feel at liberty to depart. It is, therefore, not surprising that for the time 
the methods of negotiation through .. the usual channels" between the men and 
the Companies fell, more or less, into abeyance. No doubt the Companies, in accord
ance with the terms of the Agreement, required the presentation of the petitions and 
the holding of conferences between the men and their officers. But these pl'Oceedings 
would appear to have been very much a matter of form, and to have been carried out 
only as a necessary prellJde to placing' the points of difference before the Sectional 
Board. In many instances reference to the Sectional Board seems to have been again 
a matter of form. Central Board proceedings were much of the same character, and, 
as already stated, thll final destination of the demands, in many of the cases which 
arose :in the earlier period of the operation of the Scheme, was arbitration. 

• Se. page »1. 
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22. All this, although it can hardly, in our opinion, be said to have carried out the 
intention of the framers of the Scheme, is not any proof that the failure was attri
butable to the Scheme itself, but merely demonstrates that the circumstances which 
prevailed at the time rendered very difficult the application of the earlier Atages of the 
Scheme, which depend on conciliation, High hopes were apparently entertained by 
the men as to the result that might come from arbitration. Prior to the actual 
hearing before an arbitrator it may almost be concluded that the mEm had never 
understood, or even heard, what could be .said from the point of view of the Railway 
Companies, nor had they had any conception of the financial consequences of their 
demands. 

23. Even after the arbitration proceedings it is highly probable that the great 
majority of the men could not quite appreciate the fairness of the awards, The men, 
no doubt, received important and valuable concessions, but, notwithstanding this, the 
results of the arbitrations were at the time, and have since remained, a keen dis
appointment. This is easily understood from the short review of the occurrelwes 
which took place from the declaration of the" national programme" by the Amalga
mated Society of Railway Servants in 1906, up to the launching of the Scheme of 
1907. 

24. It would serve no purpose to discuss the probabilities as to what might have 
happened if the relations between the Companies and the Trade Unions had adn,itted, 
before or at the time of the launching of the" national programme," of an interchange 
of ideas as to its feasibility, but the conclusion might reasonably be drawn that such 
an interchange of opinions at that stage would have been auended with valuable 
results. 

EVIDENCE OF TRADE UNION REPRESENTATIVES AND RAILWAY EMPLOYEES, 

25. It is alleged that, since the introduction of the Scheme, the former methods of 
settlement of differences between the men and the Companies have to a great extent 

• been abandoned, and that, whereas the Conciliation Boards established under the 
Scheme are only to deal with questions of wages and hours which cannot be mutually 
settled through the "usilal channels," as a matter of practice these channels, in the 
case of many Companies, have become nan-owed almost to disappearance. . 

26. Different rules and methods for the approach by the men to the Companies 
have prevailed on the various railways, but the general trend of the evidence of the 
men is that the preliminary stage of conferences with the Companies' authorities is not 
so much encouraged and resorted to as formerly, No doubt, before a proposal for 
change of hours or wages can be brought before a Conciliation Board, an application 
must previously have been made in "the usual course," but it is alleged by the men 
that the procedure in regard to such applications is not governed by any rule, 
and can be declined and delayed by the Companies on the ground that it does 
not really represent the views of any considerable proportion of the men. 

27. It is complained by the mell that a period of two months for reply, before any 
steps can be taken to bring the matter before a Board, is excessive, and that even then 
a fortnight's notice must be given after the Secretaries' have signed the Agenda 
before the Board can meet. A further cause of delay which is mentioned is that the 
Secretaries do not always concur as to the contents of the Agenda. 

28, It is advanced by the men that Sectional Boards, as at present constituted, 
are, in many instances, merely formal mediums through which business is carried 
to the Central Boards; that they are presided over by officers of the Companies; 
and that frequently there is no discussion of the subjects on the Agenda. 

29. Ii is alleged that, where a Sectional Board does not come to a decision, and 
where the further step of reference to a Central Board is taken, much delay occurs, 

30. The Scheme is said to be too limited in its scope, and it is contended that 
it should provide for the consideration of all relations between railway men and the 
Companies, except those in which discipline and management are concerned. 

31. In matter~ of misconduct, or neglect of duty, it is alleged that men do not 
always get a full opportunity of explaining or stating any extenuating circumstances 
before they are punished, and it is contended that the difficulties of making an appeal 
after punishment are manifestly much greater than if the opportunity were afforded 
before punishment. 
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32. It is complained that in some Companies the temporary and casual labourers. 
(who have been regarded as not falling within the scope of the Scheme of 1907 and 
as outside the settlements and awards thereunder) are being increased beyond the 
numbers necessary to provide for abnonnal conditions of traffic. 

33. It is urged that the men are placed at a disadvantage by the rule which 
obliges them to appoint an employee of the Company as their Secretary. They state 
that a servant of the Company dependent, both as to position and futm'e prospects, 
must be more or less influenced in his duties as Secretary and Rdvocate . 

• 34. The meu object to arbitration as provided by the Scheme on the grounds of 
expense, delay, and differences on the subject of interpretation of awards. They also 
strongly object to the long periods for which the decisions by award are fixed, and 
many of ' the witnesses suggest that any award should be determinable at the end of 
twelve months from its date, by a three months' notice by either party. 

35. Complaint is made that where advantages accrued to the men by the 
agreements arrived at by the Boards, or the awards of arbitrators, these advantages 
were counterbalanced, or altogether taken away, b~' changes in .. management." 
The chief instances given are the re-clasAification of grades, the employment of men 
in a lower grade to discharge the duties of men in a higher graae, the adjustment of 
hours of duty so that Sunday rates of wages and overtime were avoided, and, where 
hours of labour were shortened, the arrangement of the hours of going on and coming 
off duty in a way that spread the period of duty over a greatflr number of hours. 

36. In this connection several witnesses referred to the necessity of supplying 
to each grade of men in the permanent employment of the Company a statement of 
the conditions under which they are employed. 

37. The various suggestions made by the men may be briefly enumerated as 
follows :-

Direct recognition of the Trade Unions by the Companies. 
A Central Board only, as at present constituted. 
Appeal to a National Board-various suggestions as to its composition. General 

idea-six members, with a Chairman, three to be named by Railway Companies, 
three by t.he Trade Unions, and a Chairman: to be mutually agreed upon. 

Abolition of Central Board. All decisions to be come to by Sectional Boards. 
Appeal to National Board, or to three persona, one to be chosen by each party, 

with a Chairman to be agreed upon, and, failing agreement, to be appointed 
by the Board of Trade. 

Some concur in the proposal that Central or Sectional Boards, whichever 
may be decided upon, should be presided over by a neutral Chairman, with 
a detennining al1thority, while others would give such authority only on those 
occasions on which both Bides consent. 

The demand for the removal of the present restriction that the Secretary must be 
an employee of the Company is common to all these alternative proposals. 

EVIDENOE OF RAILWAY COMPANIES. 

38. The evidence of the Railway Companies traverses generally the statements 
made by the men. The Companies do not agree that any delay that occurred in 
putting the Agreement into operation can be attributed to a desire on their part to 
deny to the men the advantages of the Scheme. They emphasise strongly that they 
have carried out the terms of all awards and agreements and that the changes ill 
matters of management, which the men allege deprive them of the benefits granted 
by awards, were not carried out with that object. 

39. They reason that, where shorter hours or a relief from Sunday work are aMked 
for by the men, a complaint that earnings are no longer derived fl'om overtime and 
extra duty pay is not tenable. 

40. They urge that the absence of discussion at the Conciliation Boards was due 
generally to the avowed inability of the men to depart from the terms of the 
" national programme." 

41. As regards the cost to the men of proceedings undor the Scheme, the Companies 
repl v that they offered to defray the expenses of the men at all stages of conciliation 
and "arbitration, and that the men refused the offer. 

B 
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42. The Companies concur in thinking that the machinery of the Scheme might be 
simplifiE'd, and that the decisions on matters of disagreement might be arrived at much 
more speedilY. They approve of the abolition of the Central Board, and a~ree 
generally that there should be a determining authority, easily approachable, if a 
Sectional Board cannot come to a settlement. 

43. Various suggestions are made as to the form of arbitration. There appears 
to be a desire on the part of the Companies that arbitrators should be appointed 
(with or without assessors) for definite periods and lor certain districts, and that they 
should be noIninated by agreement or by the Board of Trade. 

44. They object strongly to the intervention of any person, not being an employee 
of the Compan~T, at any stage of conciliation. They agree, however, that the men 
should be empowered to select assistance and advocacy from any quarter when their 
case goes before an arbitrator. 

45. The Companies strongly urge that; although the Agreement of 1907 does not 
include it as one of its conditions, they were expressly assured that the question of 
"recognition" was not to be raised during the term of the Agreement, and that it 
was upon this understanding that they agreed to submit to arbitration, as provided 
in the Agreement, matters which, in their opinion, should be left entirely under their 
own control. . 

46. The Companies express very decided opinions as to the restriction of operations 
under the Scheme to questions of hours and wages, and they believe that any expansion 
of the Scheme so as to include within its scope questions of discipline, management, 
or general conditions of service, would most prejudicially affect their obligations to 
the public. . 

47. The Companies dwell upon the great importance of arriving at 80me method 
by which security for the observance of contracts and agreements mny be obtained. 
Most of the witnesses decline to make suggestions as to. the method by which this 
could be accomplished, while some of them express the view that legislative reforms 
should be carried out on the subject of picketing, the financial responsibility of Trade 
Unions, the payment of strike benefit, the extension of the term of notice tocease work, 
the adequate protection of persons who desire to work and the punishment of those 
against whom a charge of incitement to breach of contract can be maintained. 

COMMENTARY ON EVIDENCE. 

48. Recognition.-The most important, if not the main, efforts of the Companies 
and the men were directed to the question of" recognition," and, beginning with this 
question, we now proceed to make some commentary upon the evidence given by 
both sides. 

49. The position in which the question of recognition was left at the date 'Of the 
1907 Agreement is not clear. .The negotiations resulting in that Agreement were 
conducted through intermediaries: there were no direct negotiations between the 
Companies and the men. Whatever may have been understood by the Companies, 
we have no evidence before us to enable us to say that the men understood it to he 
an essential condition of ·the Agreement that the question of recognition should not be 
raised during its term. . 

50. The representatives of the men ask for recognition: the Companies strongly 
object to it in any shape. The exact meaning of the term, as it would be applied in 
practice, is not quite clearly conveyed by either of the part,ies. The Unions do not all 
express the same views: some desire the presence of a Trade Union official to help the 
men in advocating their case before the officers of the Company or bp,fore the directors ; 
others think that their purpose would be served· by the admission of the Union 
official to help the men before the Conciliation Boards. The existing practice is that 
Trade Union officials are adInitted to plead before the arbitrator. ' 

51. The apprehensions of the Companies are that recognition, as they interpret it, 
would seriously affect discipline and interfere with management if men, in approaching 
their officers or directors on any subject of grievance or complaint, had the right to 
bring a Union official with them. 

52. We think that with their great responsibilities the Companies cannot and 
should not be expected to permit any intervention between them and their men on the 
sulJjects of discipline and management. 
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53. The Trade Unions press strongly for recognition as representatives of the 
men. No doubt, in some matters and on some occasions, friendly relations between 
Companies and the representatives of Unions have been both convenient and useful. 
The witness who appeared before us on behalf of the Great Western Railway gave an 
illustration of the valuable results which attended his collaboration with the Trade 
Union official who had conducted the case of the men before the arbitrator. In that 
instance many vexed points of interpretation were settled quite satisfactorily, and in 
our opinion a more general adoption of this method of negotiation would be helpful 
to both parties. • 

54. In our amended Scheme we have provided that the members of each Board 
shall be at liberty to select a Secretary from any source they may think proper. 
We mention this in connection with the subject of recognition as it may be regarded 
as pertaining to it. 

55. AllegationB 01 EvaBion 01 SeI.tlementB.-The examples of regrading, the 
establishment of trip rates and the other methods of management, by which the men 
were alleged to have been deprived of the beneficial effects of awards, are not 
numerous. Some of the Companies did take this action, but, assuming that, in doing 
so, they acted in good faith and were within their rights, the carrying out of these 
economies at the very time the awards came into operation was, in our opinion, 
unfortunate and calculated to excite feelings of disappointment and irritation. 

SUGGESTED AMENDMENTS OF SCHEME. 

56. In our opinion amendments to the Scheme of 1901 should aim at promptness 
of settlement, uniformity of procedure, and finality of decision, and the machinery 
should be such 88 is calculated to secure the confidence of those whose interests are 
involved in its operations. It is with this object in view that we make the following 
suggestions. 

51. Preliminary Procedure.-Taking in the order of sequence the various steps by 
which the men can ask for a consideration of matters which, in their opinion, deinand 
rectification, we have, first, the approach to the Company. In our opinion it is of the 
utmost importance that this preliminary procedure should not only be maintained but 
facilitated, and every effort be made by both the Companies and the men to adjust 
matters of difference before the next step is taken. 

58. Sectional, but no Central BoardB.-All questions affecting hours, wages, or 
conditions of service, not settled by negotiation between the parties concerned, should, 
in our opinion, be referred to a Board of Conciliation constituted on lines similar to 
the Sectional Boards in the Scheme of 1901, and sufficiently comprehensive to include 
all grades engaged in the manipulation of traffic. The Sectional Boards are repre
sentative, and we are of opinion that, with some alteration and addition, these Boards 
can be made to fulfil the conditions and to carry out the principles of the Scheme of 
1901. Having regard to the additional powers which we propose shall be exercised 
by Sectional Boards, we think an entirely new election of members for the men's side 
of the Boards should be carried out forthwith. We think the Central Board is 
redundant, and we propose that it should be abolished. 

59. Grouping of Grade8.-To the form of election to Sectional Boards no exception 
has been taken, save, perhaps, in the grouping of the grades forming the sections. 
While sympathising with the desire of certain grades to reduce the number of other 
grades grouped with them, we believe that the number of sections on anyone 
railway system should not exceed eight. All grades engaged in the manipulation of 
traffic and in the permanent service of the Company should, we think, be included in 
some one or other of the sections. Any doubt or difference as to the inclusion of a 
grade should be decided by the Board of Trade, to which Department all differences 
and references on the subject of grouping grades and forming sections should be 
submitted for decision. 

60. Pt'ocedure beforts Boards.-We propose to provide that any matter dealing 
with hours, wages, or conditions of service, except questions uf, or bearing upon, 
discipline and management, if not settled by conference between deputations cf the 
men and the Company, shall be placed upon the Agenda Paper for reference to a 
Conciliatiun Board to be assembled under normal circumstances at intervals of six 
months. The Agenda Paper, to be issued 14 days before the meeting of the Board, 
should be agreed upon and signed by the Secretary of the Company's side and 

. thl> Secretary of the men's side of the Conciliation Board. 
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61. We propose that it shall be competent for either side of a Board by a 14 days' 
notice to ask for a special meeting, submitting at the same time the matter to be 
placed on the Agenda. If a difference should arise as to the necessity for such 
special meeting, the question should be referred to the Chairman within the 14 days. 
If he should decide in favour of holding the :meeting, he should also fix the date 
upon which it should be held. 

62. If a Board be not able to come to an agreement either at first meeting or, 
if necessary, after adjournment for 14 days, on the application of either side of the 
Board, then the Chairman should be called in to preside over a reassembled Board and 
to give a decision which should be final. 

63. Duties uf Chair1/lan.-An essential element in our proposed Scheme is that a 
Chairman, to be chosen from a panel to be prepared by the Board of Trade, 
should be available for each Board and that, as far as practicable, the same 
Chairman should act for all the Boards on a Company's system during the entire 
period of office of those Boards. He should be selected by the Conciliation Boards. 
or, failing agreement, by the Board of Trade. His fee and expenses should be paid 
by the Board of Trade under the provisions of the Conciliation Act, 1896. 

64. We further propose that in the event of any difference arising between 
the Secretary of the Company's side and the Secretary of the men's side as to the 
matters to be placed upon the Agenda Paper, reference should be made to the 
Chairman, whose decision should be final. Any question of interpretation which 
cannot be settled by the Board should be submitted to the Chsirman for decision. 

65. Period of 8ettlernents.-We think that agreements arrived at by a Board 
should have force for 12 months, and be held to continue thereafter until amended, 
superseded, or nullified by agreement of a Board or by decision of a Chairman. 
Decisions by a Chairman should have force for two years and thereafter continue in 
operation under conditions similar to the foregoing. 

66. We propose that all existing agreements and awards should remain in force 
until. 1st July, 1912, and thereafter continue in operation under conditions similar to 
the foregoing. 

67. We suggest that agreements arrived at by Boards should he final, and that 
the provision in the Scheme of 1907 for a suspensory period, within which the Com-
panies or the men have the option of rejection, should be deleted. . 

68. Duration of New Sche1/le.-We propose that the amended Scheme shall remain 
in force until 6th November, 1914, and thereafter be subject to revision or detennina
tioll, as regards any given Company, by 12 months' notice by the Company or by a 
majority of the aggregate representatives of employees on all the Conciliation Boards 
for the Compauy's system. 

69. All agreements and decisions of the Chairman in existence at the period of 
the determination of the Scheme should remain in force for the full time for which 
they were made, and thereafter until amended, superseded, or nullified by agreement 
between the parties or by such machinery for the settlement of differences as may 
be hereafter set up. 

70. Men's Secretary.-It will be seen that our proposals contemplate final settle
ments at Boards by conciliation, if possible without a Chairman, but, if conciliation 
fail, then by bringing in a Chairman. ·The procedure in the matter of statements 
and advocacy will be to a great extent the same upon each occasion. At present 
the men can choose an advocate (not being counsel) to put their case before an 
arbitrator. We .consider that it is of much importance to the men that the advocate 
before the Ch81nnan should have had the advantage of a full knowledge of all 
the ~ircumstances at the preceding stages of the Conciliation Board. We, therefore, 
consIder that the men should be free, if they think proper, to combine in the same 
person the duties of Secretary and advocate at all meetings of the Board, and, in 
furtherance of this object, we propose that the representatives of the men on each 
Board shall be at liberty to appoint as their Secretary any suitable person, whether 
an employee of the Company or a person from outside, but that he shall not have the 
power to vote unless he shaJl have been duly elected a member. This arrangement is. 
not intended to prevent the men from obtaining the services of a special advocate 
before the Chairman. 

71. Facilities to be prcwided by Companies.-We think that the men's Secretaries 
while acting in the discharge of their ~retarial duties should be offered the privilege 
of free travelling over the Company's system. We also think that the members of 
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Boards on the men's side should be tendered a like privilege on producing a 
summons to attend a meeting. 

72. Offences against Discipline, &c.-Men charged with misconduct, neglect of 
duty, or other breaches of discipline should be permitted to state their defence, to 
call witnesses, and to advance any extenuating eircumstances before their officsrs, 
prior to a final decision being arrived at. Where doubts arise, or where serious 
results to men are likely to follow, the cases should, we think, be placed before the 
higher officials of the Company. Appeals after punishment lead to 'a difficult position, 
and the necessity for them should be avoided. 

73. Conditions of Service.-We attach much importance to the subjec"t of "cDn
ditions of service." Many misunderstandings would be avoided if each man in the 
permanent employment of a Railway Company could be given access to a statement 
of the exact conditions of his service. If this were done many vexed questions, small, 
perhaps, in themselves, but important to individuals, would be greatly minimised. 

74. Applications to Board of Trade.-When the assistance of the Board of Trade 
is asked for, the request should be made by the Secretary to the Company's side and 
the Secretary to the men's side of the Board jointly. If a difficulty should arise as to 
the form in which the request is to be made, the matter ~hould, we think, be referred 
to t,he Chairman. 

75. Te;r.t of Proposed New Scheme.-'l'he above-mentioned proposals will be found 
incorporated in the proposed New Scheme annexed to our Report (Bee page 15). 

OBSERVANOE OF SETTLEMENTS. 

76. In other important induStries experience has shown that conciliation on similar 
lines to those we recommend has satisfactorily settled differences between employers 
and employed, and we see no reason why it should not be equally successful on 
railways, provided that both sides are prepared to give it a fair trial. To make any' 
scheme of conciliation effective there should be no organised stoppage of work untll 
the conciliation machinery has been exhausted. No encouragement or assistance 
should be given to either side refusing to abide by the settlements during the periods 
of their continuance, and full and ample protection should be given to those who 
desire to observe them. 

77. It is clear that however satisfactory machinery may be, however reasonable 
the settlement, all goes for nothing if a contract once entered into be not loyally 
observed. 

78. Witnesses have suggested the applicability to railway employees of Section 4 
of ilie Conspiraey and Protection of Property Act, the Canadian Industrial Disputes 
InvelStigation Act, and the provisions contained in a Bill presented to Parliament by 
Mr. Crooks, M.P., and oiliers. It is not for us to prescribe how the adherence to 
contracts can be encouraged, how the breach of them can be penalised. Men have the 
right to determine their engagement by giving a lawful notice, but in the exercise of 
their freedom in this respect they should not, in our opinion, be permitted to incite or 
coerce by threats, or by any form of intimidation, men who desire to give their labour. 

MATI'ERS OUTSIDE THE SOHEME.· 

79. We confidently hope that ilie suggestions we have made and the amendments 
we propose in the Scheme of 1907, may lead to ilie overcoming of many difficulties 
which may hereafter arise in negotiat.ions and in arriving at settlements between the 
Railway Companies IIlld their employees. 

80. We cannot, however, overlook the fact that strikes have taken place under 
circumstances which had no connection with the contract for hours, wages, or general 
conditions of service, nor indeed wiili the concerns of either the strikers or their 
employers. The Scheme of 1907 does not meet such cases, nor do we believe it can 
be made to meet them. We had proposed to make suggestions for the alleviation of 
such difficulties, but the recent establishment of the Industrial Council by Your 
Majesty's Government renders our observations unnecessary. 

B3 
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CONOLUSION. 

81. In humbly Bubmitting these our views, we beg Your Majesty's gracious 
permission to travel for an instant out of the terms of our reference. The railway 
service of the United Kingdom is second to none. The public regards its railway 
system with pride and confidence. That system has been built upon great traditions 
and high ideals, and it is the privilege of every railway man in the Kingdom, of every 
class and grade, to participate in and to contribute towards the great trust with 
which he has been invested. We think we expres~ the general opinion when we say 
that if raihvay men will only place the call of duty Boove and before every other 
consideration they may confidently rely upon the British public to support them in 
any fair claim fairly put. 

We desire, in conclusion, to place on record our indebtedness to our Secretary, 
Mr. J. J. Wills, of the Board of Trade, for the valuable assistance which he has so 
indefatigably afforded us. 

ALL WHICH WE HUMBLY SUBMIT FOR YOUR MAJESTY'S 
GRACIOUS CONSIDERATION. 

J. J. WILLS, 

Secretary, 
October 18th, 1911. 

(Signed) DAVID HARREL. 

THOS. R. RATCLIFFE-ELLIS. 

CHARLES G. BEALE. 

ARTHUR HENDERSON. 

JOHN BURNETT. 
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Annexe No. 1. 

PROPOSED NEW SCHEME. 

The Scheme which the Commission suggest should tak.e the place of that of 190i 
is set out below, the paragraphs being arranged in the following order :-, 

STEPS PREL'MIN,~RY TO THE BRINGING OF BUSINESS BEFORE CONCILIATION BOARDS (1-8). 

ESTABLISHMENT AND CONSTITUTION OF CONOILIATION BOARDS (9-21). 
Representation of Employees (10-14). 
Representation of Company (15). 
Publication of Names of Members (16). 
Term of Office of Boards (17). 
Casual Vacancies (18). 
Modification of Sections, Districts, and Number oC Representatives (19-·21). 

OFFICERS OF BOARDS (22-29). 
Chairman (22-24). 
"Leading Members" (25-26). 
Secretaries (27-29). 

PROOEDURE (30-43). 
Ordinary Meetings (30-33). 
Special Meetings (34-36). 
Agenda (37-38). 
Method of dealing with Applications (39-42). 
Records of Proceedings (43). 

DECISIONS OF BOARDS (44-46). 
Voting by Sides (44). 
Function of Chairman (45). 
Decisions to be final (46). 

DURATION OF SETTLEMENTS (47-52). 
Existing Settlements (47-48). 
Future Settlements under new Scheme (49-52). 

DURATION OF SOHEME (53-54). 

CODIFIOATION OF CONDITIONS OF EMPLOYMENT (55-56). 

EXPENSES (57-59). 

INTERPRETATION (60-65). 
Interpretation of Settlements (60-63). 
Interpretation of Scheme (64-65). 

--- ---~~------

SCHEME FOR DEALING WITH QUESTIONS AFFECTING WAGES, HOURS, 
OR CONDITIONS OF SERVICE OF RAILWAY ElIIPLOYEES 

ENGAGED IN THE MANIPULATION OF TRAFFIC. 

STEPS PRELIMINARY TO THE BRINGING O~· BUSINESS BEFORE CONCILIATION BOARDS. 

1. Unless otherwise mutually arranged the procedure laid down in paragraphs 2-8 
shall be adopted. 

2. If the employees forming a grade, or combination of grades having a common 
interest, wish to· bring to the notic€> of the Company a matter affecting their rates of 
wages, hours of labour, or conditions of service, or (at this stage) any questions 

n • 
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affecting the contractual relations between the Company and its employees, a petition 
shall be presented signed by at least 25 per cent. of those concerned. The petition 
shall name a suitable number of employees of the Company whom the petitioners 
desire to form a deputation. The Company shall receive the deputation and shall 

. give a reply to the petitioners within 28 days of its reception. 
3. In the case of a matter which affects one or more individuals, as distinguished 

from a grade, or concerns one depot only, the application may be made, either orally 
or in writing, by those affected to the immediate superior of the men, and the 
Company may designate a local superintending officer to hear the applicants, the reply 
of the Company to the application to be made within 28 days of the conference with 
the applicants. ' 

4. In the event of the Company's reply in either case not being acceptable, or of 
no reply being received within the stipulated period, it, shall be open to the deputation 
to require any question relating to rates of wages, hours of labour, or conditions 
of service, other than matters of management or discipliue, to be referred to the 
appropriate Conciliation Board, by written application to the Secretary of the 
employees' side of that Board. 

5. In the event of the Company proposing to reduce the rates of wages, or to 
increase the hours of labour, or otherwise alter the conditions of service of a class 
of employees, notice of the proposals shall be given in writing to the Secretaries of 
the Conciliation Board or Boards which include the grades affected. Such notice 
shall specify a period of not less than 28 days within which objection, if any, to the 
proposals must be made. 

6. In the event of 25 per cent. of the employees concerned presenting within the 
specified period a petition stating their unwillingness to accept the Company's 
proposals, a deputation of employees shall be received by the Company to discuss 
the matters at issue, and the deputation shall notify their acceptance or otherwise of 
the Company's original proposals, or such modification as may have been Ruggested 
meantime by the Company, within 28 days of the reception of the deputation. If the 
Company's original or modified proposals be not accepted by the deputation, it shall 
be open to the Company to require the matter to be referred to the appropriate 
Conciliation Board. . 

7. For the purpose of the time-limits set out in the preceding rules the months 
of August and September shall not be counted. 

8. Petitions and deputations from the employees and proposals by the Company 
shall, when practicable, be made at such dates as, failing agreements between the 
parties direct, will admit of the subjects of difference being placed on the Agenda of 
the next Ordinary Meetings of the Conciliation Boards. 

ESTABLISHMENT AND CONSTITUTION OF CONCILIATION BOARDS. 

9. There shall be established on each railway a suitable number of Conciliation 
Boards to deal with questions referred to them relating to the rates of wages, hours of 
labour, or .conditions of service, other than matters of management or discipline, of all 
wage-earmng employees engaged in the manipulation of traffic and in the permanent 
service of the Company. 

Employees' Representatives. 

10. For this purpose the various grades of the employees of the Company who have 
a co=on interest and are covered by this Scheme shall be grouped in a suitable 
number of sections, and the area served by the Company shall be divided, if necessary, 
for the purposes of election into a number of suitable districts. 

11. The einployees belonging to each section shall elect, from among themselves, 
one or more representatives for each district such representatives to form the 
empl?yees' side of a Con~iliation Board to deal ~ith matters coming within the scope 
of thIS Scheme and affectmg employees included in the section. 

12. The grouping of grades into sections, the division of the Company's system into 
areas, and the number of representatives of employees shall, in the first instance, 
follow the existing arrangements for Sectional Boards under the Railway Conciliation 
and Arbitration Scheme of 1907. 
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13. The first election of employees' representatives shall be held as soon as possibl .. , 
and existing Conciliation Boards under the Scheme of 1907 shall cease to exist from 
the dates of the declaration by the Board of Trade of the results of the elections of 
employees' representatives to the new Boards to be established under this Scheme. 

14. All elections of representatives of the employees shall be held under the 
. supervision of the Board of Trade, and the following rules shall apply:-

(a) Candidates must be employed ill the section and district for which they desire 
to stand. • 

(b) Nomination papers proposing candidates for the various Boards shall be sent to 
the Board of Trade not later than a specified day. 

(c) Each nomination paper shall be sjgn~d by not less than 20 adult employees 
belonging to the candidate's section and district. 

(d) The Board of Trade, after satisfying themselves that the nomination papers 
are in order, shall prepare voting papers and arrange for them to be 
circulated among the adult employees on a given pay day. 

(e) The Board of Trade shall receive and count the voting papers. 
(j) For the purpose of these rules" adult" means a person of not less than 20 years 

of age. 

Company' 8 Repre8entative8. 
15. The Company shall furnish to the Board of Trade, not later than the date on 

which the men's voting papers are to be counted, a list for each Conciliation Board of 
the persons in the permanent employ of the Compa.ny from among whom the Company 
will select its representatives on the Conciliation Board. Such list must specify at least 
two persons who will hav~ permanent seats on the Company's side of the Board. The 
remaining seats on the Company's side may be filled by any of the persons named in 
the Company's panel of representatives for the Board in question, provided always 
that at no time shall tbe total number of representatives present on the Company's 
side exceed the total membership of the employees' side of the Board. 

Publication of Names of Members. 
16. The Board of Trade shall publish for each Board, with as little delay as 

possible, the names of the members elected to represent the employees and the 
names of the persons forming the Company's panel of representatives, specifying those 
of the latter who are to have permanent seats. 

Tel'm of Office. 
17. The term of office or the first Boards established under this Scheme shall expire 

on November 6th, 1914. Should the Scheme be continued, each subsequent Board 
shall have a term of three years from the date of publication by the Board of Trade 
of the names of members of such Board. 

Oasual V acancie8. 
18. Casual vacancies on the employees' side of a Conciliation Board through death, 

resignation, or loss of qualification, shall be filled by co-optation by the remaining 
members of that side, the co-opted member to be a permanent employee of the 
Company in the section and district represented by his predecessor. Similar vacancies 
on the Company's side shall be filled by the Company. 

Modification of Sections, Districts, and Number of Representatives. 
19. Any class of employees falling within the scope of this Scheme, but not 

included at the outset in any Conciliation Board, may make application to the Com
pany, by mPllns of a petition signed by at least 25 per cent. of their number, to be 
lDcluded in an existing Board or to have a new Board established. The Company 
shall thereupon arrange to receive a deputat~on of the petitioners with a view to the 
decision of the matter, which, in the event of no agreement being arrived at, shall be 
referred to the Board of Trade. 

20. Any class of employees wishing to be transferred from one Board to another 
existing Board, or to a new Board, may make application to the Company by petition 
signed by at least 25 per cent. of their number, and the petition shall be dealt with in 

. the manner indicated in the preceding paragraph. 
V 10880. c 



18 ROYAl. COlUlIssto~ o~ Tille IlArI.WA1 col/CtLlATlo~ seliSIoIE or lOOt: 

21. All differences with regard to the definition or modification of sections, 
districts or number of representatives of employees, which cannot be settled by 
agreem~nt, shall be determined by the Board of Trade. 

OFFICERS OF BOARDS. 

Chairman. 
22 There shall be for each Conciliation Board a Chairman, who shall not be a 

director of any Hailway Company in the United Kingdom or in the service of any 
"uch Company. The Chairman of a Conciliation Board shall be selected from a panel 
to be constituted by the Board of Trade. 

2:3. As soon as the Conciliation Boards on a CompanY'1! system have been etltablished, 
and from time to time when necessary, the employees' side of each Board Rball select 
two of their number to be invested with plenary powers, who shall attend a special 
combined meeting with an equal or less number of representatives of the Company 
for the purpose of selecting, from the panel mentioned in paragraph 22, the name of 
a Chairman to be suggested to t.he Board of Trade for appointment. In the event 
of failure to agree, the Board of Trade shall nominate the Chairman. 

24. On each oceasion that the services of a Chairman are required at a meeting 
of a Conciliation Board, as provided in paragraph 41 of this Scheme, he shall be 
appointed under the Conciliation Act, 1l:!96, and the same Chairman shall act for all 
t.he Conciliation Boards established on a. Company's system during the entire period 
of office of those Boards whenever practicablf'. 

Leading Members. 
25. Eaeh side of a Conciliation Board shall select its own Leading Member from 

among the members of the side. The Leading Members of the two sides shall, in the 
absence of the Chairman of the Board, preside alternately at the meetings, unless 
otherwise mutually arranged. 

26. In case of emergency, and in the event of the Secretary of a side not being 
available, the Leading Member of that side shall perform the duties of Secretary. 

Secretaries. 
27. Each side of a Conciliation Board shall have a Secretary, who may take part 

in discussions and act as advocate, if desired, but shall have no vote unless he is a 
IDember of the Board. 

28. The Company's Secretary of each Conciliation Board shall be appointed hy 
the Company from any source it pleases. 

29. The employees' Secretary shall be chosen by a majority of the employe<,"' 
side of the Conciliation Board, who, may select him from any source thl'Y plea"c, 
and shall determine the length and conditions of his office, subject to the provisiolls 
of this Scheme. 

PRomWURE. 
Ordinary Meetings. 

30. Every Conciliation Board shall hold two Ordinary Meetings a year, at intervals 
of six months. 

31. The date of an Ordinary Meeting shall be fixed by the Secretaries of the 
Board, or, failing agreement, by tbe Chairman. 

32. At least 14 days' notice of the meeting shall be given by each Secretary to 
the members of his own side. 

33. The Agenda shall be agreed upon and signed by the Secretaries of the hvo 
Rides of the Board, and shall be issued 14 days before the meeting. 

Special Meeting8. 
34. Either side of a Concilia.tion Board may, by letter addressed to the Secretary 

of the other side, ask for a Special Meeting to be held within 14 days, the request 
for a meeting to be accompanied by a statement of the matters to be 'placed on the 
Agenda. 

3i? Should a difference .arise as to the date of the Special Meeting, or as to tLe 
necessity of holding it, the difference shall be referred liy the two Secretaries to the 
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Chairman, within the 14 days mentioned in the preceding paragraph. The Chairman 
sha.ll then fix the date of the meeting, if any is to. be held. 

3G •. No meetillg shall be held in A ug118t or September, except by mutual consent. 

Agenda. 
37. Any difierence arising between the two Secretaries as to the matters to be 

placed on the Agenda shall be I:eferred to the Chairman for his decision. 
38. No ·question not on the Agends shall be brought up at any meeting except 

with the consent of both sides. 

Method uf dealing with ApplieationB. 
39. No proposal for an alteration of rates of wages, hours of labour, or conditions of 

service, sha.ll be entertained by a Conciliation Board until the proposal has been dealt 
with in the manner set out in. paragraphs 1-8, and the Company and the employees 
concerned have failed to come to agreement by direct negotiation. 

40. In' the event of such failure to agree on a matter competent to be dealt with 
under this Scheme, the matter may be placed on the Agenda for the next Ordinary 
Meeting of the appropriate Conciliation 'Board by the side representing the party 
which marle the proposal, and it shall be considered at such meeting unless previously 
withdrawn or placed on the Agenda for a Special Meeting. 

41. In the event of the two sides failing to agree at the first meeting at which 
a matter is considered, it Hhall be open to either side to adjourn the meeting for 
14 days. If no agreement is reached at the adjourned meeting, or if neither side 
a.ks for Huch arljoul'ned meeting, the Chairman of the Board· shall be called in to 
preside 0\'61' a re-assembled Board, and to give a decision on the matter, if the parties 
caunot be rC'conciled. 

42. At meetings presided over by the Chairman, either sille may, if it desires, have 
the scrvices o[ a special advoeate, who is neither member nor Secretary of the Board, 
but cOllllsel shall not be engaged. 

HecD/'dB of Pmceedings. 

43. A record of every meeting of the Board shall be agreed upon and entered 
ill duplicate Minut.e Books, one to be kept by each Secretary, anrl signed by both. 
Each Secretary shall circulate a copy of the record among those. reprt'sented by his 
ijide of the Bmrd, in sUClh manner as may be determiaed by the side. 

DECISIONS OF BOARDS. 
V uting by Sides. . 

44. Each side of a Conciliation Board shall vote separately and, in the absence of 
the Chairman, all decisions shall be arrived at by agreement between the t\Vo sides. 

Function of Chai?·man. 
45. At meetings at which the Chairman is present he shall endeavour to bring the 

two sides int.o accord, and, failing this, shall, either at the meeting or within a 
reasonable time thereafter, give a decision on any matter still at issue. 

Decisions to be final. 
46. All settlements arrived at, whether by agreement of the two sides or by 

the decision of the Chairman, shall be final and binding, for theil' periods of operation. 
on both the Company and the employees, the ratification of neither of these parties 
being required. . 

DUIlATlON Ot' SE'ITLEM ESTS. 
Ex/istillg Scftlellll'll/s. 

47: All spttlements at present in operation, whether arrived at by agreement by 
Conciliation Boards under the Scheme of 1907 01' by arbitration under that Scheme, 
shall remuin in force until July 1st, 1912, and' thereafter until they are varit'd, 
superseded, or Ilullified by decisions of Conciliation Boards or Chairmen WIder the 
present Schem~ 

48. Notwithstanding the terms of any settlement by agreement or by arbitration 
~tnder the Scheme of 1907, it shall be competent under the present Scheme to nHlpeu, 

• after July Ist, 1912, any 'lllestion de~t with in those settlements, 
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Fulure Settlements under the prC.ltent Scheme. 
49. Settlements arrived at by agreement betw'een the two sides of a Conciliatioll 

Board shall have effect for at least twelve months. 
50. Settlements by decision of the Chairman of a Board shall have effect for at 

least two years. 
51. In either case settlements shall be held to continue in operation beyond 

the minimum period above specified until they are varied, superseded, or nullified by 
decision of the Conciliation Board arrived at by agreement, or by decision of the 
Chairman. 

52. Settlements, whethp.r by agreement or' by decision of the Chairman, may be 
varied at any time (before or after the expiration of the minimum periods above 
mentioned) by mutual consent of the two sides of the Board. 

DURATION OF &"'HEME. 

53. The present Scheme shall remain in operation until November 6th, 1914, and 
thereafter be subject to revision or determination, as regards any given Company, by 
twelve months' notice given by the Company, or by a majority of the aggregate 
representatives of employees on all the Conciliation Boards for the Company's systcm. 
The earliest date at which such notice may be given is November 6th, 1913. 

54. All settlements in force at the period of determination of the Scheme shall 
continue in operation for the period for which they were made, and thereafter until 
varied, superseded, or nullified by agreement between the Company and the employees, 
or by such machinery for the settlement of differences as may be hereafter established. 

CODIFICATION OF CONDITIONS OF EMPLOYMENT. 

55. Lists s40wing the existing rates of wages, hours of labour and all other con
ditions of service of the various grades of employees covered by this Scheme shall be 
prepared as soon as possible by the Company, and printed in a suitable form at its 
expense. 

56. These lists shall form the basis of the contract between the Company and its 
employees, and copies thereof shall be exhibited by the Company without delay in 
places where they may readily be consulted by the employees concerned, in order that 
every employee may know precisely what are the conditions of his service. 

EXPENSES. 

57. Secretaries of Conciliation Boards shall be allowed free travelling on the 
Company's system when engaged in the execution of their secretarial duties. 

58. All members of a Conciliation Board shall be allowed free travelling on the 
Company's system for the purpose of attending meetings of a Board. 

59. A statement of the results of the election of employees'representatives to a 
Conciliation Board, the Agenda papers, the records of proceedings, and the text of the 
agreements arrived at, having been prepared and signed by the two Secretaries, shall 
be printed and posted up at the depots, stations, &c., in such a manner as to be 
accessible for examination by the employees of the Company. Copies shall also be 
supplied to each member of the Board. All this shall be done at the Company's 
expense. 

INTERPRETATION. 
Interpretation of Settlement8. 

60. Any differences which may arise as to the interpretation of settlements, whether 
arrived at by agreement between the two sides of a Conciliation Board or by decision 
of the Chairman, shall in the first instance be considered by the two Secretaries, and 
in case of difference be referred tp the Board, which shall be summoned within 
14 days. 

61. Requests by employees for interpretation by a Conciliation Board shall be 
made through the Secretary of the employees' side, who shall decline them or bring 
them before the Board in accordance with general or special directions from the 
employees' side of the Board. 
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62. Applications by the Oompany for interpretation by a Conciliation Board shall 
be made through the Secretary of the Company's side of the Board. 

63. Any questions of interpretation, on which the Board fail to agree, shall be dealt 
with I1t an adjourned meeting at which the Chairman shall be present, the decision 
of the Chairman on points of difference to be final. 

Interpretation of Scheme . 
. " 64. 1£ any question should arise liS to the interpretation of this Scheme it shall 
be decided by the Board of Trade. 

65. Requests for interpretation of the Sclulme shall be signed by both Secretaries 
of the Board concerned. In the event of disagreement the Chairman shall confer 
with the Secretaries and settle the form of application to the Board of Trade. 

Annexe No.2. 

AGREEMENTS in regard to a Scheme for Conciliation and Arbitration in 
Questions relating to Rates of Wages and Hours of Labour of certain 
Classes of Railway Employees, signed at the Board of Trade on Wednesday, 
November 6th, 1907. 

T.-AGR&E~IRNT SIGNED BY REPRESENTATIVES OF CERTAIN RAILWAY COMPANIE~. 

6th November, 1907. 
The nndel'l4igned duly authorised repreMEmto.t.ivc8 of the Railway Companies named below declnre that 

they are prepared on t.heir beha.lf to adopt u. t!Jstem of CODciliution n.od Arbitration for the settlement of 
questions relating to the rates of wageI'.! and hours' of labour of various classes of their employee!:!, on the 
general Jines of the Scheme appended to this Agreemeut. 

Thoy will also m~e their good OffiCCd to induce the other Railway Companies to adhere to this Agree
ment. Such adherence tORy be notified at any time within the Ilext three months. 

(Countersigned) D. LLOYD GEORGE. 
HUDSON E. KEARLEY. 
H. LLEWELLYN SMITH. 
G. R. ASK WITH. 

(Signed) STALBRIDGE. 
ALLERTON. 
ERNEST PAGET. 
C. BINE RENSHAW. 
ALEX. HENDERSON. 
CLAUD J. HAMILTON. 
W. GUY GRANET. 

Secretary of Committee. 

11.- LI8T or RAILWAY COHPAMIBS ON' WHOSE BEHALF THE ABOVE AGREEMENT WAS ACCBPrRII. 

Caledonian Railway Company. 
Great Central Railway Company. 
Great Eastern R.Uway Company. 
Great Northern Railway Company. 
Greal We.tern Railway Company. 
Lanoashire and Yorkshire Railway Company. 
London and North·Western Railway Company. 
London and South· W .stern Railway Company. 
London. Bri~btol1, and South CORst Railway Compa.u,·. 
Midland Railway Company. . • 
South.Eaalern and Chalha", Railway Co,nPl\uies' Managing COQUllittee. 
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m.-AGRBEKEHT SIGNED BY RBPBE~EHTA.TIVE8 OF THE AKALG41I.ATBD SOCIETY 0,. 
R.ULWAY SERVANTS. 

6th November, 1907. 
The underoigned duly Butbonoed representatives of the ADl.BlgamBIt!d Society of Railway "ervsnto 

accept. on behalf of it.OJ membeT~, the terms of the Agreement WIth regard to Conciliation and Arbitration 
signed this day at the Board of Trade by tbe repree.nlatives of the Railway Companies. 

(Signed) J. R. BELL, 

(Conntersigned) D. LLOYD GEORGE. 
HUDSON 1<;. KEARLEY. 
H. LLEWELLYN SMITH, 
G, R, ASKWITH, 

Preaiden t,. 
T. OWEN. 
A. HARBER. 
C. W. BEARDSLEY. 
NATHAN RIMMER. 
THOS. MURPHY. 
RICHARD BELL, 

General Secretary, 

IV.-OUTLINE OF SCHEME FOR CONCILIATION AND ARBITRATION. 

General Principle •. 
(a) Boarde to be formed for eacb Railway Company wbich adheres to tbe Scbeme to deal with qnestio". 

refen-ed to tbem, eitber by tbe Company or its employees, relating to the rates of wag •• and bours of l"bour 
of &ny cl".s of employeeo to wbicb the Scbeme applies, wbich canuot be mutually settled through tbo u8ual 
chanuels. 

(b) 'Tbe various grade. of the employees of the Company wbo are covered by the .cheme, to ho 
grouped for tWs purpose in a suitable number of sectionR, D.ud the area served by the Com puny to be dividod, 
if necessary, for pnrposes of election iota a number of suitable diHtrictR. 

(c) The employees belonging to each section 80 grouped to choose from among theml'lelve~ onc 01' 

more representatives for each district, these representatives to form the employees' side of u. Sect.ional Hoard 
to meet representatives of the Company to deal with rates of wages aud hours of labour exclusively affecting 
grades of employees within that section. 

(d) The first election of representatives to be conducted in a manner Bct ant in the Hules of 1'roccollre. 
Subsequent elections to be regulated by the Boardfl themselves. 

(e) Where 8 Sectional Board fails to arrive at a settlement, the question to be referred on the motioo 
of either side to the Central Conciliation Board, consisting of representatives of the Company and one or 
m'.\re representatives ('hoseD from 1he employees' Mide of each Sectional Board. 

(f) In the event of the Conciliation Boards being unable to arrive at an agreement, or t.he Board of 
Directors or the men failing to carry out the recommenda.tions, tbe subject of difference to be referred 
to arhitration. The reference shall he to a sing-Ie arbitrator appointed by agreement between tho two shim" 
of the Board, or in default of agreement to he appointed by the Speaker of the Hon.e of Com mono and 
the Master of the Rolls, or iu tbe unavoiduble absem.e or inability of one of them to 8Ct, then hy the 
remaining one. Tbe decision of tbe arbitrator sball be binding on all parties. 

Duratio .. oj Scheme. 
The present scheme to be in force until 12 months after notice haH been given by Olle Hide to the 

other to terminate it. No such notice t? be given within six: years of the present date. 

Interpretation. 
If any q lIestion shollid arise a. to the interpretation of tbi. sebeme, it shall be decided by the Board of 

Trade, or at tbe reque,t of eitber party, by the Master of the RoUs. 

OUTLINE OF Sl:'GGE8TED CONSTITUTION AND PROCEDURE 01' CONCILIATION BOARDS. 

N.B.-The following outline is intended as a general ,. model," to be amend~d in detail to suit the 
circumstances of particular companies :-

Constitution of Boards of Conciliation. 
Boarus to be constituted. in the first place for the more importa-nt sections (the 

modification to suit particular ra.ilways) :-
Tbe following are suggested merely ... examples :-

{ 

(1) Locomotive drivert!, firemen, and cleaners. 
(2) Signalmen, pointsmen, &e. 

Railway A. (3) Permanent-way men, platelaycr., &c. 
(4) Tro.ftic department men other than signalmen. 

Ii.t to be subject to 

i 
(I) Locomotive drivers, firemen, and cleaners. 
(2) Signalmen and pointsmen. 
(3) Good. guards and shunters. 

Railway B. «4
5

) Passenger department guard .. ticket examinero, .bunters and porte,... 
) Telegraph and permanent way. . ' 

,,(6) Good cheekers, porter., carmen, vaomen, stablemen, and lahourer •• 
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Aote.-Variatlons may be' made in the ahove classification, care being taken to provide. as fllr aA 
posaible, for the inclusion of other grades of wage--e&roing employees engaged in the manipulation of traffic 
on ODe or other of the Boards. 

If the employees belongiug to any section not included a.t the outset should desire hereafter to 
participate in the Bcheme, they may ma.ke uppHcn.tion to the Central Board, which, if it thinks it desirable, 
may eithor admit tbem to an existing Sectiona.l Board or arrange for the constitution of a Dew Board. 

The electoral dif'triets to be based 80 far as practica.ble on districts already in existence for the purpose 
of the Railway Company (e.g., District 'superintendents' or District Goods Managers' districts). whiCh may, 
if necessary, be Ill'ouped for the purpose. 

fNole.-It scems desirable that the districts .hould be ... few as poasible(preferably not more th"n 
four, and in no case exceeding .i7), in o';-der to admit of two operative l'epresentatives instead of 
only one being elected for each di~trict on each Board. This will give opportunity for variety of 
representation, e.g •• for a fireman 81'\ well 118 an engine driver to be elected on Board 1, witbout 
unduly increasing the number of members of l,he Boards.] 

The tenn of office of a. Conciliation Board to be three years. Casua.l vacancies through death, 
rC"signn.tion, or lo~8 of qualification to be filled by co-optation by the remaining members on the same side of 
the Boa.rd. 

ELECTION OF CONCILIATION BOARDS. 

'fhe following rules to apply to the fir.t election. Subsequent elections to be regulated by the 
Conciliation Hoards themselves :-

(I) 

(2) 

(8) 

Nomination papers proposing candida.tes fOT the various Boards signed by not less than 20 adult 
Employees belonging to the same section and district to be sent to the Board of Trade on 
or before a date to be arranged. 

The BORrd after Ratisfying tbemiielves that the nominations are in order to prepare votill~ 
popers and arrange for them to be circulated to the adult employees on a given pay day. 

The Board of Trade to receive and count the voting papers of the men, and also to receive 
from the Company 8 list of its propo~ed representatives on the various Boards.- 'rhe result 
to be published with as little delay as possible. 

Note.-For the purpose of these rules" aC:lult " means a person aged 20 and upwards. 

Proredure. 

Each side of tL Conciliation Board to select its own Chairman. 
Every Board to meet for business M required at the request of either side. A Cortnight's notice to be 

gh'en of all meetings. No meeting shall be called in August or Septemb~r. 
Meetings to be convened by the Secl'etn.ry, who shall be appointed by agreement between the two sides 

of the Board. Failing agreement each side to appoint a Secretary from among the employees of the 
Company. The Agenda to be circulated with the notices, and no question not on the Agenda be brought up 
except with the consent of both ~ides. 

Each side of a Board to vote sepa.rately and all decisions to be atTived at by agreement between the two 
BideB. 

Mode oj dealing wit" Applications. 
Berore a Conciliation Board can e~tertain aoy proposal for a cbange in the rates of wages or honrs of 

labour of any 01a1'l8 of employeeR, an applic.atioo for such change must previously hn.ve been mnde in the 
usnal course through the officers of the department concerned. 

After any such application has been made by the employees they shall be informed" lLS 800n (1.1'1 

practicable, and in any case within two months, of the Company's decision with regard to the request or of 
their de~ire to refer it to a Conciliation Board. In t,he event of the decision not being accepted or of no 
reply being received within the specified time, the men mp.y require the matter to be referred to 0. 

Conciliation Board, which shall be at once convened to consider the matter 80 referred. 
}{ote.-For the purpose of this mle, the montbs of August and September shall not count. 

Any proposa.l agreed to by a Conciliation Boa.rd involving increased expenditure shall be placed before 
the Direl~tors for their acceptance at their Ilext ordinary board meeting, or, if that meeting takes place within 
a week of the proposal, then at the next meeting hut one, and failing this shall be referred forthwith to 
arbitration. 

Any proposal agreed to by 0. Conciliation Board involving a reduction of rates of wages shall be 
('ommunicated to the meo, aDd if rejected by them within a month shall be refelTed forthwith to arbitration. 

Suhject to the above provisos the del'ision of a Conciliation Board to be final and binding on the parties 
and 110 de('ision to be re .. opeued within 12 month~. • 

"rhere a Sectional Board fails to arrive at a settlement, the question to be referred ou the motion of 
either aide to the Central Conciliation Board. 

Should the Central Conoiliation Board fnil to agree, the question to go rorthwith to arbitration at the 
reque~t of either party. 

Proceedings before the tlrbitrator .hall be regulated by him, including the period during which the 
Award .hall be binding. 

Ezpe'l$". 
In the ahoenee of "" agreement to the contrary the expense. of arbitration !>roce.dings a~J Conciliation 

BORrd. to be divided equally between the Company and its employees. 
. No/e.-It is agreed tbat in order to keep procedure simple And lnexpensive, Counsel shOUld DOt 

appear in these CBBes • 

• It t, deeirable that at least one of the Colnpany', repreeeataU'Yea OD each Board should be a DilTctor. 
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V.-NOTICB OF ADHESION TO THE SCnEIlE SIGNED BY RBPRE8BNTATIVU OP THB AMROeUTItD 
SOCIETY OF LoCOMOTIVB ENGINEElt8 AND FIREllltH. 

6th Novombor, 1907, 
Ou behalf of the memhers of t,he Associated .society of uwomotive Engiueers Bud Firemen, \\'C acCl'pt 

the arra.ngements entered into to-day at the Board of Trade. 
(Signed) ALBERT I"OX, 

Secretary. 
J. M. BLI~S, 

E.C.Memh ... 
ARTHUR S. TIPp).;rl'. 

VI.-NIITICR 0 .. ' Ammslox TO THE SCHEME SIGNED IlY RJWUF.8F.STA'nnt 0.' THE GF.SEUAr. 
RAII.WAY WORKER!,' USIOX. 

On helmlf of the meml,ert:< of the General Ruihvu.y Workers' (;11:011, I 
to to-Liuy nf, the Board of Trn.tle. 

(Signed) 

6111 Nuvemher, 1907. 
8('ccpt Ibe IIrrutJgelJlellt,~ n.grt~ctl 

• 
THOMAS LOWTH, 

General Secrul.ary. 
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MINUTES OF APPOINTMENT· OF COMMITTEE. 

At the Council Chamber, Whitehall, 
'This 17th day of June HI09 

PnE8ENT: 

THE RIGUT HONOURABLE WINSTON S. CHURCHILL, M.P. 

'!'lie Board of 'l'rade are pleased to appoint the following gentlemen, viz. :

Mr. RUSSELL REA, M.P. (Chairman) 
Mr. JAMES SAMUEL BEALE 
The LORD ROBERT CECIL, M.P. 
Mr. WILLIAM TEMPLE FRANKS 
The LORD HAMILTON OF DALZELL, C.V.O. 
SIR MAURICE LEVY, M.P. 
Mr. ERNEST MOON, K.O. 
The LORD NEWTON 
Mr. GEORGE HENRY ROBERTS, M.P. 
Mr. ALEXANDER SIEMENS 

to be a Committee to· consider and report as soon as practicable what changeR, if any, 
are expedient in the law l'elating to agreements among railway companies, and what, 
if any, general provisions ougtt 'to be embodied for the purpose of safeguarding the 
various interests afIecte.d in future Acts of Parliament authorising railway 
amalgamations or working unions. 

The Board are further pleased to appoint Mr. E. W. Rowntree to be Secretary 
toO t.he Committee. 

(Signed). WINSTON S. CHURCHILL. 

At the Council Chamber, Whitehall, 
This 19th day of August 1909. 

PRESENT: 

THE RIGHT HONOURABLE WINSTON S. CHURCHILL, M.P. 

Read Miuute dated 17th June 1909, appointing a Committee to consider and 
report as BODU as practicable what changes, jf any, are expedient in the law relating to 
agreements among raihtay companies. 

The Board of Trade are pleased to appoint Mr. William Russell, C.B., to be 
a member of the said Committee in place of Lord Robert Cecil resigned. 

(Signed) WL.~STON S. CHURCHILL. 

o (6)8'60 A 8960. Wt. 8121. 1000. 6/11. A2 



DEPARTMENTAL COMMITTEE ON RAll.WAY AGREEM~TS AND 
AMALGAMATIONS. 

To the RIGHT HONOURABLE SYDNEY C. BUXTON, M.P., President of the 
Board of Trade. 

SIli, 
THE Committee constituted by Mr. Churchill's Minutes of the 17th June 

1909 and the 19th August of the same;year have, in accordance with their instrurtions, 
considered what changes, if any, are expedient in the law relating to agreements 
among railway companies, and what, if any, general provisions ought to be embodied, 
for the purpose of safeguarding the various interests affected, in future Acts of 
Parliament authorising railway amalgamatiolls or working unions, and now have the 
honour to present the following Report ;-

I.-INTRODUCTORY. 
A.-MEETINGS AND EVIDENCE. 

1. We have met on 47 days, usually sitting both in the morning and in the after
noon. On 40 of these days we have taken evidence from 50 witnesses representing, 
amongst others, the Board of Trade; the Railway and Canal Commission; the 
Mansion House Association on Railway and Canal Traffic for the United Kingdom; 
chambers of commerce; associations for the protection of agriculture, fishing, mining, 
manufacture, trading, and shipping; harbour and dock authorities; as well as from 
representatives of the railway companies, and of railway shareholders, and of the men 
employed by railway companies and in the English and the Irish Railway Clearing 
Houses. We have also been assisted on certain points connected with our inquiry by 
written information supplied by those who either did not wish to offer oral evidence 
or whom we did not think it necessary to call. .• 

2. At the outset of our inquiry we issued invitations to give evidence to represen
tative associations and bodies in Great Britain likely to be affected by railway 
amalgamations and agreements. We arranged with the Association of Ch&mbers of 
Commerce that chambers of commerce throughout the conntry should be informed 
that we were prepared to consider applications to give evidence, and arrangements 
were also made for a similar intimation to be made to railway companies by the 
Hailway Companies' Association. Sir Charles Owens was nominated by the Railway 
Companies' Association as their principal witness and, in conjunction with Mr. C. de 
J. Andrewes, rendered us great assistance on all the· principal matters connected 
with our inquiry. Other railway witnesses represented companies in most of 
the principal groups of companies in England. We should have been glad to 
have heard· evidence on behalf of the Scottish companies, but after consideration 
of the evidence given by Sir Charles Owens and Mr. Andrewes they did not think 
it necessary to supplement it. . 

3. When we began our inquiry the Vice-Regal Commission, appointed in UlOa, 
with the late Sir Charles Scotter as chairman, to inquire into the working of railways 
in Ireland, had not reported. In view of the wide range of the inveRtigation 
entrusted to this Commission we did not attempt to secure evidence specially rrlating 
to Ireland. The Report of the Vice-Regal Commission'" was' issued shortly after we 
had concluded the hearing of evidence, and we find nothing in that Heport which 
suggests that our recommendations are in any way inapplicable to Irish conditions. 

B.-NATURE AND SCOPE OF THE INQUIRY. 

4 .. The questions which we were directed to consider were two in number. First, 
what changes, if any, are expedient in the laws relating to agreement.s among railway 
companies, and second, what general provisions, if any, ought to be embodied, for the 

• [Cd. 5247.] 
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purpose of safeguarding the various interests affected, in future Acts of ParliameIit 
authorising railway amalgamations and working unions. 

5. In order to arrive at sound conclusions ou the questions submitted to uS
I 

it is 
necessary to consider some of the more general aspects of the nature and effects of 
the growing tendency to\vards more intimate relations among railway companies 
resulting in the reduction or elimination of active competitiOli between them, which 
is evidenced not only by amalgamations and working unions, but by other and 
less formal arrangements for co-operation and for unification of interests . 

• 6. This tendency is the most conspicuous phenomenon in connection with the 
subject of our inquiry. 

7. The opinion of railway companies appears to be consolidating in favour of 
co-operation, and a general movement exists to give more ·complete effect to this 
opinion. The attitude of the trading and general public, whose interests are of 
greater magnitude, and are as deeply involved as those of the railway companies 
themselves, although not one of undiscriminating opposition, may be described as 
one of uncertainty not unmixed with alarm. As our inquiry proceeded we discovered 
that this uncertainty is gradually crystallising into certainty upon one point, for we 
gathered a consensus of opinion, almost amounting to unanimity, from the numerous 
witnesses we examined, both individual traders and persons representing associations 
of important trades, Chambers of Commerce, and Harbour Authorities, that closer 
association between particular railway companies, and more perfect co-operation 
between railway companies generally, is inevitable, aud, from most of them, that 
.. in principle" this is not to be condemned. 

8. But this theoretical approval was accompanied by a universal and genuine 
apprehension that the consequences of a movement they admit to be inevitable and 
economically justifiable on general grounds, may be injurious to the particular 
interests of large sections of the public who at present derive advantage, or believe 
they derive advantage, from the existence of some degree of competition among 
railway companies. These real 01' supposed advantages of competition they were 
unwilling unconditionally to surrender, and their demands were generally for 
various forms of protect:on against the abuse of any increase of the measure of 
mO[lopoly possessed by railway companies, and in some cases for compensation. 

9. It was therefore necessary for us, in considering what changes, if any, are 
expedient in the laws relating to "agreements among railway companies," and what 
" general provisions, if any, ought to be embodied in future Acts of Parliament 
.. authorising railway amalgamations and working unions," to come to some 
general conclusions as to whether such agreement,q, being, as they are, attempts 
to abolish, restrict, or regulate competition, should be l'egarded as necessarily and 
essentially opposed to the public interest, or whether, on the other hand, they may 
be regarded as inevitable steps in the evolution of a more perfect and economical 
system of transit for goods and passengers, and not necessarily injurious to the 
public convenience. 

10. If the former view were adopted, any" changes in the law," or" provisions to 
be embodied in future Acts of Parliament," which we might recommend would 
necessarily be directed to prohibiting or rendering more difficult every sort of agree
ment which might tend towards a fusion of competitive interests. If the latter view 
were adopted such" changes" and" provisions" as we might recommend would be of 
an entirely different character, and would be directed to regulating and conditioning 
the course of an economic development, recognised as desirable, so as to minimise 
01' entirely to exclude any disadyantageous consequences to the public, or the railway 
servants, and even, if possible, to enable these classes to share in any economic 
advantages which might accrue to the railway industry. These two views are 
alternativas, mutually exclusive, and our recommendations, if we adopted the former 
view, must be diJIerent in aim and in degree, if not in kind, from those we shmud 
put forward if we adopted the latter. 

11. Our first task, therefore, was to make an examination of existing conditions-the 
nature, extent, public benefit and disadvantages of railway competition, the probable 
effect of its diminution or disappearance in the future, the forms, extent, and growth 
of railway co-operation, and finally, the character, extent, and utility of present public 
control. 
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DEPARTIIENTAL COlllln'TE& ON RAILWAY AGIlEEIIEIiTS AND AIIALGAIIATIONS: 

II.-RAII.WAY COMPETITION. 

A.-THE NATURE OF RAILWAY COMPETITION. 

12. There are two special cond itionB affecting the bnsineHS of railway cllnic!"s which 
mURt be borne in mind in conHidering the nature of the competition betwcen them. 
The first is that railway transportntion is a Rervice which at most can be supplied by 1\ 
litilited number of undertakings hetween which combination against the customer in 
one form or another is easily accomplished. TLe second is the fact that the out·of
poeket expenses definitely attributable to the conveyance of any particular consignment 
of traffic are relatively small. The great.er part of a railway company's outgoings 
c0l18i,t8 of general expl/nses which vary comparatively little with the amount of the 
traffic actnally carried. The result of this is that it will frequently be good policy for 
a railway company to accept low clitrrges on tralfic which can only be obtained by this 
means. Traffic carried at such charge~ may be and often is unremunerative in the 
sense that its contri bution to the general expenses is inadequate, but so long as it 
contributes anything at all, it is worth the company's while to carry it (Bntterworth, 
14,3i9-83). For .example, it wonld pay a railway company as an isolated trans
action to convey a passenger for long distances for a negligible SUIO if a train were 
available with spare aceo=odation and the passenger would have refused to travel 
rather than pay more. There is, in short, hardly any charge so low but that it might 
pay a railway company to aceept it rather than lose traffic which they eould not 
otherwise replace. 

13. It is this element in the conduct of the railway carriers' business that has been 
the most potent factor in effecting the results of competition which are commonly 
recognised. It is this element also which exercises a strong influence upon the 
railway companies to regulate competition, since unregulated competition in railway 
charges becomes a disastrous struggle withont finality. 

B.-LIMITED AND DIMINISHL."W SCOPE OF COMPETITION. 

14. It is largely for this reason that the avoidance or mitigation of one form of 
competition after another has been so constant and characteristic a feature of railway 
development. In the early days of railway history the expectation hoth of promoters 
and of Parliament was that the lines would be used as highways by independcnt 
carriers, who were not the creatures of statute, and whose relations with tlle traclerH 
who were their customers would, apart from co=on law obligations, be governed and 
controlled by competition only. Although this competition in haulage only took place 
to a very limited extent, for some years at least after 1845, on some of the important 
railways, the railway companies whilst providing the engines and trucks did not act as 
carriers. The early substitution of the railway companies as carriers on their own 
lines for the independent carriers ·who formerly carried on the business materially 
restricted the scope of possible railway competition, which was thus confined to places 
between which there was more than one railway capable of carrying the traffic. 

15. It was, however, very soon realised that the existence of competitive routes ditl 
not secure that they would be used in a competitive manner. So early as 185il Lord 
Cardwell's Committee on Railway Amalgamation recognised that" in some s}mpe or 
" other ultimate combination of interest will result from the temporary competition 
" of rival companies." They instanced the pooling arrangement (at that time termed 
"division of traffic ") between the London and North Western and Great Northern 
Companies" by which the whole country from London to Edinburgh and Glasgow 
" is divided according to a fixed plan, and rivalry between these two trunk lines of 
" central communication is, to a great extent, extinguished." They also mentioned 
an agreement between the Great Northern and Eastern Counties Hailway Companies 
and described it as "effectually pntting an end to any real competition in that 
district," and concluded that these" are only examples of what appears to be the 
" general tendency in respect of competition and comhination between railway 
"companies."'" This tendency has become increasingly apparent. The Joint 
Select. Committee of 1872 found that while the competition engendered by the 
opening of a new line was apt to cause reduction of rates, there was at that time no 
direct competition between established railways in the matter of charges, and they 

• Fourth Report of Committee on Railway Amalgnmation, &c., p. 4 (H.C. 310, 11153). 
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expressed the opinion that "wherever cOmpetition is found· to be adverse to the 
" interest of the companies; it will, in the long run, be succeeded by combination."'" 
Subsequent experience has shown the accuracy of their forecast. It is indeed evident 
that competition between railway Companies, being as it is a voluntary relation, 
can only be relied upon to continue so long as the competing companies think 
it is to their interest to continue it. So soo~ it is realised by them that it 
is more to their interests to co-operate they' may at any moment cease to compete, 
and the tendency to co-operation between railway companies is now strengt.hened 
by the consideration that there is not the fear that there used to be of a fresh railway 
enterprise being promoted to renew the competition which has disappeared. 

16. This tendency to co-operation between the companies is one which Parliament, 
whilst powerless to prevent, has in some cases confirmed. In authorising amalgama
tions and working agreements it destroys any potential competition between the 
companies cODllerned. Throughout the whole of· railway history amalgamations and 
working agreements have been continuously sanctioned by· Parliament, and many of 
the lines thus combined were in competition with each other. The extent to which 
such amalgamations or working unions have occurred is illustrated by the fact that 
the 110 separately operated railways or light railways which exist to-day consist of 
more than 1,100 separately authorised undertakings (Beasley, 18,341). 

17. The present position is that the efforts which have persistentl.v been made by 
railway companies to avoid active competition between themselves, so far at any l'IIte 
as regards the terms and conditions upon which the railway service shall be performed, 
have now reached such a stage of completeness that they may, speaking broadly, bo 
described as having prevailed (Rogers, 4751-5). It must be accepted that the em of 
competition between railway companies is passing away and it was recognised by 
witnesses on behalf of the traders that this could not be prevented (Ratcliffe 
Ellis, 3096). 

C.-EXISTING FEATURES OF COfi.rPETITIVE ORIGIN. 

18. While, however, active competition betweell railway companies of an extensive 
kind hardly any longer exiRts, it may occur exceptionally or sporadically, and there 
are directions in which the existence of independent railway managements with com
petitive interests has produced general effects which would not have been likely to 
occur under acorn bined system . 

.19. We have extracted from the evidence the principal general classes of effcts due to 
the competitive element in railway working. There was indeed a tendency on the 
part of some witnesses to assume that the actions of railway companies of which 
they approved were due to competition and to attribute to combination those 
which they disliked. The term "competition" seems, in fact, to .be sometimes 
used by critics of railway management to denote the obscure and. inexplicable 
causes which in their view occasionally induce railway companies to act reasonably. 
But at the same till}e our inquiry h!1s shown that_there exist. a 90rtain number. of 
features in tlle conduct of railway business whic1l- are of a competitive nature. We 
propose to describe these features as they ordinarily affect (i) Rates;' (ii) Charges 
for minor services; (iii) Facilities; and then (iv) to diRcuss those which are specially 
connected with competition in the construction of new lines; and finally (v) 
those which may conveniently be grouped undor tlle heading of miscellaneous 
consequences of railway competition. It will be borne in lllind that the term 
" competition" in this summary is used to include a state of affairs in which com
petition has been nrodified by arrangements between the companies which either 
do not altogether eliminate competition or do not merely do so. These arrangements 
may take the form of limiting the competition by the imposition of common rates and 
conditions, within which limits it may remain active, or may go beyond this and 
impose restrictions which. may even prevent one or more of the companies concerned 
performing services useful to the public and profitable to themselves which a single 
united company would be likely to undHrtake. Neither of these situations would 
arise or be likely to continue under a complete monopoly or abflolute unification of 
interests. Of course it may not always happen that an effect of competition will 
disappear when the competition which caused it ceases. How far this would be so 
will be subsequently considered. 
-~------------ ... --

. -
" Report of CoDllDitiea on Railw .. y Comp&Di .. Amalgamation, p. 211 (H.C. 364, 1872). 
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(i) The Effect of Competition on Rate8 and Fare8. 
·20. We have had no specific evidence that rates and fares which are competitive 

in the sense that they are in force between two places connected by more than one 
railway are in general lower, caetcris paribu8, than between pairs of places served 
only by one, if the distance by the shortest route is taken as the basis of comparison 
(Marwood, 462). No doubt instances can be found of comparatively low goods rates 
for traffic which is competitive, and these may, in some cases, have owed their origin, 
as the Committee of 1872 suggest, to an outburst of competition in former times 
which has now ceased.'" But the quantum of any particular goods rate depends on so 
many factors that it is unsafe to assume, when we find such a rate in existence, that 
its lowness was caused by railway competition. There are many low rates in force 
between London and Liverpool, between which rlaces traffic can pass by at least five 
alternative routes, but sea competition ii the rea cause of these low rates, and will be 
found to produce a similar effect on the rates between (say) London and Southampton 
or Bournemouth, where there is little or no railway competition (Owens, 12,212). 

21. The equalisation of charges by the longer of two alternative routes to the level or 
those in force by the shorter is an effect which in many cases would not have been 
obtained but for competition. It has the advantage of giving the passenger or trader 
the choice of alternative routes, and if either of the stations on the longer route are 
for any reason more convenient to him than those on the direct route, the practice lllay 
save him expense (Owens, 12,375). But, from an economical point of view, it operates 
against the railways in two ways, as the traffic is divided instead of being aggregated, 
and part of it is conveyed byihe more costly route. Charges on goods traffic are 
frequently equalised even where the distances are very unequal. Thus, in respect of 
goods traffic, the London, Brighton, and South Coast Railway Company charge the 
same rates between London and Guildford as do the London and South Western 
Railway Company for half the distance, and the London and South Western, and even 
the South Eastern and Chatham charge the same rates as the Great Western between 
London and Reading, although the South Eastern and Chatham route of about 
70 miles is almost twice as long as the direct Great Western route (Owens, 12,361). 

22. This practice of equalising charges tends also to lower the charges at intermelliate 
points on the longer route. Thus the third class fare of 28. 6d. which the South Eastern 
and Chatham Railway charge between London and Guildford (43 miles), in order to 
compete with the London and South Western Railway Company's route (30 miles), 
is also charged between London and Chilworth (40 miles). And the goods rates 
charged to and from such intermediate points may also be reduced, as railway 
companies endeavour to keep their competitive and non-competitive rates on the 
same basis (Owens, 11,794); but in some cases this may not prevent the rates at 
those places being higher than the rates at the more distant competitive point 
(Owens, 13,047). 

23. There is one general class of case in which the existing practice, instead of 
causing an equality of charges between competitive points prevents it. When a railway 
company has a complete route between two points, and also has a portion of an 
alternative route, it is not the general custom that this alternative through route 
should be used to compete on equal terms with the company's own local route. 
Sometimes no through rates will be in operation (Granet, 18,285), and if through rates 
are quoted they will usually be higher than the rates in force by the local route 
(Barron, 10,346-50; Ree, 15,749). In this particular direction the existence of 
separate companies with competitive interests may result in some competitive through 
rates being higher than they would be if no competition existed. 

24. In addition to direct, or point to point, competition in conveyance, indirect 
competition of varying degrees of intensity occurs between railway companies, and 
affects their charges. If, for example, a common market can be supplied with a 
particular commodity by competitive. railways, each railway company is inclined to 
assist the traders on its own line by adjustment of its rates (Moore, Appendix XIX). 

25. This form· of competition is obviously much more difficult for the companies 
concerned to avoid than is point to point competition. In the latter esse, it is easy to 
agree to charge equal rates on the basis of the shortest distance, but, in the case of 
indirect competition, the producers who are nearer to the market will consider that 
their favourable geographical position should give them an advantage in rates, and 
neither railway companies.nor tr~d~J;"s seem to have made up their minds as to the 

• Report of Committee on Railway Companie. Amalgamation, p. 24 (H.C. 364, 1872). 



REPORT. 9 

extent to which the incompatible principles of enabling the unfavouFably situated 
traders to compete, and of giving the favourably situated traders the benefit of their 
geographical position should be taken into account. 

26. The effect of this indirect competition is frequently exhibited in the case of export 
and import rates. Rates between competing ports and an inland centre are generally 
equalised, and this equalisation tends to be carried further when the respective ports 
are served by rival railways. The lower scale of rates to or from the distant port 
lllay sometimes tend also to reduce the dhbrges made on the traffic of intermediate places. 

27. Again, railway companies owning steamers sometimes, on account of this indirect 
competition, make a reduction in the portion of a throughout rate attributed t.o sea 
conveyance. Thus, throughout export rates {Tom Birmingham or Lancashire towns via 
Humber ports may be lowered in order to meet competition via Bristol Channel or 
Mersey ports resl)ectively, a lower sea freight being charged on traffic from these 
places than is charged on similar traffic from other places (Fay, lli,135, 15,177). It is, 
however, to be observed that this effect might happen to some extent even if there 
were no railway competition as independent steamship companies can, ancJ. sometimes 
do, reduce their freights in similar circumstances. 

28. The effect which railway competition has on export rates is not limited to the case 
of rates in force between an inland point and competing ports. The rates charged by 
one company between an inland place and a port on its system Illay be affected by the 
rates charged by another company on similar traffic between another inland place 
and another port. For examfle, rates on coal sent from the Nottinghamshire and 
Derbyshire coal-fields to King s Lynn for export are lowered in competition with the 
rates charged on South Yorkshire coal exported from the Humber (Ratcliffe Ellis, 
3097). The fact that lower rates are frequently granted on exported traffic than on 
similar traffic Bent to ports for home consumption is probably due in part to this form 
of indirect competition, and, for a similar reason, some rates charged on imported 
traflic are probably lower than they otherwise would be. 

2!l. Although railway companies cannot so easily determine competition arising in 
this indirect mannel' as they can when it appears as simple point to point competition, 
already conferences for the fixing of rates to local groups of port8 exist, as well as 
general conferences for fixing rates 'on continental traffic and traffic between England 
and Ireland much of which is of a competitive nature (Owens, 11,755), and some 
internal rates which are competitive in this indirect manner are fixed in conference 
(Owens, 11,785). 

(ii) The Effect 0/ Oompetition on Charges /01' Subsidiary Services. 
30. If railway companies are to avoid competition in c.harges it is necessary that 

they should come to an understanding with each other in regard to the charges to be 
made for services othor than the actual conveyance of traffic. Oonsequently wo find, 
as we should expect, that charges for such services as collection and delivery, demurrage, 
siding rent, weighing, wharfage, warehousing and insurance are charged at agreed 
rates (Ratcliffe Ellis, 3070), while the allowances to be made out of the through 
ratcs to shipping and dock companies, or to cartage agents or traders who elect to 
cart traffic sent at carted rates, are similarly settled in conference. 

31. These charges have, however, been affected to some extent by competition. The 
existing system of cartage charges is a case in point. The practice of competing 
l'I\ilway companies serving any particular town is to' agree upon an area within 
which competitive traffic will be collected 01' delivered by any of tho companies 
at uniform charges. This may be done in two ways. Either a uniform scale 
of charges for the collection or delivery of competitive traffic which can be added 
to thc agreed station rates noted iu the rates books is agreed upon by the oom
panies, or if, as more frequently happens, the rates noted in the rates books are rates 
covering the service of c.ollection or delivery, a scale of cartage rebates iR settled and a 
trader electing to cart his own traffic is paid for so doing according to this scale. As 
a matter of convenience the agreed area for collection and delivery and the agreed 
cartage charges or rebates made in connection with it are commonly applied to 
all tratlic whether it is competitive or not, but this is not necessarily the case. 
By this nleaus the rail W8Y charges for the conveyance of merchandise between two 
towns in which the companies themselves c8rt, as in large centres they usually do, 
Ilre identical by whatever route the traffic is consigned, whether it is conveyed 

• throughout from door to door by the competing railway companies or whether it is 
only conveyed to or from a station at either or both ends. Sometimes this principl 

o 8~60. R 
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of equalising competitive throughout charges is carried to the point at which a trader 
with a siding connection with one company's lines is granted the facility of the 
cartage Qf competitive traffic free of charge by rival companies (Owens, 12,594). 

32. In competitive districts where the area of collection and delivery is often hlrge, 
and the stations of some of the competing companies far apart, this method of 
limiting competition, although it secures the convenience of uniform collected and 
delivered rates, does so at a cost which is greater than it would be under a combined 
railway system. Unlpss the companies are to cart at a loss, they must charge, in 
addition to the station rate, a sum equivalent to the average cost of cartage, aud the 
larger the area the higher is the average cost. There are, however, three othl'r 
circumstances besides the large size of an area which' further increase the cost of 
cartage to the companies, when this system of cartage charges is adopted. III the 
first place, the very fact that equal cartage rates enable a company to compete for 
traffic for which its station is inconveniently situated means that an unnpcf'ssarily 
costly cartage service is being performed. Secondly, the division of the trallic 
between two places into separate competitive streams may involve the use of an 
unnecessary number' of carts to collect and deliver it at each end (Ref', 15,748). 
These circumstances make the total cost of cartage in the town higher than it need 
be, and, in the third place, the avprage cost to the companies is further increased by 
the fact that such traders as make their private arrangements for cartage will 
naturally be more likely to be those whose place of business is near the stations, 
with the result that the companies will be called upon to cart a higher proportion 
of the traffic which has to be carted for long distances. 

33. Where, as at Liverpool, the service of cartage is not performed by the railwllY 
companies, the charge for cartage made by the cartage agents naturally vari('s 
according to the distance for which they are called upon to cart the traffic. This 
results in a state of affairs, different from that described above, in which the through
out charges from the docks or warehouses will not necessarily be equal by all 
competing routes, bllt will vary to the extent to which the carting charges to the 
various receiving stations vary. Traflic thus automatically tends to be handed to 
the railway companies having the most conveniently situated receiving stations. In 
these circumstances a company with a station in .an inconvenient position may be led 
to offer increased advantages in the shape of high commissions or rebates to cartage 
agents to induce them to influence traffic by their route. Such rebates are in effect a 
lowering of charges owing to competition, but the advantage of the reduced charge gOPH 

to the cartage agent and the trader may get little or no benefit (Marwood, (26). The' 
effect of the arrangement merely is that the companies are subsidising cartage agents 
in order to induce them to cart tralfic to the less conveniently situated stations. The 
wastefulness of the practice from the point of view of the companies as a whole is of 
the same kind as that involved in the system of equal competitive carted rates already 
described, hut it may be carried to greater lengths. It. can be abolished without 
altering any published charges, and if is not surprising that the companies have made 
an effort to bring it to an end. They calDe to an understanding in 1907 to do away 
with the extra cartage re1ates which it had become customary to grant to cartage 
agents in order to capture traffic. At the same time an arrangement was made by 
which the receipts on the Liverpool traffic were pooled so as to remove the extreme 
inducement which there would otherwise have been to break through any such 
agreement at that place'" (Marwood, 468-77). 

34. The allowances out' of through rail and sea rates to the shipowner or dock 
company UTe closely parallel to the allowances made to cartage agents. It is possible 
to imagine t.hat competing companies might offer higher allowances in order to 
influence traffic to pass by their lines, but in this as ill other respects the tendf'ncy is 
for companies to act together in those cases where they have not always done so 
(Inverclyde, 1862-4). 

35. In some cases the charges for certain subsidiary services have, partly no doubt 
as a result of competition, not been enforced, but in most of these cases the companies 
have already now come to an understanding with each other which has had the effect 
of abolishing these advantages. Thus charges for weighing merchandise when this 
service is required are now imposed, siding rent charges and demurrage charges are 
now more systematically levied in England (Marwood, 487), and the Scottish Companies 
have decided to enforce similar charges in Scotland (Marwood,487; Moore, 17,219, 
17,24] ). 

• See [Cd. 3420.]. 
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(iii) The Effect of Oompetition on Fac'ilitie8. 
36. If competition is to be avoided it is llot only necessary that the nominal 

conveyance rates and charges for incidental services should be agreed between the 
companies, but also that the services rendered in return for these charges should not 
differ to an extent which would in fact, from the point of view of the passenger or the 
trader, be equivalent to a difference in cost. In such matters it is difficult to draw 
tho line between'such services as free warehousing, in which variation would clearly 
result in a breach of the principle ,0.£ equality, and those such as punctuality and 
general efficiency, in which competition is still considered by the railway compilnies to 
be .. healthy." There are, indeed, few directions in which competition in facilities i", 
not 'capable of being carried to a point which the companie~ may find burdensome, 
and there is consequently a tendency for all facilities which are of tangible value to 
the public to be regulated more and more by general understanding. 

37. Some so-called facilities are, indeed, simply methods for calculating charges. The 
conveyance of traffic such as fish (Pi bel, 913) or soap (Owens, 12,587) at "computed" 
weights instead of at the actual weight, or of coal at a nominal ton differing in weight 
from an actual ton (Owens, 12,587), are cases in point, as is also the table on which 
the charges for the different kinds of timber are calculated, and the method in which 
the" measurement weight" of timber is arrived at (Musgrave, 2604). Other circum
stances may also affect the charges payable, such as the readiness with which 
companies will accept the trader's description of the llature or weight .of his con
signments. It is possible for competing companies to make use of these methods in 
order to reduce competitive charges to the trader using their line whilst retaiuing 
the nominal rate at the agreed level, and many of them would seem to have been 
occasionally so used in the past. There is, however, little doubt that the occasional 
advantages whicb particular traders, or traders in particular distl'icts, have obtained 
in this way through competition are now rarely granted. 

38. Many other facilities which may not directly affect the actual charges made by 
the railway company may yet be of distinct pecuniary advantage to the trader. 
Merchandise traffic may occasionally be forwarded by passenger train, and the 
additional charges may not be enforced. Tbe traffic of particular traders may be 
carted free of charge for competitive reasons. Companies in competition may 
be inclined to deal leniently with the deductions which certain traders may make 
on one pretext or another from their ledger accounts. In order to capture traffic a 
keenly competitive company may afford traders material assistance in the packing 
and labelling of their traffic (Owens, 12,441). Facilities of this kind seem now, 
however, rarely to be afforded. 

39. The degree of liberality with which companies will meet claims in respect of 
damage or delay to goods is a question which affects very closely traders dealing in 
perishable merchandise or damageable good~. Undoubtedly until some nine years ago 
railway companies in many dist,ricts, as a result of competition, dealt with such claims, 
especially such as Wbre made in respect of goods carried at owner's risk rates, in 
u manner much more favourable to the trader than they were legally bound to do. 
The difficulty of defining in terms a standard which would secure uniformity of 
action in this respect has now, however, led most of the principal companie~ to 
constitute a body caJIed the Joint Claims Committee to adjudicate on all such 
claims (Marwood, 488; Owens, 11,977). By this means competition between the 
companies in this respect is avoided. Many witnesses have complained to us of the 
increased stringency of the companies' practice in regard to this matter. 

40. Competition still, no doubt, occasionally arises between railway companies or 
rival groups of rail way companies in relation to minor traffic conditions and 
accommodation, including such matters as speed and frequency of service, the 
running of through passenger services, the provision of accommodation for sleepiug 
and dining on trains at low charges, and the lighting and heating and general 
comfort of the carriages and the convenience and punctuality of the service. 
Facilities of this kind are, however, such as companie~ would be likely to provide 
to some ('xtent in any case with ilie object of making their undertakings ellicient 
and developing the traffic, and competition is not by any means a necessary factor in 
their provision. Sometimes, indeed, they may be more likely to be provided between 
non-compctitive points, where the company providing them is certain to l"llap the 
whole advantage of any development of traffic, than between competitive point~. where 
it lUay have to shal'e the fruit of its efforts with a:lother company (Owens, 12,388) . 

• And sometimes, also, an arrangement for the elimination of competition may l!l.8ke it 
o~ 0 
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easier for the parties to the arrangement to agree to provide such facilities as quick 
through services (Ree, 15,687). 

41. In these directions, as in otherR, competition plays only an unimportant part at 
the present time. If.it were to become acute and costly in any of these matters. 
there is no reason to suppose that the companies would fail to devise elIcctive means 
for confining its scope. So long ago as 1872, even the speed of competing trains 
seems to have been settled at. times between the companies concerned, and with the 
closer understandings of recent years it is unlikely that any effective compctition in 
facilities of an expensive kind can be relied upon to continue. No doubt railway 
companies, even when their traffic is not competitive in the sense that it cannot be 
carried by another company, have still to compete with other companies at horne nnd 
abroad to attract or creato that traffic. This indirect competit.ion tends to increaso 
with the development of national and international trades and travel: for example, 
even if the competition between the railway companies in South Wales were to be 
entirely eliminated, not only would they, as serving a colliery district which is largely 
engaged in producing coal for export to international markets, still be influenced hy 
the competition of the North Eastern Railway Company, which is similarly engaged 
in serving a rival coalfield, but both they and the latter company may be expected 
to feel in an increasing degree the competition of the German railways and waterways 
which convey Westphalian coal for shipment at Rotterdam, and the American railways 
which convey the coal of Penntiylvania and Western Virginia for shipment at thc 
Atlantic ports of America. In a similar manner the South Western Railway Company 
which (we have been told) gives an excellent railway service to Bournemouth, II 

watering place to which it has no competition, is in reality in active competition with 
the Great Western Railway Company, which in a similar manner monopolises the 
traffic to Torquay, while both feel in an increasing degree the competition of thA 
South Eastern and Chatham Railway, which is engaged in diverting the pleasure 
passenger traffic to the Riviera, Switzerland, and more distant places. Amalgamations 
and agreements are not likely materially to impair the force of this kind of wider 
competition and the rivalry in efficiency with which it is closely connected. Some
times indeed they may increase it (Davies, 6251). The emulation betwecn a few 
powerful undertakings may well be more intense than between a number of smaller 
undertakings. 

(iv) Oompetition in connection with the Pronwtion of New Linea. 

42. Railway companies, with the encouragement and assistance of Parliament, were, 
in former times, active promoters of competitive railways (Owens, 12,315; Moore, 
17,170). Their persistent action on these lines, while it has resulted in the establish
ment of competitive railway routes for the great bulk of the t.raffic of the country, has 
involved a capital expenditure on its railways which is far greater than a well-ordered 
system giving equivalent facilities would have cost (In verclyde, 1534 ; Granet, Ii), 744). 
And a considerable amount of the time and energy of the managers of railways and 
of the resources of the companies has been expended, not in developing their own 
undertakings, but in endeavouring to frustrate the parliamentary manc.euvres of 
rival companies (Beasley, 18,600-10). The kind of competition involved in the 
construction or threatened constructioll of llew railways has, in the past, produced a 
much more direct and apparent effect on charges and facilities than competition 
between est'lblished railways. It has been the immediate cause of the large reductions 
in coal rates which took place in South Wales at and before the opening of the BalT.'· 
Railway in 188\} (Davies, 6261-93; Beasley, 18,669), and in certain districts ill Scotland 
it appears to have had a direct effect on the provision of facilities, and in Borne cases to 
have reduced charges (Moore,17,170-91). But although this form of competition 
has continued to be effective in particular districts longer than has competition in 
working, its effectiveness has greatly diminished. especially during recent years. So 
early as 1863, under agreements scheduled to the Great Western Railway (West 
Midland Amalgamation) Act of that year. the Great Western, London and North 
Western, and Midland Railway Companies bounel. themselves to agree with regard to 
the construction of new lines in the districts in which they were jointly interested 
(Marwood, 398). Other agreements of a similar character are known to exist, 
sometimes with and sometimes without parliamentary.sanction (Marwood, 395, 3U9 ; 
Moore, 17,188). . 

43. These agreements cannot, of course, prevent the promotion of competitive lines by 
new companies, but railway construction in this country has now been carried to a 
point at which the established companies have little to fear on account of the 
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possibility that new competitors may appear on the field. It is very doubtful 
whether any capital spent in t,he last 20 years in competitive schemes has realised 
an adequate return, and it is consequently no longer easy to find the capital for fresh 
competitive projects (Owens, 12,316). At the present time there are few parts of the 
country in which the construction of lines for competitive as distinguished from 
development purposes is likely t,o be undertaken. 

(v) MiBcellaneoUB COl18eguenceB of Railway Rivalry. 

44. In addition to the ways which have been noticed in which railway companies 
occasionally compete with each other consciously and dil'ectly there are various ways 
in which the existence of rival railway companies operating under a system of 
incomplete c<Hlperation leads to anomalous practices which would not occur under 
harmonious management. 

45. The high degree of co-operation between companies required in connection with 
the conveyance of through traffic necessarily limits the opportunity for the occurrence 
of these results of imperfect agreement. If railway companies were to act with 
complete independence in settling their own charges and conditions of conveyance, 
the trader or passenger desiring to send traffic or to travel between places on the 
systems of different companies would be compelled to make his arrangements 
sAparately with each company concerned, and the efficient conveyance of through 
tratlic would be rendered impossible. In order to avoid such a state of affairs railwav 
companies must, to a considerable extent, manage their lines "as if such lines had 
belonged to one company."" For this purpose not only must they make arrange
mcntA between themselves for the forwarding of through traffic and the distribution 
of traffic receipts, but they must also agree what through rates or fares are to be 
charged and what conditions in regard to such things as packing, liability for damage, 
&c., are to be accepted by the trader. Many of these matters thus settled by agree
ment between the companies in order to facilitate the conduct of through traflic have 
the consequential effect of limiting competition. For example, the fact that uniform 
requirements with regard to the construction of wagons belonging to private O"l"Ilers 
must, as a matter of indispensable convenience, be adopted by all the companies in 
any district on whose lines such privately-owned wagons are likely to travel, indirectly 
prevents the companies competing with one another by offering less onerous terms in 
this respect to traders who send competitive traffic by their routes. 

46. Nevertheless, co-operation of this kind is, as yet, incomplete. In the absence of 
special arrangements for the partial fllsion of interests of two companies such com
panies are likely to be unwilling to grant Buch facilities to the public as the 
lllterchangeabilityof return tickets by either company's route (Ree, 15,668). Through 
services for passengers and goods by the quickest routes may not be encouraged if it 
is more to the interest of either company to attract traffic to a route which is intrinsi
cally less cunvenient (Ree, 15,692, 15711). Companies are similarly disinclined to 
give facilitie,; for the diversion of traffic to a rival company's station in a place which 
they themselves serve (Ree, 15,749). And there can be little doubt that many of the 
anomnlies and complexities in the charges and conditions of conveyance of traffic in 
this country lire due to the difficnlty of reconciling the divergent interests of so many 
independent companies. An anomaly may be patent and its unfairness to the trader 
may be obvious, but although each of the companies concerned might be willing to 
remove it in its own way. they may be unable to agree upon a method which they are 
prepared to adopt, and consequently the anomaly continues, to the probable 
disadvantage both of the traders and of the railway companies as II whole. 

III.-EXTENT TO WHICH THE EFFECTS OF 
COMPETITION WOULD BE LIKELY TO DISAPPEAR 

ON THE CESSER OF COMPETITION. 
47. It does not by any means follow that the effects of competition which we have 

mentioned would cease if the competition t.o which they were due were to be 
eliminated. For example, althou~h the railway map of this country is strongly 
marked with its competitive origin Its main feat.ures are now fixed. The cessation of 
competition wonld be likely to influence its future development but little. On the other 
hand the continuance of advantages such as abatements from the published charges or 

• Railway Clearing Act, 1850, preamble. 
C 2 
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non-emorcement of subsidiary charges ostensibly in force, or the provision of facilities 
materially in excess of those which have been paid for, eannot be relied uifon. Even in 
such cases, however, if the advantages are of long stunding and we known. the 
companies IUay ~esitate to with?raw them, or, if they do, may at the slime time 
give some partIally compensatlDg advantage to the traders from whom th<'y are 
taken. Thus when the railway companies decided to withdraw 8 rebate of lB. or 2B. 
per ton which it had becom~ the pract~c.e to de~uct ~rom ~he rate ,of UB. 2d. ptlI' ton on 
potatoes carried from certam competitIVe statIOns III Lmcolnshll'e to London, they 
introduced a new reduced rate of 88. 4d. (Monro, 4979). 

48. Between the extreme cases in which the withdrawal of competition will, on tlle 
one hand, clearly disturb the effects which it has produced, and those on the other 
hand in which it clearly will not, lie the bulk of the effects of competition which have 
been described. There are, no doubt, many rates in force which are on a lower basis 
than otlIers for reasons which are not apparent. But several considerations make 
railway companies reluctant to raise such rates, even when the reasons for which they 
were fixed have passed away, and whether tlle rates were made low on accollnt of 
competition or for any other reason. The impulse towards the greater uniformity of 
conditions which a more complete withdrawal of competition and a closer co-operation 
create (Owens, 12,587) may make the reduction of exceptional facilities and the raising 
of exceptionally favourable charges more likely to take place, but it is also likely to 
accelerate the removal of exceptional burdens, and conditions of transport would tend 
to become standardised. In our opinion, however, the diflinclination of railway 
companies to raise rates which have been long established, or to cease to alTOI'd or to 
diminish facilities they have been accustomed to give, cannot be relied upon by itself 
to protect. the interests of the public as competition disappears. 

IV.-THE METHODS OF RAILWAY COMBINATION. 
49. We have discussed the ways in which railway competition or its withdrawal 

affects the public witbout special reference to the methods by which such withdrawal of 
competition may be effected. This treatment of the subject hall been convenient and 
possible because the principal public dangers to which amalgamations or agree
ments between railway companies are expected to give rise are connected with the 
withdrawal of competition, and the results of eliminating competition are, in broad 
outline, constant, by whatever method that result may be accomplished. 

50. The following are the methods by which combination is usually eHected :-

(a) Amalgamation.-This is the most complete and the most economical form of 
combination, involving the absorption of one company by another, and a fusion 
of capital as well as a union of administration. 

(b) WOl-king Union.-Working unions may be said to be as effective as amalga
mations so far as regards the relations of the united undertaking with the public, 
hut the existence of each company is maintained, and the finances of the parties to 
the union remain separate or are separately provided for. 

(c) Lease.-In the case of leases, as a rule, the fusion of administ,rative powers is 
complete for the period prescribed by the lease, and subject to the performanee of 
its terms. Such leasing powers are frequently followed by amalgamation. 

The three methods of combination which have been specified require Parlia
mentary sanction. 

(d) Working Agreement.-(i) "\/orking agreements are sometimes sanctioned by a 
special Act authorising the parties to make the specific agreement which is scheduled 
to the Act. (ii) In other cases they are made pursuant to the powers of a special Act 
incorporating the Railways Clauses Act of 1863, and authorising the parties to enter 
into an agreement the terms of which are not specified. That involves an application, 
formerly to the Board of Trade, but now to the Railway and Canal Commissioners, 
for their approval to the agreement; and other steps have to be taken involving the 
puhlication of an intention to enter into an agreement. 

The Railways Clauses Act of 1863 prescribes the procedure which must Le 
followed in such cases. 

We were informed that the procedure of the 1863 Act had not been commonly 
adopted in important cases, because an agreement made under it would be subject 
to revision at the expiratien of every 10 years of its duration ii, in the opinion of the 
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Railway and Canal Commissioners, the interests of the public are prejudicially affected 
therehy--a vague phrase, which is capable of no very certain interpretation. 

The purposes for which a working agreement may be made under the Act of 
1863, liS sct out in Section 22 of that Act, are the following, viz. :-

"The maintenance and management of the railways of the companies 
respectively, or anyone or more of them, or any part thereof respectively. 
and of the works connected therewith respectively, or any of them; 

" The use and working of .the railways or railway, or of any part thereof, 
and the conveyance of traffic thereon; 

"The fixing, collecting, and apportionment of the tolls, rates, charges, 
receipts, and revenues levied, taken, or arising, in respect of traffic." 

(iii) Railway Companies have also power to make agreements under section 87 
of the Railways Clauses Consolidation Act, 1845,* which is as follows:-

"It shall be lawful for the company from time to time to enter into 
any contract with any other company, being the owners or lessees or in 
possession of any other railway, for the passage over or along the 
railway by the special act authorised to be made of any engines, coaches, 
waggons, or other carriages of any other company, or which shall pass over 
any other line of railway; or for the passage over any other line of railway of 
any engines, coaches, waggons, or other carriages of the company, or which 
shall pa8S over their line of railway, upon the payment of such tolls and under 
such conditions and restrictions as may be mutually agreed upon; and for the 
purpORe aforesaid it shall be lawful for the respective parties to enter into 
any contract for the division or apportionment of the tolls to be taken upon 
their respective railways." 

'rhe main difference between the two sections we have quoted :is that power to 
maintain and manage is not explicitly given by the latt'lr section; but in fact 
agreements are made under this section which do not seem to differ in their effect 
from working agreements. It was alleged, and not contradicted by either of the 
companies who were parties to the agreement, that the effect of an agreement made 
between the Great Western and the Rhondda and Swansea Bay Railway Companies 
without special powers, and presumably, therefore, under this section, was to transfer 
the complete cOlltrol of the working of the traffic of the Rhondda Company to the 
Great Western Company, so that the line became to all intents and pnrposes, as 
regards the working of the line, part of the system of the Great Western Railway. 

(e) Agreements with reference to the pooling or division of receipts from traffic 
between two or more companies, under which, for the duration of the agreement, 
competition between the combining companies either ceases or becomes less acute. 

Also agreements, less frequent now than in former years, for abstention from 
new competition by the construction or support of new railways. 

(f) Arrangements for securing uniformity in rates, charges, and services. These, 
although not agreements in any technical sense, and having no legal status, have 
developed from small beginnings into orgdnisations of great importance which prac
tically control the relations of railway companies and traders upon very numerous 
questions. These arrangements are carried out by conferences or committees 
consistinp: of officers delegated by the railway companies and meeting at the 
Railway Clearing House. The subjects dealt with include (amongst other matters) 
general regulations affecting particular classes of traffic, alterations of classification, 
the fixing or alteration of through rates, the charges made or rebates allowed for 
services outside railway conveyance, and claims for damage or delay to -goods. The 
practical effect is that the companies surrender their power of individual action and 
accept the decisions of these conferences. It was the cessation of competition 
resulting from this action which formed the subject of the chief complaints made 
before us. 

The result of the adoption of this uniformity of practice is that the public is 
getting less and less benefit from competition, and is obt-aining none of the advantages 
which II more complete combination would afford. 

51. It must be borne in mind that many of these methods of combination may be 
made use of in cases in which the compllllies have a common interest in the traffic 
involved as well as in cases in which theil' interest has been competitive . 

• Or seclion 80 of the Railway. CIAUStl8 Consolidation (Scolland) Act, 1845. 
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V.-CONTROLLING INFLUENCES. 
A.-DIRECT CONTROL BY PARLIAMENTARY COMMITTEES. 

52. In the case of amalgamations, working unions, and leases, the sanction of 
Parliament has to be obtained to a specific proposition, and it luts been the province 
of Private Bill Committees to determine what protective provisions should be imposed 
upon the combining companies. 

53. All examination of the clauses which may be found in the Acts authorising such 
combinations shows that, though the forms in which the protection is given vary, and 
though the extent of protection varies with the circumstances of the individual cases, 
depending, perhaps, on the activity of the opposition and the disposition of the 
promoters to resist or to be accommodating, there are certain provisions in the later 
special Acts relating to important combinations which may be regarded as typical 
provisions in such cases. A memorandum on this subject by the Secretary to the 
Committee is appended to our Report,'" and we deal later with the queHtion in 
considering the conditiolls which should apply to amalgamations and agreements. 

B.-CONTROL EXERCISED BY THE RAILWAY AND CANAL 
COMMISSIONERS. 

54. When an agreement is authorised to be made by a special Act whicll incorporates 
the Railways Clauses Act of 1863 the approval of the Railway and Canal Commission 
is required and objections to the sanctioning of the agreement may he heard. There 
is no express power given to the COllrt to consider whether or not the interests of the 
public are prejudicially affected by the agreement, although that power is expressly 
given when the prescribed period for revision comes at the expiration of every 
10 years of its duration. In practice the scope of the inquiry before the Railway and 
Canal Commission has been confined to determining whether the provisions of the 
proposed agreement were within the scope of the special Act, and whether the 
conditions prescribed by the special Act and the Railways Clauses Acts have 
been complied with. The approval of the Railway and Canal Commission to the 
terms of such an agreement, having regard to the fact that it has already been 
sanctioned in principle by Parliament, appears to be an unnecessary formality. In 
no case has the question of public interest been raised when agreements have come 
up for revision before the present Cormnission, but on one occasion the renewal of an 
agreement was opposed ~n this ground before the Railway Commissioners. In this 
case the Huddersfield Corporation and Chamber of Cormnerce wel·e successful ill 
obtaining the deletion of a clause in the agreement between the Great Northern 
and Manchester, Sheffield, and Lincolnshire Railway Companies to the effect that 
each company would make no arrangement with other companies which would 
prejudice the interests of the other or the agreement (Macnamara, 1366). This 
case illustrates the difficulty of protecting third parties by the control of the terms of 
an agreement. We know of nothing which would prevent the companies nlRking a 
separate agreement to this effect, if they wished, without publishing it, and in any 
case there is, of course, nothing to prevent two companies coming to an understanding 
to act in the spirit of this rather indefinite clause if they think it is to their interest 
to do so. 

C.-CONTROL BY GENERAL LEGISLATION. 

55. In addition to the special statutory control of railway co-operation exercised by 
Parliament when sanctioning railway amalgamations or working unions or authorising 
companies to enter into leases or working agreements, it must be borne in mind that 
the control of railway companies afforded by the general law relating to railways 
incidentally provides considerable protection against the dangers which may be 
associated with railway combinations. This is to be expected, since the general law 
aims chiefly at protecting the public ITom the quasi-monopolistic powers of railway 
oompanies, and it is mainly in so far as they strengthen these powers that railway 
combinations are regarded with apprehension. An amalgamated railway differs in no 
essential respect from any of the principal existing systems, all of which have, in fact, 
been built up largely by amalgamations. It is not surprising, therefore, that the 
safeguards which Parliament luts felt it necessary to attach to particular amalgamations 
are of a similar kind to those which, on general grounds, have been applied by general 
legislation to all railways. . 

• See Apl'elldilt, p •• 3. 
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5G. The main apprehension aroused by an amalgamation is that the amalgamated 
company may provide insufficient facilities or charge unduly high rates. The law of 
railway regulation already consists for the most part of provisions designed to meet 
these very dangers. It not only requires all companies to afford reasonable facilities for 
the conveyance of traffic, and to justify any increased charges if called upon to do so, 
but it also providcs machinery for securing reasonable rates and facilities in particular 
directions. 

57. It is interesting to notice that the main features of the existing general law relating 
to the control of rates and facilities oti~inated in the recommendations of committees 
appointed to consider the question of railway amalgamation. The law requiring 
railway companies to provide reasonable facilities for the forwarding of traffic and 
and prohibiting undue preference was passed in 1854, as a result of recommendations 
made by Lord Cardwell's Committee on Railway Amalgamation of 1853, with the 
object of preventing allied companies from diverting traffic from its natural routes in 
order to induce it to pass for greater distances over their own lines. The law requiring 
railway companies to consent to raasonable thruugh rates was passed in accordance 
with a recommendation made with the same object by the Joint Committee on 
Hailway Companies Amalgamation of 1872 (Marwood, 77). The publication of rates, 
the uniform statutory classification of merchandise traffic, and tbe institution of the 
Railway Commission as a tribunal for the administration of railway law are other 
important features of the present system which were recommended by this Committee 
(Marwood, 60, 41, 86). 

VI.-THE SAFEGUARD OF SELF-INTEREST. 
58. Apart from the legal control of railway co-operation which we have described., 

motives of self-interest act as a strong incentive to railway companies to olIer 
advantages to the public in the hope of developing traffic. Even if all the direct 
competition which at present exists between railway companies were to be eliminated 
the railways would still be impelled to grant attractive facilities not only by the 
effective competition in transportation by water and road which they frequently 
have to meet, but also by the interest which they have in the prosperity of the 
district which they serve. 

59. It has been suggested to us by some of the railway companies' witnesses that this 
community of interest between the railway companies and the districts they serve is 
so close that the companies will always be impelled., by self-interest, to give every 
advantage that is reasonably possible in order to develop traffic to the utmost extent. 
1£ this were entirely the caRe, legal regulation of railway companies in the interests of 
the public would be unnecessary, and a jort'iori no further regulation and control of 
agreements between railway companies beyond the control provided by the exisLing 
general law would be required. We do not, however, thiuk that the general harmony 
of interest between railway companies and the public they serve, which undoubted.ly 
underlies a certain amount of superficial discord, can be relied. upon to give the public 
the advantages which they have a right to expect. 

GO. It is, of course, to the interest of the railway companies not to raise rates or stint 
accommodation to an extent that will reduce traffic unduly, but subject to this a policy 
of self-interest might frequently lead the companies to charge rates which, judged by 
any existing standard, would be unreasonable. 

61. It should also be observed that the extent to which railway companies will 
be induced by motives of self-interest to afford useful facilities may depend 
not only on the circumstances of any particular case, but also on the nature 
of the domestic arrangements between the companies concerned. For example, 
the urdinary pooling agreement which provides for the pooling of gross competitive 
receipts, but leaves each company to provide' its own capital and pay the 
expenses incurred on its own line may sometimes make the railway companies 
concerned less ready to provide facilities than they would have been had they been 
amalgumated. The essence of a pooling arrangement is that if one of the companies 
carries an increased bulk of traffic subject to the agreement it does not obtain the 
whole of the increased receipts. The motive to spend capital or incur expense in 
order to develop pooled tlllffic is consequently lessened (Marwood 601, HatclilIe Ellis 
3061), and it lllayeven occur that a company allied with another company by a 
pooling agreement could only provide at a loss facilities which, had the companies 
~een amalgamated, could have been afforded by the amalgamated company with profit 
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both to themBelv:es and the public. For exampl~,. it may not only be the competitive 
motives for rapid conveyance between competitive centres that are rl'lIloved by 1\ 

pooling agreement, for even where a widening of one of tht' company's lines or some 
other method of increasing the speed of transit would result in such a development 
of traffic as would ~e~elit the co~panieB as a ~hole, the termB of the pooling 
arrangement by prondmg that the mcreased receipts should be partly applied for 
the btmefit of the company which has not incurred the expense of the improvement 
might leave the oth~r company concer~ed with less than ,,"o~d cover its cost. A 
pooling agreement IB ·therefore more likely to affect the public adversely than an 
absolute amalgamation.'" 

62. We conclude that while a community of intereBt between the railway companies 
and the public existB in the sense that there is a point beyond which it would not pay 
a company to increase charges or red~ce faci~ties, this P?int ha~ not yet been reached, 
and arrangements between compames which result III an Improvement in their 
financial position are not necessarily on that account of direct advantage to the puhlic. 

VII.-CONCLUSIONS IN REGARD TO RAILWAY 
CO·OPERATION. 

63. The investigation we have now completed of existing railway competition has led 
UB to certain general conclusions as regards the present Bituation. 

64. FirBt.-That the effects of the limited degree of competition still existing between 
railway companies are not necessarily to the public advantage. And, ba,;ng regard 
to the fact that much of. the unnecess~ry .burde~ which competition undoubtedly 
imposes upon the compames themselves IS likely, III the long run, to 1111 pa~sed on in 
one form or another to the public, we cannot doubt that the balance of advantage, not 
only to the railway companies but also to the public, would be found to attach to a 
properly regulated extension of co-operation rather than to a revival of competition. 

65. Second.-That even had we come to a different conclusion with regard to the 
value of competition we should have been unable to sugge~t any meanB for securing 
its continuance. That the railway system is the creature of Parliament in a sense 
not applicable to other industries, that it is regulated and limited by law in a manner 
different from other industries and undertakings, and t.hat this control is, in the 
nature of the case, necessary to the larger interests of the country, is incontestable. 
But, while Parliament may enact that this must be done and that must be prohibited, 
past experience shows that even Parliament appears to be powerless to prevent two 
parties, either by agreement or without fOlmal agreement, from abstaining from u 
course of action, namely, active competition, which neither party desires to take. 
Parliament can, of c.ourse, refuse to sanction Bills authorising the amalgamation 
or working union of two or more railway companies, and may provide tbat certain 
classes of agreement shall be invalid or even illegal. But it cannot pre\'ent railway 
companies coming to understandings with each other to adopt a common course of 
action or to cease from active competition. 

66. Third.-Thatexperiencehas shown that informal combinations of this kind, while 
likely to be of less advantage to the companies than more formal and complete 
unions, can destroy competition just as effectively, and, moreover, posseBS certain 
incidental disadvantages, from the public point of view, from which a monopoly under 
a single control is free. 

67. In view of these conclusions on matters of fact, we haye come to the further and 
unanimous conclusion that the natural lines of development of an improved and 
more economical railway system lie in the direction of more perfect understandings 
and co-operation between the various railway companieB which must frequently, 
although not always, be secured by formal agreements of varying scope and 
completeness, amountmg in some cases to working unions and amalgamatiolls. 

68. We have, therefore, felt it our duty to refuse to adopt any suggeBtions or recom
mendations having for their object to make snch arrangements difficult or impossible, 

• A pooling agreement is also of lesf; valne to the railway companies themselves thUD an umalguDlation 
(Owens, 12,535, lo'ny, 15,430) and, esp~cialJy if olle of the companies fiuds, aM time goes by, that it is 
carrying an unexpectedly large proportl~n of the traffic, it i~ likely to cause rlilmgreernentd between the 
companies concerned (Fay, 15,43M). Dlfficuhies may also aritlc between the companies if all aheratiob 
in joint arrangements is BuggE"Bted in respect of which all f.he savjn~ in expeose would accrue to olle 
company (Granel, 18,243). 
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and any which would make them so onerous to . the railway companies as 0 deprive 
them of all the econOlnic advantages of a courtie of action they might be able to prove 
would tend toward~ economy and e,lficiency in carrying out the objects for which they 
originally received their powers from Parliament. 

69. The remainder of our report, therefore, will be directed to the examination of 
Much proposals as halmonise with this general conclusion at which we have arrived, 
and any recommendations we may make will be such aR, in our opinion, may be 
carried into effect without overstepping the limits which it imposes. 

-, . . 

VIII.-SCOPE OF THE COMMITTEE'S RECOMMENDATIONS. 
70. Although we accept the continued growth of co-operation amongst railway 

companies and the more complete elimination of competition as a process which is 
not only inevitable, but also, on the whole, likely to be beneficial both to the railway 
companies themselves and also to the public, our duty does not end with our arrival 
at this conclusion. 

71. Iu the first place, the reduction or elimination of sl1ch competition as still exists, 
limited in scope ahhough we have found it to be, undoubtedly puts a greater power, 
both for good and for evil, into the hands of the companies, and the question 
r.onsequently presents itself whcther there are any directions in which the existing 
law of railway regulation, which has been widened in scope as competition has 
diminished, is inappropriate t{) meet the new circumstances which are now arising 
(Marwood, 155). Early in railway history it was realised that the encouragement of 
competition by thE! grant of competitive powers was not in itself a sufficient safeguard 
for the protection of public interests and the policy of statutory control was adopted 
to an extent which has increased as the want of permanence of the competitive 
safeguard became apparent. The Railway and Canal Traffic Acts of 1854 to 1894 are 
successive steps in the direction of statutory control found necessary from time to time 
to supplement competition in order to protect public interests. 

72. In the second place, there are, under the existing law, certain limitations in the 
powers of railway companies to make agreements with each other, aud certain 
conditions which are usually attached to some of these agreements, and it seems 
proper to consider whether these conditions and limitatrons are satisfactory. 

73. And in the third place there are certain ways ill which agreements (whether 
. they are made for the purpose of mitigating competition or with any other object) may 

affect the staff employed by the cODlpanies entering into the agreeDlents or the 
interests of companies not parties to the. agreement, and it has to be considered 
whether any protection should be given to these interests, and what form, if given, it 
Hhould take. 

IX.-WHAT IS THE PROPER METHOD OF SAFEGUARDING 
THE INTERESTS LIKELY TO BE AFFECTED BY 

RAILWAY COMBINATIONS? 
74. There are two distinct ways in which the attempt may be made to safeguard 

interests which might be prejudiced by agreements between railway companiCM 
(Marwood, 528). One is to require the agreement to be submitted to some public 
authority for sanction, as is now the case in respect of amalgamations, working 
unions, leases, and some working agreements, with the hope of securing that the 
terms 01 the agreement shall not of themselves unfairly affect any section of 
the public. An extension of this method would be to give the sanctioning authority 
explicit power, as a condition of its approval, to require that the companies entering 
into the agrl'ement shall submit to sllch protective conditions in the interests of the 
public as the authority may think proper to impose. The other method is to provide 
a legal remedy for such evils as may be shown to be associated with the growing 
tendency to closer co-operation in so far as effective remedies are not provided by the 
existing general law of railway regulation. 

75. The first method was suggested to us by some witnesses (Clements, 9720, 9762), 
but it has become evident to us in the course of this inquiry that it is im1>racticabl~. 
In the first place, in order to make such a plan effective it would have to be provided 
that all arrangements for the reduction of competition should be submitted to the 

. tribunal. The complaints which were presented to us had reference to the cessation 
o ~i6Q. lJ 
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of competition generally by mutual understandings, and were not, as a rule, put 
forward as resulting from sllch formal agreements as have heen known to be made. 
Unless therefore, these informal understandings. were to be included in the SCOpe 

of the procedure the main source of complaint would be left untonched. Obviously, 
however, the submission to a tribunal of arrangements which may be the result. of a 
merely verbal understanding could. not be enforced (Ma~"Y0od, 563). l"or instauce, 
the understanding between compallles .to accept the d~elslOns of rates conferences 
with regard to many of the rates whICh they charge 18 not regartled as a legally 
binding obligation, but is, nel'ert.heless, adhered to, eveu by companies who 11Iay 
object to particular decisions of the conferences. To rl'q uire that an agreement not 
to. charge other l'ates than tho~e fixed .by a conference should not be valid unl.,s9 
sanctioned by some public authority would not prevent voluntarj' conferences fixing 
rates just as tLey do to-day. So long as the companies concel'lled choose on their 
own responsibility to adopt the views of a conference as to what the rate between two 
points'should be it is hard. to see how .th~y can be pr~vented from doi!1g so. Theil it 
is hard to see on what satisfactory prmCiples allY tl'lbunal could decide whcther, and 
under what conditions, any particular agreement should be sanctioned. If the 
agreement were of such a kind as· to pledge the parties concerned to adopt ccrtain 
rates 01' a certain standard of facilities specified in the agreement, it would indeeu be 
possible for the tribunal to consider whether the rates or facilities mentioned were 
reasonable. But it seems to us that an adventitious control over rates and facilities 
on the sole grotUld t.hat they were specified in an agreement would not be ~atibfactory. 
Whatever public control over rates and facilities is adopted should, we think, apply 
equally to rates and facilities whether they are fixed independently or by agreement. 
In the case of a pooling or working agreement which did not specify any actual 
standard of facilities or rates, there might be nothing in the terms of the agreement 
which directly affected public interests, and it would be difficult for the tribunal to 
decide on what principles they should grant protection to interests that feared that 
they might be indirectly affected. Such interests already have the protection of the 
existing general law of railway regulation, and to provide an alternative method of 
obtaining protection in respect of matters of which many are already covered by the 
existing law could not but lead to confusion. 

76. We therefore cannot see· that to give such a power to any tribunal would afford 
the public any real protection, and we conclude that any protection required against 
combined action which would deprive the public of advantages they now enjoy must 
be afforded by general legislation under which a remedy for such treatment would 
be afforded, whether it could be shown to be connected with an agreement or 
understanding between railway companieil or not. 

77. On the other hand, the second method of safeguarding the interests of the public, 
to which we have alluded, nanlCly, the policy of altering the general law so as to 
exercise a more effective control of railway companies' relations with the public in 
view of the growing tendenQY towards the elimination of competition, has lllany 
advantages over the alternative policy of attempting to control the agreements into 
which the companies may desire to enter. The chief advantage that may be ciaimp.d 
Lor such a policy is that it permits the natural development of the more ecouomic 
administration of railway enterprise which is now being adopted, but it also has the 
reco=endation that it is practicable, which the alternative in our opinion is not, 
except to a very limited extent. We think that so far as protection is reasonably 
required to safeguard the interests of the public from changes to its disadvantage it 
should be afforded whether such changes are the result of an agreement or under
standing of any kind or whether they occur in a non-competitive district in which 
no understanding is necessary in order to bring them about. It also seeIDS to us 
that an equal degree of protection should be given against the consequences which 
may follow from agreements whether they are made with or without express powers 
from Parliament for that purpose, that a company which openly makes a pooling 
agreement should not be penalised in comparison with a company which does the 
same thing secretly, and that the protection should not depend upon the accident 
whether a railway company is advised that parliamentary sanction to a particular 
agreement is necessary or not. We have not overlooked the arguments which were 
pressed upon us to the effect that wb"ere no further powers are asked for from 
ParliaDlent there is no justification for interfering with the rights which the companies 
have, without serious controversy, assumed that they possess, and that it is unfair that 
because certain companies decide to co-operate with each other the powers of all 
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companies, whether or not they wish to enter into agreements, should be regulated; 
but to the extent to which we recommend legislation of a protective kind we think 
that under the changed and changing conditions of railway enterprise in this country 
these argnments cannot in the public interest be allowed to prevail. At the Rame 
time the fact that the powers of such companies will be regulated or even, to Bome 
extent, curtailed by the legislation which we suggest must not be lost sight of in 
determining the extent to which such legislation should go. 

78. To sum up, we are strongly of opinion that, in so far as protection is required 
from any of the consequences which" may be associated with railway co-operation, 
such protection should, in the main, be afforded by general legislation dealing with 
the consequences as such independently of whether they occur as a result 0.£ agree
ments or not. Such a method would afford a much more extensive'protection than 
the regulation of agreements. It would protect the public in the case of under
standings as well as agreements. It would be equally operative whether the 
agreement were made under existing powers or under express powers from Parliament 
such as an amalgamation. There would be no inducement created by its adoption for 
the companies to effect their objects indil'ectly or secretly. It would not provide a 
rrHtchin(\ry likely to be used by powerful sections of the public or other railway 
companies to obtain special advantages, not on merits, but as a condition of with
drawing their opposition to the approval of the agreement. It would not tend to 
introduce a confusing distinction of law or practice between what a company might 
reasonably do under an agreement and what it might reasonably do if no agTeement 
exist.ed. 

X.--RECOMMENDATIONS FOR THE AMENDMENT OF THE 
GE~ERAL LAW OF RAILWAY REGULATION. 

79. The conclusion to whiclI we have arrived that certain legislative safeguards 
which the spirit of closer co-operation now manifest in the milway industry renders 
de(;irable, should ue given by general legislation applicable to all companies, makes it 
somewhat difficult for us to draw a satisfact.orily clear line between those questions 
upon which, having in view our terms of reference, it is competent for us to make 
recommendations and those which fall beyond the range of subjects which it is our 
duty to consider. The recommendations for the alteration of the general law which 
we make are for ilie most part neither recommendations for the alteration of the law 
of agreements between railway companies nor provisions which we suggE-st should be 
inserted only in Acts authorising railway amalgamations or working unions, and they 
do not, thel"E'fore, come within ilie literal scope of either bran~h of our terms of 
refercnce. 'They are, however, logically connected with and involved in the subject 
of our referen~e. They are the conditions which would make it unnecessary to 
embody provisions in special Acts which authorise agreements for amalgamation or 
other agreements for combination, and upon which it would become unnecessary to 
restrict the powers of the railway companies to agree. They furnish, in our opinion, 
II practical and beneficial alternative to legislation which, with the same objects in 
vicw, would c1eal with them only when railway companies could be caught making 
agreements, and even then only, as we have shown, in an unsatisfactory and ineffectual 
manner. 

80. W tl have, however, endeavoured to confine our recommendations for the amend
ment of the existing general law to matters which appear to us to be connected with 
agreements between railway companies or likely to be affected by milway com
binations. We express no opinion 011 many of the matters (such as the desirability 
of the consolidatiou of l"dilway law) which have been discussed by witnesses appeariug 
before us, not because we do not recognise their importance, but because they 
do not seem to us to be sufficiently gennane to the subject of our inquiry. 

8l. We give our general recommendations under the following heads :-

A.-RATES AND FACILITIES. 

82. One of the direct public effects which the fusion of interests of separate 
rail way companies produces is the more or less complete assimilation of practice 
as regards charges and facilitie" on the combined undel-takings. 'This assimilation 
of practice, in so far as it removes preferences which have no justification for 
their existence apart from the fact of railway competition, is in itself a good 

D II 
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thing, for II preference gran~d to. particu~ar traders o~ s~ctions of trsders is just 
as undesirable from the public pomt of VICW whether It IS granted as a result of 
the capricious treatment of. difft;rent tmde~ by a singl~ railway ~ompany or 
whether it results from the diversity of practICe of competmg compameR. But it 
seems to us that the public are entitled t<;J be ~ro~ected against the possibility that 
this assimilation in practice, although desnable m Itself, should be brought about by 
an unnecessary reduction of such facilities or iJlcrcas~. in ~uch charges as lIIay be 
more favourable than the general level (Marwood 2.:>2). In some cases the trade 
interests (in which term we mean to include the interests of other railway companies) 
which have been built up on the existence of facilities or rates, granted perhaps as a 
result o~ competition, lllay be so extensive and important that it may be dflsirablA 
that these benents should, at all events for a time, be retained even at the cOlllpetitive 
pitch. 

83. The simplest and most comprehensive way of providing for the retention of 
existing benefits is to require that existing benefitR shall not be reduced. Such 1\ 

provision might not be immediately inappropriate in cases where the amalgamating 
companies happened to have a unifonn standard of facilities and charges, aud no 
important concessions had been given to particular individuals 01' districts as a 
result of competition, but if variations or preferences existed it would have the 
undesirable effect of preventing their removal except at the cost of a gcnoml 
reduction in charges which might, in the circumstances, be prohibitive. It might, 
moreover, compel the railway company to continue to provide facilities even when 
their.advantage to the' public was much less than their cost to the company, although 
it might clearly be to the advantage of both parties thll:t such facilities should be 
withdrawn in return for the provision of other facilities or a reduction in charges. 
Even in cases where these objections did not arise, a provision to the effect that all 
facilities existing at a particular date were to be continued for all time "might prevent 
the introduction of an improved system of working which although, perhaps, involving 
occasional inconvenient effects, might benefit greatly on the whole both the company 
and the public. We cannot, therefore, recommend that any such rigid obligation with 
regard to all rates 01' facilities should be put upon railway companies either 
generally or on amalgamation. 

84. Apart from the question of the extent to which the public control of increased 
rates or diminished facilities should go it seems to liS important that the same 
conditions and machinery of control should be attached both to the withdrawal of 
facilities and to the increase of charges, as a withdrawal of a facility of money value 
is, in its practical effect, equivalent to an indirect increase in the charge. 

85. There is great difficulty in devising a method which shall gi ve railway companies 
the degree of freedom to revise charges and facilities on commercial liues, which 
we are convinced it is in the interests of the public no less than of the companies 
themselves that they should possess, without giving rise to the apprehension that 
this power might be abused. At the present time the general law with regard to 
facilities provides that railway companies shall, according to their powers, afl'ord all 
reasonable facilities for the receiving and forwarding and delivering of traffic,"" and 
with regard to increased charges that it shall lie upon a company increaRing a rate 
or charge to prove that· the increase if! reasonable, if it is called upon to justi fy it. t 
It was stated to us that all existing facilities would be probably held by the Court 
to be prima facie reasonable facilities, and that the withdrawal of them woul,1 
therefore require to be justified, but we do not think that it is at all clear that all the 
conveniences or advantages which a trader had at any time enjoyed would be held 
to be facilities which could be ordered by the Court to be afforded as reasonable 
facilities for receiving, forwarding, and delivering traffic under the Railway and Canal 
Traffic Act, 1854. 

86. In these circmnstances we consider that, as railwav companiefl are under all 
obligation to prove that disputed increases in charges a17e reasonable, so also where 
a facility or service is diminished or withdrawn it should lie upon the milway 
company to show that the reduction or withdrawal is rellsonable if a dispute arises. 
This would dispose of what we think is from the trader's point of viow a legitimate 
ground for apprehension. 

87. We also think that it should be declared that it should lie upon a rllilway COIII

pany to just.ify a charge marle for a service hitherto rendered gratuitou~ly. The 

• Railway and CaDal Traffic Act, 1854, section :? 
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procedure on complaints of unreasonablelVithdrawal of facilities or services or 
unreasonahle imposition of new charges should be assimilated with the procedure on 
complaints of increased charges 1mder the Railway and Canal Traffic Act, 1894 so 
that where the complaints relate partly to facilities and partly to charges (such ad an 
alteration in the cartage boundary and a concurrent revision oi charges) the matter 
may be dealt with as a whole. By this means the companies :would be made free to 
pI end a redllction iu charge as II. jllstification for the withdrawal of a costly but 
comparatively useless facility. (Ratcliffe Ellis, Appendix XliI.) 

. . 
88. We have discussed the question of charges and facilities mainly from the point 

of view of merchandise traffic, but we Eee no reason why our recommendations should 
not apply to passenger fares and facilities also. There is some doubt whether the 
existing law requiring railway companieR to justify increased charges if called upon 
to do so applies to passenger fares, the only complaint oE increased passenger fares 
which has been made to the Railway and Canal Commission having been withdrawn 
before being heard. It seems, however, to have been assurned when the clauses 
agreed between the Board of Trade and the promoters of the Great Northern, Great 
Eastern, and Great Central Working Union Bill were settled that increased passenger 
fares could not be challenged under the existing general law, and we think they 
might be put under the same restrictions as apply to merchandise charges. 

89. If the above recommendations are carried into effect the result will be that a 
public tribunal will have jurisdiction to determine all complaints of changes in 
services or charges made by railway companies which impose any additional burden 
on the puhlic. It seems to us to be important that such complaints should be decided 
ou hroad commercial considerations and not in any narrow or technical manner. 
As an illustration we may refer to the arrangement adopted on at least one 
railway, according to which the rates charged for the conveyance of iron-making 
materials rise and fall according to the price of pig-iron (Walber, 4215; Butterworth, 
14,238). Tt would be unfortunate if railway companies were to be prevented from 
adopting any fair arrangement of this kind uniformly throughout a whole trade, 
by the fear that the tri bUllal controlling increased charges might refuse to allow 
it to operate when it entailed increases in rat(,9. Similarly if a railway company 
had granted experimental reductions in charges in the expectation of certain results 
which had not occurred, such a circumstance should go far to justify the 
reimposition of the former charges. The proposals of the Board of Trade Rail
way Conference of 1909 were in accordance with this view.'" We have not 
formed any opinion as to whether the tribunal might feel themselves compelled 
to refuse an increase of rate under such circumstances, but enough uncertainty 
exists to make it desirable to declare that in determining questions relating 
to the reasonableness 0.E increased rates or diminished facilities the Court should have 
rpg<lrd to all considerations which may be in their opinion material, including com
mercial considerations. We flilly J·ecognise that the vagueness of the issue as thus 
defined may be a disadvantage. It would be better both for the railway companies and 
the public if the circumstances under which rates might be increased or facilities of a 
pecuniary vallie reduoed and the extent to which this might be done could be more 
clearly indicated, but having regard to the empirical character of existing charges 
and the lack of sufficiently precise views as to the principles on which rates should be 
fixed, we do not think that t he time is ripe for any rigid definition 0.E the considera
tions which should govern the allowance of increm,ed charges. The alternative is to 
give as wide a power as possible to the tribuoal and leave it to them to give weight to 
those considerations which experience shows to be most generally useful. 

90. The above recommendations aim at protecting the public against the im
position of burdensome conditions as a result of the withdrawal of competition; 
they do not attempt to provide any machinery for obtaining such benefits as have 
occasionally been afforded by railway companies in certain districts as a result of 
competition, and might, but for the withdrawal of competition, have been expected to 
Il<'crne in the future. Several witnesses have urged that this aspect 0.E the matter 
should not be o\"erlooked, and that as some compensation for the loss of the henefits of 
competition in the future an extension of the rights of the public is desirable, which 
wonld make it possible to compel a railway company to grant increascd facilities and 
Tf'duc('d charges where slich a course could be proved to be reasonable (Rat.cliffe Ellis, 
:3220 -- ; Clements, 9848---; Moore, 17,286-). I t is true that in certain matters railway 

• Iloporl 01 Boo!'d of 1' ..... 1. Railway Conferellce, page 4 [Cd. 4677]. 
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companies are compelled, nnder the present law, to afford such facilities and to make 
only such charg~s as some outside au~hor.ity may consider to be reasonab~~.. Thus all 
railway compaDies. are under .an ~bhgatlOn to afford all reasonable faCilities for the 
receiving forwarding and uehvenng of traffic"'; they may further be compelled to 
forward through traffic by reasonable routes at rates which seem to the Railway and 
Oanal Commissioners just and reasonable. t All railway companies carrying 
passengers are under an obligation to provide sufficient workmen's trains at such far('~ 
as may appear to the Board of Trade or the llailway ant! Canal Commissioners to be 
reasonable:!:; and the charges for certain subsidiary services, such as collection and 
delivery or traffic,. services at priv~te sidings, a.nd weighing merchandise, are determin
able in caBe of dIspute by an arbitrator appomted by the Board of Trade, as are also 
demurrage and siding rent charges.§ But the effect of the adoption of the recommenda
tion which we are now considering would be to extend the obligation to treat the public 
reasonably so as to make it apply not only in the parti~ular dir~ctions which we have 
indicated, but over the whole range of the accommodatIOn, sel"Vlces, and charges made 
or provided by railway companies. 

91. The chief defect of any such provision is the extreme uncertainty of its effects 
on railway charges. Apart from the ('xisting actual and maximum charges no 
standard of reasonableness of railway charges anywhere exists, and great diverHity 
of view obtains, not only between railway companies and tradeI"R, but ulRo betw('en 
different railway companies and between different traders as to what would be a 
proper charge under given circumstances. For this reason we doubt whether the 
right to challenge the reasonableness of any charge would, in practice, give satisfaction 
to traders. Wide powers of this kind are apt to be uncertain and unsatisfactory in 
operation. 

92. It was also urged that such an extension of the powers of any tribunal would 
deprive the railway companiea of the security which they possess in the power which 
they have to levy charges so long as they are within the maximum and not contrary 
to the law, and that the effect would be to affect seriously their financial position. II 

93. Any power to prescribe reasonable rates in special cases would, moreover, in 
our opinion, involve the positive danger that rates might be prescribed which might 
afterwards be found to be unfair in comparison with other existing rates. And if 
regard were to be had in fixing an individual trader's rates to the effect on that 
particular individual's trade, it would be impossible to avoid preferential treatment 
(Owens, 12,74(\). 

94. For these reasons we do not think it desil"ablo that a general power of 
deciding whether exist.iI1g charges are reasonable should be given to any tribunal. 

95. The danger of creating inequalities would not, however, attach to a power to alter 
unddr special circumstances the maximum rates chargeable on a particular article by 
changing its position in the statutory classification. At present the Board of Trade 
have power to add new articles to the statutory classification, but an alteration of 
the classification of an article already classified can only be made by Parliament. 
Railway companies themselves frequently make voluntary reductions in the classifica
tion, but we think that a legal power to amend the classification, as well as to add 
new articles to it might, with advantage, be given to the Board of Trade or the 
Railway and Canal Commission, but only in the event of circumstances arising in 
connection with the article to be re-classified which were unforeseen at the time when 
it was originally classified. 

B.-FAClLlTIES FOR OTHER RAILWAY COMPANIES. 

96. It is, of course, in general, to the interest of a railway company when 
forwarding traffic to Ii point to which alternative routes exist to send it by a 
route composed as far as possible of its own lines. And if two railway companies 
amalgamate or enter into a financial alliance it may be to their interest to 
endeavour to influence traffic to flow as far as possible by the allied lines, and to 
obstruct its flow by natural routes when such routes are owned by companies not 
parties to the alliance. In order to check this tendency, the existing law, passed 

• Railway and CBnal Traffic Act, 1854, section 2. 
t " ., " ] H88, tt 25. 
: Cheap Trains Act, 1883, section 3. 
§ R8ilw8Y Rates and Ch8rgcs Order Confirmation Acts, J!l91 BOd H!92, Schedllle, section ". 
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as a result of the recommendations of the Committees on Railway Amalgamation of 
1853 and 1872, provides that all railway companies forming part of a through 
route shall afford each other all reasonable facilities, including through rates.* 
(Andrewes, 13,552.) 

97. The existence of through rates by competitive routes is now the rule, but a 
custom exists amongst railway companies uuder which this rnle may be disregarded 
in cascs in which a through route between two points is partly in the hands o[ a 
company which possesses a complete. route of its own between the same points 
(Grauet, 18,267). In such cases the company possessing the complete route is not 
bound to provide facilities for the conveyance of traffic by the composite route at 
rates as low as those in force by its own route, unless it is forced to do so as a 
result of proceedings under the Railway and Caual Traffic Acts, or as a consequence 
of special provisions for the protection of the competing company inserted in special 
Acts or obtained by agreement. . 

98. By amalgamation or working. unions sanctioned by Parliament the operation of 
the custom to which we have referred may be extended. 1£ what has been, a 
composite route becomes a local route, and the company working the local route 
also controls part of a competing composite ronte, the custom might prevent 
the remaining owners of the composite route from carrying the traffic which they 
formerly did. So far as this situation might inflict undue hardship on the competing 
companies, it appears to be due to the abstention of railway companies from enforcing 
their rights under the Railway and Canal Traffic Acts, and we are therefore not 
disposed to advise general legislation on the subject or to recommend that any spe.cial 
protection should be given by means of clauses in Acts authorising amalgamations 
or working unions. A general obligation to justify the withdrawal of facilities such 
as we have already recommended would in itself afford some protection to competing 
companies, and we have no reason to suppose that this protection, together with the 
protection already afforded by the general law , would be insufficient. 

99. Any protection afforded in this way by general legislation would have the 
advantage of equally preventing the undue diversion of traffic from a company's 
lines, whether such diversion resulted from an amalgamation of other companies or 
an agreement between them, or whether it arose from any other cause. 

C.-MACHINERY FOR SETTLING COMPLAINTS. 

100. The evidence showed a lack of appreciation on the part of many witnesses of 
their rights as traders and of the remedies available to them. Under the existing law 
complaints of unreasonable incrllllses in rates or lack of reasonable facilities fall to be 
decided by the Conrt of the Railway and Canal Commission. The amended law which 
we tluggest would naturally be administel'ed by this tribunal also. Dissatisfaction with 
this Court and its procedure h ... ls been expressed by some of the witnesses appearing 
before us, this dissatisfaction heing based mainly on the expense involved in, 
prosecuting cases. But the importance of the issues which are generally, either 
directly or indirectly, involved, tends to make the expense of the cases which are 
tried considerable. It is l"emarkable that the protection of the existing Court has 
rarely been sought by any traders except those whose business was of an extensive 
kind. We observe, however, that the Board of Trade Railway Conference have 
suggested that a simplified and cheapened procedure before the Registrar might be 
adopted in the less important cases.t We agree with that suggestion, but think that 
some further modifications should be considered in the interest of small traders. For 
example, it might be advisable to provide that all cases where the amount in dispute 
is under a certain fixed sum should go before the Registrar, who, however, should be 
given discretion to refer any particular case to the Commissioners for trial, and 
that there should be no appeal from the Registrar without leave, the Registrar 
being empowered to impose on the appellant terms as to costs or otherwise at his 
discretion (Edmunds, 6119-28; Andrewes, 13,850). 

101. But there are many grievances against railway companies which become acute 
through miswlderstanding and want of closer relations between them and traders, 
and some of them are capable of being remedied or explained by friendly discussion, 
the expense and irritation of legal proceedings thus being avoided. The railway 

'. Railway &nel Callsl T .... ffic Act, 1854, section 2 • 
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compauies say they. recognise this (Owens, 12,8!2); n~ver!:heless, an. impr~~HioIl 
that railway comparues are unapproa~hable remams.. '1he m£or~al C118cIl8s~on of 
grievances before the Board of Trade, III accordance with the prOVISions of sechon 31 
of the Railway and Canal Traffic Act, 1888, is a method of conciliation which has 
accomplished much good; 1,5i7 complaints have been dealt with by the Board 
of Trade under this procedure between 1889 and 1907, and in 1,000 instanceH 
settlements more or less to the satisfaction of the complainants have been obtained 
or the explanations of the railway companies have been accepted (Owens, 12,831). 
W; understand that no representation with regard to the conditions or charges 
relating to goods traffic made to the Board of Trade under these provisions is rejected 
by them on the gronnd that it does not fall within the scope of the section. It wOlllU 
however, we think, be useful if it were understood that questions might be raised 
under this procedure before the actllal occurrence of a dispute, and it might, perhaps, 
be well that this should be made clear. 

102. We also think that railway companies might be encouraged to deal locally with 
complaints to a greater extent than is now done, and would point out that advisory 
councils seem to have fulfilled useful functions in Germany. We do not suggest 
that advisory councils should be established by law, as their utility might be 
illlpcrilled if the companies were forced to accept them against their will. It is note
worthy that the system was instituted in Germany by the vQluntary action of the 
railway administrations, and in some cases is still carried on without any logal 
compulsion. 

D.-PROTECTION IN PARTICULAR DIRECTIONS. 

103. In addition to the general protection against increased rates and diminiijhed 
facilities which we have suggested, there are .certain particular directions in which 
it seems to us that such protection as is necessary can be most satisfactorily given in 
a more precise manner. 

(i) Oumer's Risk Rates and Crmditions. 
104. The stricter enforcement of the conditions attached to the conveyance of 

traffic at owner's risk rates which has resulted during the last nine years from the 
closer co-operation between railway companies has been complained of by many 
witnesses. 

105. We do not think it necessary to say anything with regard to the actual con
ditions of the ordinary owner's risk consignment note. These conditions have recently 
been considered by the Board of Trade Railway Conference'" and modifications agreed 
under which the companies would not escape from their liability in serious cases of 
pilferage, mis-delivery, or delay, whether wilful misconduct on the part of the 
companies' servants were proved to have occurred or not. 

106. In this connection some of the witnesses have objected to the establiijhment of 
the Joint Claims Committee which has been set up by the principal companies to deal 
wit.h all claims, but we think that this method of dealing with claims, in so far as it 
tends to prevent inequalities of treatment to the possible disadvantage of the tlmall 
trader or the trader who.is not in a position to playoff rival companies agdinst one 
another, is not, in principle, objectionable. It is fair that whatever conditions in 
regard to rates and facilities P1lI1lOrt to be in force should ·be adhered to in all 
cases. 

107. It seems to us, however, that it is not in the public interest that railway com
panies should in fact be in a position to put undue pressure on traders to accept liability 
for loss or injury on traffic arising from their own neglect. The general law already 
recognises this by prov~ding in effect that any contract under which the companies 
escape such liability must be reasonable and signed by the trader,t and it has been 
held by the Courts that the absence of a reasonable alternative rate at company's risk 
may make an owner's risk contract unreasonable. Under the present interpretation 
of thE.' law, however, it seems that any alternative company's risk rate which is within 
the Plaximum would be held to be a reasonable alternative rate even although it 
involved the payment of an amount for insurance by the trader which was greatly 
in excess of the actuarial value of the risk, so that the alternative rate was not 
commercially a reasonable alternative. 

• Report of Board of Trade Railway Conference, page 5 [Cd. 4677J. 
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103. Owners' risk rates comprise two principal varieties ;-
(1) There are in the working classification of the railway companies certain 

articles which are carried at owner's risk at rates of 10 per cent., 15 per cent., and 
20 per cent. below the class rates which apply to all the articles in the class when 
carried at the company's risk. These articles are designated by the letters z, y, z. 
In classes 1 to 5 of the classification there are 358 of these articles, the total number 
of articles enumerated in those classes being 3,472 (Owens, 12,826). In some cases 
the reduced rate is granted upon otlier grounds affecting the traffic as woll as in 
consideration of the owner undertaking the liability for risk, and it was admitted 
that generally the difference between the owners' risk rate and the compaJlies; risk 
rate was in excess of the sum necessary to provide for the risk to the company. 
No special conditions as regards quantity or regularity and so forth are attached to 
the owners' risk rates in the case of these articles (Owens, 12,065-6). 

(2) There are a number of special rates at owners' risk, as regards which 
"owners' risk" is only one of the considerations on which the special rate was granted. 
It is nearly always accompanied by certain conditions of quantity, packing, regularity 
of traffic, and all sorts of things. In such cases the owners' risk rate may be as much 
as 30 or 40 per cent. below the lowest rate at which the company carry at their risk, 
although all the conditions of quantity and otherwise upon which the special rate 
was granted are fulfilled (Owens, 11,961, 12,103, 12,118). 

109. The situation seems to us to constitute a legitimate grievance on the part of 
those traders affected by it, and, we think, that where goods are carried at owners' risk 
rate3 it should be within the power of the trader who desires to do so to send the 
same description of goods under the same conditions at company's risk for a difference 
in charge which is reasonably sufficient to cover the risk to the railway company. 

110. Our recommendation is not intended to affect maximum rates, and while it would 
leave the railway companies free to equalise the difference by increasing owner's .risk 
rates in cases in which the increase could be justified aliunde under the Railway and 
Canal Traffic Act, 18!l4, we think that the obligation which is contemplated should not 
per 8e be relied upon as a justification for increasing the owner's risk rates. 

111. It may be convenient to indicate the practical effect on the quotation of rates 
which our recommendation is intended to have. In the first place, the proposition 
that the difference between company's risk rates and corresponding owner's risk 
rates should not be mOI'e than is reasonably sufficiont to cover the difference in risk 
to the company is intended to be interpreted broadly. The difference, in our opinion, 
may reasonably be sufficient to protect the companies, not only against the aver~e 
risks of carriage of a particular article in the classification, but also against such risks 
as are likely to be imposed upon them by the least careful or scrupulous traders. 
Again, if, as an incident of the operation of any system for calculating differences 
between company's risk and owner's risk rates which, taken as a whole, is reasonable 
it should happen that any particular rate or class of rates show differences in·respect 
of owner's risk which are greater than can be justified on a strict actuarial basis, it 
seems to us that in decidillg whether in such a case any alteration should be made, 
the convonience of a uniform system is a. factor which should be taken into account. 

112. There are two other matters in r6spect of the conditions attacbed to the con
veyance of traffic at owners' risk to which we wish to refor. 

113. Cel"tllin articles, if sent insufficiently protected by packing. will ouly be accepted 
by the companies at owners' risk, ordinary rates being charged. While it is obviously 
fair that if the companies can'y articles unpacked which they might reasonably 
require to be packed,they should not be held liable' for any damage arising from 
the fact that the articles are unpacked, we fail to see why this circumstance justifies 
them in escaping liability for delay or mis-delivery or damage due to other causes. 
We· therefore think that in such cases the company should not absolve themselves 
from liability except that which arises in consequence of the goods being unpacked. 

114. Similar considerations apply to the case of certaill dangerous or inflammable 
goods wIDcll the companies will not carry except at owners' risk. It lUay be reason
able that they should refuse to can'y snch goods uuless the trader agrees to exempt 
them from liability to compensate in respect of u(,cidents occurring in consequence 
'-If the nature of the goods, but we think that if they carry such goods they should 
not deprive the trader of an opportunity of sending them on terms under which the 
companies would be responsible for loss or damage occurring as a result of their own 
negligence and not in consequence of the nature of the gooc.ls. 

o 8~tlU. • N 
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(ii) Quotation of Station to Station Rate,. 
115. \Ve have already shown that the existence of railway companies with COlll

potiti ve interests has resulted in some cases in an anomalons relation~hi p bet ween 
the charges made for the conve~a~ce of trallic by rail only ~nd .the ch~,~gos made: in 
respect of similar traffic when It IS carted by the comparues III adrlitlOll to bemg 
conveyed by rail. Some of these. allomalies are of tho nature of an extension of 
cartage facilities, or a re~~lCtion ill cartage charges beyond what would have been 
likely to occur had competitIOn been absent. 

116. We have har! no evidence which suggest.! that such competitive advantages 
have hitherto been withdrawn to any serious extent even where pooling arrangement.! 
between companies have been mado which have eliminated the competition in which 
the advantages originated. No complaint of any actual increase in cartage chargeM 
to traders has been madll to us, and only one case was brought to our notice in 
which such an increase was even proposed (Lea, 5,623). Several witnesses complained 
of the curtailment which had recently been made in some towns in the period during 
which traffic was collected and delivered, but the companies' witnesses stated that 
these alterations were made as a result of the reduced periods of work fl)r certain 
classes of their staff prescribed in recent awards or other circumstances unconnected 
with the question of competition. 

117. Although, however, few changes in cartage charges and conditions would appear 
to have been made in connec~ion with any recent arrangements for the elimination of 
competition, it seem.s natural to exp~~t that the companies would. J;le inclined to 
withdraw any exceptIOnal cartage faCilities granted solely for competitive reasuns to 
a particular firm or di~t;rict if an oppo:t.u~ity occurred for taking this co~rse. Such 
withdraW!LI of competitIve cartage faCilities (as fur example the cessatIOn of free 
cartage of competitive traffic by one company to a trader with a private siding 
connected with another company's line) may frequently be effected without inflicting 
any appreciable injury upon the trader, and is not likely to be prohibited entirely 
by a court possessing the power of preventing any unreasonable diminution of 
facilities. 

118. These circumstances appear to us to make it specially desirable that no obstacles 
should be put in the way of traders who, in consequence of any such restriction in 
cartage facilities, may desire to consign their traffic from station to station only, and 
make their own arrangements for cartage. \Vhere the rates quoted in the rate books 
include only the service involved in carrying from station to station no difficulty in this 
respect arises, but, where the quoted rates include also the service of cartage, it il:! 
sometimes complained by traders that it .is difficult. tu ascertain what charge would bll 
made on traffic consigned only from station to station (Sissons, 8,H(2). 

119. In order to obviate any grievance of this character, we think tliat the rate books 
should either give the station to station rates in all cases, or should contain particulars 
from which it would be possible to ascertain what the station to station chargE's were. 
Where the rates now published in the ratp, books include the service of cartage, this 
reco=E'ndation could be carried into effect by providing supplements to the existing 
rate books containing lists of the cartage rebates applicable to the various classel! of 
merchandise at different places. 

(iii) Through Rail and Sea Charges. 
120. The anomalies in charges produced by competition are frequently of a 

specially pronounced character in respect of eXI,ort and import rates and of through
out rail and sea charges. lUequalities· in these latter charges are apt to be made 
more extreme ):>y the fact that railway companies owning their own steamships have 
to meet not only the competitiun of other railway companies, but also the competition 
of independently owned steamships. The general law regulating the charges and 
conditions applicable to the conveyance of traffic in railway companies' steamers and 
in steamers worked under an arrangement with milway companies is contained in 
several different provisions of different Acts, some of which overlap others. The 
obscurity and complexity of the general law is increased by further provisions 
covering similar ground sometimes inserted in the special Acts autlioriHing railway 
companies to maintain steam vessels. Some of these conditionR would, it seell11:! to 
us, if rigidly applied, make it almost impossible for railway companies to carry 
traffic in competition with steamship companies to wh.om these conditions do not 
apply. In practice, however, railway companies seem to be able to do BO. 
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J21. On the other hand to leave the charges by railway companies' steamship!' 
entirely unregulated would give the company owning the steamships the power to adopt 
arrangpments in regard to throughout charges and other matters which would make 
competition by independent steamships impossible, and on this ground alone it would 
seem that some regulation is dpsirable. 

122. Most of the aRpects, however, of this important and complicated subject are 
not specially connected with our Inquiry. In-these circul)1.Stances, although the facts 
which have come under our notice suggest forcibly that the present regulations are 
not satisfactory, we do not make any specific recommendation for their amendment. 
We think, however, that the whole question of the law and practice affecting the 
throughout charges made on traffic exported from or imported into the country is one 
that requires investigation. 

(iv) Publieaticm of Rates. 

123. Complaint has been made to us by witnesses of the difficulty of obtaining 
information as to rates. While railway companies give particulars on demand of all 
rates required for a trader's traffic, they are not always willing to give equally full 
information as to rates required only for purposes of comparison. l'he system 
obtaining in other countries of req wring printed rates to be issued is, at all events at 
preRent, impracticable in this country, but we think that advantage to the companies 
and absence of friction with traders would result from a more systematic arrangement o.f 
rates lor particular classes of traffic on appropriate mileage scales as Inr as possible, 
BO that these at least might be easily capable of publication. 

124. We there.fore recommend that railway companies should be encouraged to use 
their increased power of co-operation towards systematising their rates upon the above 
basis. 

n.-RECOMMENDATIONS AS TO -CONDITIONS 
CONNECTED WITH RAILWAY AGREEMENTS 

AND COMBINATIONS. 
125. We have already explained the natnre of the considerations which have led us 

to the conclusion that it is useless to expect that any method of controlling agree
ments or of attaching conditions to them could afford a satisfactory means of 
safeguarding such interests as might be prejudiced or jeopardised by their existence . 
.Protection can only be given satisInctorily hy general provisions applicable to all 
companies alike, and if the general law of railway regulation is adequate and 
satisfactory there would be no need to have recourse to the unsatisfactory and 
ineffective method of endeavouring to provide protection appropriate to each 
particular variety of arrangemont between railway companies on every separate 
occasion on which it was made. It is with tillS object that we have made the 
preceding recommendations for the alteration of the general law, and we think 
that if these suggestions are carriecl into effect, railway companies might then safely 
be allowed in the main to exercise freedo31 in making such arrangements in their 
own interest and in those of the public as the development of railway operation 
nllght from time to time dictate. 

126. Apart however, from the question of the protection of the public from the 
danger!! which llIay be aBdociated with agreements between railway companies, 
there are certain conditions whi"h have been suggested, some of which can, we think, 
be appropriately attached to railway agreements or combinations of an intimate 
oharacter. 

A.-STATUTORY APPROVAL. 

127. With regard to the approval of agreements between companies, careful 
consideration has led us to the conclusion that the time has come when it should 
be defiuitely recognised that the railway system of the country is necessarily to 
so considerable an extent 80 single entity that the bona fide transference of powers 
between individual companies should not be 80 matter rp,quiring the consent 
of Parliament. Hailway companies should, we think, be allowed to delegate such 
of their powers as they think proper to other companies or to authorities which 
they may set up for the purpose subject ouly to the conditions which we suggest 

• below. If such -a power were recognised, arrangements might, no doubt, be 
E~ 
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made which would be almost equivalent to amalgamation, without any suspicion 
attaching to their validity. w: e do not, h~wevel·, think that such da!l?ers. as are 
involved in the power of railway compallles to cease from competitIOn if they 
wish would be intensified by allowing them to enter into the more compltlte forms 
of combination. Some dangers of the less complete forms of combination are in 
fact absent from Lhe more complete. 

128. Parliament has already recognised to some extent the desirability of facilitat.ing 
intimate agreements bet.ween railway companies. In the early Railway Acts, indeed, 
complete freedom to make agreements with other railway companies was 1\ power 
which was often explicitly conferred (Beasley, 18,357.) So commonly was tbis done 
that wben similar powers were conferred upon all canal companies by section 7 
of 8 & 9 Vict. c. 42, it was explained in the preamble to the section that the 
intention was to confer upon canal companies power to enter into aTTangements in 
the way that railway companies are authorised. By the Railway Companies Powerfl 
Act, 1864, it was provided that companies might obtain power to make working 
agreements by a certificate of the Board of Trade, thus avoiding the necessity of Ull 

application to Parliament. In the event, however, of tbe application being opposed 
by any railway company affected, the matter was to be dealt with by Parliament., and 
although' this provision was repealed by the Railways (Powers and Construction) 
Acts, 1864, Amendment Act, 18iO, the effect of that Act was equally to make recourse 
to Parliament necessary when the application for powers was opposed by another 
railway company, as the provisional certificate to be issued by the Board of Trade in 
such cases was to have no ,validity until confhmed by Parliament. The effect of these 
condit.ions has been so to clog this machinery that it appears never to have been used. 

129. II). considering this subject, the Royal Commission on Railways of 1867 observed 
that it was not very clear that any great advantage to the public arose from the 
necessity of obtaining powers to enter into working agreements. They added that 
they did not see how two companies could be prevented from entering into working 
agreements which would be practically binding upon them. They accordingly 
recommended that railway companies should be allowed to enter int.o valid working IInrl 
traffie agreements without the necessity of obtaining powers from Parliament or the 
Board of Trade.'" This recommendation, with which we conc11r,has, however, never 
been embodied in general legislation. 

13U. If our conclusions in favour of a generallegislationare adopted, and the publidty 
which we recommend later is ensured, we think section H7 of the Railways ClauseR 
Act of 1845 should be amended, and the terms of section 22 of the Railways 
Clauses Act, 1863, as quoted in paragraph 50 of our Report, or of the corresponding 
section usually inc.luded in special Acts authorising working agreements, substituted 
mutatis mutandis for the terms of that section. 

131. The effect of this would be to do away with the ineffective and anomalous pro
cedure prescribed by the Act of 1863, and give railway companies greater freedom in 
making working agreeinents which would in many cases facilita~ and reduce the cost 
of the traffic to the public advantage. 

B.-PUBLICATION. 

132. In the case of amalgamations, working unions,leases, and working agree
ments made under the authority of special A,cta, publication necessarily tskes place. 

13~. The Roya~ Commission of 1867 recommended that working and traffic agree
ments between. ra.llway companies should be published, and we also consider 
t.hat such pubhcatldn may frequently be useful. If the administration of a railway 
is substantially cont~olled by another company, or if the owning company is bound 
by any agreement WIth another company in such a way that its control of its own 
Hue in respe.ct of matters which may affect the public is fettered it seews right 
that the public should be ~ade aware of the fact. And even if, without surrendering 
any control ov~r the workmg of t!affic on its line, a company makes an arrangement, 
such as apoolmg arrangement WIth another company which may affect the extent of 
its interest in the traffic wbich it does or can carry, it seems desirable that the nature 
olany such arrangement should be made known. On the other hand, to require the 
publication of the terl)lS of all arrangements between railway companies (whetller 
they are agreements or not) which affect the public directly, or which, in consequence 

* Report of Royal Commi.sion on Rl1ilway., 1867, seclion 16.5. 
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of their tendency to eliminate competition might do so indirectly, would, having 
regard to the great number and variety of the arrangements which companies must 
necessarily make amongst themselves, be a cumbrous and almost impracticable 
requirf'ment. It becomes nec-essary, therefore, to secure the publication of those 
agreements which may affect the public most closely witbout hampering railway 
administration by saddling upon railway companies the irritating obligation to publish 
the details of all their arrangements. 

134. We think that all ag1·eemcnts which enable a railway company to exercise powers 
which it could not otherwise exercise; or which oblige it to abstain from exercising 
powers which it would otherwise be entitled to exercise, or which provide for the 
pooling of traffic ought to be made public. This· would include agreements for 
working and what are com!llonly known as pooling agreements, but there are 
agreements for other purposes to which the obligation to publish would be attached. 
by our recommendation. 

135. To effect this purpose it should be declared that all agreements of ilie kind 
which we have designated shonld in future be invalid unless published. 

136. We think that no railw!lY company would enter into an important railway 
agreement, such, for instance, !IS a pooling agreement or a working agreement, which 
it was advised was invalid. The essence. of such agreements is security for their 
endurance for a considerable period. 

137. It is true that this requirement would not secure the publication of arrange
ments expressed in correspondence or informal memoranda or ilie conference arrange
ments which the companies have made for fixing rates and deciding on oilier matters 
of common interest, so long a~ thes~ conferences are in theory, as they appear to be 
at present, merely voluntary lU theIr 'Uature, aIllI ilie companies are not bound to 
obey their decisions. Where there is no actual agreement we see no ell'ectite way 
of securing the puhlication of the nature of any understanding on which the com
panies choose to act, even aliliough, as in the case of conferences, such ,mderstandings 
in practice pl"Ove to be effectual. Fur the reasons which we have given ahove, 
however, it appears to us that when understandings attain the degree of precision 
and effectivpness w:hich railway conferences at present possess, the time has come 
when their powers and constitution should be made known. We therefore hope iliat the 
railway companies will take steps to see that correct and complete information 
should be announced with regard to the constitution and powers of such bonies as 
they may set up for dealing directly or indirectly with the public. The suspicion 
with which such bodies, which appear to us to be a useful and indeed an indispensable 
element in railway working, were regarded by some witnesses who appeared before us 
is, we think, mainly due to the atmosphere of secrecy in which iliey at present work. 
This secrecy may have been partly due to ilie uncertainty present in ilie minds of 
railway companies' advisers as to the extent to which companies might legally go 
in setting up joint bodies which might in practice exercise control over railway 
administration. If, however, it is made clear, as we suggest, that no limits shall 
be put on the extent to which companies may agree in respect of matters within their 
power, this reason for secrecy would disappear. 

C.-UNIFICATION FOR I_EGAL PURPOSES. 

138. When two or more companies are anlalgmnated the amalgamated undertaking 
becomes one railway. One result of this is to extend the area over which undue 

l,references are prohibited. It also has ilie effect that a trader cannot apply to the 
lailway and Canal Commission under section 25 of ilie HailwDY and Canal TraffiC" 

Act, 1888, to fix reasonable through rates between a point on one undertaking to a 
point on the other of two undertakings which have now been amalgamated. 

139. This disadvantage is, however, of little moment, as the provisions were designed 
to pl·event throughout charges being fixed at an obstruct.ive level in iliose cases where 
it might suit ilie competitive interests of any of the companies who were plTties to ilie 
ilirough 1·ates to do so, and in practice accomplish little more than this. There 
sellms to have been no instance in which a reduction in an existing ibrough rate 
at which traffic had been freely passing for long periods has been secured under these 
provisions (Andrewes. 13,666) wd, as we have already mentioned, where there is any 
difference between a ilirough rate and a local rate between two points, it is the 
locnl rate which is not subject to iliese provisions that is the lower. The practical 
effect of amalgamation is likely to be in ilie directioll of lowering rates which were 
formerly tluough rates (Dent, 16,108, Appendix XX.). 

E 3 
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140. In any case it would seem unreasonable for a single undertaking to be regarded 
by the law as being the separate undertakings of which it was at some previous 
date composed. We therefore think tha.t the pra?tice under which. a~algal~ating 
companics become onc for all purposes IS one whICh shollld be mamti.llDed, In th" 
absence of any specially strong reason to the contrary in any particular case. 

141. In the case of working unions, leases, and working agreements the same results 
do not automatically follow. The companies involved may retain their separate entities 
to a greater or less degree, but as the elIect of the combination is to create a 
fusion of administrative control, we think that in such cases provision should be 
made that simiL'lr consequences shall follow to those which result from amalga
mation. The united companies' system should be deemed to be one railway for the 

. purpose of determining their obligation under the Traffic Acts so long liS the fusion 
lasts. 

D.-UNIFICATION FOR CALCULATION OF MAXIMUM CHARGES. 
142. An advantage which the public, as a rule, obtain when two hitherto inde

pendent lines are united is that the two railways will after amalgamation count as one 
for the purpose of calculating maximum charges. This may reduce the total charge
able distance as a result of the application once only instead of twice of the provisions 
nnder which sbort distances or fractions of a unit of distance are cOlUlted as longer 
minimum distances or as complete units, and in the case of maximum conveyance 
rates for goods, where the maximmn charge per mile diminishes 8S the length of 
transit increases, the counting of two lines as one for the purpose of calculating 
maximum rates is also likely to reduce some maximum through ratt>s by preventing the 
higher maximum charges applicable in respect.of the earlier portions of t.ransit being 
levied;n respect of each line separately. 

143. This effect of unification takes place to some extent automatically when com
panies amalgamate or work in unison as a result of existing general legislation. 
Section 18 of the Regulation of Railways Act, 1868, pro,,-ides that when two 
raiiways are worked by one company, in the calculation of the charges the distances 
traversed shall be reckoned continuously as if such railways wt're one railway; and a 
proviRo to section 11 of the schedule of the various Railway Hates and Charges Order 
Confirmation Acts, 1891 and lR92, which authorises short-distance charges for goods 
traffic, enacts (in respect of all companies except the North London Railway Company) 
that where merchandise is conveyed by tho company partly on their own railway 
and partly on the railway of any other company, thp. railway and the railway of such 
other company shall, for the purpose of reckoning such short distance, be considered 
as one railway. It will be observed that no unification of control or management 
beyond that involved in the conveyance of a particuL'Ir consignment of merchandise 
by one company partly over another company's lines is necessary in order to bring 
this provision into operation. 

144. As the application of the above mentioned provisiolls is in ~ome respects 
restricted or uncertain, clauses have been introduced into special Acts authorising 
amalgamations or working unions, making it clear tbat the lmited systems were to ht' 
counted as one for the purpose of calculating maximum charges. 

145. Such a provision has not been confined to cases in which a complete amalgama
tion or working uhion. has been authorised, although its appearance in such Acts of 
recent date is more constant than in Acts authorising less intimate unions. It has been 
introduced into an Act authorising the amalgamation of two railways of a different 
gauge separated from one another by some tramways belonging to a harbour authority.'" 
Occ3:siona~y it has been applied in connect!Oll with the g.ranting of mere running powers, t 
and It has III re~nt years been co~pl,:d WIth the grantmg of authority to make working 
agreements whICh do n?t necessarily lllvolve any complete working nnion. Sometimes 
when two or. mo~e railway comp.anies have jointly acquired or obtained power to 
construct a llile It hn:s been proVIded that the line so constructed or aeq uired I!hall 
be counted as. o~e WIth the systems of the joint owners, either generally+ or in 
respect of traffic ll. conveyed by any?f the joint owners partly ovp.r the joint lines 
and partly over their own system,§ or ill respect of short-distance traffic only.1I 

• Great Northern (Ireland) and Midland Railway. Act, 1906, .ection 21. 
t Manchester, Shoffield, and Lincolnshire Railway Acl, 18!18, section 114; Hull and Barnsley .. oJ Great 

Central Railway Companies Act, J906, section ]2; Great Northern, PicC8A..liUy, and Brompton Railway 
Ac~ 1908, section 21 ; K;Jkenny, CaMtiecomer, and Athy Railway Act, 1909, ~tjOD 65. 

~ Midland Rail way Act, 1907, sections 54, EO. 
§ Sout.h Yorkshire Joint Railway Ap,t, 190a, section M. 

• II Hull and Barnsley and Great Central Railway Coml"'aies Act, 1906, seeHon 9. 
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146. It seems to us l"easonable that when fusion of the administrative control of two 
or more railway companies' systems takes place they should become one for the 
purpose of calculating maximum throughout charges liS well as short-distance charges, 
in whatever way the fusion is effected. In order to etreet this, it should be provided 
as in the clause which it was proposed to insert in the Great Northern, Great 
Central, and Great Eastern Working Union Bill, that for the purpose of calculating 
maximulll rates in rospect of traffic conveyed over the combined railways the 
distance for which such traffic shall be conveyed shall be reckoned continuously 
us if such railways were one railway;' alid that where different seales of charges are 
applicable to different parts of the railways in question the maximum charge for 
each part of the entire distance shall be calculated at the maximum rate which, 
accfJrding to the scale applicable to such part, would be chargeable for the entire 
di~tance (Marwood, Appendix II.). 

E.--REVISION OF MAXIMUM CHARGES. 
147. Not only have the maximum charges usually been reduced on amalgamation 

as a result of counting the lines as one, but the scales of charges in force on the 
respecti,e lines have frequently been revised. Such revision seems usually to have 
aimed partly at bringing the authorised scales of charges, which might be in some 
respects out of date, more into accord with those usually allowed by Parliament 
in respect of similar undertakings at the time (Marwood, 202), and partly at 
assimiluting into one convenient scale of charges for the whole amalgamated system 
the various scale~ in force on its different parts before amalgamation. Such alteration 
of maximum charges for goods traffic as has taken place since the general revision of 
maximum rates in 1893 has, of course, been mainly on the latter ground. So far as 
such assimilation is carried out it usually is in the direction of reducing the higher 
maximum charges to the level of the lower. 

148. Occasionally if the immediatc assimilation of the maximum charges on the two 
lines by the reduction of the higher charges to the level of the lower would seem 
likely to inflict too serious a loss of revenue on the amalgamated company, this 
reduction has been deferred. For instance, on the amalgamation of the South Wales 
Railway with the Great Western Railway it was provided tbat the maximum charges for 
goods traffic on the South Wales Railway might be reduced to those in force on the 
main line of the Great Western Railway when the uividend reached 6 per cent. for 
three consecutive years (Marwood, 3u). On the other hand, there are many instances 
of small amalgamations in which no attempt at the unification of the scales of charges 
has been made, and in one case, at any rate, an assimilation of maximum ch<lrges on 
amalgamation has been made by raising the lower charges to the level of the higher 
(Marwood, 269). In such a case the Railway and Canal Traffic Act, 1894, would 
provide a protection against any unreasonable increase in actual charges. 

149. The assimilation of maximum charges has occasionally been provided for 
even in cases where complete amalgamation or working union was not authorised. 
Thus the Act authorising the Hertford and Welwyn Junction Railway" authorised 
the company t{) make an-angements for the use or working of their line by either the 
Great Northern or Eastern (Jounties Railway Companies, but provided that in such an 
event the charges made by the company working or using the line were not to he 
more than Buch e.ompany was authorised to charge, and was, in fact, charging on 
its own line. It will be observed that such a provision aiming, as it does, at the 
assimilation of actual charges, goes further than a mere assimilation of maxima. 

150. When ditiel·ent scales of maximum charges apply to the amalgamated lines it 
appears to us that the practice of revising the maximum rates with a view to applying a 
uniform scale of charges to the whole amalgamated system is one which can 
conveniently and fairly be followed to tlle extent to which we explain below. It is 
obviously convenient that in such cases a single schedule of maximum charges should 
be applied to the undertaking (Owens, 12.571-3), and having regard to the fact that 
the maximum charges for merchandise traffic (except as regards Class A.) were revised 
on a uniform basis for all railways in 1891-2, and differ but little on the lines of the 
diffel·ent companies (Owens, 12,574), it will usually not be unreasonable that if the com
panies possess different s::ales of maximum charges, the lowest scale applying to any of 
the companies should be maue applicable to the combined system. Where higher 
maximum charges than usual have been authorised by .Parliament in respect of small 
branch undertakings which perhaps might not otherwise be capable of being worked 

• 17 & l~ Viet. c. c.xxvii., section 53. 
E4 
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profitably as independent systems, it will, as a rule, be proper that on fusiun with 
a larger company the scale of charges should be brought down to the general level 
(Marwood 353). On the amalgamation of larger companies it will frequently be 
found that the maximum charges are identical or ahnost so on both undertakings i 
if they are not, there will generally be no hardship in reduciI,g the higher maximum 
charges to the level of the lower, as the actual charges will usually be considerably 
below the maximllln, and the company with the higher maximum charges will in 
many ca~!'R already have fOlmd it necessary to reduce its actual rat.es to the level 
of the company with the lower maximum scale (Ratcliffe Ellis, 3150). To the extent 
to which a reduction of maximum charges in the manner suggested will cause 
an actual reduction in rates, any loss to the company may be expected to be covered 
by the economies of amalgamation. If, in any exceptional cases, the amalgamating 
companies prove. that the immediate. loss of ~evem~e consequent on carrying O~lt 
this rec0mn:tenda~IOn would be severe, Its oper~tIOn mIght be de{er~ed for a certu!n 
time or until the profits of the company have Increased by a certalll amou!)t, as III 

the case of the amalgamation of the South Wales Railway with the Great Western 
Hailway to which we have alluded, but the opportunity· which fusion affords of 
securing the convenience of an eventual assimilation of maximum charges should not 
be lost. 

151. The revision of maximum charges on amalgamation is sometimes objected to on 
the ground that the maximum charges applicable to any particular line have been 
fixed by Parliament in relation to the capital cost of the line or other circumstances 
unaffected by amalgamation, and that consequently amalgamation does not afford any 
real ground for revision. The maximum charges fixed by I)arliamE>nt in respect of new 
lines are not, however, as a rule, based on any inquiry into the cost of construction i 
the schedule already applying to the lines with which they connect ig applied to the new 
lines, and if the new lines connect with the lines of several existing companies, and 
are to be worked by a joint committee of those companies, a maximum scale of 
charges may not even be definitely fixed, but may in any particular case he that 
which the company to or from whose system the traffic passes is authorised to charge. 
In fact, .Parliament fixes maximum charges with a view more to the convenience of a 
scale which shall be, as far as possible, uniform and explicit, than with the object of 
adopting maximum charges on every section of line to the cost of conveyance thereon. 
We doubt whetlier any other system is practicable, and we see no reason why it should 
be abandoned in connection with amalgamations. 

152. On the other hand, two suggestions going further than that which we have made 
have been advocated. It has been suggested that, in accordance with a recommenda
tion of a Select Committee on Railways and Uanals Amalgamation of 1846 the 
maximum charges after amalgamation should not, as a rule, exceed the lowest actual 
charges which have been previously made by the respective companies (Ratcliffe 
Ellis, 3,216). A provision, reducing actual rates to the level of the rates on the Great 
Southern and Western Railway. was inserted in the Acts authorising the amalgamation 
of the Gl·eat Southern and Western Raihvaywith the Waterford, Limerick and Western 
and the Waterford and Central Ireland Hail ways in 1900 (Marwood, 252). In view, 
however, of the fact that the actual charges which railway companies make are not 
usually calculated according to any definite scale, an obligation of this kind would 
have no very precise meaning, and we, therefore, do not recommend its adoption. 
The second suggestion is that the whole schedule of maximum rates which two 
companies are authorised to charge should l)e considered afresh on amalgamation, and 
a reduced scale of maximum charges should be prescribed for the amalgamated 
company. Vole cannot recommend this as a general practice. Apart from the extreme 
difficulty and inconvenience of attempting to revise the complicated schedule of 
maximum charges of railway companies on indefinite principles whenever an amal
gamation takes place, it seems to us that it would be a retrograde step if the 
substantial uniformity of maximum rates and conditions which was obtained as a rBbult 
of the laborious inquiries culminating in the Provisional Order Confirmation Acts 
of 1891-92 were to be jeopardised by any such plan (Owens, 12,850). Moreover, 
railway charges on one system cannot be reduced without affecting the charges 
which other companies are able to levy, so that the only practicable method of 
regulating charges seems to be to prescribe maxima which shall be appropriate, as 
far as possible, to the railway industry as a whole . 

. 153. Similar considerations apply to maximum charges other than charges for 
merchandise trafliel although these are of minor importanee. On anJalgamation. 
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whether it is actual or virtual, these other charges should, as far as possible, be 
assimilated and brought into accord with modern precedents. 

154. In order to assist Committees un Railway Bills to carry Ollt those t!Uggestions in 
a consistent manner they 6hould be furnished with reports by the Board of Trade. It. 
has been the practice of the Board of Trade to make such reports under Standing 
Order 145A of the House of Commons. The terms of this Standing Order do not, 
however, specifically require reports to be made unless the Bill proposes to authorise 
charges in excess of those already autl¥>;ised or in exceRS of those usually anthori~ed 
in respect of. similar undertakings, and we think it should be extended so as to require 
reports on Bills which authorise amalgamations or working unions or give powers to 
lease or work if any alteration in maximum charges appears to the Board of Trade to 
be desirable. 

155. Revision of maximum charges on the lines which we have indicated can only be 
effe('ted by provisions inserted by Parliament in special Acts authorising particular 
unions, and we do not recommend that any machinery should be set up by which 
suell revision of maximulD charges might be accomplished in the case of less intimate 
form.~ of combination not requiring parliamentary sanction. 

156. A reduction in maximum charges will be effected if our suggestion with )'egard 
to counting as one the lines of companies making working agreements is adopted, and 
we think that, on the whole, it would be well that they should not be liable to any 
further revision of po\vers merely because they enter into these agreements. 

157. Dut if such an agreement exists between two cumpanies and the revision or 
bringinO' up to date of their powers seems on other grounds to be desirable, we think 
that th; fact of the existence of ~lIch an agreement may fairly be regarded as an 
additional reason for revision within the limits which we have described as being 
appropriate to amalgamations, and that it should Dot be regarded as unfair 01' unrea
sonable for Parliament to take advantage of the opportunity of the application or one 
or other of the companies for powers to become still more nlosely aSbociated to do that 
whkh might reasonably have been done when the agreement was made. 

F.-P1WTECTION OF THE STAFF. 

158. Among the most important of the "various interests "affected by railway 
amalgamations and working unions is that of the large body of railway servants. 

159. In regulating the relations between the railway companies and the public, 
Parliament finds itself more and more under the necessity of regulating the internal 
relations of the companies with their servants. Without entering into the debated 
general question of the limit of the beneficial interference of the State in matters 
connected with industry and employment, we have acted on the assumption that it 
is an accepted principle that Parliament acknowledges a special duty to regulate 
industries which are directly created by its own Acts, and which as a consequence 
Ulay bo modified by subsequent Acts. This principle Parliament has never hesitated 
to apply in practice to railway servants, as occasion has arisen. The question we 
were called upon to consider in this connection was, whether the arrangements for 
amalgamations ansi those less complete unifications of operations and interests which 
are !lOW taking place, in connectio!l with the displacement of labour they may 
cause, so affect the interests of the railway serva!lts as to furnish another such 
occasion; and if so, what measures would it be advisable to take to safeguard 
those interests. 

160. Upon the principles involved in this question we found a conflict of opinion 
among our witnesses. 

161. The claims of railway servants to security against dismissal 01' reduction in 
grade in consequence of the amalgamations of railway companies, or of their entering 
into working or pooling agreements with each other, were based upon several 
grounds. That railway servants are the creatures of the railway system; that they 
are more dependent upon their particular class of employment than any other class 
of men; that the service>! they render to a railway company do not qualify them, but 
rather disqualify them, for any other employment; and that these disabilities apply 
to an increasing degree as a man advances in life. Further, that they have a special 
claim upon their employers, the railway companies, in that these companies obtain th .. 
services of their men at a lower rate than other employers could obtain those of men 
9£ equal standing on account of the presumption of the· permanence of employment; 
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and a special claim. on the protection. of the State in that should Parliament make 
their employment fall, they are more lIkely than other men to become u burden upon 
the community (Williams, 10,732-40). 

162. Upon its being pointed out that these arguments amount in fact to a claim for 
an absolute property, during good behaviour, for every railway s('rvaht in his situation, 
irrespective of his utility to the railway company, Mr. Williams, speaking on behalf of 
the Amalgamated Society of Railway Servants, replied that he made no such claim. 
He did not go so far as to say all dismissals on grounds of redundancy should be 
prohibited. He admitted" if there was a slacknesR of trade, and a genem~ depression 
" of trade, I quite appreciate that we all to some extent must participate in the 
.. ill effects of that depression" (Q. 10,199). 

163. The witnesses appearing on behalf of the lllen employed by railway compani"g 
maintained - that amalgamations of railway companies and the institution of 
working and pooling agreements have, as a matter of fact, cause,l the dismissal of 
well-conducted and efficient railway servants, and the alteration of the conditions 
of service of others in a manner disadvantageous to them (Williams, lO,748-lili, 
Walkden, 11,130). Further, they complained that men dismissed not only suffered 
the loss of their employment, but were deprived, either without compensation or 
with insufficient compensation, of the benefits of superannuation and other fUo<18, 
which, whether they had contributed to them in cash or not, had been an element 
in the conditions of their employment and in fixing the rate of their pay. 

164. It was also a matter of complaint that amalgamations and othel· agreement.; 
tending to economise labour retarded promotion in the services. 

165. So far as t.hese dismissals or l"eduction~ in grade are in consequence of 
amalgamations of rail way companies, or the establishment of working or pooling arrange
ments between them, they demanded that they ~hould be "rendered impossible," or 
that pecuniary or other compensating, advantages should be afforded. 

166. The representatives of the clerks of the English and Irish clearing houses 
pointed out that amalgamations and working agreements were calculated to render 
unnecessary much of the work performed by the railway clearing houses, and to lead 
to reductions in the staffs; and urged that the situation of the clerks and their 
moral claims were parallel to those of the clerical staffs of the railway companies. 
They therefore claimed that they were entitled to protection from the consequences 
of such amalgamations and agreements equally with the direct sen'ants of 
particular railway companies. (Romeril, 16,935-97; Hill, 17,488-541). 

167. The evidence of witnesses representing the railway companies on almost every 
point both of fact and opinion was in direct contradiction to that given on behalf of 
the employees. They denied the correctness of the contention that railway service 
disqualifies for other occupations, and contested the arguments founded upon the 
specialisation of this industry. 

168. Considerable valuable and carefully prepared evidence was laid before the 
Committee tending to show that, as a matter of fact, the rates of pay given to the 
railway employees, of every grade and of all ages, do not compare unfavourably with 
those given in similar and more precarious employments in oth~r mercantile and 
industrial services. (Granet, 17,634--831.) 

16\1. While it was admitted that the combination of railway companies which had 
hitherto been independent might result in a temporary block in the rate of promotion 
(Dent, 16,500), and might even in a comparatively small number of instances involve 
a diminution in the earnings of some of the staff (Ree, 15,815), it was claimed that 
these disadvantages .would be likely to be more than compensated by the tendency 
created by combinatlOn to level up the conditions of employment on the undertakillgo 
concerned (Fay, 15,366, Beasley, 18,465). Considerable advantages have accrued 
from this cause to certain sections of the staff employed on the South Eastern and 
Chatham Railway, the principal recent example of a statutory railway combination 
(Dent, 16,427, 16,433). The Act authorising this working union was passed in 1899, 
and it will be seen from the tables put in 'by Mr. Wardle, M.P., giving the variations 
in wages per pound of gross receipts of the principal railway companies, for the last 
10 years, that while in almost every case the proportion of the gross receipts expended 
in wages has been reduced, in that of the South Eastern and Chatham united 
Companies, and' in that alone, has there been any considerable increase in the 
prlJportioll of gross receipts expended in wages. (Appendix XVII.) 
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170. We wel"e informed that in the principal cases of dismissals mentioned in 
evidence the men had in fact been provided with other equal employment or com
pensated for the loss of their employment. (Owens 12,701, Ree 15,890-900.) 

1; 1. The demand to render" impossible" dismissals or reductions in grade on 
the grollnd of redundance in consequence of amalgamations or other agreements 
met with the strl)ngest resistance on the grounds of principle from the railway 
managors who gave evidence before us. 

172. By tbese witnesses this questldn was invariably discussed· in connection with 
1\ clause agreed between the Board of Trade and the promoters of the Working Union 
Bill of the Great Northern, the Great Eastern, and the Great Central Railway 
Companies for insertion as an additional clause in the Bill presented to Parliament 
by these three companies in the session of 1909, which provided fllr compensation 
being paid to any servant of eitber of the three companies who should be discharged 

. from his employment by reason of the "Fassing of this Act" within three years 
from the date of such Act becoming law. This Bill, however, was withdrawn on 
other grounds at a later period. . 

173. The contention put forward by most of the railway companies' witnesses was 
that snch an obligation put upon railway companies would be subversive of discipline 
and create strained relations between a company and its servant.s, and that it 
woulU be unjust in itself as placing on one particular industry on certain particular 
occasions an obligation from which other industries were £ree. 

174. Notwithstanding evidence both of fact and opinion apparently so <)ompletely 
irrecoucilable, when we came to consider the history of recent combinations, and 
the action taken by the companies concerned, we found that tho differences were more 
apparent than real, and that the claims of one side scarcely went beyond the actual 
measures taken to meet those claims by those who most resented them on the 
other side. 

175. In the examples given by Mr. Williams of dismissals following pooling agree
ments it was shown that the men displaced had almost without exception been 
provided with other equally good situations. We were informed that the working 
union of the South Eastern and London Chatham and Dover Railways, although 
otherwise productive of great economies, was carried through without involving 
the unwilling dismissal of a single man either of the operative or of the clerical 
staff. (Dent, 16,436.) We were told that "in no single instance has any dismissal 
.. on the Midland Company been either directly or indirectly due to the agreement 
.. with the North Western" (Granet, 17,984), and again, that the pooling arrange
ments betweeu the London and North Western Company and the Midland and 
Lancashire and Yorkshire has been carried through "without dismissing a single 
member of the permanent staff " (Ree, 15,815). 

176. It was clear to us that the strong obje('tions felt by some general 
managers of railways to being put under a legal obligation either to abstain from 
dismissals of members of their staff on the ground of redundancy, following an 
amalgamation or working or pooling agreement, or to compensate the men so 
dismissed, were not based on the grounds of the extensive nature of the demand 
in itself, or the probable cost to the companies concerned. 'fhis was sometimes 
stated clearly in such remarks as .. I have stated it before and I state it again that 
this clause is not going to hm"l my pocket" (Granet, 18,116), or in the admission that 
it was not so much a question of pounds shillings and pence as that the company 
would not be masters in their own house (Hee, 15,836-7). 

177. Their real objections were threefold, first to the interference with their present 
absolnte freedom in this matter, second to the stigma implied in putting upon 
them a legal obligation to do what they maintained they do now voluntarily, and 
third to an apprehension, well or ill founded, that the clause would be used for 
purposes for which it was not inteuded; and that it would be alleged by any 
man dismissed for any cause, during the telm of the operation of the clause, that 
his llismissal was really due to the desire of the company to reduce their staff 
reudered redundant by an amalgamation. (Owens, 12,624; Ree, 15,781; Granet, 
18,122.) 

1 is. In considering this question we could not but be impressed by the fact that the 
Great Northern, the Great Eastern and the Great Oentral Railway Companies agreed, 
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as we have already said, to accppt an ohligatioD; to compe,nsate s?ch of ~heir ~erY'ant8 aR 
might be discharged in consefluence of the passmgof theIr workmg lInlon I3Illm 1909 
and also by the fact that the Taff Vale Railway Com~any propoAed, in, the Bills bronght 
before Parliament in 1909 and 1910 for the ab30rptIOu of the Cardiff and Rhymnev 
Rail ways, to put themsel ves under the more drastic 0 bligation to refrain fro,m disc hargi ng 
any of their permanently empl?yed servants as a result of the am~lgalll~tlOn, (Deasl~y, 
18461' Appendix XXXI" I, Ulause 1~ (2), II, Clause 18 (2),) '1 he rmlway c,)mpallles 
co~ce~ed would not have been likely to aecopt such obligations unless tht'y had good 
reason to slIppose that the redundancy of labour resulting from the amalgamations in 
question would not seriously exceed the counterbalancing wastage of their stall. The 
acceptance of such provisions shows, moreover, that the managers of these companies 
were not apprehensive that the provisions would be u~ed to any serious extent in order 
to obtain benefits for those to whom they were not Intended to apply, or that they 
would prevent the maintena~ce of proper d!s?ipline. Upon these poi~ts the general 
manager of the Tall Vale Railway was exphClt (Beasley, 18,486; 18,49;); 18,4~0). 

179. The conclusion that it would, as a rule, be possible to distinguish dismissals 
resulting from combination from dismissals due to other causes is supported by 
the fact that the companies concerned found it possible to assess the precise number 
of those affected by the pooling agreement between tbe London and North Weste\'ll 
and Midland Companies (Ree, 15,815). The danger that a statutory obligation to 
compe~sate men dismis,sed on account of amalgamatio~ might ~e sl~bversive of 
disciplme would accordmgly seem to be remote, and this conclUSion IS confirmed 
by the practical experience of the Port of London Authority and the lIetropolitan 
Water Board of the effect of such an obligation. 

180. The existence of a statutory right to compensation in case of dismissal 011 
account of amalgamation would not necessarily mean that men dismissed on thiR 
ground would receive better treatlll:ent t~an me,n dismissed from any .other. can~e. 
It is to be hoped that the compames Will contlllue to show the consideratIOn for 
those whose serviceR they no longer require which it has been the practice to show 
hitherto. At the same time it is not in our view unreasonable for Parliament to 
impose special conditions for the protection of the staff from dismissal on account 
of amalgamation, when the opportullity occurs. An amalgamation sanctioned by 
Parliament is an event for the consequences of which Parliament is in a special sense 
responsible, and if Parliament were to refuse to insert provisions ill all amalgamation 
Bill prohibiting uncompensated dismissals on account of the amalgamation, the refusal 
would be regarded as one which showed hostility to the principle of compensat.ion. 

181. We find in regard to railway employees-
(i) That the contention of the rail way servants as to the specialisation of their 

industry and the peculiar difficulty they find in changing their employment 
has a substantial foundation as regards many classes of railway servants, 

Men leaving one railway can seldom rely upon obtaining employment 
on another, except in the lower grades, as the companies usually have 
their own men waiting promotion. The value of a railway servant oftpn 
consists largely in a special skill, which is of no worth in other employ
ment. 

(ii, That while it would seem that the rates of pay to all ranks in the railway 
services do not compare unfavourably with those gi ven in other comlllercilil 
and industrial occupations, the railway companies undoubtedly profit in 
the quality of their services by the large range of selection they enjoy 
owing to the competition for situations under them. 

(iii) That one of the main inducements to compete for admission to the railway 
services is the strong presumption of the permanence of employml'nt 
during good behaviour. 

(iv) That, therefore, this condition of security of occupation is a valuable 
element in the railway industrial system both to the companies and the 
men employed, and that it is to the interest of both parties that it should 
be strengthened rather than diminished. 

(v) That amalgamations and working unions may result in the displacement of 
labour, especially in the higher grades (Dent, 10,.134-5). E"e!! pooling 
arrangements may operate in this direction (WilliamE', 10,730; Walkden, 
11,12~ et Beq.; Owens, 12,700-1; Ree, 15,815). 
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(vi) That this diRplacement of labour is not confined in its operation to men 
employed by the companies concerned. In particular the amalgamation 

. of railway companies or their unification for the purpose of division of 
receipts might have a serious effect on employment in railway clearing 
houses. 

(vii) That thede amalgamations or more partial unifications may block promotion 
and Bome men may receive less pay than before. On the other hand, 
other men are likely to receive increased pay, and on amalgamation there 
is usually an upward assimilation of wages. 

(viii) That dismissals might involve the loss of valuable pension rights. 
(ix) That amalgamations and such unifications as we are considering do not 

make many dismissals necessary. The normal wastage of the staff iR 
sufficient, as a rule; to prevent the necessity of dismissals in the rank and 
file (Dent, 16,497). Many whose retirement is imminent would be 
glad to take the opportunity of retiring on pension (Fay, 15,484). 
Moreover, the economies of amalgamation can only be introduced gradually 
(Fay, 15,359; Ree, 15,820). 

(x) That the railway companies, while repudiating any special obligation, 
beyond the moral obligation resting upon all employers to avoid recklessly 
casting adrift old sen"ants, have acknowledged such an obligation by 
their practice in the past, and have endeavoured, with almost invariable 
Ruccess, to avoid dismissing or redncing men on the ground of 
redundancy" 

(xi) That, ·after reviewing the recent practice of the railway companies in the 
matter we are considering, we are of opinion that a statutory obligation, 
such as that which would have been imposed upon the Great Northern, 
Great Ea~tern, and Great Central Companies, WIth their own consent, by 
the clause to which we have referred, or, in suitable cases, the more 
drastic clause which was voluntarily inserted by the Taff Vale Railway 
Company into their Bill of 1909, would entail upon amalgamating 
railway compauies either 110 cost at all beyond what experience has 
shown they would voluntarily undertake, or one so insignificant as to 
be negligible. 

(xii) That such statutory security where it call be given would remove a real 
and widespread, but probably exaggerated, apprehension on the part of 
railway servants that the present -movement tOlVards closer union among 
railway companies is one which threatens the security of their employ
ment, without producing any corresponding disadvantages to the railway 
companies. 

] 82. We accordingly make the following recommendations :-
(i) Weare prepal'ed t.o recommend that conditions for the protection of the 

staff not less stringent than those embodied in the clause which it was 
agreed to insert in the Bill of the Great Northern, Great Eastern, and 
Great Central Companies of 1909 should be imposed upon railway com
panies seeking powers from Parliament to amalgamate or form working 
unions, either by a general Act of Parliament or by the insertion of such 
ela.uses in the private Acts authorising such amalgamations or working 
Ulllons. 

(ii) Although we recognise the fact that other and minor agreements between 
railway companies lUay produce considerable displacements of labour, we 
find these agreements are so varied in character and extent that we have 
considered it impossible to impose II similar statutory restriction upon 
them. We rpcognise that the railway companies have in the past 
succeeded in mitigating any allverse operation of slIch agreements upon 
employment, almost to the point of extinction, and we should rely upon 
the moral effect of the statutory obligation in the case of amalgamations 
and working unions to furnish a principle and a standard which would 
govern their practice in dealing with the consequences of agreements of 
a similar but minor character. 

(iii) We do not think it nece.~sary to recommend that any statutory pl"Otection 
shotlld be given against alteration,; in the conditions of employment as 
a result of amalgamations which, although not involving dismissal may 
yet be in some respects unfavourable. There would be a danger that any 
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such obligation might hamper the companies in introducing Dew methods 
of working even where the staff would on the whole benelit, and that it 
would lead to disputes and friction without securing any corresponding 
benefit. Nor do we snggest tha~ any statut?ry protection should be given 
to the men employed at the railway cleanng houses or to others not in 
the direct employment of amalgamating companies who might yet be 
indirectly affected. In both these directions we think the compaoi~s 
or authorities concerned may be safely left to pay proper regard to the 
interests of their men. 

(iv) As regards pension funds c:are should be taken. in A~ts authorising working 
unions and amalgamatIOns that the penSIOn rIghts of the men are 
preserved, and that the security of any :p.ension funds is not diminiMhed. 

(v) We think that the arbitrator appointed under our first recommendation 
in fixing the compensation payable by the Company for dismissal should 
take any loss of pension rights into account. 

183. If these conditions are aUached to amalgamations or other combinations and tho 
general alterations whic.b we have .suggested are made in rai~wltY law we think tl~at, 
in the absence of exceptIOnal local CIrcumstances, the opportumty of a proposed fus\()11 
Ilhould not lle used as a lever to impose further conditions upon the com hillillg 
companies either in the interests of the public or of other companies~ 

XII.-SUMMARY OF CONCLUSIONS AND 
RECOMMENDATIONS. 

184. The analysis of the amount and character of existing competition between 
railway companies, and its effects both upon the companies themselves and the public 
they serve, which is given in the earlier part of this Report, led us to our main geneml 
conclusions stated in Parts VII. and IX. relating to the nature of this competition, 
and to the general line of llolicy which we recommend should be followed by 
Parliament in dealing not only with the question of such proposals for amalgamations 
and working unions as may bo submitted to it, but also· with the general law of 
railway regulation, so far as it relates to the protection of the public against any 
injurious effects which might follow closer railway co-operation and the suppression 
of competition. 

185. Our conclusions may be thus summarised; F-ir8t, that the natural lines of the 
development of an improved and more economical railway system lie in the direction 
of more perfect co-operation between the vario~ls railway companies; and that we 
accept the growth of co-op!1ration and the more complete elimination of competition 
as a process at once inevitable, and likely to be beneficial both to the railway 
companies themselves, and, if properly safeguarded, to tllt' public also; Second, that 
the protection required by the public cannot be afforded by any system of sanctioning' 
or regulating agreements, but that such protection must in the main be given by 
general legislation dealing with any injurious consequences of the co-operative action 
of particular railways, or the assimilation of railway practice, independently of 
whether they occur as the results of formal agreements or not. 

186. The more detailed recommendations which follow are conditioned and limited 
by these general conclusions. 

181. It is to be borne in mind that the recommendations as stated below are in 
some cases subject to limitations or conditions which are stated fully in the Report. 

188. In the course of our Report we have rejected as inexpedient certain suggeR
tions for t.he amendment of the law. We do not refer to these negative conclusioDs 
in the following summary ;-

(i) That it should be provided that where a facility or service is diminished or 
withdrawn it should lie upon the railway company to show that the reduction 
or withdrawal is reasonable. 

(ii) That it should lie upon the milway company to justify a charge made for a 
service hitherto rendered gratuitously. 
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(iii) That it should be declm'ed that the la\v with regard to increased chargcs 
applies to passenger fares and other charges made for the conveyance of traffic by 
paS8€)nger train. 

(iv) That in determining questions arising under recommendations (i), (ii), and (iii) 
the Court should have regard to all considerations which might be in their opinion 
material, including commercial considerations. 

(v) That the Board of Trade or t~e. ~~il way and Canal. Commission should be given 
power to amend the statutory classIficatIOn of merchandIse traffic under the circum
stances mentioned in paragraph 95 of the Report. 

(vi) That the procedure of the Railway and Canal Commission should be amended 
with a view to economy in the way suggested in parawaph 100 of the Report. 

(vii) That railway companies should be encouraged to deal locally with complaints 
to a greater extent than is now the case. . 

(viii) That where goods are carried under certain conditions at owner's risk the 
trader should be entitled to have the same descriptions of goods calTied under the same 
conditions but at compapy's risk at a difference in rate which is reasonably sufficient 
to cover the risk to the railway company. 

(ix) That, in the case of articles which, if sent insufficiently protected by packing, 
the companies will only accept at owner's risk, the companies, where they charge the 
ordinary rates, should not absolve themselves from liability for loss or damage except 
such as arises in consequence of the goods being unpacked. 

(x) That, in the case of such goods as the companies refuse to carry except at 
owner's risk, the companies should give the trader an oppol'tunity of sending them 
on terms under which the companies would be responsible for loss or damage which 
did not occur in consequence of the nature of the goods. • 

(xi) That it should be .possible to find out from an inspection of the rate books 
in all cases what charge would be made if the service of cartage is not required. 

(xii) That the law and practice affecting the throughout charges made on traffic 
exported from or imported into the country should be investigated. 

(xiii) That railway companies should take every opportunity or extending the 
practice of quoting rates according to a systematic plan with a view to publishing 
them ultimately in a printed form. 

(xiv) That further facilities for making working agreements should be afforded 
by the amendment of section 87 of the Railways Clanses Act, 1845, iu the way 
mentioned in the Report. 

(xv) That working agreements and pooling agreements and other agreements of 
an important character should be required to be published. 

(xvi) That the constitution and functions of conferences or other (Clearing House) . 
committees appointed by the railway companies should be made public. 

(xvii) That Standing Order 1451>. of the House of Commons should be extended BO 

as.to reqnire a Report on Bills authorising rail way combinations if any alteration in 
maximum powers of charge appears to the Board of Trade to be desirable. 

(xviii) That the following conditions should be applicable to companies amalga
mating or entering into working unions, leases, or working agreements :-

(a) The companies' systems should be deemed to be the railway of one 
company. 

(b) The max~um rates chargeable should be reckoned continuously as if the 
companIes were one company. 

lI' , 
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.(xix) That in the case of companies amalgamating or entering into other statutory 
umons-

(a) The maximum charges should be revised in accordance with the Buggelltions 
contained in the report. 

(b) Provisions should be introduC'..ed into the Act restricting dismissals of servants 
in consequence of arrangements sanctioned by tile Act, amI providing for 
compensation to be paid in such cases, including compensation for the lo~s 
of any superannuation or pension fund benefits. 

(c) Oare should be taken that nothing in the Act prejudices any pension rights or 
tho security of any pension funds. 

(d) In the absence of special ·circumstances the opportunity of a proposed fusion 
should not be used as a lever to impose :further conditions than we have 
suggested upon the combining companies, either in the interests of the 
public or of other companies. 

189. In arriving at the preceding conclusions and recommendations we have 
endeavoured to deal in an equitahle spirit with the two great interests of the 
railway companies on the one hand and the people and tlfaders of the country on 
the other hand in those matters in respect of which these interests may appear 
to be opposed to each other. We lJelieve that the measures whil,h we recommend 
will, if adopted, go far to protect the general public against any possible ahuses 
of the powers conferred upon railway companies, and to allay any dissatisfaction and 
apprehension which may at present exist regarding their action, and at the same 
tlille we feel that these measures should in the long run prove advantageous rather 
than the reverse to the companies themselves. 

19U; The whole Co=ittee desire to express their high appreciation not only of the 
courtesy and efficiency of the Secretary, Mr. E. W. Rowntree, in all the arrangements 
he has made for the conduct of the business of the Committee, but also of the assistance 
he has given in the progress of the Inquiry and in the preparation of the Report. 

1':. W. RowNTREE, 
Secretary, 

11th April 1911. 

We have the honour to be, 
Sir, 

Your obedient Servants, 

RUSSELL REA, Chairman. 

JAMES S. BEALE. 

W. TEMPLE FRANKS. 

HAMILTON OF DALZELL. 

MAURICE LEVY.f.· 

ERNEST MOON. 

NEWTON. 

GEO. H. RODEHTS. 

WILLIAM RUSSELL. 

ALEX. SIEMENS. 

T • Su~ject to the, reservation printed 011 p3JCe 46. 
~ote. are added by Mr. \\. Temple Franko (page 46). Mr. G. H. Rooorts (page 47). and 

Mr. A. Siemens (page 48). 
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APPENDIX. 

OBI,IGATIONS TO WHiOH RAILWAY COMPANIES AUTHORISED BY PARLIAMENT TO' 

FORM STATUTORY COMBINATIONS AIlE SUBJEO'f. 

(Memorandum by the Secretary to the Oommittee.) 
Va.rious rrovisiollB have from time to time been 

inserted in 8];ooio.l Acts of Parliamen.t authorising 
railway amalgamations or les8 complete forms of union, 
with the object of protecting the publio or otll .. 
railway rompanies from the dangers to which the 
combination might give rise, or securing to them the 
advantages to which it WBS thought to entitle them. 
Certain provisions have also been inserted in one or 
two instances for the protection of the staJf employed 
by the companies. In this memonmdum are mentioned 
the principal classea of obligations directly imposed by 
such special Acts. The indirect restriction of powers 
involved when railway companies are authorised by 
Parliament to make agreements subject to the appl"oval 
of the Railway and Canal Commissioners 01' other 
lLuthorities is not discussed. 

Incidental Legal Effect. of UnijicaUoo. 
In the first place it is to be observed tbet an 

amalgamation or union in which two companies 
become legally one automatically extends the area. 
within which the ohm'gea must not be 80 unequal as 
to amount to an undue preferenoe. Before ama.lgama.~ 
tion, a trader who suffers on a.ccount of the fact tha.t 
he is charged an unfairly high rate in comparison with 
a rate charged to a competitor on another railway 
may have no remedy, but if the two companies 
ama.lgamate the SaUle inequality of charges might 
constitute an infl'ingement of the law against undue 
preference on the part of the amalgamated company. 
'rhis result of a.malgamation can only be avoided by the 
insertion of special pl'ovisioDsin the Amalgamation Act.· 

A. second legal effect of amalgamation is that the 
tl'lLder los8s the right to move the Railway a.nd Canal 
Oommission to fix reasOnAble through rates undel' 
section 25 of the Railway and c.mal Trnffio Act. 1888. 
botween any two points situated respectively on eaoh 
of the systems now 'IIl&lg.mated into one.t 

UnijlcaUoofor th6l'Urpo •• of caloulaUng M<L1!il""'" 
Oharg ... 

An advantage which the publio as a. rule obtain 
when two independent lines beoome united is that 
the two :ra.ilways after amolga.lIlIlotion count as one for 
the purpose of oaloulating maximum oberges. Thi. 
may reduce the total obe.-geeble distanoe lIB .. result of 
the I1pplioation only onoe instead of twioe of the pro· 
visions under which short distances or fractions of a 
unit of distance are oounted DB longer distanoe. or 
a8 complete units, and in the oase of maximum con
veyanoe rates for goods, where the maximum. charge 
per mile diminish ..... the length of traneit ina ......... 
the counting of two Jines 88 one for the purpose of 
on.loulating ma.ximum l'8.tea is also likely to reduce 
.ome ma.ximum through rates by preventing the higher 
tn.a.ximum oha.rges appJioable to the eat'lier portions of. 
tra.nsit being levied in respeot of each line separately. 

This effeot of unification takes place to some extent 
&utomatioally ......... sult of exiating general legislation. 
when oompa.niea amalgamate or work in unison. 
Section 91 of the Railway. Glaus .. Act. l!l.~~rov!.des 

• ~, for eXBml'lo. C'lIlUse8 H ant! 16 of the 'raft Valc 
Railway (RhymullY Railway Velltillg) Bill, 1909 (ApI1Clldi:r. 
XXXI.). 

t Thill disndvl\uta~, however. seem. to be of little 
moment, 88 t.be provi~ionfl ,vl1redL'Migned to prevent throughout 
c.hnl·"''EI being fixt'(\ at nil o\w.t,ructive lovcl in those oo.SI."8 whero 
it might l\lit the compotitiv\' int\'I'\~)jts of the {'UmpallieR to do 
10. and in practil~l'l accompli~h little more than this. Thore 
IIOOln8 to have boon no in~tancc in which a J'C(hlct.ion in an 
axi8ting throu~b rate at whil'b tnUHc was freely p6&'0ing, hRa 
bt.'tm 8t'Cured under tht"tOe proviMions (...llUll"f"lt't' .. , 13.66~i) Inul, 
where there is any lHttcJ'ellce ~h\'L'en a through I'Kte aud a 
Int'l\l rate betWt'l'll two poiots. it is the JOI..'&I rate, whioh is not 
Btlbjcct, to tbef18 provisions., that is t.he lower. Thc practical 
eJJeot of am~mation is likely to be in 'be direction of 
}oworing t.hTOUlitb rak:o ("'nf. 16,IOP. Arp"ndiz: XX.). 

o ~'60. 

that where tolls as for one mile a.re chargea.ble in 
respect of a :fm.ction of a mile. such tolls shall in cases 
of the amalga.mn.tion of a.djoining railways be cal. 
cuIated o.t such n,tee ... if the amalgamated 
railwa.ys had originally formed one line of railway. 
Section IS of the Regulation of Railwaye Act. 1868. 
provides that when two railways are worked by one 
company, in the calculation of the charges thl) dista.nces 
traversed shall he reckoned continuously 88 if suoh 
railways were one railway, and a proviso to section 11 
of the Schedule. of the various Ra.ilway Rates and 
Cbe1'g.. Order Confil'IDRtion Acts. lS91 o.nd 1892. 
which authorises short distance charges for goods traffic, 
enacts (in l'E!Speot of all companies except the North 
London Railway Company) tbet where me.'Chandise is 
conveyed by the company partly on their Own railway 
and partly on the railway of any othel.· company, the 
railway and the railway of suoo other compa.ny eball. 
for the purpose of reckoning such short distance, be 
considered as one railway. It will be observed th3.t no 
unification of control or management beyond that 
involved in the conveyance of So pa.rticulal· consignment 
of merchandise by one company partly over anothel' 
compa.ny·s lines is necessary in order to bring this 
provision into operation. 

As the application of the above mentioned provisions 
is in some respects res~ricted or uncertain, it has 
usually been the pl'actice of pRJ.·liament to insert in 
special Acts authorising amalgamations 01' working 
unions a. provision making it clear that the united 
systems were to be counted &8 one for the pW'P0se of 
calculating maximum chargee. 

Such a provision has not been confined to cases in 
which a complete amalgamation or working union 
of connected railway systems has been a.uthorised, 
although its appeara.nce in such Acts of. recent date 
is more constant than in Acts authorising less 
intimate unions. It ha.s been introduced into an Act 
authorising the amalgamation of two railways of a 
different gauge sepal'8.ted from one another by some 
tramways belonging to a harbow' authority.- Occa~ 
sionally it has been applied in connection with the 
granting of mere running powel'St and it has in recent 
years been atteohed to the gro.nting of authority 
to make agreements of the irind oontemplo.ted in 
seotion 22 of the Railway Clo.u ••• Aot. 1863. Some
times when two 01' more railway compa.nies have jointly 
acquired 01" obtained power to construct a line it has 
been provided that the line so constructed or acquired 
shall be counted a.s one with the systems of. the joint 
owners either generallyt or in respect of traffic if 
conveyed by any of the joint owners partly over the 
joint lines and p&l·tly over their own system§ ,)1' in 
..e.peat of short distence traffic ouly.1I 

Revision of Mammum Charge.. 
Not only beve the ma.ximum OOarges usually been 

l-educed on amalgamation as a l'8sult of counting the 
lines as one, but the actual scales of chal'ges in force 
on the l'eSpective lines have frequently been revised. 
Such revision seems usually to have aimed pal·tly at 
bl'inging the authorised scales of ch8.1'geR, which might 
be in some respects out of date, more into accol'd with 
those usually allowed by Parliament in respect of 
similar undet-takinga at the time (Marwood, 202), and 
partly at assimilating into one convenient scale of 

• Great. Nort.hern (Ireland) and Midland Rnilways Act, 
1906, !rection 11. 

t ltinnchcstt'r, Sheffield and Lincolnsbil"C Hnilway (Ext.en. 
sion to London. &c.) Ad. 18~3. section 114; Hullnn.l llnrllsley 
and Great ()cutml Itnilway Companies Act, I~Ltti, 1I(.'dioll 12; 
Groat Northern, Piccadilly and llromllv,n Hailway Ad, I!JUS, 
section 21; Kilkenny, Cnstlecomer and Athy R:,i1wa.y Act. 
190\1, le<'t.ion 61"l. 

t Midland llailway Act, HI07, 8t.'Ctions ii!, 60. 
§ South Yorkshire Joint Ratlway Act, Hina. SC('tiun 34. 
II Hull and Baroalcyand Gret~t Central Railway ('oml'auk'h 

.Act, 1906, l'oction 9. 
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char~68 for the whole amalgamated system the varillus 
AC'Alea in force on its different parts before a~l":B
mation. Such a.asimilation has usually been 1D the 
direction of reducing the higher maximum chtl.r~e9 to 
the level of the lower. Thus, on the amalgfWl~tlOn of 
three underground electric railways in London I? 1910, 
the higher allowance of free luggage on ODe hue was 
extended to the whole amalgamated system.-

Occasionally. if the immediate assimilation ~I the 
maximum charges on the two lines by the reduction of 
the higher charges to the lavel of the lower would 
Beem llkely to intlict too serious B loss of revenue on 
the amalgarua.ted company, this reduction ,hus been 
deferred. For instance, on the ama.1gamatlon (l.r the 
South Wnl~s Railway with the Great Western RaIlway 
it was provided that the maximum chargp.8 fur gOI)ds 
traffic on the South Wah~!'I Railway might be reducp.d 
to a new maximum not lower than thHse in foree on the 
ma.in line of the Great Western Ru,ilway when ~he 
divisible profit reached 6 pel' cent. for three consecutIve 
years. t On the othel' hand, there are many instances 
of small amalgamations in which no attempt Itt 
the llnifi('ation of the sca.les of charges has heen 
mnde and in one cnse, at any rate, I1U u!'JHimilu.tion 
of m~ximnl1l dun'gee un amalgamatiun has been ~R.de 
hy rni~in)!; the lower chal'ges to the level of the hIgher 
(ft'[fl.rw-Oud, 2Ii!l). 

Such assimilation of maximum charges llllli occa
sionally been provideu f.ur eve~ in cases where comI~lete 
amalgamation or workmg unlon Wu.8 not authorised. 
Thus the Act authorising the Hertford and Welwyn 
Junction Railway, authorised the company to make 
arrangements for the use or working of their line by 
either the Great Northern or Eastern Counties Rail
way Companies, but provided that in such an event 
the charges made by the cOmpany working or using 
the line were not to be more than 8uch company was 
authorised to charge, and was in fact charging on its 
own line.: It will be observed that such a provision 
aiming, as it does, at the assimilation of actual charges 
goes further than a mere assimilation of maxima, 
The same intention is shown in the Acts authOlising 
the amalgamation of the Great Southern and Western 
Railway with the Waterford, Limerick and Western, 
and the Waterford and Central h .. land Railwayo, in 
1900, when it was provided that the actual rates on 
the lines of the amalgamated companies and between 
those lines and the lines of the Great Southern and 
Western Railway Company were, when they were 
higher, to be reduced to the level of the Great 
Southel'n and Western rates in respect of con-e
sponding traffic conveyed under similar circumstances 
and for similar distances§ (Marwood. 252). Such a 
provision in conjunction with the requirement imposed 
by the same Act that existing rates were not to be 
directly or indirectly increased without the previous 
consent of the Railway and Oanal Com.mission would 
make it difficult for the company to assimilate any 
rates found to be at a different level otherwise than 
hy reducing the highe .. to the level of the lower. In 
this particular case, however, the provision does not 
seem to have had any ma.rked effect (Ma-rtCood, 253). 

Protection against Increased Charges. 
The above mentioned provisions are not made 

primarily with the object of providing oafeguards 
against the withdrawal of competition. Amalgamated 
lines, as has been said, are nOl'lUally counted as one for 
the purpose of undue prefel'ence or through rates, and 
maximum charges are frequently assimilated even 
when the amalgamation is not of the kind which can 
destroy competition. But where extensive systems 
which are, at any rate, potentially competitive, are 
amalgamated. or enter into working unions, Parlia.· 

* LODllon Eicctrj{· Railway Amai}{llmation Act. l!JW, 
:o-cf"lioll at. 

t [treat. Western 1t:l.i1way (\\Ye~t Midland Amalgamation) 
Act, H!1l3. SI;'(·tjon j~: (ireat- Western Railway tHouth Wales 
Ama.lgamation) Act, IKtm. ~tioll 6-1:. 

t H~rt£ord aud Wdwyn Junction Railway Act, 1854, 
~C('"ti"l1 ;')3. 

§ Un'nl fo'outhcrH anti Western awl \\Tatertord au,) Central 
Jrdan I Railway COlnl'ani,'S Amalgamation Act, Hmn, section 
19; Great ~(Juthern anJ Wesh~ __ ~'1L anll Waterford, Limerick. 
and Western Railway CompanieA Amalgamation 4ct, 1900, 
section 29.; 

m~nt h·-.g at timge imposed RpeCial conditions on the 
am.:1.1"domated company. d88igned to protect ,"",rioua 
8edious of the public against nurea.sonable tmo.tm(\nt. 
e)l.pe~ia.Uy I\gainijt unre&9<?nable increM" in charge. or 
unl't~:l~()lllj,ble dimiulltiono£ facilities. These protective 
provi."i.ms are allnost necess:uily C41uivah·nt to a. modia 
fic.ation or interpretation in the partit~ular case of the 
exiHt.iug gfm!1mllnw of IUilway ~gulation. 

Thus, in variation of the cl:isting general Inw whiuh 
provides that if railway oOinpanies increaae lUtes or 
charges it shall, if complaint is made, lie upon them to 
jlliltify the increase,- it was provided in th~ Act autho
l'j~ing the working union betwoen the South Eastern and 
the London Chn.tham and Dovel' Railway Cumpaniee 
that existing fare-so rates and charges should not be in: 
crca..<;ed without the COIDIent of the Railway o.nd CllDru 
Cnmmis~iont (MUTWOOd, 235). A BOmpwhat similar 
ohligation was imposed upon the Great Southern and 
'Ver;tern Railwa.y Com}lnny on the oC't'aRion of the 
a.malgamation of the Waterford and Cent .. al Ireland 
anJ the Waterford, Limerick, and WHstern Rnilway 
Compnnies: (Marwood, 252), and f\('eept~d by the 
p1'Ontoters of the bills for the anUll~lunn.tinn of the 
Tnff Vale, Rhymney and Cardiff Ruilway (JompaniOli 
(B,a.ley, Appendix XXX!.). In tho ,' .. oe of tho 
recently propoaed wOl'kinR' Ullion hetw(>ell the Great 
NOl1hem, Ul'eat Centl'a.l nnd Gre..'lt Eastern Railwa.y. 
the llromoten accepted an obligation prohibiting 
increases in charges due to the p881!1ing of the bill 
or If the alterations in the relations of the campanie. 
" and the conditions of the trnffic in consequen~e of 
.. the working union" (M"l'wood, 233, Appendix II). 

Proteetion against the wiU&.drawal or withholdi"9 0/ 
Reasonable Facilities. 

Again, in extension of the exi8ting law which 
compels railway companies to provide facilities fol' the 
forwarding of traffic which arc in the opinion of the 
Railway and Canal Commission reasonable, it was pro
vided in the Act authorising the working union between 
the South Eaotem and London, Chatham, and Dover 
Railway Compa.nieo that on complaint from any locaJ 
authority that a reasonable service of pMsenger t.ra.iM 
was not afforded to any station, the Board of Trade 
could make an order on the Managing Commi ttee of 
the Joint Railways, and that if' this order were not 
complied with, the matter might be referred to the 
Railway and Canal Commission, who could enforce 
the order under penalties§ (M...,..,ooa, 235). No com· 
plaint has been made under these provisioIlB (Marwood. 
2,14). A provision aiming at the preservation of the 
existing standard of facilities was inserted in the A.et 
authorising the transfer of the Waterford anr} Central 
u-eland Railway to the Gr<'at Southern and W .. tern 
Railway, in which it was provided that the Company 
were to work the transferred line" at least as efficiently" 
as before and to give" at least equal" fo.cilitieell (Mm·. 
wood, 260). In the Billo of 1909 for the veoting of the 
Rhynmey and Cudill' Railwayo in the Tall' Vale Rail· 
way in the form in which they paooed the HoWIe of 
Lords, it was provided that reasonable facilitie9 equal 
in all respects to those provided before IUD1LIgamation 
ohould be all'ordsd (Appendix XXX!.). 

In the clause which the promote ... of the Great 
Northern, Great Central, and Great Eaotern Working 
Union Bill of 1909 agreed with the Board of Trade to 
insert, it was attempted to guard against the with· 
drawal of facilitieo which, although perhapo more than 
a court would require to be provided a8 being reason
ahle, were yet of an important va.lue to the public, and. 
at the same time, to leave some freedom to the c-ompanies 
to re-arrange the facilities which they provided in an 
economical manner. With this object it was provided 

• Railway and Canal Tl'8ffic Act, lH!J4, 8ectinn I. 
t Houtb EMtcm and London, Chatham, and Do-ter nailwny 

Companic~ Act, 1899. Section 30. 
t Great Southern and Western and Waterford and Central 

Ireland Railway Companies Amal~tion Ad. HmO,lIedifJtl 
H'; Great Southern and Wesrero and Waterford, Limerick, 
nnd. W t>Stern Railway CompaniCl!; Ama4-"8matlon Ad, 1000, 
section 29. 

§ l"ollib Ealltt.'m sod Lonrion,Chalham,snd Dover Railway 
Companies ."('"t., 1~H9. tlCCtioll 3t. 

II tire"t ~oDth~D and Wfi:!8tErn and.Waterford and Central 
Ireland Bailway Companies AmalgamatiOD Act, 1900, section 
24. .. 



APPENDIX. 45 

that facilitie. 88 " whole in any diotrict were not to be 
1lDI"O&BOnably diminished (M~, 29~, Appendix II). 

ProiMti"" of particular Port. or District.. 

Sometimes provisions have been mserred in amal
gamation Aote to secure .the continuance of 8pec~ed 
facilities after amalga.matlon. On the amalgamation 
of the Great Southern and Western Railway Company 
with the Wawrford, Limelick and Western, and the 
Waterford "",d Centm! Irela.od Railway Companiei a 
JJumber of provisions were put in for the protection of 
particular porte and diBtricts (Marw(.Ioll.267). To a 
large extent these provisions w.ere d~clara.tory of ~e 
existing gooeraJ. law under whlch rallway compantee 
are required to afford reasonable facilities including 
through rntea. without undue preference. and under 
which harbour and dock authorities may proceed 
against mil way companies on the ground of undue 
preference of other harbours or docke (Marwood, 12). 
Thus prOVi8io]l8 such as that to the effect t.hat the 
company shall uot .. pJ.a.ce the port or city of Waterford 
.. at an undue disadvantage as compared with any 
u other port or city in lreland,"· and similar pro
visioD.8 put in for tho protection of Dublin. Trnlee, 
Sligo and Limerickt are almost identical with. the 
provisions of the general law.: These port.a obtamctl 
o.1so protective provisions requiring the company 
to grant all :re.aBonable facilities to induce traffic to 
pR88 to and from the pa.rticular port in question. 
The effect of these provisions DB a. whole would seem to 
be little, if at aJI, beyond the genem! law. On the 
other hand the requirement that the company were to 
give Cork the full benefit of its geographical position 
in fixing th1'ough and loco.! charges§ hae at leaot the 
appeamnce of going beyond the general lo.w, although 
if it does, it would be difficult to reconcile it with the 
provisions protecting other ports. The requirement 
that the facilities granted to these ports were to be not 
leu than before umalgamation certainly goes beyond 
the general law, n.nd there are llUl.Jly other provisions 
in those two Acta for the protection of particular 
districts, toW118, ports, or t-ailwa.ys which either overlap 
or modify the generaJ law. 

Occasionally companies wishing to amalgamate 
have undertaken as a condition of amalgamation to 
conotruct new lin .. (BelUley, 19,047). 

Pro!eetion 01 Parlicular Inter .. /<. 

Sometimes clauses have been inserted in amalgama
tion Bills sccuring the provision of facilities in the 
interests of pa.rticular daSHes or trades. Thus provi
aioD8 huve been made, 8.S, for instance, in the Act 
constituting the London and North WeBtern Railway 
Oompany in 1846 by the consolidation of the London 
and Bil"lUing-ham, the Grand Junction, and the Man
chester nnd Birmingham Railway Companies, requiring 
the coOlpany to provide engine power, and to haul 
tl-adel"s' l08.tled wagons expeditiously in oertain events, 
and thereafter to l'et.W"ll the empty wagons within a 
reasonable time.ll and the promoters of the Bills for 
the u.D18.1~mation of the TuJf Vale with the Rhymney 
and Cardiff Railways accepted a similar specifi.c obliga
tion to afford a full supply of wagons in cases where 
wag-ona were provided by the company and to return 
empty wagons pl'omptly u.fter transit (Beasley, 18,524, 
Appendix XXX!.). 

In on~ or two instances the opportunity of amalga
mation hal!! beeR taken in order to impose upon the 
amalgamating companica obligations with regard to 
the provisions of workmeu's trains in excess of tho."le 
to which they wel'e previously IJUhject either under the 

• Gf'('~lt :o'.)ut IWI'II Rnt! Vf('Mtt'rn au.' Wntt'l'f.)l'ti) Liml'rkk, 
and "'t')'ltl'rh l\'Hllwuy l\)UIIIIUllcs AlUnl~\II\1\lion Act, 19UO, 
8l.'{~t.itm ~}. 

t lbid., ftCdiunfl ~H, 3ti, ttl, anti t:l. 
§ 1";11., *'CtiL10 35. 
l Uailwuy anJ. l':nnal Tmtti.c AI't., I~~, SCCtiHII 30. 
II \J k 10 Viot~ c, coiv, 8t.'l'tiOll 13. 

genem! law or onder the proviBlons of their opecial 
Acta,-

Prot..!ior& of Particular Bail"",y Campaniu. 

Provisions requiring amalgamated companies to 
afford facilities for the traflie to and from parlicular 
railways al'e of frequent occurrence in amalgamation 
Acts. These provisions are partly a repetition in 
somewhat more peremptory and deta.iled terms of the 
general obliga.tion of aU compa.nies to afford facilities 
to other companies. But sometimes, as, for instance, 
when running powers are granted to third companies. 
they go in eff,~t beyond the general law, for although 
in theory all companies are entitled to use other 
companies'lines on payment of reasonable toUst thiiJ 
requirement is, in practice, ineffective in the amenee of 
specific provisions requiring the compa.ny owning the 
lines run over to allow the numing company to use its 
stations, water supply, and other necessary conveniences. 

Prole.lion 01 !he Staff. 

In one or two cases provisions have been inserted 
in Acts authorising railway a.malgamatioDB with the 
object of safeguarding the interests of the men 
employed by the companies. On the amalgamation of 
the W .. tel'ford, Limerick, and Western Railway with 
the Great Southern and Western Railway it was 
provided that the servants of the Waterfol'd Company 
should not be liable to dismissal after ama.1gamation 
except for such cause as entitled the company to 
dismiss them pre'fiausly. Power was also given to the 
company to compensate officers or servants whose 
services might be dispensed with or whose salaries 
might be diminished on amalgamation (Owens, 1~,626). 
and a special section was inserted for the protection of 
the men employed at the Waterford Company's loco~ 
motive works and wagon shops at Limerick,: (Mar~ 
wood, S~5). The Great Northern, Gre.a.t Central, and 
Great E.astern Railway Companies agreed to insert a 
clause in their Working Union Bill of 1909 requiring 
them W compensate men dismissed on account of the 
amalgamation (Man»ood, 2~S, Appendix n.), and in 
the Bills of 1009 for the amalgamation of the Taff 
Vale Railway with the Rhymneyand C81uiff Railways, 
in the form in which they passed the House of Lords, 
dismissals on account of the amalga.mation were 
prohibited (B_ley, 18,461; Appendix XXX!.). 

Protecil'oo in general. 

In early acts the apprehension that amalgamation 
might have various disadvantageous eJl'ecta which it 
was difficult to foresee or define was met by the 
insertion of a provision to the effect that the Treasury 
or the Department responsihle for the administration 
of railways might, if they coDBidered it to be necessary 
in the interests of the public, require the" amalga
mated company to pt'oceed forthwith to the correction 
or prevention of any inconveniencies or evils" which 
they might indica.te, and that if the company failed to 
comply with any such requisition they might be 
required to introduce a Bill or Bills for the amend
ment. or the amalgamation Act in 1'ebrard to the 
matters in question, in default of which the Treasury 
or other Department might themselves introduce such 
Bill or Bills at the exponoe of the amalgamated Com
pany.§ No attempt., it would seem, ha.s been made to 
bring such .. provision into practical operation. 

.. ~IUlh Ea>Jh.'rb SUIt Lolulon, l'!.tllthrun. awl lluycr nail
way Compuuiel'l Al"t, It<o~j9, Ml"Clioll ;-J2; Lundon ~k'Ctric Rail
way AI·t, HH 0, 8t...-CtiOll 5~;. 

1 Rnilwnn; ('lnuses Ad. IM .. 5. section 92, 
Hr&'lot :"""ulbl'nl nutl Wc-"itci-n I\nd Wn.tcr(ord, Limerick, 

ami WCf:lcrn Railway Vumpunieti Amnlgamati .... 11 Ao.:t, 19VO, 
sections :.!:-I and 2;J. 

§ &', (llr 6I8mv1e, &>cti(IU 71 of the .\ct cun:o\titutjng by 
R.ruslWlW;\tion the London auu Norlh Westeru Uailway t;uw
I"18.U1 t1J &: 10 Viet. c. cciv.), 
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Note by Mr. W. Temple Fra.nks. 
I agree with the recommendations of the !-Wport, but I desire .k? !lInke a further 

suggestion in refer,mce to the recommendatIOn that great~r facilttles fo~ making 
working agreements should he afforded to the compaUJes, by allowlllg such 
agreements to be ('nt~red into wi.th<;mt the neces~ity of any spe~ial . recourse to 
Parliament or the Railway CommiSSIOners. If t~lS .recommendation IS accept~d. 
Parliament will stil L continue to control the legislatIOn necessary in the case of 
amalgamations and the. mure important work.i~!f un!oll.s, and I think it may well 
be considered whether, III these cases also, faCIlitIes slIllIlar to those recommendl'd in 
the ca~;e of working agreements could not be afforded to the companies, without 
injury to the public interests. . .... .. 

Thnre would appear to be httle dlstmc~lOn III I!rmClple between working 
agrecnlents and the more complete forllls of U1llon; and Inasmnch as amall;(amat.iolls 
and working union s are admittedly the most effective and most econollllcal form 
of railway co·operatirJn, no obstacle ought to be placed in the way of companieA 
who are desiro1ls of entering into such arrangements. The present system of 
applieation to l'arliameut for powers undoubtedly causes considerable delay anll 
expellse in many cases, and frequently enables pressure to be brought-, amI 
questions to be raised upon matters which are llOt wholly relevant to the subject 
of the Bill as inhodnced. If the public are propeJly protected by general legislation 
from the evils oj' monopoly, as the Report recommends, there would appear to be 
no valid reason for continuing, in the ease of amalgamations and working unions only, 
the udditional control now exercised by Parliament. In any case, restrictions and 
provisions which are necessary in the interests of the general public ought to be 
imposed on all railways by general legislation, and should Mt, it would seem, he 
imposed only on the particular companies which happen to come to Parliament for 
flpecial powers. 

On the other hu nd, the protection needed for particular local interests, or for other 
railway c()mpanies, could equally well be given by a body like the Railway and Canal 
Commissioners, who might be empowered to deal with amalgamations and working 
unions, Hnd impose and enforce protective conditions where necessary. In the casC) 
of work ing agreemeJlts the Railway Conference, after careful consideration, recom
mended that such powers should be given to the Railway and Canal Commissioners. 
If some further control or supervision of Parliament or the Board of 'l'rade is thought 
to be desirable, a system of procedure by provisional orders or by orders confirmed 
by the; Board of Trade, as in the case of Light Railway Orders, might bl'> adopted. 

The principle of the delegation of powers in similar cases has already been 
accepted by Parliament, both in the Railway Companies Powers Act of 1864, 
referred to in the RepcJrt, and in the Railways Construction Facilities Act of 1864. 
These Acts were passe,] to enable railway companies to obtain in certain cases powers 
and facilities for the construction of lines, and for entering into working agreements, 
without being obliged in each case to procw·e a special Act of Parliament. 

W. TEMPLE FRANKS. 

Reserva.tionby Sir M. Levy, M.P. 
Whilst I agree wi th the principal conclusions and recommendations of the report 

as summarised in Part XII., I desire to say, with regard to paragraph 106, that 1 do 
not approve of any arrangement which may have the effect of impeding or precluding 
a fair and equitable method of settling claims, and in my opinion the apprehension of 
traders that. the ,Toint Claims Committee of the railway companies may have this effect 
is not devoid of foundation. The establishment of the Joint Committee is in effect a 
form of co·operation entered into for purely negative purposes. It is naturally a canse 
of irritation on the part of the trader that, for instance, the determination of the question 
whether a claim made by him in good faith against a company with whom his 
railway transactions are exclusively conducted should be satisfied, may depend to 
any extent, however small, upon the view taken by the representative of some other 
railway rompany with whom he has llever had, nor is likely to have, any dealings. 
The tendency uf a body of this kind must be towards the rejection of claims. It 
appears to me that if claims arising in respect of traffic carried at company's risk 
can be dealt with by the companies directly concerned there should be no necessity 
to set up tha n.achinery uf the Joint Claims Committee in order to deal with claims 
ariEing in resr-ect of owner's risk traffic. 

MAURICE LEVY. 

• See Report of Board of Trade Railway Conference, p. 15 [Cd. 4677J. 
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Note by Mr. G. H. Roberts, M.P. 
My signat.lIre being appended to the Report denotes my general agreement 

therewith, and my only purpose in adding this note is to make clear my view of the 
problem dealt with. 

Throughout the inquiry I have regarded the movement of railway companies 
towards fusion of interests and closer co-operation as both desirable and inevitable, 
therefore one that should not be unne<iessarily harassed or impeded. Rather I would 
toncourage tbis process of development, tn the direction of unification. 

Hitherto traders have relied upon the element of competition to correct abuses and 
to adjust conditions between themselves and the railway companies. That this is 
now of little avail is unquestioned. Effective competition is rapidly passing, and 
has hecome an almost negligible factor in the relationship of trading and railway 
interests. 

The formation of powerful combines, possessed of wide monopoly powers, whose 
l)l'imary concern must naturally be that of their shareholders, as differentiated 
from the interests of the general public, gave rise, as was to be expected, to the 
apprehensions of traders that rates might be enhanced and facilities removed or 
diminished. 

8imilarly in the case of the employees. The knowledge that the amalgamat.ion of 
hithnrto separate undertakings must involve It reduction in staffs, quite legitimately 
created a desire to protect those presently employeu from displacement, reduced 
statll", 01' the los~ of pension ann other rights. 

With these facts before it the Oommittee has framed recommendations designed to 
safegnarn the reasonable claims of these interests. In subscribing to them, I believe 
that, if carried out in their entirety, they will materially help to allay apprehensions 
and to afford a measure of protection to established rights and privileges. 

Nevertheless, I feel compelled to point out that the~e safegllarus will ensure little 
more than the maintenance of existiug conditions; whereas tbe evidence submitted 
to the Committee seems to me to point to the necessity for the completer reconciliation 
of l'llilway and public interests, whereby national trade and commerce could be 
stimulateu by lowered rates aud extended facilities, and rail way workers at the same 
time could reasonably contemplate higher remuneration and improved conditions of 
employment. 

The forms of co·operation foreshadowed by tbe railway mind do not secure to 
the public a full share of the benefits accruing from simplified and more economical 
administration. Nor will they accomplish the greatest possible economies. On the 
other hand, the establishment of powerful corporations, vested with the control of 
national transit services, is fraught with some dangers. Traders must ever be at 
a disadvantage in contesting claims against wealthy railway combines, while with 
the greater resisting powers of consolidated interests the employees may witness 
declining prospects of advancement, even when their demands are proved to be just 
and reasonable. 

For these reasons I lay particular stress upon the retention of Parliamentary 
supervision over railway conditions. Fnrther, as a closer approximation to unified 
control appears certain, I think the evidence shows it to be desirable that the question 
of whether the public welfare would be more efficiently and economically served by 
the State ownership of rail ways should now be transferred from the stage of academic 
disclIssion to that of practical politics. 

GEO. H. ROBERTS. 



DBPARTIlBI!TAL OOIlIlITTBB ON RAILWAY AGREBIlENTS AND AIlALGAIlATION8 : 

Note by Mr. A. Siemens on a proposed Scheme for Local 
Conferences. 

Whilst agreeing with the Report r desire to suggest a form of procedure which, in 
my opinion, might usefully be ad~pted for th~ settlement of dJl'ferences between 
railway companies and tratlers on pomts of local Importance. 

A general cause of complaint a~~ng the tra~ers was the expense of litigation 
before the Railway and Canal COmnllSSlOners, and It was suggested by several of them 
that a cheap and speedy way of dealing with questions arising between railways and 
traders would go far in securing .harmonio~s working (Nicholson, 2159; MtMgrave, 
2678-2840; lValber, 4307; Mmtm, 4390-4396; .Tackman, 5505; Ed1lLuncU, ti051; 
Ward, 7904; Sissons, 8026; Barron, 10,472. See also Owens, 12,898; Grflnet, 
18,903-18,918). . 

As there are a large number of such questions which are of a local character or 
involve small amounts only, it appears to me unlikely that any central tribunal could 
deal with them expeditiously enough to avoid annoying and costly delays. 

r therefore suggest that such questions should be dealt with at .. Local 
Conferences" between railway officers and traders, constituted on some such lines 
as set out hereunder. 

They could be convened without any further legislation, and would not interfere 
in any way with the existing legal remedies. 

ALEX. SIEMENS. 

DETAILS OF SUGGESTED SOHEME. 

Whenever a trader or his representative cannot arrive at 80 agreement with nn officilLl of 0. rnilwu.y 
company on any point connected with the user of the railway t either pllrty may uemanu that 11- ~, Locnl 
Conference" be held which shall be constituted in the following manner :-

(0) The railway company shall appoint, in writing, as their representatives three of their officiuls higher 
in rank than the official who bas disagreed with tho trader, provided always tbat at the option of 
'he railway company concerned one or two of these rcprel'lcntatives may be officcn of other 
railway companies. 

The trader shall also seud three reprez:;entativc8, one being himself or a member of his own stiliI' 
and the two others to be partners, directorll, or employees of two independent firms, if pos~iblet 
such as are using the saDIe railway and preferubly the snme station, selected, in his di~crctiotl. 
by the trader, all three being appointed widl the same formalit.ies as are requisite for proxies at 
shareholders' meetings of the railway company concerned. 

No reprel'elltative of the railway company or of the trader shall be 0. barrister or l\ i'!olicitor. 
(b) The notice reqllc8ting a local ('onference is to be given by regiHtcrctl letter addressed to the station 

master or the trader respectively, accompanied by a succinct statement of the circumstances unuer 
which the question has arisen, aud hy a draft ret!.ollltion to be disCIIHi'!ed at tbe Conference. 

(c) The party to whom the notice is addre"scd may accept the resolution, or they shall appoint a day, 
not later than a week after the receipt of the notice, for the meeting, (Lnd ahall ali'!o "clect t.he 
time and place of meeting, having due regurd to the convenience of all parties concerned. 

(d) At the meeting oIlly the Hix representatives and a ~horthnnd writer are to he admitted to the 
Conference room, but such emp~oyec:o:J of the railway company or of the trader or of both, as are 
conversant with the business on hand, may be within call so that members of the Conference, if 
need be, can go out to them to consult them. 

(0) The proceedings at the Local Conference .hall be strictly prh'ate and confidential and sball be 
conducted ill tile following manner :-

(l) Each side to choose its own chairman, with the restriction tha.t the trader with whom 
the question has arisen cannot act u.s chairman of his side, nor can his l'cpresentati ves. 

(2) Both chairmen to examine the credeutials of all six representatives. 
(3) If all three representatives of the party who have caU.d for the Conference do not attend 

the meeting within fifteen minutes of the appointed time, the Conference tltnnds 
adjonrned sine (lie, anu the same subject cannot Le made the reason, by anybody, for 
calling for a Local Conference on that railway, and for that station for the space of 
three years, nnless the two chainnen agree to proceeu with the busincss. 

(4) If the credentials of anyone representative Bre not cOlll:!idered io order by both chainnen, 
his side shall be considered in the wrong, and the dech;ion of the Conference Jo4halJ 
be recorded to that. effect, remaining in force for three years, for that railway aod for 
that station. 

(5) If tbe two chairmen cannot agree on the quci'!tion of credentia.18, the repre~cDtative or 
representatives in question shall be con:-;idered duly Buthorised. 

(6) When the credentials have been dealt with, the chairman of the party calling the mcc:ting 
shall state his case, and shall conclude hy moving the resolution communicated to the 
other party with the notice asking for a Conference. 

(7) The chairman of the other party to reply. 
(8) General discussion to follow, during which the wording of the resolution may be modified. 
(9) If both chairmen think it desirable, or if the matter h ... to be referred to one of tbe Railway 

Conferences at the Railway Clearing HOllse, the Conference may be adjourned for nol 
more than seven days, unle •• the two chairmen agree upon a longer time. 



(10) 
(11) 

(12) 

(13) 

(14) 

(\5) 

(\6) 
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At the end of the discussion either pa.rty to vote by itself on the resolution~ 
If the re~olution is accepted by both parties~ either on receipt of the Notice (c) Of at the 

Conference, or if, at any time during the proceedings, the party calling the meeting 
withdraws the resolution from voting, the respective decision remaius in force for that 
railway and for that stat.ion for a period agreed upon by hoth parties not exceeding three 
years Of, in case of non-agreement, for three year~. 

DeciHions arrived at under pn.ra~raph8 3, 4, or II shall be entered into a special book with 
the date of the decision and the term of years for which it remains in force, and the entry 
sha.ll be signed by a representative of each of the parties. 

Should either party refu!le to sign the book. the minutes of the Looal Conference, or n. 
letter of the refusing part1{as the case may be) shall be sufficient proof of the validity 
of the entry in the" Local Conference" book. 

This" Local Conference" book sha.ll be kept at the station and shall be accessible at a.U 
reasonable times to any trader using the station. 

Only in the ca.'ic that no resolution can be agreed UpOD, either party may appeal to the 
Registl'ar of the Railway and Canal Commission under the procedure proposed by the 
Railway Conference. sending with their appJication a transcript of the shorthand notes 
of the LocuJ Conference. 

Untler all circumstances each party to pay their own (':osts and one half of the cost of the 
I'lhorthand writer, including ODe half of the cost of the transcript if wllnteJ, and also Oll~ 
hulf of tb. cost of tbe meeting-place, if tht had to be hired. 
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REPORT 
OF 

t. 

THE RAIL,VAY CONFERENCE. 

The Railway Conference was constituted in February, 1908, without any rigid 
terms of reference, but with the object of reviewing some of the more important 
questions that from time to time have been raised between the railway companies 
on the one hand and the traders and general public on the other. It has held 18 
meetings, at which have been discussed, among:;t other things, questions oonnected 
with the acquisition and holding of land by raIlway compames, mcrease of railway 
rates, owner's risk conditions, tile machinery for the settlement of disputes between 
railwa;r companies and traders, and the desirability of the formation of an Advisory 
CommIttee on railway matters. 

Questions arising in connection with railway working agreements and amalga
mations were referred to a Committee, oonsisting partly of members of the COll
ference and partly of others representing important interests affected or likely to 
be affected. Three other Committees, two of which were similarly formed, were 
appointed to oonsider and reP,Ort to the Conference upon various special points 
mainly in connection with raIlway charges and facilities, including the Carriers 
Act, dangerous goods, private sidings, private owners' waggons, detention of trucks, 
&C. The names of those serving upon the Committees are given in Appendix VIII. 

The reports of these Committees were duly communicated to the Conference, 
and those reoommendations which received general approval are embodied in this 
Report. . 

The various questions upon which conclusions were arrived at by the Conference 
are specifically dealt with under their respective headings hereunder. 

1. MACHINERY FOR SETTLING DISPUTES BETWEEN RAILWAY COMPANIES AND 
TRADERS. 

. Throughout the discussions of the Conference it was urged by the representa
tives of the traders that some simpler procedure than that of the Railway and 
Canal Commission should be established, not only for the purpose of discussion, but, 
if possible, for settling complaints arising under the Railway and Canal Traffic 
Acts with regard to rates, charges, and other matters. 

n was suggested that the proceedings before the Railway and Canal COmmis
sion were costly, and that thelrocedure was framed teo much upon formal judicial 
lines. The representatives 0 the railways, while deprecating an appeal to any 
popularly elected body in matters which arise under statutory provisions and which 
might vitally affect their financial position, were not unwilling to agree to some modi
fication of the procedure in connection with the Railway and Canal Commission 
Court, which would have the elIeot of lessening expenses in the smaller cases, and 
introducing, if necessary, an outside element, and they suggested that the object of 
the traders might be attained by a preliminary procedure before the Registrar to 
the Commissioners, who, if desired, might receive the assistance of assessc,rs, and 
!,"hose decisions should be final if so agreed; the whole procedure to be of a more 
Informal character, followin~ the practice of the Commercial Court, wbich has 
proved so successful in the HIgh COurt of Justice. 

After communication with the Registrar, the Conference has agreed to recom· 
mend, with certain emendations, this modified procedure in the hope that it may 
result in the establishment of a cheap and satisfactory tribunal for the settlement 
?f many of the questions arising between railway companies and traders. 
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A detailed scheme of the proposed procedure follo,":-

Procedure for Cases which the Railway and Canal Commissioners hafJe power 
to determine on complaint being made by a Trader under the Railway 
and Canal Traffic Acts. 

1. Notice of claim to be sent to the Railway and Canal Commission. 
2. Unless otherwise agreed, the parties to attend before the Registrar 

for the purpose of settling procedure. 
3. The parties may agree that the case shall·be heard

(a) by the Registrar, 
(b) by the Registrar with assessors, or 
(c) by the Commissioners. 

Where the tribunal is not agreed upon by the parties, the Registrar to· 
determine whether the dispute shall be referred to (a), (b), or (c). 

4. The parties may also agree that in cases (a) and (b) the decision shall 
be final, and in that event the decision shall not be open to review on any 
ground for a period of three years. 

In default of agreement:-
(1) Any decision come to before the Registrar sitting with or without 

assessors to be subject to appeal in the Court of the Railway and 
Canal Commission. 

(2) The costs of the appeal to be paid by the party applying for it if 
the decision of the Registrar is confirmed. 

o. In proceedings before the Registrar, whether with or without 
assessors, the parties may al?pear in person or by their solicitor or counsel. 

Only one counselor sohcitor to be heard on behalf of each party to the 
dispute. . 

Commercial Court practice to be followed. 
6. The Registrar to have power to refer the case, or any question arising 

therein, to the Commissioners at any stage of the proceedings. 
7. When the Registrar sits with assessors, two assessors to sit unless 

otherwise ordered. 
Such assessors to be appointed by the parties, one by the complainant 

and the other by the defendant. No barrister or solicitor to be nominated 
as an assessor. 

8. In the case of complaint of an increase of rate, or an application 
for through rates, it shall no longer be a necessary preliminary to a complaint 
to make any application to the Board of Trade under Section 31 of the 
Railway and Canal Traffic Act, 1888, it being understood, however; that this 
procedure before the Board of Trade shall always be available if desired. 

2 .. INCREASE OF RATES AND CHARGES. 

The Conference discussed the operation of Section 1 of the RailwaY' and Canal 
Traffic Act, 1894, which provides in effect that a railway company raismg any rate 
or cha~ge since December, 18~2,. may be called u'po~ to justif~ the increase before 
the Rallway"and Canal ComnnsslOners, and that It IS not suffiCient to show tbat the 
increased rate is below the Company's authorised maximum charges. The only 
questions, however, on which the COnference was able to come to a conclusion were :-

(1) That where a reduction of a rate is hereafter made, the restoration of 
such rate within two vears after the reduction to the figure from which 
it was reduced, or to' any less amount, shaH not be deemed an increase 
within the meaning of the Railway and Canal Traffic Act, 1894. 

(2) That no complaint of an increase of rate shall be entertained unless made 
within one year after the increase, except the Railway and Canal 
Commissioners, upon good cause shown, shall otherwise order. 

(3) That "the Railway and Canal Commissioners shall be empowered as a 
condition of their sanction of an increase of rate to give leave to the 
ap~licant to move for a re-hearing after the expiration of a limited 
perIod. . 
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3. OWNER'S RISK RATES. 

The whole question of these rates has been prominently brought forward in the 
last few years, and has been debated in Parliament in connection with the legislation 
proposed in the Railways (Contracts) Bill of 1907. 

Owner's risk rates are rates made by special contract, under the provisions of 
Section 7 of the Railway and Canal Traffic Act, 1854. They are generally lower 
than the ordinary rates, and in consideration of the reduction in the rate, the 
contract, which must be signed by too trader and is only enforceable at law if its 
conditions are held to be just and reasonable, relieves the railway companies from 
their ordinary liability as carriers, except in the case of the wilful misconduct of their 
servants. Sometimes the consideration for the contract is not a reduction in rate but 
the acceptance unpacked of goods liable to breakage or damage. 

Thegrievanoes 'put forward on the part of the traders were mainly twofold :
(1) that the com fames ought not only to be liable for wilful misconduct, which was 
difficult of proo , but should also pay compensation in extreme ca:ses in which, for 
example, loss or dam~e was occasioned by the grosser forms of negligence on the 
part of the companies servants; and (2) that owing to the lowness of the owner's 
risk rates as compared with the corresponding company''! risk rates, they are the 
only rates commercially possible for the ordinary trader. 

The answer of the railway companies is that the reduced rates at owner's risk 
are a concession to the trader, and the subject of a purely voluntary contract betweeR 
the parties, which is almost invariably based upon other considerations as well as 
that of risk, and that it is always open to a trader to have his goods carried subject 
to conditions applicable to railway carriers at a rate within the company's statutory 
maxima, and that these had been recently settled by the Acts of 1891 and 1892. 

It appeared from the evidence that the companies do not strictly enforce their 
legal rights in all cases. . 

It was pointed out to the Conference that an extension of the liability of railway 
companies In the direction desired by the traders could be secured eIther by (1) 
enlarging the liability of the com'panies under their contract note so as to include, 
for example, cases of gross or serlOUS negligence, or (2) by drawing ul? a list which 
might be inserted in the consignment note of specific instances in whlCh compensa
tion would be J?aid. 

The objectIons expressed on the part of the companies to the former alternative 
were the difficulty, if not impossibility, of finding a form of words to substitute for 
the term "wilful misconduct," which would be free from ambiguity and would not 
unfairly enlarge their risks, and the probllible necessity for legislation if tllis method 
were adopted. 

The Conference, after full discussion and the examination of several important 
witnesses on behalf of the traders and the companies, resolved under tbe circum
stances to recommend the second alternative as a solution of the difficulty, and finally 
adopted three clauses embodying a list of cases where, subject to'the conditions of 
the note, the comJ?anies would accept liability. These, it is proposed, should be 
i,!serted in the eXIsting consignment notes for general goods, perishable merchan
dIse, other than milk, carried in passenger trains, and milk, respectively . 

. At the desire of the Conference, the railway representatives consulted the com
pames ~enerally, and ascertained that, with a view of settling this controversy 
and !Lvolding legislation they were willing to embody these additions in their present 
consIgnment notes subject to any drafting amendments that might be found necessary 
by counsel. 

The amendments recommended are annexed:-

I.-Goods carried in M'Brchandis8 Trains. 
The following addition to be embodied in the present consignment note 

for goods to be carried at owner's risk in merchandise trains, after the words 
"wifful misconduct of the Company's servants," viz. :-

But nothing in this ~reement shall exempt the Company from any 
liability they would otherWIse incur in the following cases of non-<ielivery, 
pilfera~e or mis-<ielivery except on proof that such non-delivery, pilferage or 
mis-delIvery has not been C8,used by negligence or misconduct on the part of 
the Company or their servants. 

1. Non-<ielivery of any package or consignment fully and properly 
addressed, unless such no~-<ielivery is due to fire or accidents to trains. 



6 

2. Pilferage from packages of goods protected otherwise than by paper 
01' other packing readily removable by hand, provided the pilferage is pointed 
out to a servant of the Company on or before delivery. 

3. Mis-delivery where goods fully and properly addressed are not ten
dered to the consignee within twenty-eIght days after despatch. 

H.-Perishable Merchandise carried in Passenger Trains. 
(Other than Milk in cans.) 

The following addition to be embodied in the consignment note for perish
able and other merchandise (other than milk in cans), carried at owner's risk 
in passenger trains, after the words "wilful misconduct of the Company's 
servants," viz.;-

But nothing in this agreement shall exempt the Company in the case of 
perishable merchandise as defined by the Railway Rates and Charges Order 
Confirmation Acts, 1891-92 (other than milk in cans) from any liability they 
would otherwise incur in the following cases of· non~elivery, pilferage or 
delay, except on proof that such non~ebvery, pilferage or delay has not been 
caused by negligence or misconduct on the part of the Company or their 
servants. 

1. Non~elivery of any package or consignment, fully and properly 
addressed, unless such non~elivery is due to fire or accidents to trains. 

2. Pilferage from packages of goods protected otherwise than by paper 
or other packing readily removable by hand, provided the pilferage is pointed 
out to a servant of the Company on or before delivery. 

3. Delay in transit exceeding forty-eight hours of any package or con
signment, fully and properly addressed, as a result of which the value of 
the goods is deteriorated to the extent of three-fourths, if such deterioration 
is ]Jointed out to a servant of the Company on or before-delivery. Provided 
that in such case the Company's liability shall not exceed one-half the diminu-
tion in value of the goods. . 

lH.-Milk in CaM carried in Passenger Trains. 
The following modification to be embodied in the conditions of carriage 

for milk in cans carried at owner's risk by passenger train, viz. ;-
Except in the case of milk carried oversea nothing in this agreement 

shall exem'pt the Company from any liability they would otherwise incur in 
the followmg cases of loss or delay, except on proof that such loss or delay 
has not been caused by negligence or misconduct on the part of the Company 
or their servants. 

. 1. Loss of milk through non-arrival at the station to which it was 
consigned of a can fully and properly addressed, unless such non-arrival is 
due to fire or accidents to trains. 

2. Delay in transit exceeding twenty-four hours to the station to which 
it was consigned of milk in 9ans fully and properly addressed, as a result 
of which the value of the milk is deteriorated to the extent of three-fourths, 
if such deterioration is pointed out to a servant of the Company on or before 
receipt by the consignee. Provided that in such case the Company's liability 
shall not exceed one-half of the diminution in value of the milk. 

4. GOODS SPECIFIED IN THE CARRIERS ACT. 

The question of the exemption of railway companies from liability for the loss 
of or ~amage to certain articles enumerated in the Carriers Act, 1830, if of value 
exceedlD~ £1~, unless such articles were insured, was discussed by Committee A. 
Upo~ th~s pomt the Conference concurs in the opinion of the Committee that no 
~ubhc grIevance has been shown to exist with regard to the operation of the Carriers 
hct. 

5. DANGEROUS GOODS. 

The co.ns~derat~on of this matter was referred to Committee A, who reported 
that. the eXls~lDg grIevances arose from the unrestricted power of the railway CODl

pames to deCIde wha~ goods come under this classification, and under wha.t conditions 
they should be carrIed. The Conference, following the recommendations of the 
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Committee, suggests the appointment of an Advisory Expert Committee to deal with 
the classification of dangerous goods other than exploslves. 

The terms of the resolution adopted are as follows:-
As regards dangerous goods, other than explosives (as to which no 

question was raised), it is recommended that an advisory expert 
Committee be established, to which may be referred by the Board of Trade 
questions at issue between traders and the railway companies in connection 
with the inclusion of articles in the list of dangerous goods; such a Com
mittee to be constituted of an ~~pert nominated by the Home Office, an expert 
nominated by the Admiralty and Army Council, and an expert nominated 
by the Board of Trade and Board of Agriculture and Fisheries; the railway 
companies and the traders concerned each to 'state their case b~ means of 
experts, and the Committee to recommend whether the article m question 
should be included in the list of dangerous goods, and, if so, what conditions 
of packing and labelling should be imposed. 

No such question should be referred to the Advisory Expert Committee 
before it has been dealt with by the railway companies parties to the Railway 

. Clearing House, or until the Board of Trade give a certificate that there has 
been unreasona.ble delay on the part of the railway companies. 

6. PRIVATE SIDINGS. 

The questions discussed in connection with this subject were mainly concerned 
with the special agreements which it is the p,ractice to make with reference to private 
siding facilities. They were fully conSldered by Committee B, who drew up a 
model siding agreement to be followed in cases where the railway company and 
the trader cannot agree on special terms which they consider more satisfactory. 

The Conference approves this model siding agreement, which is as follows :-

MODEL PRIVATE SIDING AGREEMENT. 

AN AGREEMENT made this 
Between the 

ealled .. The Railway Company") by the hand of 

day of 
RAILWAY COMPANY (hereinafter 

of the one part and 

(hereinafter called "Siding Owner ") by 

their and Agent of the other part. 
Whereas the Siding Owner has reque.ted the Railway Company to construct and lay down the 

Junctions Sillings and Works hereinafter mentioned and to connect the said sidings with sidings 
constructed or to ue constructed 88 hereinafter provided by the Sidiug Owner on his own lands and 
communicating with the or Works of the Siding Owner known 88 the 

and the Railway Company have a,.,<7J'eed to comply with such request upon the terms and conditions 
hereinafter contained. Now therefore it is hereby mutually agreed and declarei between and by the 
parties hereto 88 follows, namely :-

1. The Railway Company will upon 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 npon the plan hereto 
annend and thereon coloured Red and connect the same with the sidinge so laid down or to be 
laid down by the Siding Owner on his own lands shewn npon the said plan and thereon coloured 
Blue together with such sigpals locking-gear telegraph telephone and other apparatus in connection 
with the same junctions sidinge and works as in the opinion of the Engineer for the time being of 
the RBilway Company shall be necesaary and will complete the same respectively and with all 
r ... onable de"patch. The Siding Owner shall also pay to the Railway Company the additioual cost 
(it any) beyond the said estimated cost that may be incurred by the Railway Company in 
oompleting the same junctions sidinge signals locking·gear telegraph telephone and other apparatus 
88 oertified by the Engin.er of the Railway Company and such amount shall be paid by the Siding 
Owner to tbe RBilway Compauy on demand. If the actual cost o~ the junctions sidinge signals 
locking-gear telegraph tel.phone and other apparatus shall not amount to the said sum of 
£. the Railway Company shall forthwith repay the LahUlce to the Siding Owner. 
Any difference R8 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 bas not ah'eady constructed the same forthwith at his own 
expen..e aud to the satisfaction in all respects of the Engineer of the Railway Company construct 
anll lny down in connection with and in continuation of the said junctions sidings and works 
coloured Red on the said piau the sidings coloured Blue theNon. 

3. Sbould the Board of Trade or the Railway Company at any time or times be dissatisfied as to 
the 8omoienoy of the signalling or other works shewn on the said plan hereto annexed the Siding 
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Owner shall forthwith pay to the Railway Company any additional coot that may be incl1rft><\ II\" 
them in complying with the requirements of the Board of Trade or in carrying Ol1t the requiremenia 
of the Railway Company in relation to any alteration therein or to any further or additional signal box 
locking-gear telegraph telephone or other app~ratns or other works t.he amount. o~ luch additional 
cost to be certitled by the Engineer of the Hallway Company and paId by the Sldmg Owner to the 
Railway Company on demand. Any difference as to such actual collt. or the reqllirementa of the 
Railway Company shall be settled by an Arbitrator to be appointed by the Board of Trade_ 

4. The said junctions locking-gear sillings signals telegraph telepbone 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 con~inuance of this A!!reeme,:,t. be repai,:d. and maintai.ned by 
the RaHway Company and the expellses mcnrred by them ID repairing '!ll'lDtaml!,g or reue":lD!! th" 
said junctions sidings signals and works or any of them sholl from bme to tIme be certIfied by 
their Engineer and paid by the Sidin!! Owner to the Rail way Company on demand_ Auy difference 
as to snch 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 asid Junction. 
sidings and works which may be upon the land of the Siding Owner and over which the locomotives 
carriages or waggons 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. 

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 
siding and works are constructed and laid down the first payment of the said sum of 
shall be made on 

7. Signalmen where neceasary shall from time to time be appointed by the Railway Company to 
work the signals locking-gear and tclegraph apparatus in connection with the said junction and tbe 
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 tbe General Manager of the Railway Company to bave 
been necessarily expended by them for the uniform wages and stores of or otberwise in relation to 
every signahnan appointed by the Railway Company as aforesaid and if the Railway Company shall 
not think it necessary to appoint sigualmen the Siding Owner shall from time to time on demaud 
pay to the Railway Company all expenses as certified by the said General Manager attending the 
working of the points of the said junctions 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 Oompany any further 
or additional siding accommodation sball be reasonably requisite or nece .. ary for full or empty wagon. 
passing to or from the said siding the Siding Owner shall forthwith upon the reqnest in writing of the 
General Manager provide construct lay down and maintain npon his own land all such further or 
additional siding accommodation at his own expense. Any difference 88 to the reasonableness of tbe 
Railway Company's requirements Ahall be settled by an Arbitrator to be appointed by the Board of 
Trade. 

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 Rail way Company's land be nnder the control 
of the Railway Company's Station Master or Agent at their Station or other proper 
officer of tbe 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 tbe event of 
any of the said servants or workmen not complying therewith or otherwise miscondncting themselves 
such servants or workmen shall upon the request of the Railway Company by their Secretary or 
General Manager be probibited by the Siding Owner from coming upon the Railway Company's 
premises and tbe Siding Owner shall indemnify the Hail way Company against all 1088 costs dama~e. 
claims or demands made npon or incurred by them in consequence of such non-compliance or otber 
misconduct. 

10. The Siding Owner shall be responsible for and shall keep the Railway Company indemnified 
against all damage and injury of every description wbich may occur in working the traffic througb 
on or over the said junctions sidings and works cansed by the neglect or misconduct of the servants 
of the Siding Owner. 

11. If and so often as the Railway Company require to widen alter or provide additional 
01· other accommodation for or in connection with their Railway and for any of such purposes shall 
require the removal or alteration of the said junctions sidings and works or any part thereof tbey 
shall be at liberty to effect such removal or alteration interfering as little as p088ible with th .. 
accommodation and traffic of the Siding Owner and without being liable for or having to make 
compensation for any delay or obstruction caused thereby to the business of the Silling Owner and 
the Railway Company shall in case of removal or alteration and if reasonably po .. ible before 
interfering with the ~xisting junctions sidings and works provide with all reasonable despatch other 
junctions sidings and works in substitution for those hereby agreed to b¥onstructed I>y the Railway 
Company if they can convoniently 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 snch other junction. siding. and 
works if and when provided shall be in all respects subject to the terms and conditions of tbis 
Agreement. 

12. The Siding Owner shall at his own cosla and charges set np and provide and at 
all times hereafter maintain proper gates and fences for preventing trespaaa by cattle bo .... 
or other animals or by persons on foot at the place or places where the works hereinbefor .. 
agreed to be executed will be carried through the Railway fence and shall pay and discharge all 
costs cbarges damages or expenses whatsoever which the Railway Company may payor be pnt 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 harmlesa and indemnify the Railway Company 
against any claims costs payment or 10 .. in respect thereof_ 

13. The Railway Company sball have the right in cases of urgency to use the said junction. 
and sidings coloured Blue and Red for the purpose of temporarily accommodating thereon engines 
trains carriages VdUS and trucks whenever tbero 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 accees II> 
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any other sidi ng or commnnications they may think advisable to lay down and constroct for the
convenienc .. and ose of any other person or persons whomsoever Provided nevertheless that th .. 
lib.rty of Dser grante,' by this claDse shall not be exer~ised so 118 Dnreasonably to interfere with th .. 
traffic of the Siding Owner and that the Siding Owner shall be relieved of a fair proportion of the· 
cost of constrnction of the jnnctions sidings or works so Dsed ana. 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 onder the· 
hand of their General Manllger) 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 pel'llon or porsons 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 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 reasonable amount of traffic over the said sidings for a period of 12 months except 
in case of strikes, lock-outs, or accidenta causing stoppage of works the Railway Company may 
determine this Agreement by three months' notice in writing and on the expiration of any notice 
given nnder this clause it shall be lawful for the Railway Company to disconnect take np and remove· 
the said junctions sidings and works or any other junctions sidings or works which shall have been. 
made in substitution therefor respectively on the lands 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 th.· 
Siding Owner for the then value of any materials on the land of the RaHway Company which shall 
have been provided by and at the expense of the Siding Owner such value to be ascertained ando 
certified by the Engineer of the Railway Company. 

As Witness th. hands of the parties the day and year first before writt.". 

NOTES. 

(a.) Clause 1.-A plan showing the works proposed hy the Railway Company's Engineer shouht 
be submitted to the applicant before entering into the Agreement, on which the sidings and works on 
the Railway Company's laud 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 work. are unreasonable, and the difference cannot be adjusted, it is competent for him to· 
have the reasonablene .. or otherwise of the reql1h'emeuls of the Railway Company's Engineer decided. 
upon by the Railway and Canal Commi .. ioners under the provisions of the Railway and Canal 
TI'affi c Acts. 

(b.) 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 llsual for the Siding Own~r to marshal traffic on his own land to meet th.,. 
reasonable reqnirementa of the Railway Company, failing which, he may be liable, under Section 5 of 
the Schedules to the Railway Rates and Charges Order Confirmation Acts, to a charge for services. 
rendered by the Railway Company. 

(d.) Cl"use 15.-After this Clause any special Clauses agreed to between the parties dealing with 
questions of rates, tolls, charges, rebates, services, detention, &c., which val'S with the circnmstances in
different cases, !Ilay be provided for. 

The Conference further recommends as follows;-

(1) That in view of the great variation of circumstances on different private 
sidings, no alteration should be made in the existing practice of making 
special agreements in each case, or in the law under which it is open 
to a trader who considers that the requirements of the railway company 
on his application for private siding facilities are unreasonable, to
obtain a decision on the points at issue. either from the Railway or 
Canal Commission or an arbitrator appointed by the Board of Trade. 

(2) That the machinery for the settlement of disputes already recommended 
in paragraph 1 of this Report should be available also for the settle
ment of differences arising in connection with private sidings. 

7. PRIVATE OWNERS' WAGGONS REGULATIONS. 

This matter was in the first instance considered by Committee B, wh() 
reported that during their sittings a revised code of Private Owners' Waggons 
Regulations had been drawn up by the railway companies, and, after amendment, 
accepted by the representatives of the owners of private waggons. The Conference 
(''Oncurs in the opinion of the Committee that the code thus settled appears to be 
suitable. A copy of this code is printed below ;-

II 
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REG{;LATIONS FOR THE USE AND WORKING OF PlUVATE 
OWNERS' W AGGONS • 

............••...........•............. RAILWAy. 

Regu/atiml8 as to Prim/e OWtl6rS' W(lggml8. 

The .••................................. Railway Company hereby give notice that the working of Private 
Owners' Waggon. on the Company's Railways is subject to the foliowiDg Regulations :-

I.-The OWDers of all Dew, reconstrocted or converted vehicles intended to work opon the 
............................................... Railway most, before they are brooght into ose, communicn,. 
with ............................................. W.ggon Soperintend.nt, ........................................... 0 that 
he may have them inspected without unreaeonable delay, and, if boilt, reconsl,rocted or converted 
<as the case may be) in accordance with the Railway Clearing Hoose Standard Hpecification, register 
plates, as described in the Specification, .. hall be forthwith affixed to each. 

2.-The name and addre." of the Owner or LesRee, the Waggon-number. and the tare, shall h. 
painted couspicuouslyon both sides of the waggon ; the maximum load must .Iso be clearly iDdicalt.d 
nn both sides nf the WaggOD. ' 

WheD waggOD" are let OD hire the LeB.ee will, for the purpose of these Regulations, be regarded 
as the Owner. 

Provided that wheD the hire is for a term of not less than three months, th~ Dame and ad.lresa 
of the Lessee shall be painted or exhibited on a board or plate on both sides of the waggOD. and that 
when the hire is for less than three months, the name and address of the L"s.ee shall either b. 80 

painted, or exhibited on a card < other than the waggon label), on both sides of the waggon. 
3.-The Owners or Lessees, as the case may be, shall keep their waggons in good working 

conditioD, and have th~m properly lubricated and examined and put into good repair before b.ing 
tendered to the Company for transit. 

4.-The Company may remove the register plates from aDY waggon if ...... heels. axles. or Rny 
other materials of less dimensions or ~trength thaD those provided for by the Railway Clearing 
House Standard Specitication are afterwards substituted in cont,ravention of the conditions of the 
said Specitication. 

5.-If in transit any defect should be observed, which for the proper and safe working it is 
necessary to repair before the vehicles are allowed to proceed further, the Company may, with the 
CODsent of the Owners, make such repairs, and charge thein with all expeDses incurred in eifecting 
the same. 

6.-ln pursuance of the rules made by the Board of Trade under the pro-..isions of the Railway 
Employment (Prevention of Accidents) Act, 1900, when it is neceBSal'Y in the ordinary coune of 
bu.iDe.s that any label or direction as to destination or consignee shall be placed upon !lny railway 
waggoD, such label or direction most he placed on both sides of such waggon ; and no Private 
OWDer'. Waggon will be accepted for cODveyance on the Company's ~ailway. unloss so labelle,l 
or directed on both sides. 

All wag-gon Owners, representatives of waggon Companies and their repairers, when labelling 
defective waggODS at railway stations and depots shall clearly set forth on the labels the station or 
sidiDg from aDd to which the waggons are reqoired to travel, and hand in a proper Consignment Note 
or written forwarding instructions. 

7.-When waggons, for the purpose of repair, are required to be shouted into and ou(. of Railway 
CompaDies' sidiDgs '.:;' into and oot of premises in the occnpation of Private WaggOD Repairers a 
charge of tid. per waggon will be made for Buch services, e,.:cept where a higher charge is now made, 
in which case such higher charge shal! be the maximum charge under theso regulations. 

SidiDg rent will be chargeable to the Owner, or hi. agent, in reepect of staDding room for any 
waggon detained at a SlatiOD or siding for repairs at .. he rate of 6d. per waggon per day which will be 
<lalculated from the expiration of three days, exclusive of the date of the ad vice note, Hondays, and 
Bank Holidays, from the time the waggon is placed at the disposal of the Owner or Repairer, and to 
terminate when the waggon is labdled for despatch after repair. 

S.-Any authorised servant of the Company may detain any waggon which !Day appear to him 
untit to rnn ontil it has beeD 'put iDto proper repair and passed hyone of the Company's waggon 
examiners or inspectors. 

9.-The CompaDy will not be responsible for any damage to Private oWDers' Waggons I~ft 
uDprotected in aD imperfect state by the Owners. nor for any injory that may occur to waggon 
repairers, who will be required to execute an iDdemDit'l' before they ate allowed to work on the 
-Company's premises. . 

W.-Private Owner's Waggons running over the Railway Company's lines must not, apart from a 
reasoDable description of the cODtents of the waggon, be osed for advertising purposes, bnt the 
Railway CompaDy will not object to a description (to be approved by them) of a product of the 
.owner's manufacture being painted thereon. 

H.-Nothing /"On/ainea in these Rpgllirttions s"all prejudice or affect any legal liahility to ertd. 
~t"er of the (le/tt((/ Owners or Less,'es of ll"ag.'70"'" rmd the Railway Cumprmies. 

8. DETENTION OF TRUCKS IN TRANSIT. 

This question was referred to Committee B, who reported as the result of 
their consideration of this matter that traders desired that, in order to avoid 
~ispu!es, maximu~ periods for conveyance for various distances of traffic consigned 
l~. pflvate ownc~s wag~ons should be fixed, and that the amount payable by the 
raIlway compames as demurrage when such periods are exceeded should be pre-
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scribed. An attempt was recently m!!de to arrive at such a scale of payments by 
direct negotiations between the traders and railway companies, but no agreement 
was reaclied. 

The Conference considers that a further attempt should be made to arrive at a 
satisfactory conclusion of this matter, and the representatives of the railways have 
agreed to take the necessary steps for tbis purpose. 

9. WORKING AGREEMENTS, COMBWTIONS, AND AMALGAMATIONS OF RAILWAYS. 

The question of the conditions under which working agreements, combinations 
and amalgamations between railway companies might be effected was considered by 
Committee C. 

The report of this Committee, with which the Conference concurs, is appended. 
together with the memoranda and documents therein referred to. 

10. ACQUISITION AND HOLDING OF LAND. 

Under the existing law railway companies have had. and still have. to pay 
very large amounts in obtaining power to acquire land by Act of Parliament. in 
compensation to landowners wliose land is acquired. and by reason of the heavy 
expenses involved in a.rbitration proceedings under the present practice. The paid

. up capital of the railway companies of t.he United Kingdom amounts to about 
£56.000 per mile of open line. which is larO'ely in excess of the outlay in otner 
countries, and much of this excess is attributatle to the outlay incurred in obtaining 
statutory powers and in the acquisition of land. 

As a result of the discussions upon this matter. it was generally felt on the 
part of all the members of the Conference that simplification and cheapening of the 
procedure could not fail to be beneficial generally, although the representatives of 
the railways expressed the view that as the main lines of the great systems had now 
heen almost fully developed, and any simplified procedure would only apply to small 
extensions and developments, it could at this stage bring but comparatively small 
pecuniary benefit to existing companies. 

With regard to the procedure for obtaining compulsory pOVl"ers for the acquisi
tion of land, the amendments suggested· have taken the 'Iorm of giving a wider 
authority to the Board of Trade for granting certificates for compulsory powers, 
still leaving to Parliament cases where the magnitude of the scheme or special cir
cumstances make a Parliamentary inquiry advisable. 

With regard to the method of assessing compensation. the resolutions recommend 
the simplification of procedure under the Lands Clauses Act in respect of com
pulsory acquisition of land. with a view of securing a cheaper a.nd more efficient 
tribunal, and of giving Ifss scope to extortionate claims. . 

It may be added that the principles embodied in these resolutions are not wholly 
llovel. Certificates from the Board of Trade authorisinO' t.he construction of railwavs 
without the nel'essity of a special Act can be grant~ under the Railways Con
struction Facilities Act, 1864. with the collsent of the parties interested. and' powers 
for the compulsory purchase of land can he obtained without recourse to Parliament 
under the Light Railways Act. 1896. With regard to the machinery for assE'ssinO' 
compensation. provisions with the object of simplifying procedure and diminishing 
expen.se oJ? somE',,:hat si~ilar lines to those recommen~ed by the Conference are 
('ont:llned In the LIght RaIlways Act and the Small Holdm~s Act. 190i. and further 
reference may be made to the powers of the Board of Trade under section 15 of 
the Regulation of R~ilways Act. 1842. and the Railway Companies Powers Act. 
1864:. -

The conclusions arrived at on this subject. are as follows :-
1. As regards power to acquire land. the Conference was of opinion-

(a) That it is desirable that railwa,' companies should be enabled to 
a~'quire piecE'S of land adjoining their railwa): for w(~rks of exten-
51011 or Improvement (e.g .• those referred to III SectIOn 45 of the 
Railwavs Cl:luses Consolidation Act, 1845. and Section 38 of tbe 
Raihmys Clauses Consolidation (Scotland) Act, 1845), or strips of 
land for widening, by obtaining a certificate from the Board of 
Trade instead of having recourse to Parliament. 

(b) That the same procedure should also be applicable where the work 
involves the diversion or crossing of a road or river. 

B :! 
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(c) That the Board of Tra~e ~h<?uld have the pow~r t~ subm.it the apJ;l1i. 
cation to Parliament If m any case they thm~ It ?eslrable owmg 
to the magnitude of the scheme or the special Circumstances of 
the case. 

(d) That in case of land purchase the procedure should be the same 8S 

in the case of compufsory powers under an Act of Parliament; and 
in the case of a diversion or crossing of a road or rivt'r, the Board 
of Trade certificate should prescribe the conditions, if any, under 
which the diversion or crossing is to be allowed. 

(e) That the Board of Trade in granting certificates giving such com· 
pulsory powers to railway- companies shall be entitled to impose 
all such obligati<?ns as might in similar circt~mstances ha~e ~en 
imposed by Parhament, e.g., under the Housmg of the V.orkmg 
Classes Acts. 

(I> Th~t, ~ubject to ad~uate s!l'feg1!ards of advertisement, hearing of 
obJectIOns, and holdmg of lDqUlry where necessary. and the power 
in special circumstances to require the matter to be referred to 
Parliament, the Board of Trade might be empowered to grant a 
certificate extending (for a limited period) the time within which 
powers of compulsory purchase have to be exercised and works 
have to be completed under the powers of an Act of Parliament. 

2. As regards the mode of acquisition of land by railway companies, 
the Conference was of opinion that the following provisions should apply In 
lieu of the corresponding provisions of the Clauses Acts :~ 

(a) The tribunal to be either a single arbitrator appointed in case of 
difference by the Board of Trade, or a permanent tribunal con· 
stituted to deal with all caoses of this kind. 

(b) Expert evidence called by the parties to be strictly limited, but 
the tribunal to call in such experts as it may think necessar.v. 
Costs and fees to be on a fixed scale, the trihunal having power 
to disallow unnecessary costs. 

(c) The claimants to be required to send in full particulars of claim, 
and the railway company- to make an offer. No compensation to 
be given in respect of mterests created or improvements made 
after notice of the Bill for the Special Act in cases where they 
were made or created with a view to increasing compensation. 

(d) The pr}nciple of betterment to be recognised in assessing com· 
pensatlOn. 

(e) The tribunal in determining the price to be paid for land taken 
under compulsory powers, as distinguished from compensation for 
injurious affection, to be directed to award an amount represent· 
ing its fair market value in a sale by private treaty at the date 
of the notice to treat, excluding any enhanced value expected to 
result fro~ the cons~ruction of the proposed railway or work, 
and excludmg the raliway company as a possihle purchaser. No 
increase to be made in the price upon the ground that the owner 
purported to be an unwilling seller. 

(f) The question of accommodation works to be left to the tribunal 
which .is t~ assess the compensation; that tribunal to award com. 
pensatlOn Instead of accommodation works in cases where it is 
satisfied that the cost of accommodation works required would 
exct'ed the amount of compt'nsation that would properly be 
awarded. 

(g) The requirement that the owner of a house or other building or 
manufact?ry shall not be obliged to sell a part only thereof not 
!o apply. In cases where the tribunal shall find that the property 
lD questIOn can be severed without material detriment. 

(h) In the event ~f any amendment of the Lands Clauses Acts generally, 
the rate of mterest payable under Section 85 of the Act of 1845 
(Section 8.4 of the Scottish Act), on the compensation ultimately 
awarded lD cases where possession is obtained before the com
pletion of the purchase, to be reduced from five to four per cent. 
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3. As regards the holding of and dealing with land, the ·Conference 
was of opinion-

That it is desirable that railway companies should have the same powers 
as are enjoyed hy private landowners in regard to the holding of 
or dealing with land which they may hereafter acquire for the 
purpose of their undertakings, but that any extension of existing 
powers in relation to land already acquired should only be per
mitted subject to ,an opportunity bein~ given to the adjoining 
owners to be heard in objection hefore the Board of Trade. 

11. MINING PROVISIONS OF THE RAILWAYS CLAUSES CONSOLIDATION ACT, 1845. 

A Sub-Committee was appointed to consider the mining clauses of the Railways 
Clauses C:onsolidation Act, 1845, and was unable within the time at its disposal 
to make any definite recommendation to the Couference. The Conference recommends 
that a further attempt should be made to determine how far, if at all, these pro
visions require alteration, and that the Board of Trade should appoint a Committee 
for this purpose. 

12. RAILWAY ADVISORY COMMITTEE. 

In addition to making the above-mentioned recommendations the Conference 
decided that it was desirable that an Advisory Committee on railway matters should 
be constituted, which the Board of Trade might consult on such matters as they 
might think fit to refer to it. 

E. W. ROWNTREE, 
Secretary, 

May, 1909. 

F. FORBES ADAM. 
G. R. ASKWITH. 
A. BEASLEY. 
WILLIAM BURTON. 
A. KAYE BUTTERWORTH. 
THOS. RATCLIFFE ELLIS. 
SAM FAY. 
W. GUY GRANET. 
JAMES C. INGLIS. 
FRED HUTH JACKSON. 
W. F. JACKSON. 
OLIVER D. JOHNSON. 
W. THOMAS LEWIS. 
WM. H. MITCHELL. 
ALFRED MOND. 
ERNEST MOON. 
CHAS. J. OWENS. 
ALEX. SIEMENS. 
H. LLEWELLYN SMITH. 
J. A. SPENDER. 

Whilst signing the Report I desire to record my dissent from the conclusion 
of the Conference to the effect that where a reduction of a rate is hereafter made, 
the restoration of such rate within two years after the reduction to the figure from 
which it was reduced or to any less amount shall not be deemed an. increase within 
the meaning of tbe Railway and Canal Traffic Act, 1894. 

ALFRED MOND. 

Whilst signing the Report we desire to record our dissent from the conclusion 
of the Conference with regard to the acquisition of land, numbered 2 (8). We 
consider that the principle laid down in Section 6 of the Railways Clauses Con
solidation Act, 1845, should be followed. 

THOS. RATCLIFFE ELLIS. 
W. THOMAS LEWIS. 
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APPENDIX I. 

Report of Committee C. 
To THE RIGHT HON. WINSTON S. CHURCHILL, M.P., AND THE MEMBERS 

OF THE RAILWAY CONFERENCE. 

Committee C of the Railway Conference appointed to consider and 
report on certain questions relating to railway traffic and control have 
agreed upon the following Report :- . 

The Committee were appointed in March, 1908, to conSIder and report 
upon the following questions :- . . 

(a) The conditions and procedure for workmg agreements, combma
tions, and amalgamations of railways, and the advantages to be 
secured thereby. 

(0) Import ana export rates. 
(c) Whether anv amendment is desirable in regard to the existing 

constitutIon and general powers of the Railway and Canal 
Commission. 

(d) Whether any extension of facilities for the mutual discussion and 
adjustment 0f difficulties between traders and railway com
panies is desirable. 

Question (d) was withdrawn from the consideration of the Committee 
by a decision of the Conference! whic? resolved to d~al with this m~tter 
itself, and in consequence of thIS deCISIon the CommIttee felt that, mas
much as the Railway and Canal Commission is mainly concerned with 
disputes between railway companies and traders, it was only necessary for 
them to consider Question (c) in so far as the jurisdiction of the Com
mission presented itself as a matter for consideration in connection with 
the discussion of Question (a). 

This last-mentioned subject, viz. :-" the conditions and procedure for 
"working agreements, combinations and amalgamations of railways and 
"the advantages to be secured thereby" is the princil?al question included 
in the terms of reference, and the Committee have discussed it, in one or 
other of its aspects, at each of their six meetings. Under this head the 
Committee have directed their attention (1) to the consideration of the 
advantages or. disadvantages which result from combinations and amalga
mations between Railway Companies, and (2) to the question whether any 
fnrther regulation is desirable in reference to agreements or arrangements 
directed to these ends. 

With regard to the first point, the Committee had the advantage of 
considering separate Memoranda submitted by. the railway memhers, in 
which were explained the financial advantages to the railway companies 
themselves which would follow from unified management and the elimina
tion of inter-railway competition. The~e Memoranda also discussed the 
possible disadvantages to which railway companies might he subjected by 
a.lliances between other railway companies to which they themselves were 
not p.arti~s. The general advantages to the public arising out of railway 
combmatIOns, ilS well as the question of the extent to which traders and 
pas.sengers might be prej udicially affected by the withdrawa.l of facilities 
whICh served only a competitive purpose, were also discussed in these 
Memorand~; and other Memoranda submitted bv the traders' representa
tives dealt more particularly with this aspect or" the question. All these 
Memor3;nda are appended (see Appendix II.). 

. W~th regard to the second point, the Committee had under their con
SIderatIOn both agreements and arrangements which can be made without 
the sanction of any outside authority, and those which require the sanction 
or approval of Parliament or the Railwav and Canal Commission. As to 
the latter, the attention of the Committ"ee was speciallv directed to the 
working agreements which, being authorised by Special Acts, incorporating 
Part III. of the Railways Clauses Act, 1863, have to receive the approval of 
the Railway and Canal Commission. In regard to these, the suggestion 
was made and approved that when. under any Special Act incorporating 
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Part III. of the Railways Clauses Act. 1863. two or more companies are 
autborised to make a working agreement. subject to tbe approval of tbe 
Railway and Canal Commission. tbe Commission sball bave power to make 
it part of tbe order approving sucb agreement that protective conditions 
sbould be inserted. witb a right to enforce tbe order to any person affected 
by it. 

Further than this the Committee have not carried tbeir investigations. 
as in their opinion various circumstances have combined to make it desir
able to conclude their present si1lti!ngs and refer the further investigation 
of the important questions submitted to them to the Conference. 

We should add that we have initiated certain investigations into Con
tinental railway conditions which may. we think, prove of use in variolls 
ways in connection with the work of the Conference. Mr. Nicholas C. 
Rcyntiens, barrister-at-Iaw, and Mr. C. H. Pearson, of the Great Central 
Railway Company, were appointed by the Committee to carry out tbese 
investigations on tbe lines of certain instructions given by the Committee, 
a copy of wbich is app'ended (see Appendix II!.). We have received their 
report on German raIlway conditions, and append it (see Appendix IV.). 
The investigators have completed their inquiries in Austria-Hungary, but 
have not yet submitted their report. . 

It was originally intended that. in addition to investigations in Ger
maj1Y and Austria-Hungary, the railway conditions in France, Northern 
Italy, Holland, and Belgium should be examined, and we suggest that the 
Conference should continue these investigations on the lines originally 
plannen by us. 

The Committee have been aided in their consideration of the question 
of the regulation and control of agreements between railway companies by 
a Memorandum giving a historical survey of the attitude of the State 
towards Railway Agreements prepared at their su~gestion by the Board 
of Trade and by two Memoranda prepared respectively by the Board of 
Trade and by Mr. W. Temple Franks, the Secretary of the Railway Com
panies' .Association, explaining the existing legal powers of railway com
panies to enter into agreements. These Memoranda will be found 
appended to our Report (see Appendices V., VI., and VII.). 

A. R. THOMSON. 
Secretary. 

December. 1908. 

F. FORBES ADAM. 
G. H. ASK WITH. 
A. BEASLEY. 
BRASSEY. 
A. KAYE BUTTERWORTH. 
SAM FAY. 
CHARLES FENWICK. 
W. TEMPLE FRANKS. 
W. GUY GRANET. 
ARTHUR HENDERSON. 
FRANCIS J. S. HOPWOOD. 
JNO. W. HUGHES. 
JAMES C. INGLIS. 
FRED HUTH JACKSON. 
W. F. JACKSON. 
W. THOMAS LEWIS. 
ALFRED MOND. 
ERNEST MOON. 
CH. J. OWENS. 
W. PLENDER. 
ALEX. SIEMENS. 
H. LLEWELLYN SMITH. 
J. A. SPENDER. 
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APPENDIX II. 

Memoranda on Railway Agreements and Amalgamations. 

(By RAILWAY AND TRADf:ns' REPI'ES.:NTATIYES os COMMITTEE C.)" 

NO.1. 

AMALGAMATIONS OF RAILWAYI'. 

By lIh. SAM FAY. 

The history of British railways may be said to be a history of amalga
mations. In its earliest pages we find that may:be reasons of economy, or it 
may be pressure of competition, or a temptin~ offer from more powerful 
organisations have 'brought about combinatIOns, a process which has 
continued to a greater or less extent during the whole period of the 
existence of railways. 

From the inception of Railway Companies, Parliament has evinced 
the greatest interest in the question of amalgamation, and has required 
Select Committees deliberating upon railway matters to include in their 
purview the desirability, or otherwise, of giving facilities for these combina
tions. The reports made -by such Committees are valuable and instructive, 
and a reference to them will be of advantage. 

In 1846, when there were 37 Amalgamation Bills before the House, a 
Select Committee of the Commons reported:-

.. Your Committee are by no means disposed to regard with undue jealonsy the 
principle of amalgamation. The benefits arising from it, if condncted within proper' 
limit. and nnder judicious regulations, are indisputable. It enable. compani •• to 
condllct their operations with less expense to themselves, and consequently witil 
diminished charges to the public; it conduces to better arrangements and mol'" 
efficient control, and thereby to greater speed, and at the same time to increa"'<1 
Bafety to life and to property. It enahles companies conjointly to provide that 
increase of accommodation for the pnblic at their terminal stations, and in their 
general establishment., which many of them could not separately afford . 

. , It also enables small companies, whose lines are worked at great expenH~, to· 
obtain t.he benAfits of cheapness and general arrangement which are enjoyed by JineR 
of greater extent. The above are advantages of no small importance, especial\~' in 
the more populous districts of the country, where the junction of numerOllS Jille •• 
under difft'rellt management, tends to expense, obstruction, and confusion, and 
danger to life and property. 

" On the other hand, it is equally manifest that if carried beyoud certain limit". 
aud especially if not snbjected to proper regulation and control, amalgamation m"st 
necessarily hayc a directly opposite teudenc~· in each and every respect. It millht 
greatly diminish the inducements to a low rate of fares, or to the adoption of n('w 
improvements: it might tend to a laxity of discipline and decreased attention to 
pnblic accommodation: and in various other ways injuriously affect the puhlic 
interests. Indeed, past experieuce affords sufficieut and convincing proof tbat 
while, in some instances, amalgamation of railways has been followed by diminishe(l 
rates of carriage and increased accommodation, in other~ tht" result has bpen directly 
the reverse." 

In evidence before this Committee, Mr. S. Laing, of the Railway 
Department, Board of Trade, said:-

.. 'I'he tendency to amalgamation is sure to go on till all the railways of the 
conntry are in the hands of a few large Corporations; and the checks npon it will 
be. I snppose, the fear of competition in extreme cases, the pressure of public 
opinion. and probably the supervision of Borne Board constituted for the POl·PO""." 

Again in 1852 a Select Committee, including Mr. Gladstone, 'Mr. John 
Bright and Mr. Labouchere, was appointed, consequent, it is said, upon 

• The first eight of these Memoranda are by Railway representatives. 
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the alarm created by the number and ma"onitude of the amalgamation 
schemes proposed. That Olmmittee recommended :-

"With. Ti .. ,... th..more, of ~ to th" rail ...... ,. companies and to th" public, 
as Dr as may be poleible. all the adnn~ of .m.l~motion. and yet of rI!IainiDg in 
th .. bauds of ParliameDt all the po"''''' which it may be n..."......,. to employ in 
future for better _ng from time to time the application of rail""y facilities to 
th" ~ good of th" community. YoW' Commin .... 1II"OU!d adTi,., that working 
arrango.m .... 15, for a time '0 be limi • ...!. ""n6rming intimal" ..,lations between 
di1ferenl compani .... on .h" subjeec of the reguJarion of their traffic and th" division 
of the ~ ma,. with proprietJWle IIiUlctiuned." 

Before this C4Jmmittee 'llr. James Allport, General Manager of the ETid .. nee 
Manche,,--ter, Sheffield and LiDroln5hire Railway, afterwards Mana"aer of ~f Yr. 
t~e Midland, ad"ocated the amalgamation of rail .... ays into groups; five or ~ 
S1X great systems. be stated. would be very beneficial both to the country 
and the companies.. 

Following on Select wmmittee reports of ISSS and IE63, the Railway 
{A)mpanies' Powers Act was pas-..o:ed. This Act enables rail .... ay companies 
to enter into agreements in the following matters :-

"The main ........ "" and m.anagemeDI 6f the rail"",y" of th .. compmies """""""' 
mE-ly. or of auy ODe or more or tbE'm, or of any pan tht"reoof ~l"(.Jy. The use 
and ........ Iring of lh .. rail ...... ys or rail...,.y. or any pan th""""f. and th~ rouwyance of 
traffic Ih .. reon. The firing. roll_in~. and apponionm"Dt of .he ".lis, r.u .... cbarges, 
ftffipts and ft'~e-Does leviN. takE-D or artitiDg in l'e:t-pE"Ct of uaffic. The joint OWDf'f'-

ahip~ maiDtenan~ .. JDaIJagemen.,. and n!e' of a :5Ulion or other work. or the- ilEpanle 
ollrnership. maintenaolC'e' ... ma~meIlI., and JlSIf' of several part5 of :a station or other 
wort. Public DoUCE' of the in."Ddoo _ments is 10 k ginn. the Boanl of Trade 
haTing power to enquire inlO the mrriu of objterifJ1lB; bot in caBP any r.aihny or 
eanal rom Fan,. Ob~8 10 the pro~ _m~nt. and d..nr.s to be heard by 
ronn ... l. the Boud of Trade is DOC 10 pr~ wi.h the a,,'''..,..,ment. but 10 I""..., the 
panie& 10 apply to Pariiam"nL" 

Rail""y 
C<>m
panies
POVif!r.l 

Act..l~ 

In 1565 and 1566 a Ronl Commission sat to bear evidence and report ~yal 
upon rail .... ays generally. Referring to previous enquiries and legislative .w:-on. 
enactments. they stated :- 1"';;; and 

" What.....,r ma,. bave beeu th .. OOD~OWl of lhe roorse of I~tion .... hich 1~. 
baa th .... be<>n pW'SUoo. it eannot be doubtoo that it has 100 10 a nry rapid dpnlQp-
menl of the rail ..... ,. oyo; ...... and ro"'""'lnentl,. of the national ...... urees. probably far 
more rapid than rould have taken pbce under any orner couditions, and ba.;; indu<'ed 
improTements in the OODSIrIIC'tion and work::i:ng of the railwaY:iJ which.. witbout lhe 
Bpirit of emulation .. ngenden.>d by it. mWll ba .... tak..u y<'3N to attain. Tho;;, .... hilst. 
in Fnonee there is I .... than It mil ... of rail"",,.. in England and iiro.land there "'" 
2~ mil .. of rail"",y. 10 5,(100 inbabican .... " 

They called attention to an extract from the report of a French 
Government Commission. Said this report :-

"One understands the romplet" liberty of action left to the En!!Ii;;h companies 
by th"ir 5p<!cial A ..... in that country of fn.>e romp"tilion. .... h.re .he aDtagoniEDl 
behlr~D pri1"'&le iDl~ CODstant.i.y in p:resence of each o;.her. has I(~ng been 
~i"" as an _ntw rondition for duly protecting the put-lic in .. ,......... By 
Tinue of lhis IIOyst("tD., whic:.h has been applif.'d without ~rTe to railway C'On~ons, 
Tery active rompec.iti".1D exists belTeE'D the ~li5h rail,,"ay companies, \SO much 80 
thal as ISOOD u tbe apathy or wanl of inteH~ClI!' of OOtl!' coml«DY a1l0'\l'"8 the sen-ice 
of its line to deteriorate", • n.e-w enterprise fTriD~ up. and by offering grea.t.:-r 
faciliti ... 10 Ih.. public appeals 10 th .. trade of Ihe ... unn:. and f"""", the first 
company to bring up irs w4)r .. -ing up 10 the- IE'Te-l of put.tie requiremeuts- In France., 
the a.nee. aim"", complete np to Ihe J>re!"'DI time. of all com""titiou am"W!St 
railways d~ lhal ..unable equilibrium ..-hich ~ the safeguard of the British 
ind.....,.." 

Report 6f 
French 
GoT"Am_ 
m .. ntCom
m.i..siD.on. 

In comparing Continental methods with the English, the Commission Com-
observed :- paril!on of 

"Th n . ._. • nal . hi h th ~ English e ,.000UDflh&1 syscem )8 a t=>ater sy.e:i(!"1n, 10." (" e tiOn~rnm,,=,nt over- with C.on-
loob and ronlloia all Ihe ..,. .. of lh" romfGni..... The .A.meriOUl .y .... m ~ one of linental 
romplde ~om~ S'e-ither system i8 e:ncIJy suited to oor requirEom~DI' or our methods. 
cbaneter. Bu. the Engli;;h .,..."m i8 like Ibe .A.merican, in .., far as il i;; lA.-..d on 
principlea of fn.>edom. and h .. ..,lioo on competition for keeping the rat .... 10 .... 
This .,. • .,m has 1a'1;!t'ly...m..oo the rapid dewlopm<>nl of our mineral ..-ealt.h, and 
bas @'iYeD liB • grt'8k'"r proponi<,u of nihray (X'mDlunicalion than is pas :sscd by 
CObunlPDlai Ibllftl; it bas fOl'llle'd the main inducement 10 eeonomy in .. orting the 
tnl1ie, and we eannOl -..mmond an,. ...... ersa\ of thai policy by ....unUating oW' 
ayecem to Ihal of the Conti.nenL" 

_ C 
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Referring to working and traffic agreements, they stated :-
.. We are of opinion that a sound principle to act on in the matler of working 

and traffic agreements between railway companies is to allow any companies to 
enter into them witboul.reference to any tribunal, upon the sole condition that the 
particulars should be made public in the locality, aud that they should be 
terminable by either party at the expiration of limited periods. If any such 
agreement contained anything contrary to the rights of the public, the Court of 
Common Pleas should have a power of setting it aside at the instance of the 
Board of Trade." 

As to amalgamation, they considered :-
.. That as a question of public policy a permanent amalgamation of the under_ 

takings of railway companies should not take place without affording to Parliament 
the opportunity which it now possesses of determining the conditions uuder which 
such amalgamation should be permitted." 

Sir Rowland Hill, who was a member of the Commission, submitted 
a minority report. Having experience of the inauguration of the Penny 
Post, he probably approached the subject from a different standpoint to 
that of his colleagues. He was evidently impressed by the comparatively 
poor financial results of railway enterprise, and remarks :-. 

.. Neither can it be said thai railway proprietors have been consoled, under 
their grievous disapPointment, by public gratitude, their services being little 
commended wbile their failures are "isited with severe animadversion and made 
ground of a heavy penalty. It should not be forgotten that the very permission to 
construct a railway is bought at a high price, parliamentary expenses being heavy, 
the demand for land and buildings often exorbitant, agricultural land, in 
Mr. Bidder's opinion, being paid for on the average at four times its agricultural 
value; that again while in common with the owners of other public vehicles, 
rail way companies are taxed by the state, their liues, unlike the old roads, are 
heavily rated by every parish they traverse; so that in some rural districts a r~ilway 
company, thoul{h perhaps on the one hand relieving the parish of much pauperism 
by giving profitable employment to the peasantry, and on the other hand lightening 
the presBure of the rates by increasing the value of the property on which they are 
levied, is yet made to defray, in a direct form, half the parochial expenditure. 

" In fine, rail way companies have been made to feel, in the severest manner, 
that the justice which society observes towards individuals is seldom maintained 
towards a corporation, a loss distributed amongst many being too often regarded as, 
in effect, no loss at all." 

He was especially concerned at the price paid for land. 
"It is notorious," he said, .. that under the present system exorbitant prices 

often have to be paid through fear either of Parltamentary opposi tion or of partial 
awards of juries. This will better appear when it is stated that in the purchase of 
land for railway purposes, the amount actually paid is, as already stated, often 
several times the antecedent value. By the enactment of·a general law, the former 
fear would be removed, and as regards the latter, it would be for the Legislature to 
consider whether, in respect of lines constrncted by autbority of Government 
solely for the general welfare, it would not be jnst, while carefnlly respecting all 
legal rights, to consider, in the assessment of com pen sation, what set-off against the 
value of the land required should bl' allowed for increased value given by the line 
to the rest of the estate. The fairness of this principle has be&n, in some measure, 
tacitly admitted by the fact that, in several recent cases, lines have been constructed 
at the instance, and to a large extent at the risk, of the landowners interested." 

Summarising.his conclusion, he stated :-
.. That while railways have notoriously conferred euormous benefits on the 

public, at the same time greatly enhancing the value of the land and other fixed 
propcrty, the general result to thoBe whose capital and energy have produced this 
beneflcial change has been unsatisfactory and too often disa.trous. Further, that 
with every allowance -for had management in the companies themselves, much of 
this loss must be attributed to erroneous legislation." 

As a remedy for such poor results, for railway companies' difficulties 
in land purchases, and otherwise, and to .be rid of prevalent public com
plaints, ne recommended the leasing of the whole of the railways in 
convenient geographical groups, the State first purchasing the lines. 

In 1872 the subject was once again referred to a Committee of the 
Lords and Commons. After detailing the result of previous Committees 
and commissions, it is recorded:-

"That in spite of the recommendations of these authorities, combination aud 
amalgamation have proceeded at the instance of the companies withont check, and 
almost without regulation. United systems now exist, constituting by their 
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magnitude and by their exclusive possession of whole districts, monopolies to 
which the ~arlier authorities would have been most strongly opposed. Nor is there 
any reason to suppose that the progress of combination has ceased, or that it will 
cease until Great Britain is divided between a small nnmber of great compani ..... 

They said further-
.. It can scareely be doubted with our present experience that amalgamations of 

lOme kind are hoth inevitable and expedient; although it may perhaps be doubted 
whether if Ihe matter were rB8 -integra, the better form of amalgamation is that 
which unites railways forming one continuon. line of communication from centres 
at one end of the country to centres at the other; or that which unite. the railways 
of a particular district, leaving the through traffic by the long routes to be managed 
by arrangement hetween the different companies. But we have to deal with a state 
of things in which great amalgamation. have been effected, founded some on one 
principle and some on auother, or partly on one and partly on another. The. 
London and North Western forms a through route from London to Scotland, Wales, 
and Ireland, and at the esme time they occupy a tract in the Midland coulltiee, and 
are now seeking to make Lancashire their own dietric!. The Midland, be.ides 
occupying much of the centre of England, .tretches one long leg to London and the 
other to Bristol, whilst one arm reaches to Carlisle and another to Liverpool and 
Manchester. On the other hand the Eastern Counties pos.e .... a district to itself; 
and the North Eastern occupies the wealthy district from the Tyne to the Humber . 

.. Under such a .tate of things the attempt to make a new railway map, to 
which existing and future railways should he compelled to conform their territories, 
is oue that the Committee feel it impossible either themselves to engage in or to 
advise Parliament through any 6ther instrumentality to undertake." 

As a bearing upon the advantages of amalgamation, the North Eastern 
is cited in the following terms :-

.. The case of the North Eastern is a striking ilIu.tration. That railway or 
sy.tem of railways i. composed of 37 lines, .everal of which formerly competed 
with each other. Before tbeir amalgamation. they had, generally speaking, high 
rates and fares, and low dividends. The system is now the most complete 
monopoly in the United Kingdom; from the Tyne to the Humber, with one local 
exception, it has the country to itself, and it has the lowest fars" and the highest 
dividend of any large English railway_ It ha. had little or no litigation with other 
Companies. Whilst complaints have been heard from Lancashire and Yorkshire, 
where th~re are so·called competing lines, no witness has sppeared to complain of 
the North Eastern, and the general feeliug in the district it serves appears favourable 
to it. management . 

• , It is, however, to be observed that there is a pecnliar feature in this case, 
which probably has some effect in prodncing this liberal management and general 
satisfaction, viz., that the local public and traders of the district are largely 
represented both on the direction and at the meetinga of the Shareholde."S." 

North 
Eastern 
Railway • 

In giving evidence at this time, Sir Edward Watkin, Chairman of the Evidence 
M. S. & L. and South Eastern Companies, Mr. Price, Chairman, and of Sir 
Mr. Allport, General Manager, of the Midland Company, advocated the ~~=. 
.. districting " of the railways, i.e., the handing over of a certain area 1:<> Mr. Price 
each large Company. To provide for proper and necessary intercom- and Mr. ' 
munication ,between all parts of the country they recommended the granting Allport. 
of very full facilities, including running powers to each Company over 
the lines of the others. 

In all these enquiries, competition and the benefit to traders and the 
plllblic generally by its preservation was the main burden of evidence and 
subsequent speculation by Committees. The trading public would appear 
to have been under the impression that railways could cut rates and live, 
but it was in each case recognised :by Committees that although competition 
had in the initial stages of railway enterprise tended to reduce rates and 
fares, yet the time came, and quickly, when Companies could not afford 1:<> 
cut rates, and they, perforce, agreed to equal charges between competitive 
points, irrespective of inequality in length of route. 

The 1872 Committee declared-
.. There has on different occaeions been effectual competition between Railway 

Companies in the matter of charges, and it is probable that the charges now made 
still b ..... the traces or that competition. But it may be taken as 8 general role that 
there is now no active competition between different railway. in the matter of rates 
and fares. tt 
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The Committees noted that the sea offered the mest fermidable com
petition with railways, and exercised the greatest influence upon rates_ 
The comment 'Of the Cemmittee last named is notewerthy. They 5ay-

.. There can be no doubt that effective competition does exist between places 
between which there is transit by sea. The sea is the greatest of free-traders. It is 
a highway which cannot be closed or restricted, and which admits any number of 
competing carriers. Ships are readily built, profits npon them are rapidly made, 
and constant improvements in bnild and economy in working encourage Incessant 
building; and readily as they are built they are still more. easily transferred from 
one trade or voyage to another. Where there is a demand for sea carriage the 
supply is sure to follow. Coneequently, when railways compete with ships, fares 
and rates are generally exceptionally low." 

Apart frem Agreements between cempanies as to fares and rates which 
these enquiries revealed, a variety 'Of understandings, poolings, and 'Other 
arrangements fer division and inter werking 'Of traffic between competing as 
well as allied companies, were noted. 

Reference was made in evidence as early as the 1853 Enquiry to an 
A ward made thy Mr. Gladstone as Arbitrator between the Londen and 
Nerth Western and Great Northern Companies. By this practically terri
torial award all traffic between Londen, Yerk, Leeds and 'Other nerthern 
towns was divided in fixed proportions. 

These arrangements were recognised in each enquiry as mere 'Or less 
inevita:ble, but stress was laid upon the fact that altheugh competitien in 
the sum of rates and fares did net exist, competitien in facilities was keen. 

Since 1872 many railways have been constructed, and many mere 
amalgamations have taken place, until we find 'Ourselves, if net" districted," 
at any rate very much II;pprcaching the positio.q advocated by several 
experienced witnesses of the past, i.e., the country parcelled out between 
large Companies. 

We have the privilege at this date of seeing the full result 'Of such 
amalgamations, and with that experience no 'One could possibly advocate or 
claim that their f'Ormati'On was inexpedient 'Or has pr'Oved disastrous. 

Take the Great Western Railway Company as one case amongst others. 
It would not be possible for the admirable service of trains-passenger and 
goods-run by that C<Jmpany between the various centres of the great 
system they centrel, to exist under the former disjeinted administratien 
'Of seme hundred and one Companies, to say nothing of the scale 'Of fares 
and rates and general. excellence of the equIpment. 

The Great Eastern, toe, 'Offers an'Other type 'Of advantage to the ,public. 
Having a large agricultural area entirely in their hands, they have fostered 
it net 'Only by facilities in the way of rates and services, 'but ·by advice as 
to markets and packing, and thus have practically created a traffic. 

Since 1872 the 'positi'On has changed also in tW'O 'Other important 
directions :- . 

1. The 1888 Rates and Charges Act has become operative. 
2. The Companies themselves have, 'Of their own m'Otion, established 

through facilities, threugh passenger and goods trains, East, West, Nerth 
and South, through fares and rates applicable generally by all routes net 
unduly circuitous. Through trains run n'Ot 'Only to and from the Metropolis 
and distant parts 'Of the country, but between Newcastle and South Wales, 
from Manchester to Dover, between Y'Ork, Oxf'Ord, Southampton and 
Bournem'Outh, from Liverpool and Manchester through Lincoln to Nerwich 
and Yarmouth, fr'Om the North-Eastern district to Bristol, Exeter, 
Plym'Outh and Kingswear. Companies with 'Out the advantage of lines to 
Scetland, Ireland, the N'Orth-Eastern district, or Lancashire and Cumber
land, canvass f'Or traffic at equal rates f'Or the Southern, Eastern and 
Western Counties, as well as London, e.g., the Great Nerthern, Great 
Eastern and Great Central compete with Companies having direct lines 
to Scotland 'Or .boats to Ireland, and thus 'Our Islands are very largely 'Open 
to the influence 'Of facilities offered by each of the large Companies in 
competitien one with another. 
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The object sought to lbe attained by Sir Edward Watkin, Mr. Price, 
and Mr. Allport, when they recommended indiscriminate running powers, 
has therefore been achieved and placed on a much more satisfactory footing 
by mutual understanding between Companies. 

I submit that amalgamation, or working agreements equivalent thereto, 
may with advantage go further, and for the following reasons :-

There are Companies whose geographical position and circumstances 
are such as to determine the desirability of amalgamation in the ·puhlic 
interest, apart altogether from financial advantage to the Companies 
concerned. 

Where such Companies are competing for a large volume of business, 
as they generally' are, by circuitous routes, and hauling traffic, it may 'be, 
fifty or sixty mIles farther by one route than by the other, it constitutes 
something little short of national waste, provided always that the shorter 
route is able to deal with the traffic on line and at terminal stations. 

Passenger train services which could be far lbetter arranged to meet 
the public needs are duplicated, and cross-country and branch line trains 
connect with one main service only, and tbat often the worse of two routes. 

Where running powers are exercised under such circumstances they Running 
are to the detriment of the general train accommodation of the district, powers, &0. 
often adding to the troubles of an already congested main line, and are 
duplicates which would be easily avoided under one management. 

In the collection and delivery of merchandise and parcels, the streets 
are burdened by unnecessary vehicles due to the employment of two where 
one would well suffice. 

The availability for traffic generally of receiving and delivery depOts of 
each of such coml?anies would secure to the public additional and often 
much needed facilIties for shorter and more expeditious, and, consequently, 
less costly cartage. 

The interchangellJbility of tickets by such competing routes should not 
fail to be of great advantage to the travelling public. 

Then there is the financial advantage gained by the fusion of routes, 
·providing thereby alternative ways for the conveyance of traffic ·between 
principal centres. The congestion of one route which, in its singleness, 
could only be met by capital outlay, can ,be relieved by the alternative route 
being in the hands of the one controlling agent who can use the means of 
oommunication at his disposal to the best advantage, and get full economic 
results from the original capital outlay on the line. 

The expenditure of new capital upon a congested route really amounts 
to waste wlien an alternative route, albeit in the hands of a rival Company, 
sufficiently clear to deal with the traffic, is available. 

The expense of a second executive would also be saved. 
Another important result to be achieved by such amalgamations is Broaden

the broadening of the area of revenue fluctuation. Where a Company to- ing the 
day relies mainly upon one industry, or one source of traffic, be it coal or area of 
be it cotton, miscellaneous manufactures of iron and steel, or agriculture, ~u::~e 
or passenger business of a suburban character, or fleasure traffic to the ation. 
seaside, and that ·particular revenue is. by reason 0 depression, seriously 
reduced or fluctuates as between summer and winter, the effects are 
damaging to the community in more ways than one. 

Firstly, practice-indeed. necessity-compels such a Company to Labour. 
employ a not inconsiderable number of casual hands. at once the worst form 
of labour for the employer, and the most demoralising to labour itself. 

In the instance of winter goods traffic being heavier than in summer, 
labour is displaced. and Ilrades and pay reduced, unless increased passenger 
business is sufficient to absorb the surplus. 

Serious fluctuation again interferes with the home trade. It is not 
generally recognised how much home industries depend upon railway 
purchases. The annual value of material and stores of all descriptions 
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bought by British Railways on revenue account may be put down roughly 
at £26,000,000 sterling, or equal to the value of nearly three months' total 
exports from the United Kingdom to British Possessions. When de
pression of a particular traffic upon which a Company mainly depends sets 
m, purchases must be kept within the narrowest possible figures, to the 
detriment of many trades, and that often at the very time when they are 
most in need of orders for work. 

Companies with a well-balanced miscellaneous traffic area can to a 
great extent ignore depression in one or more directions provided others 
are going well, and it is therefore desirable on all grounds that such an area 
should be within the borders of each Company's operations, so as to reduce, 
as far as possible a liability to violent revenue fluctuation. 

One effect of past amalgamations has been a financial strengthening of 
the combined Companies. This has proved advantageous not more so to 
the railways concerned than to the p.ublic. 

A financially weak railway is unable, by reason of its inherent weak
ness, to render a service in the district it covers equal to that of a good 
paying line, either by way of raising capital to meet the cost of structural 
alterations or additions necessitated by traffic having outgrown the limits 
of the line as originally constructed, or for an alteration in or augmenta
tion of equipment whlCh the changed conditions of trade or traffic may 
have made desirable. 

At one period it was thought the railways might become too rich and 
consequently too powerful for the public good; but there are few, if indeed 
any, persons to-day who can recognise such a prospect. 

One thing is certain, it would be far more to the interest of all who 
have relations with the railways, whether as shareholders, employees or 
traders, either as customers or clients, that the Companies should be rich 
and well able to meet reasonable demands, rather than that they should be 
in a position to refuse such demands upon the unanswerable plea of poverty 
alone. 

In advocating a further reduction in the number of Companies, I do 
not suggest" districting " in the sense mentioned by Select Committees, nor 
as recommended by Sir Rowland Hill, although something in that direction 
might probably be done by mutual arrangement between the Companies 
concerned, nor do I suggest that the great industrial centres should be 
deprived of the advantages of facility competition. It is perhaps too 
much to expect that the large mining and textile centres would willingly 
accept one railway after their experience of the desire evinced by com
peting lines to meet their. everchanging needs, a desire and inclination to 
oblige not limited to executive officers, but extending from them to local 
officials, and down to the Inspector of the depot and the Shunter in the 
yard. 

The requirements of such areas are not on all fours with the smaller 
towns and agricultural districts or seaside resorts. In the instance of the 
latter, the attractions of the coast towns are advertised and catered for 
by the railway companies serving them in competition with other pleasure 
resorts served by other railways, and no seaside place is likely to suffer 
in facilities by reason of the absence of competitive railways. In the 
case of the other two, rival railways are not justified in competing by the 
traffic offered, and they may, I think, safely be left to the general facilities 
offered by a separate Company with every inducement to that Company to 
foster and develop the industries lying within the particular area. 

:W:hat I see advantageous is, .t~at where railways are w~ting money 
by: dlVlded contr?l and by co~petI~IOn <?f little or P-? p~blic utility in dis
trICts where theIr geographICal SItuatIOn and theIr mtercommunication 
makes alliance natural, then they should be encouraged and given the 
fullest facilities for combining into one system, provided always that the 
one system is well within the administrative powers of a single executive. 
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On this latter point we have, I think, some guide from Germany, 
where forming the Prussi~n State Railways, there are 21 railway districts 
having each separate rate schedules, practically separate equipment and 
management. 

Those of us who have devoted the greater part of our lives to the study 
of railway problems, who are acquainted with no other occupation than 
railroading, know that the enterprise depends for its prosperity upon good 
trade and flourishing industries, and that it is indissolubly bound up with 
the commerce of the country. We know that there must be co-operation 
with trade and the trader, that what affects the well-being of the one reacts 
upon the other, and that our efforts in the business of fetching and carrying 
must fully meet the requirements, and be adaptable to the changed and 
changing circumstances of our time. We recognise, likewise, that Rail
way Companies exercise their rights and privileges solely by virtue of the 
law of the land, but that law we have no desire to see so tightly drawn as 
to unduly limit our freedom to meet the customs as well as the ever-varying 
needs of British manufacturers and merchants. 

But whilst being fully cognisant of these things, every railway man 
knows that most of the ~ood in our railway system is due to the spirit of 
emulation and competitIon. Take away that spur, and British railways 
would soon cease to be, what with all their faults we have reason to boast 
they are, the best in the world. 

When we approach amalgamation, therefore, we do so not with a 
desire to eliminate competition where such is desirable, or proper, but 
solely with a view to the economical development of our railways upon 
natural lines, and to so stren~hen them financially that they may render 
the fullest possible benefit ahke to the districts they serve, the investors 
who made their construction possible, the manufacturers who supply their 
wants, and the army of employees who live hy them. 
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No.2. 

THE AMALGAMATION OF RAILWAYS. 

By MR. A. KAYE BUTTERWORTH . 

. The advantages and disadvantages of amalgamation and combination 
between railway companies must be looked at from two points of view, viz., 
that of the public (i.e., the travelling public or the trading public), and that 
of the railway shareholder. Not perhaps that the interests of these two 
classes are so alltagonistic as people are apt to think, for in the long run a 
company that cannot pay a fair return upon its capital cannot afford to 
serve the public well. But primarily- the interest of the shareholders is in 
dividends, while that of the public IS in cheap and efficient services, and 
the immediate point of view of the two is, therefore, different. 

It may be thought that a third interest should be added, viz., that of 
the railway servants-bnt a moment's reflection suffices to show that what 
is good for the company from the point of view of the shareholder must be 
good for the railway servant, for the better the return which a railway 
compan;! earns upon the capital invested in it, the better wages the com
pany wdl be in a position to pay. Moreover, the effect of an amalgamation 
between two companies with different standards of wages is nearly always 
in the direction of a levelling up towards the higher standard. We may, 
therefore, for the present purpose, treat the interests of the shareholder 
and of the employe as identical. 

At the outset we are met by a broad distinction between two classes of 
combination: (1) between companies, the interests of which are identical or 
similar, and which supplement each other's services; (2) between companies, 
the interests of which are antagonistic, and which compete with each other. 

It is obvious that very different considerations may, and often do, 
apply to these two sets of cases; that disadvantages, which have to be 
guarded against in the one, can hardly arise in the other, and that advan
tages, which clearly accrue in the one, may not be attainable, or attainable 
only in a slight degree, in the other. 

It may be worth while drawing attention at the outset to the fact that 
the history of British railways up to the present has been a reccrd of 
successive amalgamations. For instance, the half-dozen largest railway 
undertakings in England are made up of some 300 amalgamations, and the 
mileage of the railways acquired by purchase or amalgamation (as distin
guished from the original mileage of the parent company and the 
mileage of new lines constructed from time to time by that company) can 
hardly be less than three-quarters of the total mileage of these under
takings. Unless, therefore, we are prepared to admit the possibility of 
the whole railway policy in the past having been in a wrong direction, 
the inference is irresistible that combination between railways up to a 
p.oint. is desirable, and ~he only question to be co~sidered at II;ny particular 
tIme IS whether that pomt has been reached, leavm~ out of VIew the policy 
of uniting all railways under one management, whIch would almost neces
sarily mean the management by, or on behalf of, the State. 

For the most part the amalgamations in the past have been the union 
of undertakings which were supplementary to one another, rather than 
competitive; e.g., the route from Penzance to Paddington is made up of 
railways of some four or five companies, none of which can ever, one 
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would think, have been competitive with the others. But this is not true 
of all amalgamations. For example, the Leeds Northern competed 
strongly with the York, Newcastle and Berwick before these two com
panies, together with the York and North Midland, united to form the 
North Eastern Railway. 

As regards the Companies which now exist as separate undertakings, 
and which might conceivably amalgamate in the future, some are directly 
competitive, some supplement. one another, and some may be said to be 
independent of one another, and, except in a remote degree, to be neither 
competitive nor supplementary. . 

Turning first to the advantages and disadvantages which may be 
looked for in connection with amalgamations or combinations between non
oompetitive companies, it will readily be seen that, while the risks to tbe 
public are less than those which might be apprehended from the amalga
mation of competing companies, so too are the advantages less which the 
shareholders can expect to reap. In fact the public seem to be but little 
concerned directly with amalgamations of this class, except in so far as 
unity of management may be expected to bring about greater efficiency. 
With the best will in the world two minds or sets of minds cannot work as 
harmoniously and promptly as one, and no one would be likely to suggest 
that it can be otherwise than beneficial from every point of view that the 
route from Penzance to Paddington should be in one hand instead of four 
hands. 

So far as the shareholders are concerned, amalgamation between non
competitive companies would often enable economies to be effected by 
reductions in the number of directors and head officers, and by concentra
tion of manufacturing and other establishments, but in most cases these 
economies would hardly be likely to amount to more than a minute per· 
centage of the total working expenses. 

Probably the practical question to be considered in connection with 
amalgamations of this class would generally he whether or not, in the case 
of the particular companies concerned, the point had already been reached 
beyond which management could not be further centralised without loss of 
efficiency, and we should be safe in sayin(\' that if we had to map out 
England and Scotland between non-competmg companies, we should con
tent ourselves with a much smaller number of companies than exist to-day 
-probably not more than half-a-dozen in all. This, of course, is not 
the same thing as saying that under existing conditions the number of com
panies could be advantageously reduced to that number. Each case would 
have to be considered in relation to its particular circumstances, and it 
seems unsafe to venture upon any general statement beyond saying that 
amalgamation between non-competitive, but adjoining, railways seems to 
involve but small risk to the public, and might, in certam cases, bring about 
economies which would be worth having from the shareholders' point of 
view. 

When we turn from companies already in some sort of alliance, or 
whose attitude towards one another is that of friendly neutrality, to those 
directly competitive with one another, different considerations arise, for 
we are at once met with the wide question of policy, monopoly versus com
petition, and we have to consider what are broadly the advanta~es and dis
advant8:ges likely to arise from combination between competmg railway 
compames. 

The advantages to the shareholders from amalgamation in such cases 
seem clear, subject to the limitation already suggested, viz., that the amal
gamated undertakin~ does not prove too large or complex for united 
working. Where thIS would be the case, some form of traffic arrangement 
might be a better means for effecting economies than an amalgamation. 
Otherwise, an amalgamation between competing companies not only makes 
possible the minor economies already referred to as possible in the other 
class of case (e.g., reductions in the number of directors and higher officials, 

Mm D 
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&c.) but would often enable considerable sums of money to be saved in other 
way~ both on the operating and the commercial side. 

This point is too obvious to need elaboration. For instance, it is well 
known that railway companies find it nec~ary to sp'e!ld large sums of 
money in canvassing against one another, and If cOl!lpetltlons were removed 
by judicious amalgamations, the greater part of thIS money could be ~aved. 
How much of the expense of canvassing can be saved ~:f a part~cular 
amalgamation depends, largely, on the nature of the co~petltlOn left! If two 
out of three competitors join hands, probably the savmg ~nder thIS head 
will not be great, whereas if the effect of the I!-malgl!-matlOn wer~ to put 
an end to competition in defined areas, the savmg mIght be consIderable. 
In any event. certain expenses ?f canv:assing and advertiseme~t ~ust 
remain. because, for reasons we wIll conSIder later on, transportatIOn IS a. 
commodity or service for which there will always be competition in this 
country, unless the time should ever arrive when the S~a.te takes all forms 
of conveyance into its own hands. Moreover, a publICIty department of 
some sort would probably always justify its existence, apart from com
petition between rival carriers; travelling is to a large extent a matter of 
luxury, and the competition with other forms of luxury would remain, and 
would justify the expense of taking steps to bring before the public the 
pleasures and advantages of travel. 

But the saving of canvassing and cognate expenses would as a rule be 
less than the economies to be effected in the operating department, especi
ally in connection with freight traffic. People often talk of competitive 
passenger train services as if railway companies had nothing to consider, 
and no one to cater for, beyond the passengers journeying from one ter
minus to the other. Take, for instance, the Scotch train services by the 
East and West Coast routes. Suggestions are made from time to time which 
seem to imply that the trains by these routes do nothing but carry pas
sengers between London and Scotland, but in point of fact, each route 
passes through intermediate districts with a large population, which are 
to a great extent served by the Scotch services. The. same thin~ is true 
of other competitive routes, and it might easily happen that, even If all the 
passengers between the termini of two competing routes were to travel by 
one route, the trains by the other route could not be appreciably reduced 
in number. I do not wish, of course, to be understood as saying that com
bination between the owners. of two competitive routes would not enable 
reductions to be properly made in the passenger train services, but merely 
that this particular form of economy is not necessarily available in all 
cases, and generally would be less substantial than at first sight might be 
expected. 

But this is not the case to the same extent with goods and mineral 
traffic. Take, for example, a colliery served by two or more railways each 
running to the same town or port. It is hardly possible to imagine a 
case in which a substantial saving would not be effected if the coal were 
all taken by one of the routes instead of the companies scrambling for the 
traffic. Similarly in the case of goods traffic, there is no doubt that com
petition is responsible for much light loading of waggons, for many short 
trains, and for much carrying by circuitous and inconvenient routes-in 
a .word, for mUCh. unnecessa;ry (i.~., wasteful) train mileage, carriage 
mlle!lge, waggon mIleage, all mvolvmg an unnecessary number of engines, 
carr.l3;ges, and wagg0!ls, and an unnecess~ry amount of wear and tear. In 
ad~ltlOn, amal.gl!-matlOn between competmg companies would avoid dupli
catIOn of recel~mg houses and cartage staffs, and in many cases would 
enable a reductIOn to be effected in rolling stock of all descriptions. 

. Moreover,. it is not merely that the absence of competition would in 
It~elf necessarlly pu~ an end to a great deal of unnecessary train or waggon 
mIleage, ~ut, by ~ree~ng t~e officer~ of the two companies from the necessity 
of spending theIr tIme m llchemmg how to secure traffic for their own 
line, it would enable them to throw their best efforts into what under an 
ideal system, would seem to be the proper channel for the eff~rts of the 
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Iirain-workers on a railway, viz., on the operating side, devising how best 
to combine economy and efficiency of working, or, in other words, how to 
give to the public the greatest facilities at the least cost, and, on the com
mercial side, trying to create and foster new industries and generally to 
develop to the fullest extent the resources of the district which the company 
exists to serve. At present much of the time and energy of the more 
highly-paid officials of a railway company is taken up with work in which 
the trading community has nq interest, and which is only rendered neces
sary in the interest of the shareholders whom they serve by the keen com
petition which exists between companies. 

There is still another economy common to both classes of amalgama
tion, which deserves careful consideration, and that is the economy which 
would result from greater uniformity of rolling stock and railway plant 
generally. Perhaps no better illustration can be given of this than 

. brakes. It cannot but be disadvantageous that the East Coast route fr?m 
London to Scotland should be in the hands of three separate companIes, 
two of whom use the Westinghouse brake and the other the Vacuum, in
volving an expenditure in .. dual fittin~" which would never have been 
incurred had the route belonged to a smgle company. 

For the railway shareholder, therefore, it may be laid down with toler
able certainty that the amalgamation of competitive companies may carry 
with it substantial advantages, against which there is nothing, or next to 
nothing, to set on the other side, unless, of course, the result of the amalga
mation were to bring some fresh competition into the field. We must 
assume, however, that, if Parliament authorised the amalgamation of two 
competitive railways with the deliberate intention of putting an end to 
competition, or with the expectation that this would be the effect of the 
amalgamation, it would hardly be likely to undo its work by authorising 
another competing line. 

But while we need have little hesitation in making the general state
ment that savings are almost certain to result from any well considered 
scheme for the amalgamation of competing companies, it is impossible to 
lay down any formula for ascertaining the extent of these savings. Each 
scheme must be looked at separately, and the possible or probable savings 
to be effected would have to be carefully worked out according to the par
ticular circumstances, while it can hardly admit of doubt that these savin~s 
would represent very varying percentages of the total working expenses m 
different cases. Further, even when a definite saving can be calculated, 
it does not follow that a company would be justified in assenting to an 
amalgamation with another company on equal terms unless it was assured 
that the undertaking of the other company had been in the past as well 
maintained out of revenue as its own, and also that such other company's 
chances of traffic development in the future were fairly equal to its own. 

When we turn from the interests of the shareholders to 'those of the 
public-the travelling and the trading public-the problem is less clear. 
Indeed, at first sight, the advantages seem all tlie other way. The ordinary 
rules of economics appear to suggest that competition between railway 
companies must lead to just the things which the public desire, viz.: 
(1) Lower charges; (2) Better facilities and greater readiness generally to 
meet the wishes of customers: and, if so, even railway shareholders might 
well be content to waive the advantages to themselves incident to amalga
mation for the sake of retaining the otber advantages accruing to them 
from competition as members of the travelling and trading public. The 
first question, therefore, to ask is, how far has competition been found to 
produce these beneficial results in actual experience 1 

As regards charges, it cannot be pretended that in Great Britain com
petition has done much, if anything, to bring about a reduction. In very 
early days those who thought over railway problems saw that anything like 
competition in charges was out of the question, if railway Companies were 
to pay dividends, and almost from the first combination took the place of 
competition so far as charges were concerned. 

suss D 2 
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At the present time, practically all rates and fares (including in those 
terms the conditions of the contract of carriage as well as the money 
charge) between the same points by competing routes are agreed, and almost 
the only respect in which rates and fares can be said to be reduced by 
competltion of routes is that they are fixed on the distance hy the shortest 
route, so that the char~es by the longer route may he said to be reduced hy 
competition. But thIS is not a reduction in any real sense of the word, 
for it is seldom any advantage to a trader that his goods should 
be carried at a lower rate per mile, if the reduction in the rate per 
mile is only in proportion to the circuitousness of the route. In such eases 
it is the existence of the shorter route, not the competition between the two, 
that benefits the trader in the matter of charge. While competing routes 
between the same points afford the most common instances of agreement as 
to rates and fares, these are by no means the only instances. Thus, where 
two or more places situate on different railways are themselves in com
petition, the charges are often agreed, e.g., the rates hetween an inland· 
town and two competing ports. 

Apart from rates and fares, the charges for services other than actual 
transportation on railway and the conditions applicable to them, e.g., 
cartage charges and rebates, warehouse rents, wagon demurrage, etc., are 
generally agreed between the companies in competitive districts, and in the 
stress of present railway conditions are likely to become increasingly so, so 
that we may say generally that competition between railways serving in the 
same district or forming alternative routes does nothmg, or next to 
nothing, in the direction of reducing charges. 

Indeed, it is quite likely that in some cases competition may help to 
keep up charges. Where agreement has to be arrived at, somehody has 
to give way, and between a company wanting a low charge and a company 
wanting a high one, it would not be surprising if on many occasions the 
former had to give way. Certainly instances could be cited where a com
pany's "local" rates (i.e., the rates in which no other company is con
cerned, and which, therefore, it can fix without consultation with others), 
are on a lower basis than its "foreign" or "through" rates, and it has 
often been stated, and has not, so far as I am aware, been seriously contra
dicted, that in the district which is most free from railway comr.etition, 
viz., the North-East of England, rates are at least as low and faCIlities as 
great as in other parts of England which enjoy the so-called "benefits of 
competition." This was pointedly referred to in an oft-<J.uoted passage 
in the Report of the Joint Committee of 1872, and it is a striking commen
tary upon that passage that the only locality in which, so far as I am 
aware, proposals of the company serving the district for expending capital 
in order to improve and extend its undertaking have been opposoo by the 
local authority, is the one locality where, since 1872, the feature of direct 
railway competition has been introduced. 

If we turn from charges to facilities, we see a different state of things 
prevailing. While· charges as a rule are agreed between railway com
panies, facilities up to the present have not been, or at any rate a number 
of facilities have been treated as matters for competition rather than 
agreement. 

For instance, in the case of passenger traffic, the fares by competitive 
routes are agreed: but as a rule the train services are not, nor are the 
character and equ!pment of the trains. In these mattel'S--Speed of train, 
frequency of serVIce, comfort of carriage--the companies, as a rule, have 
competed freely with one another. 

Similarly with freight traffic, though the rates are agreed and gener
ally the terms regulating warehousing, cartage, demurrage etc. the com
panies compete with each other 'in point of promptness and re~larity of 
despatch. 

So long as this competition is not carried to a length which im
poverishes the companies, and renders them less ready to expend money 
in other" directions, or less able to raise capital for new lines and works, It 
may be admitted that it carries with it an element of gain to the public. 
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though not to the shareholders. It is difficult to believe that the 
luxurious night travelling which is to be found to-day on our main 
trunk lines, and t~e services of goods trains which a~e run between large 
towns at a speed little short of that of passenger trams, would have come 
into existence except under the stress of competition, which has induced 
~rst one company a~~ then another to " go one better" than its neighbour 
m .t~e hope of gammg some temporary advantage, or at any rate of 
oblIgmg an older-established rival to recognise its existence. It remains 
to be considered what is the value of this result of competition to the 
public. . 

Now, at the outset, we are met by the problem whether it is possible 
by any means to preserve such advantages to the ·public indefinitely. There 
are plenty of candid friends to-day who keep dinning into the ears of those 
who are responsible for the management of our railways that the wasteful 
competition involved in present railway methods is nothing short of a 
crime, and, if railway companies find it pays better to co-oJ?erate than to 
fight, it is not easy to see how the public are tp ensure a contmuance of the 
fray. . 

But putting this question aside, it can easily be shown that the adyan
tage to the public of competition in the direction above suggested is 
much less than might at first sight seem probable, or, at any rate, that the 
public are much better protected than might be thought from the dis·· 
advantages which seem to flow inevitably from the absence of competition. 

In the mst place, railway managers soon learn that high charges ·by 
no means always carry with them high dividends. The legtslature has in 
its wisdom tried to make it difficult for railway companies to increase their 
charges, and many best qualified to judge think that this particular legis
lative effort has injured railway shareholders more than it has il.enefited 
traders. But it is an open question whether an Act forbidding railway 
companies to reduce their charges would not injure railway companies still 
more, for such an Act would effectually prevent a great deal of traffic from 
passing over the railways which does· so t<Kiay with profit to all parties 
concerned, while the fact that railway companies can in practice only 
charge " what the traffic can bear" will, in most cases, be an effective pro
tection to the public against excessive charges. 

In the next place, traders are largely protected by the obligations 
under which railway companies are placed by law-the obligation to grant 
reasonable facilities, to quote reasonable through rates, etc. 

But, in point of fact, the simplest and most effective answer to those 
who urge the danger of abolishing competition and the evils of monopoly, 
is that with us it is hardly possible, except as regards long distance passell
ger traffic, for anything m the nature of a real monopoly of transport to 
exist, since a company that has what is called a " monopoly" of its district 
is, as a rule, subject to various forms of competition, which almost force it 
in its own interest to grant reasonable traffic facilities. Thus, for short 
distance traffic there is always the competition of the roads, a form of com
petition which the advent of motor vehicles promises to render far more 
effective than in the past, and effective over far wider areas. Then for the 
heavier classes of traffic there is often the competition of water, either by 
inland navigations or coasting vessels. 

Lastly, there exists what is. probably by far the most effective form of 
competition, the competition of districts. This is especially the case 
with ports and producing centres. For instance, the North Eastern Com
pany has something approachin~ a monopoly of a large industrial district, 
but that district is in competition with other manufacturing districts as 
regards probably every commodity produced in it, and, if the North Eastern 
Company were to rely on its monopoly to charge excessive rates or to give 
inadequate facilities for traffic, it would find that the markets, which it 
had been in the habit of serving, were drawing their sUf,plies elsewhere. 
In fact, in order to render a railway monopoly" effective,' in the sense of 
enabling a railway company to fix its charges andJacilities without regard 
to commercial considerations, not only must the company have a district 
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toitself, but the traders of that dist.rict must t~emsel,:es have something like 
a monopoly in the sense of prodUClDg somethlDg which no body else does. 

The same thing applies to ports. If all the ports on th~ Humber were 
served by a single railway company, that company would stIll have to meet 
the competition of the other ports, not only on th~ e!lst, but ';lD the west 
coast. In fact, in a country as small as Great BntalD and With so great 
a length of coast in p~oporti.o~ .to its size, anything like a monopoly of 
transport is almost an ImpossibilIty. 

Reference may here be mad~ to what has beel? .said above with reft;r
ence to charges, viz., that the eXIstence ?f .co.mF!etItlon between ~mpa~les 
in the same area may have the effect of dIminishIng, rather than IncreasIng 
facilities in that area. There seems no reason why the law-for one may 
almost term it so-that competition ends in combination, which has been 
shown to operate in the case of charges, should not extend to facilities. 
The tendency, as railway companies realise the ruinous effects of providing 
facilities up to and beyond the point where such provision ceases to be 
remunerative, must be to increase the number of matters in which railway 
'companies will agree not to compete, and, under a system of so-caned com
petirig companies, within the same areas, it is quite conceivable that facili
ties might be less than under a system by which large areas were allocated 
to sin{1;le companies without competition within those areas. Where the 
necessity for agreement exists, there is always the possibility of the vote 
of the least progressive carrying the day, and the standard of public con
venience under a system of competition may easily be lower than would be 
the case on the line of a progressive company- under no obligation to consult 
anyone or anything except the interests of ItS own shareholders on the one 
hand and those of its customers on the other. 

Again, one can easily imagine that if the alternatives presented them
selves to a company of spending capital at a place where the whole return 
from increased trade would be secured by itself, and spending it at a place 
where the advantage would have to. be shared ;by a rival, arguments might 
he found for giving the preference to the former. On the other hand, it 
is at least conceivable that a company, which is under a disadvantage as 
compared with its rivals in a competitive district and has to give what 
we call "undue facilities" in that district in order to secure a share of 
the traffic, may be tempted to neglect districts where it has no competition 
in a way which it would not otherwise do. In either case, the benefit of 
competition is largely neutralised or disappears altogether. 

Where, perhaps, the public are most likely to suffer, or think they 
suffer, 'by the combination of two competing companies is in the loss of 
what we may term the" illegitimate .. concessions, which competition some
times enables a tr8lder to squeeze out of a railway company under the 
threat of transferring his favours to a rival. For instance, it is notorious 
that in the past railway canvassers would frequently purchase traffic by 
paxing claims. not justly due, and a recent understanding between the 
raIlway companies not to cheat one another in this way led to considerable 
grumbling amongst a section of tr8lders, because the threat to transfer 
traffic ,became under the new conditions a brutum fulmen. But even 
assuming (what seems at least doubtful) that the power to " squeeze" what 
is not honestly due is in the long run beneficial to the ,better class of 
tr8lders! it ca!,- hardly be ~ore than a matter ?f time in any case before 
competlD~ raIlway compames come to a suffiCiently good understanding 
between themselves to deprive their customers of this power. 

~part from the gene~al considerations which arise in discussing the 
~elatlve ad.vantagt;s and dIsadvantages of monopoly and competition, there 
IS a. queshon whICh has necessarily to be taken into account where the 
merits of ~ny sc~eme .of amalgamation between existing companies are 
under consId~ratIOn, VI~., th~ effect of the scheme upon the interests of 
other c?l!lpames. In dlscussmg the abstract question of monopoly versus 
competItIOn, there are ~lDl'y the sh1l:rc;hold~rs. and the public to be taken into 
account, but ~nder e~lstIng. conditIons .It IS ~ardly po~sible for any two 
large compames to umte their undertakIngs Without serIOusly affecting the 
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undertakings of other railway companies. Hence the necessity for an 
investigation into all schemes for amalgamation by some impartial OOdy 
which will be able to consider the effect of such schemes, not only upon 
public interests and the interests of the amal~amating companies, but 
upon those of other companies. An amalgamatIOn has to be justified by 
the internal economies which it will effect, not by the money it will transfer 
from the pockets of one set of shareholders to those of another. 

Whether a Parliamentary Committee is the best body for this purpose 
may be open to discussion, but itO is not easy to suggest a substitute, for 
it must 'be some ·body vested with legislative or quasi-legislative powers, 
that is to say, they must not only 'be in a position to say whether a particular 
scheme of amalgamation shall go forward or not, but they must be able to 
prescribe the nature and extent of the protection which other companies 
are to receive. 

To sum up the foregoing observations, so far as it is possible to form 
into concrete propositions what, from the nature of the subject, cannot 
be much more than an indication of general principles :-

1. Amalgamations between non-competitive companies, whose under
takings form a convenient area for operation by a single company, may be 
expected to carry with them benefits to the shareholders in the form of the 
minor economies which flow from the substitution of one central manage
ment for two or more, and can hardly involve any serious risk to the 
public. 

2. Amalgamations ,between competitive companies with like under
takings will almost certainly bring about much more substantial benefits 
to the shareholders, especially if their result is to leave the com'bined 
companies with something like a monopoly, so-called, of railway traffic in 
the area served by them. But in these cases it may be necessary to consider 
whether such monopoly is likely to be detrimental to the public by leading 
either to increased charges or reduoed facilities. 

3. As regards charges, such a result is unlikely, ,because such of the 
traffic as ceases to be competitive is almost certain to have been carried at 
agreed rates in the past, while, as regards facilities, although the risk 
exists, 'because one incentive to provide facilities ceases with the removal 
of the competition lbetween the companies, still other forms of competition, 
and especially the competition with districts served by other railways, are 
almost certain to remalD. 

4. As regards the extent of the savings likely to be effected by amalga
mations it is quite impossible to generalise; they would differ in every case. 

5. Looking at the question 'broadly, it seemS safe to assume that, as a 
rule, any risk which the public might run from the absence of direct rail
way competition would be more than counter-balanoed by the increased 
prosperity and increased efficiency of the combined railway undertakings 
which amalgamations might ,be expected to bring about, but no scheme of 
amalgamation could fairly be sanctioned without taking into consideration 
the interests of other railway companies. 

It must never be lost sight of that it is to the interest of a district that 
the railway company or companies serving it should be 1?rosperous, able 
to afford to spend freely out of revenue in keeping up and Improving their 
undertakings, and able to raise capital upon favourable terms for necessary 
extensions and additions. And what is true of a particular district is 
true of the country as a whole. 

On this one cannot perhaps do better than quote the passage in the 
fu-port of the Select Committee of 1872, by which the illustration of the 
North Eastern Company already referred to' as that of the Company having 
at that time" the lowest fares and the highest dividend" is introduced :
.. It is generally easy to show that the puhlIc will gain largely by harmonious 
arrangements; and considering how doubtful is the extent of competition, 
or of the facilities it produces, the balance of advantage, to the public as 
well as to the shareholders, may often well be thought to be on the side of 
amalgamation." 
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No. 3. 

RAIL WAY GO-OPERATION. 

By liRA J. C. INGLIS. 

In considering the question of co-operation amongst Railway Com
panies with a view of restricting expense arising from competition, it 
becomes necessary in the first -place to call to mind the general circum
stances affecting Railway Companies in this country and the action of 
Parliament with regard to them, to which latter cause is especially due 
the inordinate extent to which competition between Compames has -been 
carried. 

It is, of course, a matter of common knowledge that Parliament has 
been distinctly favourable to competitive schemes, so that there is hardly 
an important town in England that has not its two or more railways, and 
syndicates of speculators have been encouraged to promote lines sometimes 
purporting to unite the systems of two Companies, but in reality simply 
with the object of selling the powers to the highest bidder and forcmg 
one or other of the existing 'Companies to :buy them up, with the result 
that if the sale is not effected the powers are allowed to lapse. In many 
instances powers so granted have 'been made the Ibasis for much more 
ambitious schemes, and have certainly helped tobrin~ about the acute 
competition for railway business whICh obtains in thIS country to-day_ 
Whether such competition as has been authorised between English Railway 
Companies was ever to the advantage of the trade of the country is debat
able. At any rate, the Railway 'Companies generally can claim that, even 
where there has been no competition, the facilities they have offered have 
been fully equal to the requirements of the traffic. 

The result of the extent to which competitive schemes have been sanc
tioned by Parliament has necessarily 'been to compel the Companies in their 
own defence to enter into various arrangements' for the a{5l'OOIDent 'Of equal 
rates 'between competitive points, the 'preservation of theIr own territories, 
and for the pooling of the traffic. Obviously the ultimate factor in rela
tion to competitive traffic is performance, and speaking broadly it may 
,be taken that, in the absence of any arran~ment -between the Companies, 
that C~mpany which is able by reason of Its geographical. position o~ the 
possesSIOn of advantages over a competmg Company' whICh enable It to 
give more effident service in all or any respects, wIll secure the largest 
share of competitive traffic, but this, it is submitted, is not either in the 
interest of the Companies or the public, and it only leads to excessive 
~mpe~ition, which,. while exhau~ting the energies of a Company in one 
~hrectlOn, prevents It from devotmg equal and more general attention to 
Its system as a whole. 

It is submitted therefore that it is wise both for the interests of the 
Companies themselves and ultimately for the public that pooling and other 
arrangements between Companies with a view to prevent unnecessary and 
extravagant competition should be encouraged. 

It i~ ~lieved that the failure to exrend these arrangements ·between 
Compames. IS. not due to the ahse.nce of powers to enter into them, ·but rather 
!.o the unwIlI~ngness of C:O~pames to exp?se themselves to the outcry which 
IS always raIsed when It 15 made pul:ihc that any two Companies have 
made arrangemell:t~ in I!'ny wl!'y limIting the wast;eful expendIture of un
necessary competItIon, m whIch outcry the puhlIc have always hitherto 
had the support of Parliament and the Board of Trade. 
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o It is submitted that the concern which the public are only too prone 
to display when any proposal in the nature of the withdrawal of competi
tion is made public is entirely unwarranted, and if publicity were not given 
to arrangements for pooling, or other forms of co-operatIon, little would 
lbe heard of the charges which are made of .. combinations against trade" 
and .. building up of monopolies." This opinion is 'horne out by the fact 
that in the case of co-operation under agreements which have ·been in 
existence for long periods, but which have not ,become a matter of public 
knowledge, no complaints have" been made of insufficiency of service, 
creation of a monopoly, or other ill-effects which such agreements--when 
made public-are alleged to have. 

The allegation that railway pools or combinations are injurious to the" 
public {lannot be maintained in the face of the facts that the Companies 
must, subject to certain regulations, carry the traffic offered to tnem; that 
the rates which can be charged are limited by statute, but still more by 
consideration of what the traffic will bear; that the reasOnableness of any 
increase of rates within the maxima imposed by Parliament must, on the 
application of traders, be established to the satisfaction of the Railway 
'Commissioners; that the fares are based on the shortest route; and that 
it is to the Companies' own advantage that traffic should be developed and 
conveyed as expeditiously as possible. 

It cannot be shown that trade development has been retarded in any 
instance of the kind within the knowledge of the Great Western Company, 
while, on the other hand, it can fairly lbe stated that if these arrangements 
had not been made there would have ,been a diminution in the net carryings 
of the Companies concerned, and ultimately in the service at the disposal 
of the publIc. 

Moreover, whilst it is to the interest of pooling Companies, in order 
that desired economies may be effected, to forward traffic by the shortest 
route, a distinct advantage also accrues to the trader, who naturally 
requires his goods to be .. on the road .. as short a time as possible, although 
at the same time the trader is at liberty to consign his traffic by any route 
to which the rates in force apply. 

It may here be said that the desire on the part of traders for 
expeditious 0 delivery of goods arises out of the fact that under modern 
conditions the trade of the country is oonducted on a retail system which 
is growing year by year. The practice of keeping large stocks has almost 
ceased and goods are ordered in quantities only sufficient to meet the 
current demands. By this means the amount of capital which would 
otherwise be lying dormant in accumulated stocks is in continual circula
tion, and the trading community are thereby benefited to an enormous 
extent. Such would not have ;been a possibility if the Railway Companies 
had not established services which for rapidity and frequency of transit 
are not excelled in any other country. 0 

The view which appears to be ·popularly held, that where two or more 
Companies run trains between the same places a large economy is to be 
effected by discontinuing a number of the trains, cannot always hold good, 
inasmuch as on each Company's route there are intermediate places of more 
or less importance, which are served by one Company only, and to and 
from which the existing facilities in the matter of train service, &c., could 
not materially be curtailed without detriment to and ·protest from those 
places. 

o There is no doubt, however, that the fact that the Railway Companies 
have, so far as is ~ssible within the provisions of the law and with due 
regard to the conSIderations which must necessarily influence them in a 
matter of this nature, entered upon the principle of co-operation to II. 
considerable extent-and, indeed, if such had not ;been the case the position 
of the Railway Companies must have been adversely affected to an appreci
able degree has been instrumental in enabling the railway system of this 
country to reach its present standard, which must be admItted to be a. 
high one. 

B 
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It is believed that every large Railway Company in England' and 
Scotland has p001ing arrangements with some or other of its neighbours. 
either for the competitive traffic of particular towns or particular districts. 
many of which are of very long standing. and so long as these are not 
made {>ublic the business flows on without interruption, and all reasonable 
facilitIes are afforded to the trader, who, if he feels dissatisfied with the 
conduct of one Company, exercises ,his rrivilege of transferring his traffic 
to the other Company just as if no poo existed. 

It being apparent that such co-operation as has taken place between 
railway oompames has generally lbeen of a beneficial character, while not 
prejudi~ially affecti~g public mterests, and .alS? bearing in mind .the 
'mcreaslDg burdens Imposed upon the compames lD the matter of ratmg, 
taxation, cost of fuel and labour, and general working expenses, as well as 
the demands which are constantly being made for cheaper rates, it seems 
not only desirable in the interests of the companies, but also in the interests 
of trade, that the system of co-operation should be encouraged and fostered 
both by Parliament and the Board of Trade. 

A matter of serious importance is that where more than two Com
panies' systems cover the same ground, an agreement for co-operation in 
which all the Companies interested in the district concerned are not in
cluded cannot secure to the Companies making the partnership the advan
tages which should properly accrue under their coalition, masmuch as 
more strenuous efforts would be put forth on the 'part of the Company or 
Companies left out, and competition would be as fierce as before, although 
the co-operating Companies would 'probaJbly by their joint action be placed 
in a stronger position to compete with their rivals who would thereby be 
placed at a serious disadvantage which must prejudice their position, 
and thereby lessen their capability of placing greater facilities at the 
disposal of the public. 

It is essential, however, to the permanency and value of a pool: 
Firstly, that each Company party to it should be satisfied that it has 

obtained such a share of traffic in the past or during the period which 
forms the basis of the pool as fairly represents the proportion it is entitled 
to, having regard to Its geographical position and other elements of its 
power of competition with its neighbour. But in considering the enlarge
ment of the system of co-operation by a more general amalgamation of 
interests a difficult situation presents itself owing to the varying circum
~tances in w?ich the 'Comp~nies are severally placed. For instance, while 
It maybe saId that some raIlway systems have been almost fully developed, 
others are still undergoing the process of development by shortening of 
routes, improvement of ,track, &c., the/rofit-bearing value of which could 
not be more than approximately gauge until some time after the carrying 
out of the works of Improvement. 

. Secondly, a most important element in any pooling arranl$'ement is that 
~t should ,be made for such a long period (subject to reviSIOn at agreed 
mtervals in case of any material alteration in relation to the circumstances 
of the Companies parties to the pool) as will destroy any desire on the part 
of one Company to compete with the other during the term of the pool, 
or in regard to its position on the termination at the end of that term. 

Combinations or amalgamations of Companies with a view to the 
f~rmatio~ of a h0!ll0geneous through route, as also the absorption by Trunk 
Lme~ of ~mpec~mous branches, hav~ always been recognised by Parl.iament 
as bemg m the mterests of the publIc. Probably no 'better illustratIOn can 
lbe given of this than the case of the Great Western Railway. 

The Great Western system alone is composed of 107 formerly separate 
undertakings, exclusive of lines acquired jointly with otlier Companies. 
The Trunk Line from Paddington to Penzance has been ;built up of five 
amalgamations and two new lines, and this Company's route flia 
Birmingham ~ Birkenhead is made up of eight, and via Worcester of six 
component raIlways. 
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It is submitted that no better tribunal for the authorisation of com
bination between Companies whether by amalgamation or in any less 
complete form. can be devised than Parliament itself. and that the 'present 
system of submitting working agreements to the Railway and Canal Com
mission should be abolished. 

The Railway and Canal Commission has no legislative powers. and it 
is hardly to be conceived that Parliament will delegate such powers to 
them. • 

An Agreement may be a perfectly proper one as ,between the parties 
to it. ;but its effect upon other Companies may be such that without stringent 
protective clauses for the interests of other Companies the Railway and 
Canal'Commission consider it ought not to be sanctioned. and as they have 
no power of enacting such protective clauses. the only result is that they 
must disapprove the agreement. 

Again. 'in most modern working agreements of a Branch Line by a 
Trunk Line a common. and often the most important. provision is to enable 
the Trunk Line to spend its capital upon the worked Ime; but the Railway 
and Canal Commission have no power to authorise such a provision. and 
only Parliament can do so. 

It is submitted. therefore. not only that it is right but also necessary 
that the confirmation of Working Agreements. as also of Amalgamations 
should be exercised by Parliament itself. who in doing so can enact such 
provisions as the interests of all Companies affected may require. 

It has been shown by the Reports of various Parliamentary Committees 
that Railway Companies have both. under the 'General Act of 1845 and 
under some of their special Acts. powers to enter into agreements between 
one another. and it is submitted that it is better to leave the powers of 
Railway Companies in their present position. with their right to have 
recourse to Parliament for any special powers they may from time to time 
require. rather than to attempt to enact any general provisions at the 
present time which. probably. when the time comes for tlieir exercise. will 
be found not to meet the special circumstances of the case in which they 
are sought to be applied. 

If Parliament and the Board of Trade would not only themselves 
recognise but endeavour also to make the public appreciate that Railway 
Companies may legitimately make arrangements between themselves for 
avoidin~ wasteful and unnecessary expenditure. both in working expenses 
and capItal outlay. and would discourage instead of promoting the outcries 
against Railway Companies whenever such arrangements are made pUiblic, 
they would confer great benefits upon the Railway Companies directly and 
indirectly upon the public. , 

It must never be forgotten that Railway Companies. while still the 
creatures of Parliament. are also commercial undertakings, and that it is 
their interest as it is their duty to develop to their utmost the traffic capable 
of ;being carried over their system. and the Oompanies may certainly claim 
that they have expended theIr capital in no niggardly spirit in furtherance 
of that development. 

The conclusions to be gathered from this Memorandum are :-

8~88 

(a) That the co-operation which already exists cannot be shown to ' 
have been or to be inimical to ~ublic interests. 

(b) That the increasing cost of workmg Railways can alone be met 
by some extension of the system of co-operation. 

(c) That consolidation of Railway interests is beneficial to the 
country generally. 

(d) That Parliament should reserve to itself the approval of working 
agreements rather than delegate that approval to the Railway 
and Canal Commission. 

.' 
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No; 4. 

THE DISADV ANT AGES OF RAIL WAY cmf PETITION AN D TH E 
ADVANTAGES OF CLOSER CO·OPERATION; 

By MR. R. MILLAR. 

The tendency of early railway legislation was towards monopoly in 
districts and lbetween commercial centres. Tradin~ interests were safe
guarded by enactments restricting rates within limlts, prohibiting undue 
preference, &c. 

Gradually the tendency changed towards competition. New Railway 
Companies were authorised to serve districts and to construct lines between 
commercial centres where 'before there had been only one Company, until at 
the present time monopoly has almost entirely been destroyed. 

As competing companies came into existence conveying traffic between 
the same places, they formed themselves into conferences for arranging 
equal rates and fares for the same classes of guods and passengers, &C. 
This was necessary in the interests of the traders themselves as well as to 
compl:y: with the obligation of railway companies to insert in Rate Books, 
accesslble to the puhlIc, the actual rates ch,arged. . 

In discussing questions arising out of combinations between railway 
companies, arrangements. for the maintenance of the same rates between 
competitive places are left out of consideration. 

Competition between the various railways led the companies to offer 
certain facilities from which, however, thll public generally gain little or 
no advantage. For instance :-

(A) A Company, having the longer route, had, in order to compete 
with a Company with a shorter route, to run their tra.ins at 
a greater speed and sometimes extra trains in order to give 
an equally good service; 

(B) For the same reason the competing Companies carried light 
loads of goods in their wagons, thus usmg a larger number 
wagons than would have suffioed to convey the traffic if -it 
had been carried by one Company; , , 

(C) At the termini, one Company carted goods long distances from 
the Sender's premises, or to the Oonsignee's premises, for the 
purpose of competing with its opponents whose station .was 
better situated for securing traffic. In many cases, theoom
petition led to the cartage of traffic between a town served by 
one Company and another town served by another Company; 

(D) The competing Companies have spent large sums of money on 
Capital Account in providing special accommodation (such as 
warehouses for the purpose of storing their goods for long 
periods), an~ in many cases have received no payment for the 
accommodatlOn proVlded; 

(E) The Companies, in competition with each other, have allowed 
their wagons to remain under load for long periods free of 
charge with coal, ore, and other descriptions of raw material 
forwarded to works in quantities beyond the capacity of the 
traders' storage accommOdation; 

(F} In many cases unreasonable claims have been made by some 
traders and paid by the Railway Companies in order to retaiD 
traffic; 
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(G) There is a number of undertakings (Joint Lines, Joint Stations, 
. &c.) owned jointly by two or more Railway Companies, and 

the contending interests of the Owning Companies involve 
the employment of separate staffs for the management and 
maintenance of these undertakings; 

(H) The exigencies of competition have rendered it necessary for the 
Companies to maintain at large cost a staff of Canvassers 
and other A~ncies.(such as Offices for the reception of goods 
and for .bookmg passengers) which would otherwise have been 
unnecessary. 

With regard to (A), (B), and (C), although the practice involved the 
Companies in considerable expenditure, it is obvious that the traders could 
receive no profit or advantage from the competitive efforts of the Companies. 

With regard to (D) and (E), the traders who did not provide sufficient 
warehouse and storage accommodation would doubtless benefit by the 
storage provided by the Companies at stations and in wagons, but, on the 
other hand, this was unfair to the traders who incurred the expense of 
providing accommodation sufficient for their requirements. 

With regard to (F), the practices of some traders were a serious 
burden on the Companies, and, on the other hand, the pecuniary advantage 
gained by them must have imposed on other traders a corresponding 
disadvantage in their competition. 

With regard to (G), a combination of the interests of the Companies 
owning Joint Lines, Stations, &c., would effect economies in their manage
ment, without detriment to the interests of the public. 

With regard to (H), the em~loyment of Canvassers and other com
petitive Agencies forms a substantIal burden on the Companies, and it is 
doubtful if they bestow any appreciable benefit on the traders. . 

Through the necessity for practising economy, many of the practices 
involving unremunerative expenditure on the part of the Railway Com
panies, have ·been entirely sto~ped, or modified, but further economies could 
be effected by closer co-operatIon and wider combinations between the Com
panies and without appreciable loss to the trader, and in many cases to the 
benefit of the trader. 

The advantages to be gained by wider combinations or amalgamations 
between the Companies would be derived from :-

(1) Eoonomies in administration-Fewer Officers and a smaller 
Head Office staff would be required; 

(2) Conrentration of passenger and goods train service5----'Fewer 
trains would require to be run, especially in the Merchandise 
Department. Incidentally, the lines would not ·be so much 
occupied, and it would be easier to regulate the hours o{ du.ty 
of the men employ~ on the trains and in the Marshalling 
Yards; 

(3) Saving in Rolling Stock-This would effect a saving both in 
capital and revenue expenditure; 

(4) Economies effected by stopping the practices above referred to 
(A. to H.), which are still more or less pursued. 

Paradoxical as it may seem, a reduced passenger train service between 
competitive places as the result of combinations between Railway Com
panles gives the public a more frequent service. Under competition the 
trains of two Companies are frequently arranged to leave a town at or about 
the same hour, and it is obvious that, although a passenger has a choice of 
two routes at the same hour, he can only use one. Under combination, the 
reduced number of trains are arranged for departure at separate times, 
and (with an interavailable system for the use of return tickets) the 
passenger has more frequent. opportunities of travelling. 
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THE DISADV ANTAGES OF COMPETITION. 

By SIR C. J. OWENS. 

In considerinG" the disadvantages of competition it must be remembered 
that no competitign could exist had not Parliament aut.horised competing 
lines, frequently notwithstanding the strongest evidence that such lines were 
not required in the public interest, and in many cases would not themselves 
earn an adequate return, while they would at the same time deplete the 
receipts of the lines with which they were designed to compete, and thus 
render them less effective instruments in the service of the public. For
tunately in some cases the investing public has taken a different view to 
that of Parliament, and has declined to find the capital for lines which 
Parliament has authorised. But to the extent to which lines not absolutely 
necessary in the public interest have been made, railway capital has been 
unduly increased and a permanent burden has been placed on the greatest 
carrying industry of the country. In this manner competition which Par
liament has thought well to foster has. been from its very inception a 
disadvantage. 

When competing lines have been constructed there are two forms which 
competition may take. The first is a competition as to rates and fares, and 
the second a competition ali to service. 

But competition as to the amount of rates and fares was recognised as 
practically a thing of the past by the Joint Committee of the House of 
Lords and Commons in their report of 1872. So far as rates for merchan
dise traffic are concerned, had competition not already ceased, the Act of 
1894 would have effectually put an ena to it, as no company would be 
unwise enough to make a reduction for competitive purposes when it was 
faced with the practical difficulties then instituted as to restoration. 
Apart from this, railway companies have recognised the unwisdom of 
cutting rates each against the other, and at this moment no disadvantage 
can be said to exist in this respect from competition, beyond the effects 
which are still felt in some directions arising from competlDg lines having 
in the past made a bid for public support by lowering rates ana fares which 
could not be restored when the companies afterwards came into agreement. 

Competition as to service takes the form of:
(1) An unnecessary number of trains; 
(2) The provision of expensive and luxurious rolling stock, more 

particularly as regards sleeping cars for which, in this 
country, no adequate charge has ever been made; 

(3) An unnecessary acceleration of trains. 
It is important to note some of the various wars in which this accelera

tion is achieved :-
(a) By the elimination of sto,Ps at non-competitive stations; 
(b) The C!<>stly process of making duplicate lines to cut across country 

WIth the sole object of reducing the throughout distance as 
compared ~ith the competing line; 

(c) The constructIon of more powerful engines, which often involves 
the relaying of the line with heavier material and the re-
construction of bridges. ' 

(d) The widening o~ existing lines, with alteration of alignment, and 
the constructlOn and manning of additional signal boxes. 

It mu.st not o~ course be assumed that all duplicate trains (by which is 
meant trams runDl~g between th~ sa~e termin~ at practicallythesametime) 
are unn~sary ~rams. Each t~am. mIght, and lD many instances does, serve 
several mtermedIl!-te town~ on Its Journey, and some loss of facility would 
be caused to such mtermedlate towns if one of the so-called duplicate trains 
,,!as taken off. 9n the other hand, stops at intermediate stations are at 
tImes taken out m order to secure acceleration for competitive purposes, 
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and this works to the disadvantage of intermediate towns. This dis
advantage. is sometimes partly met by running additional trains serving 
more partlCularly the intermediate towns and connecting them with the 
termini, and this of course involves additional train miles. It may broadly 
be stated t~at between important competitive towns the service is often more 
than suffiCIent adequately to meet the reasonable necessities of the public, 
although no doubt (as is always the case if railways take steps to safeguard 
their interests) if trains were taken off a great public outcry would ensue. 
But without doubt among the disadvantages of competition must be in
cluded a certain amount of excessive passenger train mileage. 

The same disadvantages obtain, although to a lesser degree, with regard 
to goods train service. Traders are very exigent in this country as to quick 
service and early delivery of their goods, and in this respect Great BrItain 
practically !l:ives a better service than any country in the world. But this 
quick tranSIt is carried to excess between competitive points, and in order 
to secure business, trains are run at rapid speeds and with lighter loads 
than would obtain did competition not exist. Here, again, excessive train 
mileage is a disadvantage of competition. 

The foregoing remarks as to excessive and duplicate train mileage may 
also to some extent be said to exist in the case of steamboat services. 

Competition, further, leads to the employment of a large number of 
canvassers and the institution and maintenance of town offices and receiving 
houses. These are all of more or less benefit to the public, but to the extent 
to which they are excessive they are yet another form of disadvantage of 
competition. 

In the service of cartage, competition leads to expenditure which would 
be unnecessary if it did not exist. Vans are sent out with light loads in 
order to secure the earliest delivery, and in many cases, and particularly 
in the suburbs of larger towns, two or three vans will be engaged in deliver
ing light loads which could easily be conveyed in one. 

Again, the delivery boundaries of the various companies extend into 
each other's districts, and thus there is a considerable overlapping and 
waste of resources. 

A new element of competition has recently arisen in regard to motor 
omnibus services, and occaSIonally such services are established in the hope 
of attracting traffic which but for their existence would continue naturally 
to travel by the already existing route. 

Finally, the large expenses which railway compa-nies incur in the shape 
of advertislDg, mainly for competitive reasons, should be mentioned. News
paper advertIsing, rent of bill-posting stations, the production of high-class 
pictorial,announcements, booklets and folders, with the distribution thereof; 
all these items involve a considerable annual expenditure. 

The advantages to be reaped from closer co-operation amona railway 
companies would naturally be the avoidance, or reduction, of the :lisadvan
tages referred to. 

Cases in point are afforded, so far as the South-Western Company is 
concerned, by the arrangement which exists with the London, Brighton and 
South Coast Railway for poolin~ all tra,ffic between London and Portsmouth 
and the Isle of Wight, which nas been in operation since 1862; also the 
arrangement existing with the Great Western Company for pooling the 
receipts on traffic with the Channel Islands, which commenced in October, 
1899. In both these cases a certain amount of duplicate service has been 
avoided, whilst there has been an advantage in other directions, in which, 
it should be pointed out, the public have earticipated, by- tickets which 
formerly were available by one route only havlDg been made Interchangeable. 

As to disadvantages resultina to anyone company from agreements 
among other companies, undoubted~y any arrangement for dividing or pool
ing traffic between certain competing points should comprise all companies 
concerned in the oompetition. otherWIse special clauses for the protection 
of any interested companies not parties to the arrangement should be 
introduced. 
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No.6. 

THE AMALGAMATION OF RAILWAYS. 

By !lb. W. F. JACKSON. 

Between Railway Companies there are many forms of working arrange
ments or combinations, the main purposes of all of which are eitner (1) to 
simplify the relations of the Companies, and so prevent friction and 
litigation, or (2) to enable economies to be effootedby the restriction of 
competition. In some cases both dbjoots are in view, and are reached by 
the same agreement. 

The circumstances always determine both the nature of the agree
ment and the form it should take. 

When an independent company forms a branch line connecting with 
one of the larger railways of the country, it is usual for the larger Company 
to enter into an agreement to supply rolling stock for, and to work the 
smaller Company's line either for a period or in perpetuity. Such an 
arrangement generally provides for a division between the Companies in 
certain proportions of the gross receipts of the smaller lines. The pro
portions in which the receipts are divlded vary according to the estimate 
of the prospects of the new branch, but 50 per cent. to each has been a not 
infrequent arrangement in Scotland. Sometimes the agreement takes the 
form of a lease, for a longer or shorter period, of the branch line, in which 
case it is usual to secure the smaller Company in a fixed annual payment, 
or to provide a sum sufficient to pay a fixed dividend on its capital. 

There are agreements also which are of an intermediate character 
between the mere workin{$" arrangement and the lease. Such agreements 
vary according to the CIrcumstances arid relations of the contracting 
Companies. 

As a rule, such arrangements are ultimately superseded by the absorp
tion of the smaller line in the larger, the stock of the latter being exchanged 
for an agreed amount of one of the stocks of the former. 

Since the consolidation of the Scottish Railways, whicli took place 
some forty or fifty years ago, the only agreements for working or amalga
mations which have 'been entered into have been of the nature already 
described, and form no analogy to the case of the amalgamation of two or 
more large Companies. There have, however, been agreements with the 
objoot of confining competition within legitimate limits. Such agreements 
have, in some cases, accomplished their objoot by (1) prohibiting the con
struction of new lines by one Company in the territory served -by anotJier. 
or in territory common to both Companies; or (2) dividing, 1D certain 
agreed ways, the rooeipts from traffics with regard to which there was undue 
competition, and thus removing the incentive to such competition. Such 
agreements have sometimes been for a definite period, and sometimes they 
have been terminable on notice by either party to the other. 

The amalgamations which resulted in the five existing Scottish under
takings, simplified the railway arrangements of Scotland, and enabled 
economies to be effected in working and management, as well as the givmg 
of services and facilities to the traders and the public which would have 
been quite impossible with a large number of comparatively smail railways. 
and the arrangements which at present exist amon~ the five Companies wlth 
regard to routing of traffic and mutual availabilIty of tickets, have done 
something more in the same direction. There is no reason to believe that 
a further scheme of amalgamation which would unite in one all file railways 
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of Scotland, would not have the same beneficial results as attended the 
amalgamations which have already taken place. 

. There woul~, by.such amalgamation of the five railways, be savings (1) 
In the cost of dlrectJon, management, and staff generally; (2) as a result 
of the O?mmon u~e of working stock and plant; (3) by the discontinuance 
of dupl.lCate servIces and statIOns; and (4) in the cost of advertising and 
~anvassl?g a~ p.resent considered needful for competitive reasons; and (5) 
In the slmphfym~ of the whole. arrangements of the Companies, particu
larly . in connectIOn with joint lines, Exchanges of Traffic, Running 
Powers, &c. 

Competition, as between the Scottish Railway Companies, has un
doubtedly resulted in considerable diminution of the net revenues of tbe 
Compames without anything like equivalent advantage to the traders or 
the public. Amalgamation, while it would not enable all of this to be 
regamed, would give opportunity to ·effect material improvements in the 
financial position. 

Such competition is, however, not by anX means the only form of 
competition which prejudicially affects the IMottish Companies. The 
smallness of the oountry, and its extensive seaboard and navigable water
ways, make shipping competition a formidable factor, as vessels can reach 
all the most important centres, e.g., Glasgow, Edinburgh, Leith and Gran
ton, Dundee and Aberdeen; and also most of the secondary centres, e.g., 
Berwick, Bo'ness, Grangemouth, including Falkirk, Grahamstown and 
District, Alloa, Burntisland, Kirkcaldy, Methil, Newburgh, Perth, Mont
rose, Arbroath, Peterhead, Fraserburgh, Banff, Inverness, Wick, Thurso, 
Fort William, Oban, Greenock, Ardrossan, Troon, Ayr, Stranraer, and 
Annan. This has compelled the Railway Companies, and will continue to 
compel them, to grant full facilities and low rates in order to secure as 
large a share of the traffic as possible to their lines. Amalgamation would 
not in any way affect this serIOUS loss of revenue, arising both from actual 
diversion of traffic, and from reduction of rate on traffic retained to the 
railway routes. This competition becomes more and more formidable as 
time goes on. It has the double disadvantage, from the railway point of 
view, of not only abstracting traffic from land routes, but of taking prin
cipally the bulk traffics whICh lield the best net results by ~iving good 
wagon and train loads, with limited handling and clerical servIce. 

There should also be mentioned the increasing competition to which 
railways are subjected by tramways and various forms of motor traction, 
and which, in inland districts, have very much the same effect in forcing 
the Railway Companies to give full and efficient services at very low fares 
and rates, as shipping does in connection with districts nearer the coast 
or navigable rivers. Continuous tramway journeys are possible in Scot
land, extending to no less than 20 or 30 mIles, and as this form of com
petition is always in the more populous districts, its effects are the more 
keenly felt by the Railway Companies. 

If, therefore, the Scottish Railways are to be maintained as efficient 
factors in the maintenance and development of the trade of tlie country, 
relief must come to them from some quarter, as, with their capital commit
ments, the ever-increasing demands of labour and requirements of the Board 
of Trade, and the formidable water and tramway, &c., competition they 
have to meet, with the conse~uent decreasing and even vanishing dividends, 
it is impossible they can contmue to find money to meet their alisolute needs, 
much less to proVIde for development. Amalgamation, with its possible 
economies, would afford a very substantial contribution towards the relief 
thus required. 

It is probably right I should explain that the views hereinbefore 
expressed are my own personal views, and must not be in any way assumed 
as being put forward with the authority of, or on behalf of the North 
British Company, or any other Railway Company. 

S"5SS 
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No.7., 

CO-OPERATION AND COMBINATIONS AllONG 
RAIL WAY COMPANIES. 

By MR. A. BEASLEY. 

The idea underlying Paragraphs E and F of the President's Memo
randum of Address of the 24th of March appears to be that the railway 
companies generally are desirous of "closer co-operation" among them
selves, i.e., of obtainin~ greater facilities for amalgamation, and that they 
are willing to share WIth the traders any advantage derived therefrom. 

There is no evidence of any such desire. Individual companies may, 
for special reasons, wish to amalgamate with another company or to take 
over another company's railway, and it may for present purposes be taken 
for granted that those reasons are sufficiently cogent to justify the expecta
tion that an appeal to Parliament for the necessary powers would be 
successful, ParlIament having very rarely refused its sanction to any well
considered scheme of amalgamation, provided that it was shown to be 
desira:ble in the public interest. Parliament, indeed, has from the very first 
encouraged combinations among the railways brought into existence by its 
authority, although (vide Memorandum of the Board of Trade already 
circulated) when railways began to be built in this country it was the general 
opinion that any tendency on the part of the railway companies to acquire 
a monopoly whlCh tliey might use to the detriment of the interests of the 
public would, to a greater or less extent, be obviated by the effect of com
petition. The oompetition referred to was obviously not the oompetition 
between railway companies as it is to-day understood, but the oompetition 
of new railways with existing undertakmgs, which it was feared might. 
without such competition, acquire a monopoly to the detriment of the public. 

One of the very earliest railway Acts givin~ power to the company 
incorporated to enter into closer arrangements With other companies was 
the Tall Vale Act of 1836. The section set out below is perhaps not unique. 
but it is certainly rare, and probably not without interest at the present 
moment:-

Taff Vale Railway (Incorporation) Act, 1836. Section 144. 
And whereas it wonld tend mnch to th~ convenience of the pnblic if railway 

companies were empowered to enter into mntual arrangements so as to avoid the 
necessity of a change of carriages and other delays arising from a diversity of 
interests: be it therefore enacted that notwithstanding anythiug in this Act con
tain~d it ,hall be lawful for the said Tall' Vale Railway Company and they are 
hereby empowered from time to time to make and enter into any contract or agreement 
with any other railway company (and which contract or agreement all other railway 
companies are hereby empowered to make and enter into) either for the division or 
apportionment of the rates, tolls, and dnties, or for the passage over or along the 
railway by this Act authorised to be made of any engines, coaches, waggon., or 
other carriages of or belonging to any other railway company, or which shall pass 
~ver Or along any other line of railway, or for the pas6age over or along any other 
hne of railway of any engines, coaches, waggons or other carriages which &hall 
belong to the said Tall' Vale Railway Company 0; which shall pass over or along 
their line of railway, npon the payment of such rates, tolls or dnties and under 
such condit.ions and restrictions as may be mutnally agreed uPon, and aiso to make 
and enter mto any other contract with any other railway company that may be 
deemed advisable; and every snch contract may contain such covenants, clanses 
pr?visions~ conditions, and agreements, as the contracting parties may respectively 
thmk adVisable and mutnally agree upon; Provided always that no snch contract 
shall in any manner aiter, affect, increase, 01' diminish any of the rates tolls or 
snms which the respective companies parties to such contract shall for the tim~ be 
respectively authorised to have, demand, receive, or recover of or from any person 
or any other company, bnt that all other persons and companies shall, notwithatand
ing any such contract, be entitled to the use and benefit of any of the said railways 
upon the same terms and conditions and upon payment of the same rates, tolls, and 
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Bums .. they would have been in case no Buch contract bad been entered into, nor 
Bhall any Buch contract give any preference or advantage to any company or person 
party thereto over any otber company or per8<'n, but all such companies and persons 
so contracting BhBII, notwithstanding snch contract, pay the same amoont of rateB, 
tolls, and duties as BhBli from time to time be charged to other companies or persono 
not being parties to soch contract, and no person or party using the aame railway 
ahaIl payor be liable to pay any greater amount of rate, toll, or duty for or in 
respect of any carriage, paesenger, goods, articles, matters, or things carried or 
conveyed upon or along or using the said railway than any of such railway 
companies. 

Excluding the proviso, this·section, mutatis mutandis, is identical with 
Section 7 of the Canal Act, 1845, and it, or a similar clause, was clearly in 
the minds of the framers of that Act, and tends to negative the assumption 
on page 8 of the Board of Trade Memorandum above referred to that the 
recital of the Act is " somewhat inaccurate." 

It is not necessary to consider here how far the powers of t.he Taff Vale 
Act could be utilised under the changed conditions of to-day; but it has 
never been repealed, and in view of that fact the observations of the Board 
of Trade upon the identical powers of the Canal Act of 1845 are instructive. 
Those powers were used to enable railway companies owning canals to 
obtain (in the capacity of canal companies), control over other canals with
out express statutory authority, to such an extent as to render it expedient 
to provide by special enactment (llide Cheap Trains Act, 1858, Section 3), 
that canal oompanies being also railway companies should not take lea,ses of 
railways or canals" unless specially authorised." It follows that if, as the 
Board of Trade Memorandp,m suggests, "it would seem to be still a question 
whether two railway and canal companies (e.g., the -Great Northern and 
Great Central Companies), are not theoretically empowered by this almost 
forgotten Act of 1845 to make such arrangements bet.ween themselves as 
they think desirable with regard to their respective railway undertakings," 
the position of the Taff Vale Company differs materially from that of most 
other companies in relation to the suggested desirability of obtaining 
further powers to effect combinations, and especially as to the consideration 
to be given for them. 

In 1-844 the same company obtained powers under which, with the 
consent of a three-fifths majority of the proprietors present at a meeting 
called for the purpose, a lease of the raIlway as then authorised, or any 
parts thereof, might be granted for a period not exceeding 21 years "to 
any company or person willing to accept the same" upon such terms and 
oonditions as might be mutually agreed upon (llide TalI Vale Act, 1844, 
Section 19). These powers are still in force. 

Another section of the Taft' Vale Act of Incorporation may be conveni
ently cited here, as showing that the Legislature was of opinion from the 
very outset that the owners of railways ought, in the interests of the public, 
to be permitted to make arrangements for facilitating each other's opera
tions:-

Taff Vale Railway (Incorporation) Act, 1836. Section 136. 
Nothing in this Act contained shall be conotrued to prevent the said company 

from making auy s,,"I'eement with any person for the hire or u"" of any locomotive 
engine or of any carriage, and to pay for the same ouch fe880nable sum as may be 
agreed upon between the said company and snch person, anything herein contained 
to the contrary thereof notwithstanding. 

Parliamentary sanction was probably not necessary to enable arrange
ments of this character to be made, Corporations having (fJide Mr. Temple 
Franks' memorandum) .. all capacities and powers which, being reasonably 
incidental to their enterprise or operation, are not forbidden them either 
expressly by their constituting instruments or by necessary inference there
from." But the fact that specific powers were granted in this instance (and 
probably in others), and that they are capable of a very wide application, 
may have a bearing more or less material on the question under discussion. 

That Railwar Companies have not been slow to avail themselves of the 
readiness of Parhament to sanction schemes for the fusion of two or more 
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railways, or the .abs?rptioJ?- into the larg~r unde~takings of small lines 
struggling to mamtam an mdependent eXIstence, IS a matter of common 
knowledge. Sir Charles Renshaw said, at the recent interview with the 
Chancellor of the Exchequer and the President of the Board of Trade, that 
he did not suppose there was one Chairman of a railway there who did 
not represent amalgamated railways. Probably the most conspicuous 
example of an "amalgamated railway" is the Great Western, consisting as 
it does of a hundred or more at one time separate units. The Taff Vale 
furnishes another instance relatively more remarkable than the Great 
Western. The total length of the Taft' Vale Railway is 124 miles. and it 
consists of 11 railways. all of them separately promoted, and all but two 
(which are leased for a long term), completely merged in the larger 
Company. . 

Bradshaw's Manual of 1881 gives the names of 351 railway companies 
then in existence. Of these, 223 do not appear in the 1906 edition, all of 
them, with perhaps one or two exceptions, having in the intervening 25 
years been absorbed by neighbouring lines; and. although the names of 
100 railways appear in the list of 1906 which had no existence in 1881, the 
total number scheduled in the latter year was less by 123 than in 1881. The 
great majority of the absorbed lines were naturally short railways of com
paratively little importance, designed to give to small towns and rural 
districts that connection with the railway system of the country which their 
great neighbours had not seen their way to provide. Probably none of these 
lines were financially strong, while many were impecunious from the very 
commencement and quite incapable of making adequate provision for the 
requirements of the public. Three at least of those now incorporated in the 
Taft' Vale system must, if left to themselves, have become derelict. The 
great majority of the small railways s~ch as those described, were, from 
their opening, worked under Parliamentary authority. as a part of the 
lar~er railway with which they were connected, i.e., under conditions 
whICh, from the very first, were analogous, as far as the public were con
cerned, to those of complete amalgamation, but this state of circumstances 
did not exist in every instance. 

In 1863 Parliament sanctioned the amalgamation with the Great 
Western of the West Midland and South Wales Railways. both of which 
had been worked independently under circumstances of considerable pecuni
ary difficulty and with corresponding disadvantage ro the public. By this 
amalgamation enormously enhanced financial responsibilities were put upon 
the Great Western Company, not only as respects the increased capital for 

_ which it became responsible, but through the necessity of expending large 
sums of money to bring up the equipment of the acquired railways to its 
own standard of efficiency and provide adequate accommodation for the 
public traffic. The gain to the trading and travelling public by an 
amalgamation of this nature cannot be over-estimated. . 

The Act under which the amalgamation with the West Midland Com
pany. was effected is remarkable in more than one respect. Beyond securing 
to neIghbouring Companies adequate facilities, in the shape of through rates 
~nd othe~~se, for the transmission and interchange of fraffic, all of which 
It wa~ withm the power of the Companies concerned ro render and many 
of 'YhIC~ had been ~endered without legislative authority or compUlsion, no 
obhga~lOn of a~y kind was put upon the Company as the price of the amal
gamatIOn. It IS true that there is a clause in the Act providing that, after 
the Company has for three years paid six per cent. on its Capital Stock, 
the Board of Trade may revise the scale of tolls, rates, and fares, and fix 
such new scales as "assuming the same qualities and kinds of traffic to 
continue" will be "likely to" reduce the profits to six per cent.; but the 

. Company has never earned six per cent. on its Capital Stock, and if it had, 
it would ~ave been impossible for any revision of its charging powers ro be 
made which would not have jeopardised future dividends. The Taff Vale 
(Ama,~gamations) Act, 1'889, contains a somewhat siInilar provision, except 
that, m that case, any surplus over six per cent. is to be applied either In 
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the reduction of the tolls, rates, and charges leviable by the Company, 
"or in such other manner, in the interests of the public, which Parliament 
may from time to time prescribe." The clause is doubtless equally inopera
tive with that of the Great Western, and ids quite possible that all such 
provisions were abrogated by the Rates and Charges Acts, 1891-2. 

The most remarkable feature of the Great Western Act is that it 
restricted competition-not only that competition by new railways which 
was deemed in the early days to be a check upon monopoly, but the compe
tion" between established companies for the carriage of traffic as.it existed 
when the Act was passed and as it .has since been developed. Two agree
ments with the London and North Western and Midland Companies 
respectively were scheduled to the Act under which each Company agreed 
with the Great Western not to construct, lease, work, or subscribe to, 
directly or indirectly (by means of agreements, rebates, or otherwise) any 
new lines deemed to be necessary in the districts in which both were 
interested, except by agreement with the other contracting party, and not 
to unfairly compete with the other by carting traffic for unreasonable 
distances, &c. The contracting companies further agreed that equal rates 
and fares should be charged (under penalty in case of breach) between all 
competitive points. These agreements could have been entered into (and 
of course terminated) without ·statutory authority, and it was necessary to 
obtain the assent of Parliament thereto for the purpose only of rendering 
them enforceable against each other. The singular thing is that these 
provisions should have been introduced into an Act the main object of which 
was to enable the Great Western Company to get rid of a formidable 
competitor. 

The" disadvantages resulting to any Company from agreements among 
other Companies" depend entirely upon circumstances and very largely 
upon the conditions imposed. If, for instance, the lines amalagamated 
formed part of a continuous through route and had, while independent, been 
worked III close connection with each other, the interests of other companies 
would not be affected to the same extent as if the amalgamation set up a 
new competition or combination of interest previously antagonistic. A 

. friendly ally of to-day may by absorption into another system become to
morrowan active opponent, without any compensation or compensating 
advantage to the other companies suffering from the abstraction of traffic 
following upon the amalgamation. Again, if Parliament were to insist, 
as the price of amalgamation, that the charging powers or the rates· charged 
by the Companies interested should be revised, a grave injustice might be 
done to competing companies. No company can effectively carryon a 
competition except upon equal terms with its competitors. It must not only 
charge the same rates between competing points, but afford facilities equal 
to those given by its neighbours .. A railway competing with companies 
obtaining power to amalgamate on condition that their rates are reduced 
must therefore either reduce its own rates also without receiving any com
pensating advantages which its competitors may have secured by amalgama
tion, or submit to the entire loss of the traffic which it formerly carried-a 
not impossible contingency, seeing that a company, driven to choose 
between two alternatives, may find it less disastrous to sacrifice a I?art of 
iis traffic than to create preferences by reductions of rate which It may 
eventually be forced to apply to the whole of the traffic it carries. The 
closing of a route by which, under existing conditions, an effective competi
tion is maintained would hardly be considered conducive to the interests of 
the pUblic. 

Whether competition from the point of view of the railway oompanies 
has not been carried to excess is another question altogether. In these 
days, there being no competition of rates (which must,as already stated, 
be in all cases equal), the competition is that of facilities only, and it cannot 
be doubted that facilities are afforded at great cost to the companies which 
are of little real value to the public. For example, more trains are run 
between many competitive points than are really necessary even from the 
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point of view of the most exacting traveller. Manchester and London may 
be cited as affording a familiar case. The total number of trains run 
between these points in 24 hours is 110, 57 down and 53 up. Of the down 
trains 29 start from London between the hours of 10 a.m. and 5 p.m. In 
the opposite direction there are no less than 30 between the same hours. 
while there are 7 from London in the hour between 12 (noon) and 1 o'clock 
and 7 from Manchester between 10 and 111 a.m. Making due allowance for 
the acco=odation of intermediate towns, it is obvious that some of the 
trains between London and Manchester are unnecessary and oould be 
dispensed with by arrangement between the companies interested; and 
without any real disadvantage to the travelling public. The companies do 
not require Parliamentary authority for this step. Nor need they seek the 
sanction of Parliament for any dimInution they might desire to bring about 
in the speed of their trains, whether passenger or goods. The latter, under 
the pressure of growing competition, have been accelerated from time to 
time until it has become a matter of ordinary course for goods of an entireiy 
miscellaneous character, and consigned in small lots, to be delivered in 
towns 150 and 200 miles or more from London in the early forenoon of the 
day following that of despatch. Nothing like this service is given or 
attempted in any other country. In Germany, for example, the require
ments of the law would be complied with if goods carried 150 miles reached 
their destination within four days. It is obvious that dispatch such as is 
given in this country can only be afforded at great cost. Heavy loads are 
incompatible with a high rate of speed; the number of vehicles on a train 
is therefore limited, and the loads of the vehicles them...oelves are too often 
much below their capacity; hence the proportion of dead weight to paying 
load and the cost of haulage are disproportionately high. This state of 
things may be materially changed without disadvantage to the public. 

The present conditions of efficiency are largely the result of oompeti
tion, but railway traffic is not all competitive, and there is not of necessity 
any marked difference, as regards dispatch and otherwise, between compe
titive and non-competitive traffic. The main point is that the conditions 
exist, and that they are the outcome of co-operation and arrangements to 
a large extent of a voluntary character. Is there any ground for suggesting 
that material disadvantage to the public would result if the element of 
competition were eliminated, so far as the competition is a railway compe
tion only? There would still remain the competition by road and between 
districts and ports, and necessarily also that competition by sea, which 
must always have an important bearing upon the oost and conditions of 
inland carriage. It is quite within the power of the Companies to abandon 
competition altogether as between themselves, and in that way to produce, 
as regards the public, ;tIl the conditions that would be brought about by a 
ge~e!!!-l amalgamation, provided !hat the obligation to afford reasonable 
f!1clhtles and. treat all persons alike is duly observed. They are hardly 
likely to do It, but the power nevertheless exists, and must be reckoned 
with. 

As regards the suggestion that the railway staff should be specially 
protected inoany scheme of amalgamation that mIght receive Parliamentary 
sanction, it is probably sufficient to state two facts (1) that, in most amalga
mation Acts it is expressly provided that the officers, clerks, and servants 
taken overby the amalgamated Company shall have thA same rights, be 
~m{>loyed on the same terms, and be subject to the same. obligations and 
inCIdents as they would have had, or been subject to, if they had remained 
iI!- their original service; and (2), that the staff taken over under such 
Clrcums!:.a:nces have always gained through their absorption into a larger 
undertakmg, capable of paying, and paying as a fact, higher salaries and 
wages, and giving greater opportunities of advancement than a smaller 
concern could afford to do. 
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No.8. 

ADVANTAGES AND DISADV A'N'fIAGES OF WORK.I'NG 
AGREmrENTS A'ND AIMIALGA!M:A:TIONS. 

By MR. w.. GUY G:RANET. 

As Regards Railways. 

It is not necessary to elaborate the proposition that if two competing 
railways were to make a WQrking arrangement or an amalgamation, very 
considerable economies could ·be effectuated. It is t() 'be observed, however, 
that these economies would not be so great as is generally supposed for the 
following reasons :~ 

(1) The invariable result of amalgamation of two railways has been 
that the rates of wages and conditions of service have been levelled up in 
the case of each Company: e.g., one Company has better conditions of 
service for its drivers and firemen, then that higher scale becomes the scale 
for the two Companies. The other Company has better conditions for its 
goods guards, and accordingly those better conditions are made applicable 
to ;both Companies. 

The result is that the savings hy the elimination of competition are 
largely counter-balanced 'by an increased wages hill. I have no ·personal 
knowledge upon the subject, but if evidence could be obtained as to the 
experience of the S. E. & C. Railways in this respect, I think it would be 
illuminating. 

(2) Competition with the sea and inland navigations, which in this 
country is one of the most important factors in the fixing of the rates, will. 
always remain. 

(3.) Competition between ports or localities will also always remain an 
import8Jlt factor. I can give an illustration of this, which not only will 
indicate what I mean, but will, incidentally, call attention to the origin of 
some of the anomalies that one is sometimes confronted with in railway 
charges, and show that they are not necessarily the outcome of the stupidity 
or malice of Railway iManagers. 

The Port of Lynn competes with the Port of Hull, especially in regard 
to coal traffic for shipment. It has many disadvantages as compared with 
Hull, both in regard to construction and access and egress. The Midland 
Company have for years been pressed by the Lynn Authorities to so equate 
thc shipping rates through Lynn as to make it possi1ble for that Port 
to reasonably compete with Hull. That has been the policy of the Midland 
Company, with the result that exceedingly low rated are in operation from 
Midland Collieries to the Port for coal for export, and these rates are 
considerably lower than the rates in operation for coal to Lynn for local 
consumption. 

Last year some person interested in Lynn became aware of the fact 
that whilst the rates for shipment from the Nottinghamshire and Der~y
shire Coal-fields varied from Zs. &/. to 2s. lOti., the Company were charglng 
on coal from the same Collieries for consumption in Lynn rates varying 
from 4s. 9d. to 5s. 6d. This he considered to be a hardship and injustice, 
and in order to bring pressure on the Company obtained the assistance of 
a. Member of Parliament who, in the session of 1907, put down notice of 
opposition to the second reading of the Company's Omnibus Bill of that 
Session, although there was nothmg in it having reference to the Port. 
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It was pointed out to the Member that the Company could not, on the 
Bill, discuss any such question with him, whereupon he said that he and 
several Members with whom he was associated would oppose the Bill as 
strongly as they could, and this action was taken. 

Taking one colliery as an example, the rate for shipment is 28. lId., 
and for local consumption 5s. 5d. The distance from the colliery is 
101 miles. The yield per mile on the shipping rate is ·326d. Obviously 
it would be impossiJble for a Railway Company to live on rates generally 
based on such a low earning per mile, and therefore the only course open 
to the Company of redressing the supposed grievance would be to put up 
the shipping rate to the town roate, in which event Lynn, for the purposes 
of coal exportation, would be closed. 

As regards the General Public. 

(1) In considering this question I think it would assist the Conference 
materially if evidence oculd be procured to show the effect of past amalO"a
mations of, or working agreements between, competing Companies, an8 I 
should especially suggest that evidence should be obtained as to the results 
to the public of the amalgamations which have given a practical monopoly 
over one of the most important industrial districts in the world to the 
North-Eastern Company, and as to the effect of the more recent working 
arrangements entered into between the London and North-Western and 
Lancashire and Yorkshire Companies. 

I ,believe such evidence would convince the Conference that some 
mitigation of competition is not merely not harmful, but actually ·beneficial 
to the public. 

(2) Further advantages which can be suggested are the availability 
of the resources of both Companies in the form of warehouses, goods 
stations, etc., to the merchant or manufacturer situated on the one system. 

From the passenger point of view the same argument can :be applied 
in regard to the use of passenger stations and alternative services ·between 
large centres. 

(3) Again, I think that the result of union between two keenly com
petitive Companies would probably result in the more efficient conduct of 
transport and so tend to the advantage of the trader. 

(4) Another direction in which advantage to the public might be 
looked for is in greater freedom of action on the part of the manager of 
a railway where competition has been to a great extent eliminated, and so 
greater power is given him to try experiments. 

The paradoxical position under the rule of unlimited competition is 
that competition must !be restricted or ruin will inevitably follow. Com
petition in rates has, between Railway Companies, practically ceased. 
There is still, of course, as I have always pointed out, the enormously 
important competition with the water and 'between districts; but as 
between Railway Companies it is safe to say that, generally speaking, there 
is no longer any competition in rates. In order to make effective this 
restriction of competition in rates it is necessary that there should be agree
ment between Companies as to general principles which should guide them 
in their relations with their customers. These agreements, as indeed all 
agreements, can only be come to upon the principle of reciprocal concession. 
It may thus happen that in order to maintain an agreement which is 
undoubtedly in the general interest and to prevent reprisals, Company" A," 
working under different conditions from Company "-B," may be restrained 
from doing something for its customers which it thinks would be of benefit 
to itself, because Company "B" are of opinion-and probably rightly
that such action would be detrimental to itself. 

(5) Finally, from the p'ublic point of view it must 'be a matter of 
supreme importance that RallwayCompanies should be able to fully develop 
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the districts which they serve. It is often said that this country is fully 
developed, and that Railway Companies should close their capital accounts. 
I believe that this is a ruinous misconception, and speaking of the districts 
which the ,Midland Railway Company serves, I am convinced that oppor
tunity still exists for the profita.ble employment of very considerable further 
capital, and I am optimist enough to believe that, as time goes on, still 
further opportunities will reveal themselves. Under present conditions, 
however, it is practically impossible for Railway Companies to raise further 
capital, except in small sums aBd at high'rates of interest. This condi
tion of things, in my opinion, would be dissipated if the nation would 
consent to modify the doctrine of unlimited competition which has hitherto 
been the basis of all railway legislation in both public and private Acts. 

Disadvantages 0/ Amalgamations and Working Agreements. 

(a) From tlte point 0/ view 0/ the general public.-As to this portion 
of the question I say nothing, as I gather that the non-railway members 
of the Conference will be ready to hand in memoranda. I can only express 
the general ,belief that many of the disadvantages will prove, on investiga
tion, to be based on misconception, and that safeguards can ,be devised 
against such as are proved to be substantial. 

(b) From the railway point 0/ f!iew.-The principal evil from the 
railway point of view from any scheme of two or three-Company amalga
mation is undoubtedly the diversion of traffic which all competing Com
panies, outside those amalgamated, will suffer. If the object and result 
of amalO'amation was simpl; to bring about a reduction of expenses, then 
outside Companies would, 0 course, have nothing to fear. But this is not 
the case. Amalgamations bring with them a serious disturrbance in the 
routing and conveyance of traffic, and heavy transferences of traffic from 
one set of lines to another is inevitable. 

Another evil that may result from amalgamation is perhaps even more 
serious. It has long been a cardinal principle of railway working that 
where traffic is "local" to one Company, no other Company shall have the 
right to carry it any part of the way towards its destination. Where one 
Companr is both at the point of origin of the traffic and at its point of 
destinatIOn, such Company claims the traffic as "local" to itself as against 
any Company which may be'only at the point of origin. 

The following instances are given to illustrate these dangers :-
(a) Traffic lost through becoming" local."-<Supposing a colliery" X," 

and that the principal portion .of its output is destined for "Z." Now 
suppose that Companies " A" and " B" are at "X," hut neither of them 
is at "Z," but Company" C" is at " Z," and Companies" A" and" B .. 
h.ave each got juncti0I!s of exchange with Company" C." Under thes~ 
Circumstances Companies .. A" and .. B" compete for traffic from .. X ,. 
to u Z." 

Suppose, however, that Company .. B" amalgamates with Company 
"C." The result is that the amalgamated Company" B" plus" C," ;I:leing 
both at 'he point of origin and destination, claims the traffic from "X " 
to " Z " as " local" to itself, and Companr, " A," which under the old condi
tions in conjunction with Company "C,' had a better route than that of 
the amalgamated Companies is absolutely excluded from competition, and 
is deprived of a possibly considerable revenue. 

(b) Transference of traffic from one route to another.-Railway .. A .. 
has an exceedingly heavy weight of traffic arising at local stations, 
collieries, works, &C., on its line for stations beyond, at places served both 
by .. B" and "C," each of whom have junctions of exchange with "A." 
To-day this traffic is divided approximately between" B" ana "C." Now 
amalgamate" B " with" A," and the latter has then a. through route of its 
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own without the neoessity of the intervention of a second Company, and 
keeps the traffic to its own rails to the loss of "C." 

(c) Assume "A" a railway in the Nortb of England, witb a beavy 
traffic flowing to stations South of tbe Thames. Between tb~ terminati?n 
of " A" and the commencement of tbe South of the Thames hnes, are raIl
ways" B," .. C," "D," and" E,:' all of ,!hom baV'e junctions wit~ .. A," and 
a route to the South. Now thIS traffic IS competed for and carrIed by .. B," 
"C," .. D" and .. E," but join together" A " and" B," tben the former can 
deliver the traffic itself to the railway of destination without the neoessity 
of handing it over to an intermediate Company. Result," C," "D," and 
" E" are depleted of traffic. 

Parliament has, in considering amalgamation schemes, always been 
willing to insert clauses giving the necessary protection in cases of this 
sort to Companies outside the proposed amalgamation. 

In considering any proposal to simplify the procedure as to amalgama
tion by giving to the Board of Trade, or to the Railway Commissioners, 
power to sanction such schemes, due regard should ;be paid to the fact that 
neither of these authorities has the power to insert clauses. 

A possible way out of the difficulty, but one whicb requires very careful 
investigation and thought, is the suggestion that any Company able to sbow 
the probability of injury of the nature I bave indicated to itself, should 
bave the option to lbecome a party to tbe proposed amalgamation. 

Conclusions. 

So long as the present relations 'between the railways and the State 
continue, it seems certain that, subject to proper safeguards in the interests 
both of the public and of other Railway Companies, considerable benefit 
would be derived by extending the opportunities for diminution of competi
tion ;between Railway Companies. 

Whether more extensive benefits might not be attained by a more 
complete and systematic elimination of competition, short of ,State 
purchase, by a scientific grouping of railways, constitutes an alluring field 
for speculation and enquiry. 

Apart, however, from the inherent diffictllties in connection with any 
attempt at defining the limits of the proposed groups, I do not see how such 
a result could be achieved without direct Government action, and, as a 
necessary concomitant, direct Government financial assistance and control. 
After reading the minutes of the meeting tbetween the Chanoellor of the 
Exchequer and the President of the Boaro of Trade, and the representa
tives of the Railway Association, it is clear, however, not only that such 
an enquiry is outside the scope of this Conference, 'but that the Board of 
Trade are not prepared to indicate the possession of any opinion upon the 
subject. Under the circumstances, therefore, it is perhaps better that the 
field should remain unexplored. 
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ND.9. 
RAILWAY AMALGAMATIONS AND WORKING 

AGREEMENTS. 
By ~ E:I!,Nmt MOON. 

There !Ue ~wo s.pecies of Q,rJ:aJ;lgements by which Railway CompaJ;lies 
effect combmat!Ons :-

(1) Arrangements re~attng their action in respect of such traffic 
as the combinl,llg CompaJ;lies are both interested in, whether 
~he interest is competltive or whether the interest is to c0-
operate. 

(2) Amalgamation, which may be described as combination carried 
the point of absorption .. 

Both species of arrangement effect economy. The extent of the 
economy effected must depend on the circumstances of each case, and must 
be a matter of estimate, but it is difficult to imagine aJ;ly combination of 
the kind described by which saving would not be effected. 

In the case of the first species of combination economy would result 
from the elimination from the cost of the service of that expenditure which 
was solely due to the duplication of the service, and would be measured 
by tlie difference between the expenses incurred in obtaining and providing 
for the traffic if it was conducted by one carrier instead of by two. But 
an iml?ortant further economy also results from the fact that the accom
modatIOn for traffic, e.g., station accommodation, &c., which has to be 
provided is also reduced in the same measure. Such a combination agree- . 
ment, if it is made for a sufficiently long term, also enables the traffic in 
which the combining companies are interested to be conducted by the route 
which is shortest or otherwise cheapest. This may be an extremely im
portant saving. Competitive companies are often obliged to make use of 
roundabout routes to convey the traffic on their own line, and it is tbeir 
interest to do so as long as the working expense leaves a sufficient margin 
of profit--a principle which applies to all trade competition. If, however, 
for the purpose of illustratIon, the Midland Company and the Great 
Western Company were to combine, it would be no longer necessary for 
the Midland Coml?any to send their London traffic destined for Bristol 
round by way of BIrmingham; or if the South-Western and Great Western 
and MidlaJ;ld were to combine, Manchester traffic from SouthamptQn might 
be sent- by a shorter route instead of being, as it often is, routed by London. 

In the case of amalgamation an additional economy would result to 
the extent to which the cost of administration of the combined,companies 
would be less than the cost of administering the two separate companies; 
but part of this advantage is deferred by the necessity for providin~ com
pensation for persons displaced because their functions are no longer 
necessary. 

How far such combinations are against the interests of traders who 
are served by the combining companies is capable of being ascertained by 
evidence in those cases in which such combinations have come into force 
within a recent period. For instance, it is known that pooling arrange
ments have been recently established in respect of certaIn traffic. The 
amalgamation between the Waterford and Limerick and Great Southern 
and Western Railway Companies was sanctioned by Parliament in 1900. 
It should be possible to ascertain what prejudicial results, if any, have 
followed upon this combination. . 

The two concrete directions in which injury to traders' interests may 
be apprehended are :-

(1) Higher rates, or diminished inclination to reduce rates. 
(2) Reduction of facilities, or diminished inducement to provide 

facilities. 
These may be considered apart from the abstract apprehension that a 

customer is not as well served when he has to depend upon one agency as 
when he has the choice of two. Against this may be set the reasonable 
expectation that some of the zeal, attention, and expense devoted to secur
ing traffic from its competitor may be directed to the nurture of traffic 
instead of its capture. 

BU88 G 
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Rates. 

The Act of 1894 is a safeguard against increased rates, and as that 
Act is at present administered the economy resulting from combination 
would pro tanto make it more difficult to justify an increase of rate. 
There is also the safeguard in respect of through rates, whether between 
the combining companies or from their system to those of other railways, 
of the Through Rates Clause of the Act of 1888, under which the Com
missioners can determine what a just and reasonable rate should be. It 
should be observed, however, that this safeguard is not so extensive in the 
case of amalgamation as in the other species of combination, because by 
amalgamation the rates for traffic exchanged between the systems of the 
amalgamating companies become local rates of the Amalgamated Company 
over which the Commissioners have no jurisdiction so long as they are not 
increased. 

On the other hand amalgamation ipso facto reduces the charging 
powers of the Amalgamated Companies on traffic passing over both systems, 
because the mileage after amalgamation is calculated cumulatively mstead 
of separately upon the two systems. 

It remains to consider how far combination renders the combining 
companies less inclined to reduce rates than if they remained independent. 
To appreciate the position it is necessary to ascertain how far, without 
any combination other than, for instance, the Conferences which exist in 
nearly all districts to deal with rates, it is practically possible for Com
pany A to reduce rates except by agreement with all other Companies 
mterested in the rates in question, whether the rates are local or whether 
they are through, unless they are local rates which have no com:retitive 
relation to rates of other Companies, and such rates are few an unim
portant. This is a matter upon which the Railway Representatives can 
inform the Conference, but the .practical result is generally supposed to be 
that no initiative is left to indIvidual Companies in this matter. If so 
combination would not seem to alter the posItion in that respect. 

Facilities. 

In many cases Railway Companies undoubtedly give facilities which 
are intrinsically valuable to the traders they serve, but which they could 
not be compelled to render under the Railway and Canal Traffic Act as a 
matter of obligation and which it would be within their power to with
draw, to some extent at any rate, if the incentive of competition is removed 
by combination. Some provision seems to be required so that facilities 
and conveniences which it is really important to the trader to maintain 
even at competition pitch should not be allowed to sink to a lower note as 
the result of combination. A further result of combination may be that, 
whereas so long as it remained independent it was the interest of Com
pany A to encourage particular traffic from X on the A Company's system, 
it may become the interest of railways A plus B to foster that description 
?f traffic from Y on ;Railway B to a competitive m~rket because the tra~c 
IS more cheaply carrIed from Y than from X; .and there are other ways III 
which combination might alter the balance of the interest of each of the 
combinhlg companies. If it was provided that none of the facilities 
enjoyed before the combination should be diminished the effect might be to 
do away to a considerable extent with the economy which combination 
might.effect, but it would be desirable to provide that existing facilities 
and conveniences should not be curtailed to such an extent as to sensibly 
handicap traders in carrying on· their business. It might be worth con
sidering whether a Railway Company might not be called upon to justify 
any withdrawal of facilities after combination, but the tribunal should be 
allowed the greatest latitude as to the considerations to which they might 
give effect in determining this question. 

Prima facie it would seem that a facility given by a Railway Company 
would be from that very fact considered to be a rea30nable facility which 
the Company might be ordered to continue to provide under the Railway 
and Canal Traffic Acts as they stand. 
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No. 10. 

RAILWAY AMALGAMATIONS AND WORKING . . 
AGREEMENTS . 

• By 8m F. FORBES ADAM. 

In the absence of specific reliable evidence regarding dangers to be 
guarded against or the advantages which traders gain from competition, 
I find it dIfficult to enter into details. My remarks are, therefore, purely 
of a general character. 

Everyone now recognises that public benefits-shared by tlie Railway 
Companies-are bound to result from amalgamation in certain cases. It is 
perhaps not so widely acknowledged that still greater advantages might be 
secured by unification on a big scale if a movement of that nature were 
within the bounds of what is possible. As things are, much waste and loss 
are caused by overlappinO'. By reorganisation and systematising of goods 
and passenger traffic substantial saving of expenditure can be brought 
about. Competition where it really exists and has not yet been moditied 
or removed by working agreements-known or undivulged- is undoubtedly 
favourahle to the interests of traders. But it may be admitted that by its 
means tEey sometimes reoeive greater facilities and cheaper transit than 
they are legitimately entitled to. On the other hand, to weaken or eliminate 
this, competition calls for precautionary measures, or a situation of grave 
peril might be created, in which rates onerously raised, facilities unduly 
restricted and convenienoe injuriously curtailed would be common features 
of the new regime. Therefore, before amalgamations are sanctioned, it will 
be necessary to subject the amalgamatincr companies to the conditions tliat 
Parliament after careful scrutiny wouTd seek to impose were statutory 
powers being sought for the first time. 

Furthermore, in the public interest the Board of Trade must retain 
control and final decision, so as to safeguard traders and passengers from 
possible abuses of the fresh privileges and greater freedom possessed by the 
Railway Companies if and when these are granted. 

'Suitable machinery for enabling this control to be exercised in the most 
businesslike way will have to be provided. 



No. 11. 

RAILWAY AMALGAMATIONS AND WORKING AGREEMENTS. 

By Ma. A. SnuIKNs. 

It is obvious that the principal object of such arrangements is the decrease 
of working expenses, by reducing the administrative stsff, by discontinuing 
superfluous trains, and by adopting any other changes in the existing traffic 
arrangements that tend to effect a saving of cost. 

How such modifications in the working of railways are best carried out is a 
matter for railway experts to settle. A trader is only concerned with their effect 
on the conditions under which Railway Companies undertake to transport his 
goods. 

These conditions may be classified under four headings:

(a) terminal facilities, 
(b) frequency of service, 
( c) time of delivery, 
(d) cost of carriage. 

Bearing the above considerations in mind it appears to me that the dangers 
to be guarded against in the public interest might arise--

(1) from curtailing terminal facilities, and 
(2) fi'om unduly diminishing the number of trains, 

whereas the advantages to he secured by the closer combination of railways 
might be derived-

(1) from the shortening of the time of delivery, and 
(2) from a diminution of the cost of carriage. 
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No. 12. 

THE DISADVANTAGES OF RAILWAY COMBlNATlONSFROllI 
THE TRADERS' POINT OF VIEW. 

By MR. ALFRED MOND, M.P. , . 

The amalgamation of rival railway undertakings, or the establishment of 
community of interest between them by means of traffic or pooling agreements 
or other arrangements for the di vision of traffic or receipt~, necessarily results 
in the cessation of competition between the parties to such combinations. 

Such competition is undoubtedly of great advantage to traders. So long 
as it, exists the rival undertakings possess the ~trongedt inducement to give the 
best possible service to all traders who use their railways, and to treat them 
with that consideration which is necessarily extended in ordinary business 
affairs to all probable customers who have the choice of more than one market. 
If a trader considers that he is being unfairly treated by one of two competing 
companies he can transfer his traffic to the other. That is a course of business 
'with which he' is thoroughly familiar, and so long as he is in a position to 
follow it there is a reasonable expectation that he will be able to effect an 
adjustment of any difficulty which may arise with one or other of the Companies 
without having recourse to litigation. The mere fact that if he is unable to do 
business satisfactorily with one Company, there is another to whom he may 
resort, is of great utility to hill' . 

Competition between railway companies in the matter of. rates and charges 
is said to be non·existent. The Joint Select Committee on Railway Companies' 
Amalgamation which sat in 1872 said, however, it could not be denied that 
competition between railways had some effect indirectly even upon prices, and 
they recognised "that a reduction in the COEt of carriage affecting any 
description of goods carried to market from anyone place will rule the cost of 
the carriage of the same description of goods carried to the same market from 
other places." 

Competition amongst Railway Companies in connection with the provision 
of facilities and accommodation has long been actively maintained, and still 
continues, although it has been much lessened within the last few years. 

The nature and the value to traders of such competition was clearly 
demonstrated by the witnesses before the last public inquiry held with especial 
reference to Railway combination, viz.: that conducted by the above· mentioned 
Committee. The testimony upon these points was by no means confined to 
that of traders. The late Sir Edward Watkin, for instance, Chairman of the 
Manchester, Sheffield lind Lincolnshire (now the Great Central) Railway 
Compllny, and also of the South Eastern Railway Company, said that there had 
been great progress through the operation of competition, and that accommodation 
had immensely increased while rates and mres had Illrgely decreased (Q. 4991-4) 
and he also expressed the opinion that unconditional amalgamation which 
should destroy competition would be an unmitigated evil to the public 
(Q. '9!!l). 

The late Sir Jilmea Allport, then General Manager of th" Midland Railway 
Company, thought that the value of competition to the public was on the score 
rather of-improved accommodation than of reduced rates (Q. 457-62, 497-502). 
He gave II striking instance of the value of competition of accommodation when, 
in ~nswer t? the question-I: In what way does the competition of a.cco?lmo
dation' tell IU goods," he saId: "In thIS way: suppose that there .\8 no 
competition, say between London and Liverpool, the London and North W ~tern 
would t18turally take their own time over it, and I very much. doubt' if the 
delivery of goods would be as expeditious, or that the public would be' so well 
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served as where there is competition." (Q. 499.) The same witness also said 
that it was necessary in the public interest that competition shoul!! be preserved 
as regards large and important places (Q. 492). 

These expressions of opinion are especially worthy of cunsideration to.day, 
in view of the combinations, and restrictions upon competition which have been 
recently effected and of others believed to be in contemplation; and it mU8t be 
remembered that such measures are cumulative in their effect on trade. 

Since the report of the Committee of 1872 was issued Railway Companies 
have considerably extended their ownership or control of docks and harbours, 
provided new lines of steam vessels trading between Great Britain and the 
Continent, maintained their hold upon the canals and important links of canal 
navigation which they then posse.'!sed,-the Railway Companies own 1,138 out 
of 3,906 miles of such navigation and practically control another 159 miles
and, as previously stated, materially lessened their inter-competition m respect 
of facilities or accommodation for internal traffic, 

While the Railway Companies are adopting measures for the further 
restriction of competition between themselves for internal traffic, and increasing 
the rates upon that traffic, they continue to extend the fu.cilities afforded by 
their steamships and harbours for the importation of foreign traffic and to 
refrain from increasing their rates. 

The London and South 'Western, London, Brighton, and South Coast, 
South Eastem, Chatham, and Dover, Great Westem, and Great Central Railway 
Companies own wholly or jointly with others many steamships trading between 
this country and continental ports, and quite recently the Lancashire and 
Yorkshire, and North Eastern .Railway Companies respectively obtained powers 
to acquire and work steamboats between ports on the East Coast and many 
Continental Ports. 

The extension of Railway combinations will not only diminish the inter
competition of the Companies, but it will also, by consolidation of their interests, 
tend to assist them in deRtroying or diminishing the competition by Cllllal and 
by yessels coastwise. 

The Committee of 1872 do not seem to have appreciated fully the wide 
extent at that time of the competition between railways in point of facilities, 
and its weat vl\lue to traders. They appear also to have been unduly imprl'ssed 
by previous failures to devise means by which competition could have been 
permanently maintained, and to have assumed too readily that it was 
"impossible to lay down any general rules determining the limits or the 
character of future amalgamations." 

Within the last few years the Railway Companies have considerably 
extended their combinations, both generally and in localities or groups, with 
the object of getting rid of competition amongst themselves. One instance of 
a general combination i~ the establishment of the Joint Claims Committee, a 
body represent~ng the, English and Welsh Companies and without whose 
approval no clalm made m respect of the loss of or damage to goods consigned 
under t~e :' own~r's risk" conditions is recognised. This arrangement of course 
renders It ImpOSSible for a Company party to it to compete for or retain its hold 
up~n tral?c by way of satisfying claims. How seriously the traders and 
agrlCultunsts regard this form of combination and its results is shown by the 
renewed efforts they have made to effect legislation for the amendment of the 
"owner's risk" conditions, in accordance with a resolution passed at a 
Conferel!ce ,convened i~ 1906 in consequence of the action of the Railway 
CompaDles, m. the followmg terms :-" That this Meeting, comprising delegates 
from .s0!lle eighty Chambers of Commerce and Agriculture and kindred 
:Assoc18tion~ form al! parts of t~e United Kingdom, approves of the Bill recently 
mtroduced mto Pa:~ment entitled a ~~ll to amend the law relatin!! to railway 
and canal compaDles rates and conditIOns of conveyance, aud will accord the 
same all possible support." 

'The continued increase in the number of articles which the Railway 
Companies will not cany otherwise than at " owner's risk," unless such articlee 
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ar? packed to their satisfaction, is another instance of what has been accom· 
phshed by means of a general agreement among the Companies. 

Between 1895 and 1907 the lJumber of such articles comprised in the list 
published in the ., General Railway Classification," to which all the Companies 
are parties, was increased from 82 to 180 and the last mentioned number 
approximated to 8 per cent. of the total number of entries contained in the 
classification of articles scheduled to the Acts of Parliament of 1891 and 1892. 

Instances of the prejudicial effects, so far as traders are concerned, of local 
and other combinations of the Companies are to be found in the numerous direct 
and indirect increases in railway rates which have been put into force within the 
last five or six years, and of which the following are examples: 

Direct increases in many rates on coal and coke made by the leading 
Scottish railway companies, fourteen of the prmcipal English companies, 
the North Eastern Company (local traffic) the North Eastern, Lancashire, 
Derbyshire and East Coast, and Great Northern Companies (on coal sent 
for shipment) by the North Staffordshire Company on coal and coke, 
not for shipment, conveyed to the West Coast and by the Midland 
Company and some other companies in their rates for waggon-hit'e ; 

Indirect increases effected by the withdrawal of the rebate of 6d. 
per ton on coal conveyed in owners' waggons from South Wales and 
Munmouthshire to Birkenhead and Ellesmere Port ; 

Charges for Riding rent on traffic othe, than coal and coke, put into 
force by the principal English railway companies; 

Revised scale of charges in regard to warehouse rent and wharfage, 
cartage, demurrage, loading and unloading, labourage and sundry 
services, and causing increase iu charges in various cases, pnt into 
operation by the railway companies in the BirminO'ham, South 
Staffordshire, and East W orcestershire districts, and tbe West Riding of 
Yorkshire; 

Alterations in regard to the warehousing of textile goods iu London, 
resulting in increase; 

Withdrawal of rebate on clover, hay and straw in Lincolnshire; 
Additional charge for" split deliveries" i.e., consignments sent in 

bulk to a destination to the consignor's order, but required to be delivered 
by the railway companies to various consignees; 

Curtailment of the period of warehousing formerly covered by rates 
• for grain, in Birmingham and the imposition oE a charge for supplying 

"stock lists" of grain warehoused with the companies, which were 
previously furnished free of charge ; 

1.588 

Withdrawal of 48 hours free storage of grain before forwarding at 
Liverpool, and the imposition of a charge for such storage, and of other 
new ehar~es for (1) "skipping" grain into other sacksand.for sack ties; 
(2) sendmg advices of the dispatch of goods (2d. for each note); 
(3) and for furnishing statements of goods remaining at stations to a 
trader's order (6d. for each statement). 

Extra charges on tbe London and N orth Western ana Lancashire 
and Y ork.hire Railways for loading or unloading articles exceeding 
5 tons in weight; 

Increases in the rates for coal and coke, for brick and lime burning, 
from collieries, stations, junctions, and sidings in 15 counties and districts 
to one station on :'louth Eastern Railway 3d. per ton; to four stations 
on London, Brighton aud South Coast and London and South Westem, 
6d. per ton ; and to three other stations on South Eastern and London, 
Chatham and Dover railways 9d. per ton; 

Reduction by the Railway Companies serving Manchester of the 
period of storage covered by the rates on machinery sent from that City 
by rnilway for shipment, from 2 months to :lIS days; 

H 



Alterations involving new or increased charges in some cases, in 
Sheffield and at various places on the Great Northern, London and North 
Western and Midland Railways, for warehouse rent, wharfage, demurrage, 
loading, unloading nnd 8undry services; and 

The numerous increases in the rates on coal and coke put into force 
in 1907. 

The restriction of competition cal1sed by the agreement entered into on 
lst .January, 1907, by a numbec of the principal English Companies tor the 
enforcement of their rates, and the abolition of rebates was considered at another 
representative Conference of traders and agriculturists (held in February, 1907). 
That Conference, which was attended by mallY Members of Parliament and 
Delegates from 60 Chambers of Commerce and Agriculture and similar 
organisations unanimously declared :-

" That, in the opinion of this meeting, the combination into whit'h 
the Railway Companies havp. now entered violntes the conditions on 
which such Companies have acquired their statutory powers, is contrary 
to public policy in that it tends to destroy competition, and is calculated, 
if maintained, to invest the Railway Companies with the uncontrolled 
monopoly of the carriage of merchandise; and this meeting therefore 
pledges itself to resist this policy of combination by all available means." 

" That the President of the Board of Trade be aBked to call for the 
publication of the terms of all joint arrangements made by any Railway 
Companies with reference to merchandise traffic." 

" That the railway combination and arrangements referred to in the 
preceding resolutions demand the immediate consideration of Parliament. 
and that the President of the Board of Trade be respectfully req uested to 
receive a deputation who will press upon his a1tention the necessity for 
taking action with the object of counteracting the mischievous effects of 
the present policy of the Railway Companies upon the trade and 
agriculture of the country." 

It is worthy of note that in the most recent instance of the amalgamation 
vf competing lines, namely, that of the" working union" of the South Eastern 
and Chatham and Dover Companies, which was effected in 1899, the economies 
which the two Companies expected to ensue upon the combination of their 
interests do not appear to have been realised. The following are (1) the 
percentages of expenditure to receipts given in the Railway Returns for the 
year 1898, with reference to the London, Chatham and Dover, and South 
Eastern Companies, respectively, and (2) the percentage of expenditure to 
receipts of the Managing Committee of the two Companies given in the Hailway 
Heturns for the year 1906 :-. 

(1) lS98 Londoil, Chatham and .Dover ... ••• 54 • 
South Eastern... ••• 56 

(2) 1906 South Eastern and Chatham Companies ••• 62 
This memo. only outlines some of the points regarding which the 

combination ,of Railway Companies is detrim(,ntal to the trades; there are 
many others which are well known to those in trade, and those who have had 
to deal practically with this question. Every trader knows the advantage of 
having two r.ailway systems at his dispc,sal, 01' to be able to bring the pressnre 
of water transportation into competition with railway rates and far and beyond 
the question of rate agreements rises the ~till more important question uf 
agreements on understandings between Companies regarding the non·con8truc
tion of new lines into each others sphere of influence, iu some cases resulting in 
districts being left without railway service to the detriment of trade and the 
development of the country. 1 t would appear obvious that, if the system ot 
competition, on which the English Railway System has been bnilt up and 
which Parliament has endeavoured on many occasions to maintain, is to be 
departed from, much greater legislative provisions will have to be made, for 
the protection of ~he trader and the community, than has been the ca.se ill the 
past. The estabhshment of such control is obviously a matter of delicacy and 
difficulty, requiring most careful cOllsiqeration. 
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APPENDIX III. 

Instructions for Continental Enquiries. 

[NoTE.-The following Instruction~ are intended only to indicate the general 
nature and scope of the Enquiries; the actual methods to be adopted, and the precise 
extent of the Enquiries must necessarily be left to the discretion of the Investigators, 
subject to the conditions that the Committee must be kept informed of their proceedings, 
ond that the Enquiries must not be unduly prolonged.] 

I. Countries to be visited. - For the present the Enquiries are limited to the 
iollowing countries :- -

(I) Germany. '- T!:e following towns should be visited :-Berlin, Dusseldorf 
(for the Rhin€land-Westphalia industrial district), Cologne (for through traffic), 
Hamburg (for import and export traffic), Munich (for the Bavarian State 
Railways), and Leipzig (for the Saxon State Railways). 

(2) Austria-Hungary. - As the Austrian and Hungarian Railway Systems are 
entirely distinct, it will be necessary to visit both Vienna and Buda-Pesth. 

(3) France. - It will be necessary to visit Paris, Havre, and Bordeaux (as 
important points served by quasi-private railways), and possibly industrial centres 
like Lyons and Lille. 

(4) Nortltem Italy. - Milan and Genoa should be visited, and such other towns as 
may appear desirable. 

(';) Belgium. - Brussels and Antwerp will need to be visited, and probably also 
one or two representative industrial towns. 

(6) HoUand.-Amsterdam and Rotterdam are to be visited, and such other towns 
as may be found desirable .. 

II. Lines of Enquiry. - The main purpose of the Enquiries is to supplement the 
information at present in the possession of the Board of Trade as to the nature of the 
State policy in regard to Railways in the countries indicated, and the results (so far as 
they can be estimated) of such policy. Copies of precis of information already in the 
possession of the Department will be supplied to each investigator before starting. It 
will be necessary for the investigators, in their -Reports, to deal (in regard to each 
country) with the following points among others :-

A. The financial terms and methods by which the Governments of the various 
countries investigated have acquired railways from private undertakings, and the 
financial results of such acquisition, so far as they can be ascertained. 

B. The relations between the Government and the private railways in respect of:-

~
i.) The authorisation of new rail way systems; 
ii.) Financial assistance (subventions, guarantee of interest, &c.) ; 
iii.) The control of rates; 

(h'.) The control of agreements between private railways, and the conditions, if 
any, under which such agreements have been, or are permitted. 

C. The composition, functions, and actual working of the Cent.ral Railway Advisory 
Councils in Germany, France, Austria lind Hungary, and of the Local Advisory 
Councils in Germllny, with special reference to the representation of Rail way and 
Trade interests, the procedure adopted, and the rapidity with which dejinitit'e 
decisions are reached. It would be useful to ascertain the extent to which 
decisions which would result in financial loss to the Railways are arrived at by 
the Advisory Councils, lind accepted by the Railway Administration. 

D. -The extent to which ejjective competition exists (a) between State and private 
lines, and (b) between private lines; and the effect upon (a) the finances and 
efficiency of the railways, (b) the rates charged and facilities afforded to the 
traders Ilnd to passengers, and (c) the employment of railway servants (both 
clerical and other), by any elimination of competition which may have taken 
place. In this connection it will be necessRl'Y to inquire carefully into the results 
of the consolidation of the l~\ilway., in Prussia and other German States, under 
State Dlllnagement, the effect of the "districting" system in France, and the 
present discussion in France as to the proposed purchase and incorporation into 
the State system, of the Chemins de fer de l' Ouest . 

.If' 94. ... 88 HJ 
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E. (i.) The nature of the rates system in force. 
(ii.) The conditions under which rates may be decreased or increased, and the 

extent to which the adoption of experimental rates by private lines is 
facilitated. 

(iii.) The nature of the action taken by State and private railways to develop 
trade (by special rates, import and export rates, through rates, &c.), and the 
fucilities granted to the various grades of traders (i.e., sm&ll users of railways 
as compared with large users-great manufacturers, merchants, and forwarding 
agents). 

F. The actual services covered by the rates charged, and the charges levied for other 
services. 

G. Liability of the Railways for I,oss or Damage. Some actual de8cription of the 
cases in which compensation is in practice paid, and information as to the 
magnitude of the payments made, would be useful, in addition to the statement of 
the actual terms of the law. 

H. (i.) The conditions under which private sidings can be constructed and worked. 
(ii.) The comparative level of siding and station rates. 

L Mi.cellaneous matters of interest, such as :-
(1) Rapidity of carriage. It is desirable to have a statement of the rules as to 

maximum fixed periods for conveyance, and the extent to which compensation 
for exceeding these periods-as distinct from compensation for loss-is paid 
under these rules. Information as to the views of both the Railway Administra
tions and the Traders as to the convenience or otherwise of prescribing such 
fixed periods, would be valuahle if it could be obtained. 

(2) Circular tickets. 
(3) Provision of workmen's trains. 
(4) Any other obligations devolving upon the Railway Companies. 
(5) Rules in regard to the payments made in respect of detention of railway 

wagons and sheets by traders. 
(6) The method, if any, of ascertaining and marking the tare weight on wagons. 
(7) The method adopted of ascertaining or checking the weight of truck-load~ 

of traffic at 
ea) large towns; 
(b) country stations. 

J. The Railway Pension Schemes in existence. 

June, 1908. 
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APPENDIX IV. 

Report on Railways in Germany. 
By Mr. C. H. PEARSON and Mr. NICHOLAS 8. REYNTIENS • 
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RAILWA YS AND THE STATE. 

In any investig-atiun into the railway systems of other countries the vast Prussian 
unification of railways now known as the Prussian State Railwuys, with a ~te Rail
mileage, including those of Hesse, which are now under the same administra- ys. 
tion as those of Prussia, of over 35,000 km. must ~erforce claim first attention. 
History of its formation reveals so eombination of State construction' and State 
acquisition by purchase, for, as in other lands in the earliest days of railways, 
private enterprise was responsible for their construction and the conduct and 
maintenance of traffic transportation thereon. 

It is not until about the year 1850 when it became apparent that the Commonament 
needs of the country required the construction of railways for which private Oft Statts Con-

. I fi h . th fid' '" . . dsruclOn. capita was not ort comIng at we n actIve i:\tate mtervention an 
with consequent State Ilonstructed lines mainly confined to tho"e districts 
where the inducements for the employment of private monies were not 
sufficiently attracmve. Great strides in the development of State owner-
ship, however, only become evident at a much later periocl., i.e., after the 
Franco-German War, and its resultant development of commerce. With the 
then rapid growth of business the rail ways were to a certain extent unable to 
cope satisfactorily, and considerable chaos existed. At the same time the 
railways, from the exr.ess of traffic ofl'ered obtained such considerable revenue 
that dividends more th"n doubled, and the attractions of railway investment 
were strongly revived. 

The State was inundated with applications for concessions, and the position Comm~tteeo/ 
of affairs was such that it was considered necessary to appoint a Committee of In~es;g~tlon 
Investigation to enquire into the whole general railway question. The ':ffair:' way 
deliberations of this committee resulted in a pronouncement from them that 
inter alia "economic considerations point to the conclusion that all railways 
should be under tbe control of the State." 

In the year 1873 the Prussian Parliament resolved that the State Commc.ncement 
should be placed in a position to compete successfully with the railway t NatwnallSa
companies, in furtherance of the project of t"Omplete State ownership of Ion. 
railways, which was viewed with considerable favour not only as concerning 
the trade of the country, but in a large measure owing to the idea that the 
national defence required the lines of communication to be in the hands of the 
Empire. 

Considerable sums of money were therefore voted in Parliament, and the Pu,:chases.o/ 
eventual result was the acquisition of a. large number of private companies, the Private Lmes. 
rapid change in ownership thereby occasioned being indicated as follows :-

1879-80 
1880-81 
1882 ... 

Year. State R&ilways. 

Kilometre •• 
6,198 

11,392 
15,305 

Ii Privst9 Railways worked I 
by Stare. , 

I 

Kilometres. 
3,525 
3,525 
2,142 

Printe Railways. 

Kilometre •. 
10,033 

5,032 
;j,850 

As to the means of acquisition it must be pointed out that by the Railway Law 0/1838. 
Law of 11138 the right of purchase was the prerogatiye of the State, viz. :-
. " The right of purchasing the railway with all nppurtenances, but giying 
full compensation therefor is reserved to the State "---and (without prejudice 
to any other mode of procedure arrived at by amicable al:,'Teement), in the 
fonowing manner :-

1 "The cession of the railway cannot be demanded until 30 years have 
" elapsed from the date when it was first opened for traffic. 

2. I. The Compa.ny must be informed of the intention to acquire the 
" railway at least one year previous to the actual date appointed 
" for the taking over of the line. 
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3. "The Company to be compensated in accordance with the following 
" principles, viz. :-

a. "The State to pay to the Company five.and-twenty times the 
" amount of the annual dividends which have been paid 
" to the shareholders, based on the average dividend 
" for the five yE'Rrs preceding the purchase. 

b. "The liabilities of the Company to be taken over by the 
"State. These to be met by the Trea~ury, to whom 
" on the other hand any existing assets must paS8. 

c. "For the execution of these conditions not only the property 
" of the railway and the material ne<'essnry for the 
"conduct of the traffic, but also IIny reserve funds 
"which may have been accumulated by the Company 
" pass into the possession of the State." 

In point of fact it is not under the compulsory powers of this law that 
the private railways passed into the hands of the State, but entirely by 
friendly negotiations, the first overtures by the State being an offer based 
on current Stock Exchange prices, eventual payment being made either in casb 
or State paper. 

The following Statement gives particulars of the railwaY8 acquired from 
1872 to 1903 and the financial arrangements appertaining thereto :-



PRIVATB RAILWAYS IN PRUSSIA ACQUIRED SINCE 1872. 

Stat.. ConIoIs Financial ObligatiODl of Print.. RailwayB, bearing Ye&rly In_t .. under, 

0.", 
For the were issued to taken ov~ by State. Original Value of 

of Same Length. Ordinary the Amount Premium Total State Capital A8SetiJ 

Law. of Railway. Share of ... beariDg 

I I I S 2t I 
Payment. Payment.. 

I 
of aocruing 

Capital of Interest 6 4t ! at 
per Cent.. \ per Cent.1 Total. 

C-ompany. to State. 

at ... per Ceut. per Cent. per Cent. per Cent. per Oeut. I 
i I ! , KiIom. )!arks. I Marki:. )!arks. Marks. Marb. MarD. Marks. )!arb. Marb. Marks. Marks. I Marts. MBrkfl. 

3/5(72 Tauntul Railwakaii' 49'97 5,]'2,900 - - - 939,900 i 482.600 - - 1,422,500 8,588,61){1 10,011,100 6,565,'00 1,080.750 

716176 BaI\e..ee..eI • 228'64 - - - -
62.:,600 I 

- - - - 41,251,100 41,251,700 46,609,000 925,650 

way. 120,717,000 193,219,500 r Borlin-lltettin Bail. 961'75 62,145,000 62,145,000 (4) - 5S,62I,500 - - - - 182,862,000 8,064,""9 

I wey. 
10,397,500 (4t) 

Magdeburg·Balbor· 1,025'59 104,400,000 121,725,000 (f) - 159,532,200 49,862,900 i - 12,4:87,200 .,065,000 222,441,800 - 34:4,172,300 326,8{ 7,800 12,978,7iS 

90112179 
.tadt Railway. 1--'- 268'05 82,805,300 - - 40,018,100 - I - - - 40,013,100 8,621,400 48,884,500 72,818,400 868,f86 

beken Batlway. I 
Oologne . Minden 1,108'" 117,000,000 I15,50W)()O (4) 8,268,300 200,613,000 120,770,200 - - - 929,656,500 .,110,000 506,326,500 (46.656,Il00 18,628,687 

Railway. 
RbeuiBh HaiIway ... 1,296'48 262,086,000 402,452,260 (4) 80,827,800 99,286,800 4,965,750 2,474,400 - - 187,554,750 1,122,900 591,129,900 449,640,750 4:2,11l,690 

1412/80 
Berlin . Potsdam - 260'18 80,000,000 60,000,000 (4) - 45.071,100 22,264,800 - - - 67,985,900 600,000 127,9SD,OOf 197,885,900 I 4,61l 190 

Magdeburg Bail. I ' 
L way. 1,899,400 1.800,000 8,699,400 4,6,12,250 ! 

26121"0 Homburg Railway 17-62 2,742,860 - - .,S99,400 - - - - 118,376 

7iSI~0 HoooiaD Share of 65'10 - - - - - - - - - 17,250,000 17,260,000 16,467,000 I -
the Main-Weeer 
Railway. 911,347,500 r Borgi80h. M iirkioob 1,886'14 210,000,000 262,500,000 (4) 19,270,000 261,390,800 18,916,500 71,880,900 - - - 688,847,600 581,947,600 20,203,981 

Railway. 
ThUringian Rai1w.,. 60S'69 71,935,500 IS8,874,400 (4) - 81,086,600 15,068,800 - - - 46,595,400 3,180,600 183,600,800 118,580,900 5,866,172 

Berlin·Garlitz Rail· S18'18 88,000,000 22,687,500 (4) - 81,493,400 - - - - 31,498,400 - 64,180,900 64,498,400 1,544,828 

way. 2,831,4-00 18,381,400 
2818182 ~ CottbWl . GrOlllleD . l6NO 15,000,000 16,760,000 (4) 1,975,000 656,400 - - - - - 17,631,400 624,675 l hain Railwal.' Miirmch - 08eU 281'66 43,500,000 34,528,100 (4) - 2,861,100 - - - - 2,861,100 217,500 37,606,700 46,861,100 1,2-17,869 

Railway. 23,827,500 Rbino-Nahe RaIl. 121'26 26,049,000 4,341,500 (4) - 28,827,600 - - - - 607,800 28,776,800 49,876,900 -
way. 47,321,800 

315182 Berlin.Anhalt Rail. 429'97 51,750,000 77,625,000 (4) - 47,821,800 - - - - - 124,946,800 99,071,800 2,901,246 

way. 
SO,960,900 227,499,400 

rUpperSileliaD Rail. 1,466'82 84,570,000 219,439,100 (4) - 159,804,100 36,781,100 - - 4,228,500 461,167,000 812,069,400 95,567,768 

way. 
2411/8f I' Breolau • Sohweid. 600'37 98,250,000 f3,081,250 (I) 29,750,100 50,892,600 5,547,600 I - - - 79,690,200 1,912,500 124,633,950 117,940,200 16,183,716 

, nitz . Freiburg 
l Railway. I 



Dale 
of 

Law. 

21/1/84 

17/51S{ 

29/2/85 

t\14i89 

Name 
of Railway. 

r 
Ri~h .. Oder Bank 

Railway. 
Altona-Kia! Rail. 

way. 
PoseD - Creulburg 

]
' So::!::~~ -Lippe 

Bail way (pur
abased from 
Prinoe Ton Soh. 

L aumbnrlr-Lippe). 
(Berlin - Hamburg 

j . Railway. 
Ols·(jn8Sen Railway 

lTilfilit • Insterburg 
Railwa.y. 

Bremen Railwa.y -o
j Brunswiok Railway 
l Sohlt!8wig Railwav 

{ 

M Uuter -Ensoheder 
, RaHway. 
Haile-SorauGubener 

Railway. 
(Berlin - Dret!dun 

I 
Railwav. 

Nordhau8eu-Erfurt 
. Railway_ 

{Oberlauaitler Rail-
t way. 

I Aachen.JUUoh Rail. 
way. 

~
A_m'Sohwedler 

Railway. 
Booholt • Land ... 

gren.l8 Rail way. 
) Bismarck - Land"!t . 
I graDlO Railway. 

Length. 

Kilom. 
886'87 

298'82 

200'91 

24'32 

160'7" 
il81'82 

185'92 
856'62 
2.~2·28 

67-1I9 

301'fil 

lSI'OS 

IJI'SS 

fOilO 

28'11 

For the 
Ordinary 

Share 
Capitalo! 

Marks. 
46,000,000 

18,450,000 

30,805.000 

10,000,000 

18,230,100 
9.267,000 

96,000,000 
f,959.OOO 
6,299,700 

40,600,000 

31,600,000 

'8,250,000 

18,000.000 

6,600,000 

1,710,000 

PRIVATE RAILWAYS IN PRUSSIA ACQUIRED SINCE 1872-continued. 

Stale Consols 
were issued to 
the Amount 
of ••• hearing 

Interest 
at _,. per Oent. 

Marks. 
83,250,000 (4) 

42.486,000 (t) 

26,835,000 (4) 

13,000,000 (4) 

65,875,000 (4) 

Il,582,500 (4) 
5,816,850 (4) 

6.192,000 (f) 
646,900 (4) 

32,906,250 (4) 

1.518,000 (31) 

6,160,700 (31) 

11,814,800 (31) 

9,428,600 (31) : 
I 

H7,900 (3t) : 

i 

Financial Obligations of Private Railways, bearing YeIll'ly Internt N u:adet', 
taken over by State. 

5 
per Cent. 4l I f I per Cent. per Cent. 

Marks. Marks. 
- 16,600,000 

- 18,210,700 

],200.000 -

3,600,000 

, 

1 34,019,100 

8,000,000 I 
451,500 

, - I 

I 9,176,500, 
18,689,000 
2,100,000 

1

12,476,000 

1,668,600 

! 
i 
i 

48,000 , 

i 

Marks. 
9,000,000 

7,560,000 

16,631.260 

3.400,000 

2,953,200 

1,495,200 

81 1 3 1 21 I per Oent. per Cent. per Cent. 

Marks. Marks. Marko. 

Total. 

Marko. 
25,600,000 , 
25,890,700 

I 1,200,000 

3,000,000 
451,600 

J2,575,500 
13,689,000 
2,100,000 

26.115,300 I 
12,476,000 

4,621,800 I 
1,495.200 I 
9,600,000 

48,000 

Pretnium 
Payment. 

Marko. 
2,150,000 

553,500 

i 
36,000,000 I 

= I 
506,250 

1S2,OOO 

6,25f,2-'O 

Total State 
Payment 

Mara. 
111.100,000 

68,819,200 ' 

I 
27,535,000 I 

18,000,000 ! 

Original 
Capital 

01 
Company. 

Markt. 
70,600,000 

U,280,1OO 

91,005,000 

9,186,000 

182,125,850 I 65,650,3.0 
I 

14,532,500 21,230,.00 
6,268,360 i 9,118,600 

I 

86,000,000 I 
12,575,500 
19,881,000 

2,146,900 i 

36,oollt<H)o 
48,575,500 
18,84:2,600 
8,999,700 

r;9,u27,8UO: 66,616,300 
I 19,989,\)00, 43,976,000 

10,182,500! 12,811,800 

12,809,500 I 19,195,200 
i 

13,160,600: 10,200,000 

"95,900 I 1,758,000 

Value of 
As:,et..« 

accruing 
to State. 

Marko. 
',809,811 

1,580,226 

1,295.221 

7,198,f8. 

677.M66 
622,061 

188,IM 
8,820,931 

1611,000 
27),966 

3,SlO,O:l6 

1,850,81' 

615,5U 

1.007,331 

628,991 

62,BOO 

'" '" 



I rWOl'DlIha ...... SCh. 6'88 - - - - I - - - - I - 800,000 800,000 920,600 95,475 
malkald.en Bail· 
wny. 

I 9/5/90 11 Scbl .. w;g,H~18teiu. 237'80 ]1,486,250 9,404,700 (311 _. - 8,500,000 1,600,000 - - 10,000,000 168,000 19,612,700 21,486,260 616,886 
Manch Ba.llway. 

Lower Elbe Railway IOS'32 23,1)00,000 14,500,000 (31) .. -- - .- - - - 1,400,000 15,900,000 23,500,000 778,861 
L W est Holstein Rail- 99110 S,230,100 2,364,600 (3t) 72,000 689,600 150,000 - 18,350 - I 929,850 IH,400 3,408,850 ',169.950 899,661 

WBy. (noll. in - i 
terest beal"- I 

{ Weimar Gera Rail· 
iDg.~ i 68'65 18,900,000 12,900,000 (3) _. - 1,401,100 - ~ - 1,401,100 496,000 14,796,100 20,271,100 702,962 

16/7,95 
way. 

Saal Railway ... 9S'R7 ]3,492,800 11,246,400 (3) - - - ",4S0,OOO - - 4,490,000 674,640 16,351,040 17,992,800 460,~96 

Werra. Railway ... 216'12 12,O;tO,700 9,OH',500 (3) - -- 1,500,000 12,627,000 - - 14,127,000 400,690 23,M3,190 29,916,300 950,000 

{ Eieeuberg • Croosen S'25 - - - - - - - - - 598,068 698,068 6]4,000 36,817 

20/5/02 
Railway. 

<>strawo -Skalmier- 16'S3 - - . _ . - - - - - 1,104,188 1,104,188 1,le',IB8 67,602 
zycer Railway. r Marienbnrg·M.lawk H9'U 20,680,000 27,392,000 (3) - ... - - - - - 222,660 27,614,560 25,680,000 lI,6U,651 
Railway. 

AJtnamm • Kolherg 178'55 6,796,000 9,174,600 (3) - - 901,000 1,830,000 - - 2,731,000 91,388 11,996,988 9,681,000 806,077 
Railway. I 

St&rgard - CUltriu 129'18 5,000,000 7,600,000 (8) - - 5,649,000 - - 5,648,000 131,250 18,274,250 11,643,000 1,182,575 
Railway. • 

18/61P3 Riel- Eckernfijrde - 80'72 3,502,000 4,552,600 (3) - - 1,057,000 - - - 1,557,000 101,558 6,211.168 5,767,000 261,720 I Fleu.burg Rail-
way. 

Donmund -Gronaua 96'89 30,000,000 60,000,000 (3) - - - 2,697,000 - - 2,597,000 4,050,000 66,64.7,000 32,597,000 u,107,22& 

f --'. Ealt PruSlJian U2'84 27,000,000 28,687,500 (3) - - 15,885,200 668,500 - - 16,059,100 1,282,600 46,028,700 43,068,700 5,654,957 
Southern Railway 

Bre8la.u - Warschau 65'S4 8,010,000 4,049,500 (8) - - 612,JOO - - - 612,100 811,790 4,8U,390 8,555,",00 987,269 
Railway. 

Senatenberg a Meu a 8-09 - - - - - - - - - 106,000 106,000 106,000 -
25/6/01 roweiche Hailway. 

lMenrOWOiOhO. 4'33 - - - - - - - - - 61,920 64,920 64,920 -
ZBCh;pka~ Rail· 
way. -- ----------------- --

Total ... lD,575'42 1,704,559,800 2;169,598,000 138,939,20U 
[72,OOU 

(non - iD. 

1,352,516,500 407,607,400 135,043,600 12,'i05,550 1,065,000 2,04:1,749,250 163,715,302 4,381,062,562 8,868,788,808 210,847,988 

terest bear-
ing,)] 

NOTB.-Tho particulars of the a8i1umed liabilities are as submitted to Pa.rliament. Those 10lloDS, however, bearing more than 31 per cent. interest have, in eo faT as this was admie8ible, been 
oonverlR.d into a~ per cent. CODsols or paid back in cash after notice. Tho remaining loans have been passed on to the Central Administration for State Debts. On the aoquisition of the 
Brunswick Railway. the obligation devolving upon that railway to pay an annuity of 2,62i,000 Marks to the Brunsmok Government for a period of 64: years, oommonoinr with 
January lBt, 1869, was a88umed by the State. 

'" ... 
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As to the financial results of the acquisition by the State of 
private undertakings, it is impossible to form an accurate estimate, 
separate accounts not being kept, but the table appended shows the results of 
the working of the StatP. Railways in Prussia from the years 1882-1906; 
in this period considerable purchases of private lines being made. 

8 
Total Total Goods Other Total 01 Total Total Total h Passenger lleceipts. Receipts. &11 Expendjture. SurpIUB. CapitaL 

I~ ~ Receipts. Receipts. 

~ r.. 

Markd. Mark!. Ha.r1u. :Marko. Marks. Marks. Marks, 
1882 125,454,235 338,318,588 38,904,831 502,137,604 276,128,31n 226,609.22S .,819,770,149 G'U 
1883 1:-15,775,8&9 360,610,053 39,659,8-63 636,046,776 913,968,886 222,078,8\10 4,603,418,671 "86 
188. 162,408,303 461,608,992 44,979,024 659,046,319 379,020,264 280,026,055 6,646,296,117 a·OD 

1885 168,989,173 453,512,734 40,187,589 662,689,496 :18],406,926 281,283,570 5,SlH,5!i9,2M f'88 
1886 176,925,725 478,901,147 33,160,692 683,987,564: 379,244,001 304,743,663 5,H63,081,204 5'22 
1887 184,630,171 518,187,453 84,391,403 787,209,027 393,192,028 8H,077,004 6,001,490,236 5'71 
1888 194,122,936 559,319,202 35,865,'89 789,907,521 426,187,060 363,720,461 6,091,801,965 6'02 
1889 212,544,158 604,064,64-8 47,596,747 864-,196,158 418,428,162 S86,773,OOI 6,287,570,771 6'26 

1890 228,751,969 610,047,161 50,689,H9 889,48f1,579 565,614.,153 338,87',426 6,403,8R9,728 5'26 
1891 237,184,735 627,450,910 55,056,020 919,691,665 601,847,406 817,844,260 6,51)2,73.5,637 f'91 
1892 234,831,578 632,505,622 58,612,081 920,949,281 581 ,'J52,879 839,896,862 6,658,080,016 5'16 
1893 2fT,888,I07 658,614,940 54,820,710 961,'23,757 579,168,279 382,160,478 6,770,400,123 5'68 
1894 250,833,247 665,603,826 89,601,322 965,988,895 510,623,588 385,414,801 6,S64:,4f.3,710 0'66 

1896 273,901,836 697,206,028 68,312,182 1,039,420,046 569,961,867 469,468,689 7,002,926,027 6'76 
1896 290,698,041 734,143,370 74,608,593 1,099,449,944 596,549,984: 503,8!j9,960 7,098,300,129 7'15 
1897 319,214,117 786,857,090 83,534,199 1,188,600,346 656,927,788 631,677,606 7,600,238,274 7'14 
1898 341,891,320 836,429,298 85,117,006 1,263,437,623 726,807,124: 536,680,f99 7,670,337,183 7'07 
1899 357,969,537 880,594,245 96,191,039 1,339,764,821 776,386,881 663,418,440 7,811,001,882 7'28 

1900 384,020,863 922,785,651 85,i)29,126 1,892,335,630 828,118,108 564,217,527 7,984,994,746 7'U 
1901 383,4:18,500 884:,173,534- 86,130,627 1,853,722,661 886,968,931 517,768,730 8,166,026,819 6'U 
1902 391,371,589 920,541,606 88,649,880 1,400,563,076 859,106,319 641,456,756 8,884,818,480 6'6. 
1908 419,852,593 1,007,64:2,150 92,793,490 ] ,619,788,238 908,057,816 611,730,417 8,716,1:'111,180 7'12 
1904 441,Oll,781 1,057,703,136 101,217,221 1,599,932,137 967,189,760 632,7f2,it77 8,932,02iJ,661 7'17 
IH05 476,015,677 I,B6,U9,I74 106,988,279 1,729,253,130 I,O.8,S07,8St 680,945,296 9,173.620,804 7'62 
1906 509,633,330 ],23.5,759,4:71 122,414,728 1,867,867,629 1,169,773,099 698,094,436 9,600,243,497 7'f8 

In Bavaria history repeats itself. The State Railways in Bavaria followed 
in the main the same course as those in Prussia. 

In 1836, the Bavarian Government, in order to secure uniformity in the con
struction of the railways, issued "Regulations for all Railway Statutes in Bavaria." 
These regulations were the resnlt of joint conferences between representatives of the 
Government and the already authorised Railway Companies, and had reference to 
the financing and organisation of the Railway Companies, State supervision, tariffs, &0.. 

In 1837, the compulsory Expropriation Law was passed, and also made applicable 
to railways, but, as in Prussia, the purchase was the result of friendly negotiation. 

The Eastern Railway was purchased by virtue of a Law of April 15th, 1875, share
holders receiving for each share of 340 M. a sum of 410 M. to 420 M. (The former 
for sbares of an earlier issue, the latter for later issues.) In addition the State took 
over the debentures, 

Of more present day interest is the recently consummated purchase of the 
Palatinate Railways by the Bavarian Government. 

The Palatinate Railways comprise.;t three railway companies, i.e., the Ludwigsbabn, 
the Maximilianbahn, and the N ordbahn, amalgamated by the law of 29th April, 1869. 

By this Law, the State undertook, under certain conditions, in addition to the 
fonner guarantees of interest (4 per cent. of the Lud wigsbahn, 4 per cent. to 5 
per cent. for the MaximiJianbahn, and 4 per cent, for the Nordbahnen-to make 
further gnarantees corresponding to the difference b.tween the former guaranteed interest 
and the former average dividend. The Companies undertook to extend the Palatinate 
Railways system, and each Company retained ita own property, 80 far as the lines 
constructed and ~ .be c~nstructed were concerned, bo t placed the enth'e property under 
one common admlDlstratlOn. Matters affecting anyone Oompany were discussed in general 
meetings of the shareholders of that Company, while matters affl'cting the common interesl8 
of the amalgamated companies were discussed at general meetiDRB of the shareholders of 
all the Oompanies. The property of each Company since tile amalgamation has been used 
and administered in the common interest, ando therefore maintained and increased at the 
common cost. 
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Each Company, however, has kept a separate col1lltrttction capital account in Separate Con
which, under the supervision of the Government, the cost of the worke and appliances, .truction 
&c., have been entered. The working accounts were in common. The revenues from ACCOI.IlIt. 
property, the interest from the working fund, and the proceeds from the sale of old 
materials, &C., were considered as working receipts in addition to the result. of the 
traffic. The expenses of administration, working, maintenance and extension formed 
the working expenses. 

The resnlt of the amallamation in so far as it procured for the Palatinate a compact Financial 
railway system, was good, bnt not so financially, the State having to make considerable R8BultB 0/ 
contributiollf'. In the yeara 1873, 1886~ and 1901 a total amount of 20,291,045 M., was Amalgamation. 
paid as gnarantee, aud in the yesrs 1887, 1900, 1902, and 190!, the Palatinate Railways 
were able to repay of this 9,940,461 M. At the end of 1904., the State had, therefore, 
a credit of 10,350,683 M., to demand, in addition to which there was a further dpbt on 
account of, the interest on State subsidies. 

At the general meetiug of the shareholders of the 29th April, 19O!, it was Negotiations /'" 
announced that the Government had made overtures for the voluntary acquisition of State Purchase •. 
the rail ways. This offer was to acquire the p...Jatinate Railway by taking over the 
shares at the market price on March 15th, 1904., as well as the balance of the preference 
loans standing on the 1st Jannary, 1905. The purchase price would have been calculated 
as follows, viz. :-

19,986,851 M. sbares of the Ludwigabahn at the market 
price of 219! per cent. 

11,614,285 M. of the Maximilianbabn shares at the market 
price of 139 per cent. 

18,668.611 M. of the Nordbahn shares at the market price 
of 126, per cent. 

Also the balance of the preference loans 

Total ... 

M. 
43,871,151 

16,143,857 

23,615,7!2 

163,744,400 

237,375,161 

The general meeting of the 29th April, 190~ declined this offer, as did al.o the general 
meeting of July 18th, 19~ a modi tied offer for the taking over of the railways on 
January 1st, 1906, they, however, passing by a large majority a resolution stipulating 
inter alia that :-

1. The total price for the acquisition shall be (calculated in accordance with Terms 0/ Pur
the "conditions of amalgamation") 246,211,817 M. The Bavarian State chase. 
to take over on 1st Jannsry, 1909, the entire property of the Palatinate 
Ludwigababn, Maltimilianbabn and Nordbahnen, and payment for the 
ahares to be by means of Bavarian Coneols besring 3t per cent. interest. 
If in the yesrs 1905 and 1908 further loans are raised by the companies with 
the consent of the Government, then these must also be assumed by the 
State. 

2. The existing insurance fund at the time of the acquisition to be divided between 
the State and the Companies ill the proportion of three to one. The reserve 
funds to remain the property of the Companies, the latter undertaking to 
defray the share dividends in arrears amounting to 1,034,359 M. 

3. The Bavarian State to take over the statutory obligations of the Pension, 4c., Fnnds 
as well as the Life Insurance Fund for the staff of tho Palatinate Railways 
but on the other hand the amount standing to the credit of such funds to be 
handed over to the State; the latter amount in no case to be below the 
amounts of such funds on the 1st January. 1906. For the yesrs 1905-1908 
inclusive. the Companies' contributions to the Pension Fund must amount 
to 150 per cent. of the contribution of the members. Further alterations in 
salaries over and above the increments provided for ia the budget of 1904 
can be made by the Companies with the sanction of the Government. 

4. The Companies to undertake at the request of the Government, the construction 
and working of new lines for account of the State. 

5. Up to the time of the taking over by the State, the lines of the Companies with 
the rolling stock and a I other appurtenances to be maintained in a perfect 
and workable condition. 

This offer was subsequently aCCt'pted by the Government and confirmed by the Law 
of December 7th, 190a. 

The table below ahP.WB the development of State ownership of railwaysin Bavaria:-

Year. Kilometres. 
1884-45 163'91 
1860-61 1,21(H8 
1881 4,295·87 
1901 5,881'74 
1906 • 6,540'19 

suss XI 
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and the financial results :-

Year. I .. A.nIage" Capital·1 Gr .... Reoeip .... Worldug Expe1l8OB.1 Net Reoeipto. I Peroentop on 
Capit&l. 

------

Ma.rks. Harke. MarkP. M.r .... 
1890 ... ... J ,C9.,040,4-60 111,316,284 64,669,939 4-11,646,859 "26 
1895 ... ... 1,229,394,268 124,058,677 81,966,.68 4-2,102,114 8'U 
1900 ... ... 1,381,430,428 171,400,988 12.,741,111 46.669,tl17 S'S8 
19(16 ... ... 1,645,309,712 207,992,895 14.6,9i7,379 61,Olli,518 S'71 

In Saxony the railways are wholly State (excepting a few kilometres of 
private mineral lines), with a history akin to that of Prussia and Bavaria. 
The purchase price of the private railways is indicated below, also the financial 
results of the State working. 

FULL GAUGE PRIVATE RAILWAYS PURCHASED BY THE SAXON STATE. 

Year. Name of Line. Le.gth I Co.t of CO •• Uu .. , 
I tiOD, &0. 

Purchase PriDe. 

Kilom. Marks. Marks. 
1847 ... Leipzig - Reichenbach and 

Line Werdau-Zwickau. 
Branch 98'76 29,722,491 29,722,491 

1851... Reisa-Limmritz ... ... .. . ~9'05 18,096,699 } 31,346,690 
" Lobau-Dresden Neustadt ... ... 87'33 19,09~,774 

1868 ... Dresden-Tharandt with Elbe Branch 
Line to Dresden. 

38-40 7,435,518 8,588,400 

1870 ... Kieritzsch-Borna ... '" ... 6'54 580.878 580,878 

1871. .. Zittau-Lobau ... ... ... .. . 33'96 8,489,567 7,94!J,097 

1876 ... Leipzig - Dresden Borsdorf - Coswig 295'38 83,245,6UO 104,5 iO,ooo 
Grossenhain-Priestewitz Zeithain-
Elsterwerda 
nen Miihle. 

N ossen-Freiberg-Bie-

" Greiz-Brunn ... ... .. . 9'7:) 1,14:1,900 809,400 .. Hainichen-RoBBwein ... . .. ... 19'92 4,018,020 l,a~8,680 

" Chemnit.z-Aue-Adorf and Zwota- 122'67 31,739.946 19,009,000 
Klingenthal. 

" Wolfsgefiirth-Weischlitz ... ... 54'51 22,2~1,280 11,516,760 

" Zwickau-Falkenstein •• _ ... .. 33'29 8,354,990 3,747,600 

" Reitzenhaim-Flilba and Pockau- 6t!'49 21,097,940 9,900,000 
Olbernhau. 

1878 ... GosBnitz-Gera .. ... .. . 35'11 4,56t!,200 a,040,580 ,. Weipert Annaberg ... . .. . .. 18'82 3,679,970 1,621,000 

" Glauchau-Wurzen ... . .. ... 82'04 27.784,275 13,000,000 

1882 ... Wustenbrand-Lugau ... ... .. . ]2-08 1,630,980 2,308,940 
" Werdau-Weida ... ... ... .. 32'58 10,500,000 2,407,360 

1886 ... Gaschwitz Meuselwitz 27'83 5,412,043 5,142,707 

" Part of the Leipzig-Plagwitz~Linda~' 1-04 837,080 837,080 

1888 ... Dresden-Elsterwerda ..• ... . .. 55'37 21,360,762 13,741,605 

1892 ... Schleiz to Frontier .. - ... ... 8'88 587,694 Handed over 
bythoPrin-
cipality of 
Reu"", free 

1895 ... Meusel witz-Ronneburg 
of charge. 

... ... 25'41 2,222,971 2,222,971 

1896 ... Zeitz-Altenburg ... ... '" 25'28 6,579.308 12,742,842 
" Zittau-Nikrisch ... ... . .. 23'14 5,430,077 3,343,002 

1902 ... Meuselwitz-Spora ... ... . .. 1'60 52,396 Given np 
without 

1905 ... Reichenberg-Zittau ... . .. ... 26'61 10,891,683 
charge. 
11,354,424 --Total ... . .. 1,273'84 356,810,O!2 301,434,507 
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FINANCIAL RESULTS OF STATE WORKING. 

Total Surplus Percentage 

Year. II Anlage It Capital Length. Total Total of ReoeiplB of Surplull 
Receipts. E'penditure. over ExpeDdi~ to U Anlage"' 

tore. Capital. 

, Marks. Kilom. Marks. Marks. Marks. 
1901 ... 945,604,595 3,058 132,073,937 103.865,203 28,208,734 3'035 
1902 ... 980.975,900 3,114 129,463,297 93,763,366 35,699,931 3'706 
1903 ... 1,000,317 ,355 3,148 135,142,165 91,482,258 43,659,907 4'416 
1904 .. , 1,012,366,365 3,148 140,968,671l 94,038,797 46,929,881 4'660 
1905 ... 1,038,105,105 3,185 J 411,866,0119 100,361,910 48,504,179 4-703 
1906 ... 1,060,804,765 3,2411 160,577,563 105,518,682 55,058,881 5'242 

Given an Empire committed, it may be for reasons of national defence Private Rail
or owing to the unreadiness of private enterprise to cope to the full extent ways. 
with the transportation requirements of the country, to a State-owned system 
of railways, and given that all necessary means for the fulfilment of this 
purpose are ready to hand, it is to be expected that after the lapse of years, 
privately owned railways will form but a small part of the transportation 
machinery of the country, and so it is in Germany. 

The private lines in that country are fairly numerous, but individually of 
infinitesimal extent. The policy of the State has been to prevent competition 
between private and State-owned lines, and the purchase of lines to form the 
State·owned system has always been conducted with the object of removing 
existing or possible competition. A second influence bearing on the purchase 
of railways has been the promising outlook for State investment, and so it is 
that those railways which still remain ill private hands possesses neither the one 
nor the other qualification for State absorption. These private lines do not 
in the general rule form any part of through communication, but are in the 
main part contributory lines, or lines serving the local traffic of a small 
district. The mileage in Prussia in March, 1907, was as follows :-

East Prussia 
Brandenburg & Berlin 
Pommerania 
Posen ... 
Silesia 
Saxony (Prussian province) 
Schleswig Holstein 
Hanover ... 
Westphalia 
Hesse Nassau 
H.hine Provinces 
Hohenzollern 

... ... 
... 

... 

... 

Kilometres. 
48'69 

621'76 
86-12 

.52'61 
156'01 
191'30 
181'03 
305'20 
387'82 

28'46 
254'27 

90'62 

2,403'89 

PrivatB Rail-
ways in Prussia 

. Probably the most notable existing private undertaking is the Lubeck Buchener LiibeckBilchet ... 
Railway. Thp length of this line is about 144 km. and it is in a somewhat peculiar Railway. 
position, passing as it does through the territories of Hamburg, Lubeck, and Pru .. ia. 
The original concessions were obtained from Hamburg, Lu beck and for that portion 
uf the line which is now on Prussian territory, from Denmark, prior to the annex.ation 
of Schleswig. Holstein by Prussia. Prussia subaequently confirmed the terma of the 
conoession originally acquired from Denmark, but still, owing to complications arising 
from the different territories traversed, a purch... would seem to be a matter of some 
diffioulty and no overtures have baen made with this object in view. The financial 
results of the LUbeck Buchner Railway are good, the following being the figures compiled 
as far as possible in the same manner as those previoosly given of the working of the 
Prll8Bian Stn~ Railways. 
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y .... Capital. I Reooipto. EzpoDlOO. Burpl .... I Per oent. 
OD Capilal. 

Marks. I Marks. Marks, I Marks. Marks. 

1903 .. , ... 40,099,773 ! 6,943,758 4,817,185 2,126,573 5'303 

1904 .. , .. , 41,378,891 7,744,821 5,475,519 2,26!l,302 ':;'484 
• 

1905 .. , ... 42,976,024 8,092,031 5,666,148 2,425,883 5'645 

1906 ... ... 47,747.512 8,653,674 6.057,286 2,596,388 5'437 

1907 ... ... 51,881,794 9,260,617 6,529,598 2,731,019 5'263 

The figures mentioned above are merely for the purpose of showing the retnrn upon 
the construction capital, bnt on the ordinary share capital of M.20,790,OOO the following 
dividends have been paid :-

1903 .. . 
1904 .. . 
1905 .. , 
1906 .. , 
1907 .. , 

Per cent. 6, 
7 
71 
8 
8 

In Bavaria, now that the State ownership of the Palatinate Railways 
is imminent, private railways form but a small part of the internal means 
of communication, and their ultimate absorption by the State is only a 
matter of time. 

- Year. I "Anlage" I Gr088 Working Net Peroentage 
Length. Capital. lleceipts, Expenses. lleceipts, on Capital. 

Kilom. Marks, Marks. Marko, Marko. 
G. Palatinate RailwaYB ~rom 1890 664 161,767,964 20,426,412 10,781,886 9,644.626 6'96 

1/1/09 Slate Railwa.ys , 1896 712 181,874,989 28,886,649 18,680,180 10,206,369 6'61 
1900 768 214,597,869 84.606,011 22,871,164 11,688,847 S'42 
1906 869 240,059,324 40,792,100 28,562,841 12,229,259 6'09 

). "Lobi Bahn n Railwa!. 1890 82 3,922,972 103,835 800,322 408,613 10'29 
Oompany in Munich [from 1896 116 11,292,716 1,079,411 626,299 668,178 "90 
1/1/08. lIIurnau·Garnisob 1900 140 16,616,322 1,666,999 988,911 671,482 4'0' 
(26 kID,) i.aSteteBailway.] 1906 196 20,697,021 2,246,986 1,801,286 944,699 4'66 -

0, Ludwig RailWAY (FUrth. 1890 6 372,978 307,657 281,141 26,510 7'11 
Nuremberg), 1896 6 812,978 857,742 302,873 66,369 14'86 

1900. 6 372,978 820,725 290,351 80,874 8'14 
1906 6 872,978 878,389 312,670 86,669 9'68 

4, Deggendorf.lIIettener Rail. 1890 - - - - - -way, 1895 !I'22 508,624 27,245 16,246 10,999 2'16 
1900 4'22 508,624- 27,031 12,078 14,955 2'94 
1906 '-22 815,067 35,076 22,062 13,014 2'62 

e, Gotteozell· Vieohta.oher Rail. 1895 26 1,650,000 138,073 86,170 66,909 4'82 
way. 1900 26 1,660,000 165,665 79,387 76,278 "62 

1906 26 1,650,000 15i,S19 100,983 66,688 3'43 

, Xahlgrund Railway .. 1900 23 1,602,362 139,472 49,249 90,223 6'68 
1906 23 1,644,861 164,056 64,926 99,131 0'08 

f, 

_ Lam·Kotzinger Railway ... 1900 18 1,073,924 77,~41l 49,907 27,689 2'56 
1906 18 1,063,962 86,969 47,969 89,000 3'67 

k. Rothenbachb.Lind.Weilerer 1896 6 826,632 27,447 88,066 - -Railway. 1900 6 340,852 36,471 22,915 18,556 3'98 
1906 6 343,156 ",952 24,280 20,722 6'01 

i, Schaftla.oh·Tegernseeer Bail. 1890 8 400.000 90,868 82,906 67,953 14'49 
way. 1896 8 400,000 102,,;60 70,898 91,662 7'92 

1900 8 400,000 123,349 52,076 11,278 11'82 
1908 12 1,098,4.53 225,616 90,489 186,126 12'80 

For purposes of classification full gau?:e railways are divided into two 
classes, known respectively as Haupt. and Neben-bahnen. 
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In Prussia, for example, the division is as under :-

State owned '" ..• . .. 
Privately owned (including foreign lines in Prussian 

territory). 

BauptbahD. 

Kilometres. 
18,709 

446 

Nebenbahn. 

Kilometres. 
12.438 
1,956 

" Hauptbahnen" in general terms may be described as the trunk "HauplbaJinm." 
lines of the country, whilst .. Nebenbahnen" can in various manners" Nebenbahnen." 
be described as feeders, local railways, connecting railways, &c. Their 
construction is in accordance with modified regulations and their working 
is also conducted under less stringent rules, for instance, the weight of the rail 
used is lighter, level crossings do not require to be watched as on" Haupt. 
bahnen "; they form no part of a through.rate route, or, in other words, taking 
the accepted general H'ystem for the compilation of rates, i.e., by the shortest 
mileage, in the calculation of such mileage where there is a route with a. 
" N ehenhahn " as intermediary without the express sanction of the a.uthorities 
tha.t route cannot be taken into account for the transportation charges, although 
in point of fact the traffic actually passes that way. It may be, however, that 
deyelopment of traffic eventually results in a "Nebenbahn" being classified as a. 
"Hauptbahn," when the regulations applying to the latter must be observed. 

The foregoing notes apply only to fuJI gauge railways for the conveyance "Kleinbahnen.' 
of passenger and goods traffic, but there are again further lines of communication 
known as " Kleinbahnen." 

On August 13th, 1898, an "Order" was issued, according to which Strassmbahnen. 
Kleinbahnen are divided int.o two classes :-

(a) "Strassenbahnen," under which are included a1l municipal tramways 
and similar undertakings, which, although they connect neigh
bouring places, have a character approximating closely to that of 
municipal tramways, i.e., in construction and utility. 

(b) "Nehenbahniihnliche Kleinbahnen," comprising those lines which "~ebr~a~lei 
serve both passenger and goods traffic from town to town and ~:h::.:"e n 
beyond, and which by their size and manner of construction, &c., . 
approach the importance of "Nebenbahnen." 

The mileage of such lines in Prussia in 1907 was:-

Eastern Provinces 
Westeru Provinces 

I 
Nebenbahnihnliohe I ~tr .... nbahnen. 

Kleinbahnen. . 

Kilometres. 
4,552 
3,353 

7,905 

Kilometres. 
797 

1,729 

2,5:&6 
~------~.~---------~ 

10,431 

" Kleinbahnen" are practically all privately owned, at least "privately" 
as distinct from State owned, they in many cases being the property of adjoinin~ 
towns and municipalities. • 

A general rule may be cited so far as State-owned "Kleinbahnen" are 
concerned, that such are only State owned when they are the appurtenance of a 
State-owned II Nebenbahn." 

Ownsrship oj 
" KleinbaJinm.' 

The Railway La.w of 1838 enacts tha.t every company desirous "of Concessions., 
obtaining powers for the construction of railways must apply to the 
Minister of Public Works, setting forth the details of the project, viz., financial 
and engineering. These plans are then to be submitted. to careful scrutiny by 
the Ministerial authorities, with whom rests the granting of the concession, 
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which is issued in the form of a Royal Decree. The Minister of Public Works 
shall then fix a time within which proof shall be afforded that the authorised 
share capital has been duly subscribed, and that the company has actuaIly been 
formed. 

In point of fact, in latter days, concessions for" Hauptbahnen " or trunk 
lines may be said to be quite unknown, the State policy beinl!;, that if the 
prospective results are sufficiently alluring to induce the raising of the necessary 
private capital, it must be equally to the advan~e of the State to construct the 
line itself. It is in the case of" Nebenbahnen that we find concessions are 
given, but even in this case only to a limited extent, the same argument apply
ing with lesser force, as the policy of the State would appear to be to allow 
private capital to expend itself on the preliminary construction lind working of 
the railway, and should the financial results be equal to expectation, to take 
advllntage of the powers vested in the State for the acquisition of railways and 
make arrangements for taking over the undertaking sooner or later. 

Concessions for "Nebenbahnen" are granted by the Minister of Public 
Works in accordance with the above quoted Act, lind the following extracts 
from a typical concession will clearly demonstrate the regulations governing 
the issue :-

The fixture and any subsequent alteration of the time-table is to be controlled by 
the State supervisory authorities" subject to the following conditions. The promoters 
shall not be compelled for the first five years after tbe lst January following the 
opening of the line, to form a train intended for passenger traffic of more than 
two second and two third class coaches, corresponding to those in nse on the 
State lines. Furthel', there is no obligation on the promoters to run more than three 
passenger trains in each direction daily, dnring the afore-mentioned period. 

After the expiry of the period of five years the promoters are bound at the discretion 
of the supervisory authorities, to run a greater number of trains for passenger traffic in 
each direction daily, and also to convey on each train a coach corresponding to the fourth 
class in use on the 8tate Railways. 

The promoters are bound to accept the tarill' system existing on the PruBBian State 
Railways and especially tn conform to the general prinCiples existing on the Stato lines as 
regards the fixing and calculation of the tarill'a, in so far as considered necessary by the 
Minister of Pnblic Works. With this reservation, the fixing of the rates and fares for the 
entire system will be left to the discretion of the promoters for the first five years. After 
this period, the fixing and alteration of the tarill's is dependent on the ssnction of tbe 
State supervisory authorities. As regards goods traffic, however, after the expiry of th& 
first five years, and so long as in the opinion of the snpervisory authorities the railway i8 
chiefly of local importance only, the Minister of Pablic Works will fix from five years to 
five years maximum rates for tbe dill'erent classes of goods, special regard being had to 
the financial condition of the undertaking. The promoters have th~ power, snbject to the 
Imperial and National regulations, and having regard to the generdl principlea set forth in 
the preceding paragraph, to fix the ~ates for the tarill' classes within the limits of these 
maxima and to advance or reduce the rates within such limits at their own discretion, 
withont the special sanction of tbe sapervisory authorities. 

With the opening of the· railway for traffic, the promoters must form a Renewal 
Fund, ~nd in addition to the ordinary legally prescribed Reserve Fund, mast also form 
a SpeCIal Reserve Fund, in accordance with existing regulations, the latter to be 
administered in conformity with a scheme approved by the Minister of Pnblic Works 
and snbject from timeto time to examination. 

Tbe Renewal and Special Reserve Fnnds are to be kept entirely distinct from each 
other and also from the other fnnds of the company. 

The Renewal Fund is intended to cover expenditure incnrred in the regnlar renewal 
of the snperstructure and rolling stock. 

Into the Henewal Fuml flow :_ 
a. Th? amounts received from the sale of old materials, &c. 
11. A tixed annnal amount to be contribnted frOID the surplus of the revenne over 

the expenditure. 
c. The interest on the Renewal Fund. 

. The Special Reser."e Fund is intended to cover expenSRS incurred throngh serious 
acc~de~ts or ext,:"ordmary ~t~ral occurrences, such expenditure being necessary to 
mamtam the workmg of the line m safety, and in accordance with the regulations. 

Into the Special Reserve Fund flow :_ 
a. The amount of the unclaimed dividends and interest. 
b. A fixed annnal amount contribnted from the surplus of the receipts over the 

expenditure. 
c. The interest on the Spocial Reserve Fund. 

• R~ference to these will be made hereafter. 
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If the Special Reserve Fnnd shonld attain the amonnt of M. 25,000· the contribntions 
to such fnnd may with the sanction of the Minister be snapended. 

If the working results in anyone year are not snfficient to cover the contributions to 
the Renewal or Special Reserve Funds, then the deficit is to be taken from the surplus of 
the next, or following yesrs. Departures from this procedure may be allowed by the 
Minister. The Renewal Fund takes precedence of the Special Reserve Fund so far as the 
annual contributions are concerned. 

Concessions for "Kleinbahnen" are granted by the " Regierungs 
Priisident" (District Governor) Eor in Berlin by the Chief of Police) 
after consultation with the rail way administration, this course being necessary 
as it is for the Minister to decide whether the railway shall come under the 
category of" Klein-" or " Nebenbahn." 

Concession. for 
U KleinbahMn. n 

Concessio?tSh in other States of the German EBmpir~ fOfllow. on the ?to;::st:::,;: 
same lines WI greater or lesser stringency; ill avana, or mstance, StatmJ 
we find even more marked the control of the State in the granting of . 
the concessions, a~ the digest of a concession granted to the "Badische 
Loksl Railway Company" in Karlsruhe, for the construction and working 
of a narrow gauge railway intended for goods and passenger traffic 
from Dillingen to the Bavarian-Wurtemberg frontier at Ballmertshofen, 
shows :-

For the construction of the line from Dillingen to Ballmertshofen, the Bavarian Conditilm. of 
State will grant a single sum of M. 300,000 to the promoters, snch sum to bear Concessions in 
no interest, and not to be repaid, on the understanding that the necesaary land Bavaria. 
and property for the construction of the line and its appurtenances be placed free 
of all cost at the disposal of the promoters, and that the construction be commenced 
at the latest within two years from the 10th August, 1904 (i.e., the date of the proclama-
tion of the Law respecting the construction of railways of local importance). The 
promoters have the right to withdraw from their obligations as per the concesaion, if on 
the 10th August, 1905, the necesaary land, free of all costs and charges, hoe not been placed 
at their disposal. The first half of the State subsidy can be paid in inatalments after the 
construction has been commenced, the second half after the opening of the railway for 
traffic. 

The concession is granted for the space of 90 years, after which period the railway 
and appurtenances, excluding stores and rolling stock, become free of aU costs and charges 
the property of the Bavarian State. 

Apart from the eXl'iry of the concesaion, the State has the right to cancel Cancel/atiml. 
it:-

a. If the working of the railway is suspended for three weeks, such suspension not 
being a consequence of "force majeure. n 

h. If the railway has not been constructed nor opened for traffic within a period of 
two years from the approval of the detailed plans. 

c. If important regnlations or stipulations laid down in the concession have been 
disregarded or contravened, and a suitable warning to this effect has not 
been observed. 

d. In case the Company becomes insol,.ent. 
The Railway Company apart from the case of "force majeure" may not suspend or 

abandon the operation of the line without the expresa consent of the Minister. If the 
working be suspended without such sanction, the Government have the right to nndertake 
the working of the line themselves, or to authorisA a third party to do so. 

The Government reserve the right, should it be considered desirable in the public CmlditiImB of 
interest, to take over the railway themselves on giving one year's notice, on payment of Purchase. 
compensation calculated in the following manner :-

a. If within a period of 25 years from the opening of the line, the State will 
reimburse the capital spent on construction, exclnding the amonnt paid for 
purchase of land, less wesr and tear and depreciation and the amount of the 
State subsidy. 

In so far as the interest on the capital, expended by the promoters from their own 
mesns has not reached the amount of <I, per oent. the deficit of interest for the years in 
question will also be made good. 

h. If the line has been worked for more than 25 years, then in order to arrive at 
the pnrchase price, the net income for the seven years immediately precedin~ 
the purchase will be taken, the net income of the two most unfavourable 
years denncted, and the average net income of the remaining five years taken 
as the basis. 

A lump sum to be paid as compensation equal to twenty-five times the averag<> net 
income, after deduction of the State capital subsidy. On the one hand, however, the 
compenoation must not be less than the capiW authorised for the original constrnction, or 
for subseqnent extensions, aitar deductions for wear and tsar and depreciation as well as 
the State subsidy, but inclnding proven expenditure for financing and interest during the 
period of construotion. On the other hand, the compensation mnat not amount to 000"" 

• This amount is variable. 
L 
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than the capital expended on constrnction and extensions by the Company oat of their 
own resonrces, plus 10 per cent. 

As net income in anyone year will be considered that snm by which the revenue 
exceeds the maintenance and working expenses, including the prescribed parmente to the 
renewlll fund but exclusive of any expenditure to be covered by thia fund. , 

In so fa,; as the net income exceeds 4 per cent. on the capital expended by the 
Company from its own resources, the surplus will be divided between the State con.traction 
subsidy and the capital of the Company in proportion to the ratio which these amounte 
bear to esch other. The amount of this sarplus apportioned to the State subsidy will bs 
deducted from the total net income when the purchase price ia being ascerteined. 

d. If portions of the railwav or its appurtenance8 be sold, and the real valne of the 
concern be thereby diminished, the proceeds of sach saLe will be deducted 

. from the capital. 
Two classes of carriages at least must be put on for passenger traffic. 
The time·tables, tariffs and regulations for the passenger, Inggage and goods traffic are 

to be approved by the Government. 
The Royal Ministry fix maximam rates for passengers. luggage, animals, or goods, and 

increases of rates within sach maxima can only be adopted after they have been published 
for at le.st six weeks in advance. The tariffs and tarllt regulatious must be published in 
accordance with the general or special regulations iBflued by the Government. 

The Government reserve the right to decide the roate to be followed by the line, the 
number and position of the stations, and "Haltes," and to sanction all plans for the con· 
struction of the railway. The Company must comply with any subsequent constructionsl 
'·.quiremente which may be considered desirable in the interests of the public. 

The Government will appoint officials to supervise the proper constrnction of the line. 
The sanction of the Minister mUllt be obtained for the opening of the line for traffic, 

for which purpose a technical examination of the line and rolling stock will be made. 
Alterations to the accommodation sanctioned can only be made with the express 

consent of the Minister, who has also the power to order any alterations to be carried out 
which would appear to be desirable in the public interest, the Company having no claim 
for compensation in such a case. 

The Minister has the power to place the maintenance of the line and all appurtenancea 
as well as the working under special supervision and in case abuses are discovered 
to issue instructions for their removal, which the Company must comply with. The 
officials appointed by the Government to supervise the construction, maintenance, and 
working of the railway are to he carried free of charge. The Company must also at all 
times allow the police officials free access to any part of their line, and give any information 
which may be required. AnyexpenBes incurred by the State in virtue of snch supervision 
must be borne by the Company. 

The Government reserve the right, in cases where, in their opinion the interests of the 
State are affected, to be represented at the meetings of the directors, and also at the genersl 
meetings of the shareholders, by a commissioner. For this parpose the Government mnst 
be advised of all such meetings, and be supplied with a copy of the agenda. 

Any resolutions affecting the construction of the Company, passed by such Company, 
and contrary to the stipulations under which the concession was granted, will ouly become 
legal by the express sanction of the Government, whose decision is final. In this category 
are included resolutions affecting the financiaL basis, aims and objecte of the Compsny, its 
winding up or amalgamation. 

The Minister reserves the right to specify the place from whioh the operation of the 
line shall be conducted. 

The choice of the traffic manager is dependent upon the approval of the Minister. In 
so far as the actual conduct of the operation of the line is not carried out by snch officer, 
then such persons as may be entrusted with the actual working must also be approved by 
the Minister. 

At least two·thirds of the directors must reside in the German Empire. From these the 
chairman and deputy chairman are to be chosen. ' 

In addition to the legally prescribed Reserve Fnnd, the promoters most form a 
Renewal fund to .cover expenses incurred in the ordinary renewal of the super
structure and rolhng stock, as well as to cover expenses incorred throngh seriolla 
accidents or extraordinary natnral occurrences, the same to be administered in accordance 
with Standing Orders approved by the Minister and subject from time to time to 
examination. 
. So long as the Re!,ew~1 Fnnd appears to be ample for the purposes for which it is 
mtended, further contrIbntIons thereto may be discontinned with the sanction of the 
]dinister. . 

If the railway be acquired by the State, the existing Renewal Fand most be handed 
over. 1£ the acqniaition takes place in accordance with the real vruue of the concern the 
amount of the Renewal Fund will be added to snch value nnlees the Government dd not 
desire to take over this Fund. ' 

The Company mnst at all times allow the Government to inspect its books or accounts 
or submit the same for inspection. At the end of each year a copy of the annnal report 
and acconnts muet be sent to the Minister. 

Any statiatical details reqUired for Government pnrposes must be supplied at the coat 
of the Company and forwarded to the proper officials at fixed intervals. 

The company is bound, in accordance with the prinCiples applied by the Slats 
Railway when engaging staff. to give special consideration to military applicants in 
possessioIf of the certificate entitling them to civil employment. 
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Persons who are not German subjecls may only be engaged with tho expreaa consent 
of the Minister, who must have ample notice of the inlsntion to employ such foreigners 
and be 8upplied with all particulars as to their identity, &c. . . 

The Minister may· require that only such materials and appliances as have been Place oj Man .... 
manufactured in Germany be nsed for the construction and working of the railway. factur~ of 

Any telegraphic or telephonic connection which may be erected on the rail way must Mat8ria18. 
not be nsed by third parties. 

The rights arising out of the present concession cannot be trausferred to a third party, 
nor the whole or any portion of the railway 80ld, mortgaged, or leased, without the 
sanction of the Government. In case' of a sale, the State, apart from the preceding 
stipulations, has the fimt option of purchase. 

Disregard by the Company of the stipulations of the conceBBion charter, or of Fine. 
allY legal or other regulations affecting the charter issued by the Government, if such dis
regard does not entail the immediate withdrawal of the charter, shall involve the subjectlon 
of the Company to a fine, to be fixed by the Minister, and which may amount to 1,000 marks. 
The decision as to whether and up to what amount such line can be imposed, is left 
entirely to the discretion of the Minister, an appeal to the Law Courts being excluded. 

The promoters must depusit a security for the fulfilment of the obligations devolving Deposit of 
upon them in the charter, or which may be subsequently imposed upon them by the Security. 
Government, to the amount of 10,000 marks. This may either be paid in cash, or by the 
deposit of Imperial or Bavarian Consols to the amount named. 

If circumstances render necessary the appropriation of a portion of this security, then 
the promoters mnst restore the security to ils original amouut within three weeks. 

Any interest accruing on the securities deposited will be handed to the promoters 
when it faUs due. 

Since the promulgation of the foregoing concession it has been considered 
necessary by the State to alter the general conditions for State purchase as 
not being altogether favourable to itself. 

The Govemment reserves the right, at any time after 12 months previous 
notice, to acquire the railway by a cash payment, or after an agreement h'lS 
been come to with the Company to take over the entire working of the railway 
on the following principles :-

If within a period of 10 years from the opening of the line, the State will reimburse 
the capital spent on oonstruction excluding the amount paid for the purchase of land, less 
wsar and t..ar and depreCiation. 

If the illterest on the amounts expended by the Company have not attained the sum of 
4 per cent., then the dividend deficit for the years in qnestion will be made up, but without 
interest. 

If 10 working years have already elapsed, then in order to determine the purchase 
prioe the annual net income for the seven years actnally preceding the acquisition will be 
taken, the two most unfavourable years deducted therefrom, and the average net income 
for the remaining five years calculated. 

The compensation to be paid has to consist of a lump sum based on twenty-five times 
the average net income. However, it must not amount to less than the capital expended 
by the promoters for the original construction of the line and amounts expended sub
sequently on extensions with the Ban.tion of the Government, deducting any weal' and tear, 
and excluding the expenditure on land and property Rcquisition, but inclusive of the 
Ruthenticated expenditure for financing and interest during constrnc'ion. On the other 
hand, the compensation must not amonnt to more than the definite value of the undertaking 
plus an addition of 10 per cent. 

The lUllount of capital expended by the promoters on subsequent extensions will "e 
determined immediately after the completion of the separate sections. 

In cass the Government should only take over the working of the rail ways the 
promoters shall repay to the State the net cost thereby incurred, if no other mode of 
settlement be arranged. 

The working receiptS which' shall be made over to the State will be the necessary 
security. ' 

If portions of the railway and its appurtenances be sold, and the value of the whole 
thereby diminished, the proceeds of such sale shall be deducted from the capital. 

If differences of opinion as to the purchase price arise between the Government and 
the promoters, the purchase price will be determined by a Court of Arbitration. 

For this purpose each party must name an Arbitrator, and the Arhitrators will then 
decide on the Referee. If they cannot agree as to such Referee then the appointment shall 
be made by the President of the Law Courts at Munich. 

AUerat ion in 
PurchlUe Price 
(Bavaria). 

Financial assistance of railways at the present day is n<?t of wide applica- Finanoial 
tion ; in Prussia it is practically reserved to " Kleinbahnen." Assistance 

By the Law of April 8th, 1895, respecting the extension and completion (Prussia). 
of the State Railway system, and the participa.tion of the State in the con-
struction of "Kleinbuhnen," a fund of five million marks was placed at the 
y~ LI 
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disposal of the Government for 8ssisting the building of such railways, and by 
subsequent Acts further sumB have been added. The following general 
conditionB are laid down as to cases in which the State may grant financial 
assistance, viz. :-

1. That the railway must serve general public iuterests, that is to say, not merely 
serve the paesenger traffic betweeu large towns aud their suburbs, nor the 
interests of a few specific traJes. 

2. That the coat of the rail way must be in proper proportiou to the economic 
advantages to be derived. 

3. That without financial assistance from the State the construction of such rail way 
would not be possible . 

. 4. That interested parties gratuitously give the nece888ry land for the construction 
of the line, or hand over the requisite means for its acquisition, and further 
that the local authorities also come forward with as.istance. 

The aBsistance of the State aB a rule must be confined to the taking up 
of ordinary shares, and alBo of preference shareB if issued simultaneously. The 
granting of loans must only take place when special conHiderationB render this 
form of assiBtance desirable, and contributionB" a fonds perdu" only in very 
exceptional circumstance~, and then only to a moderate amount. The 
guaranteeing of interest is entirely debarred. 

As regards the fulfilment of the Bti pullltions mentioned above, 80 far as 
the second one is concerned, the conditions will only be regarded as complied 
with, if, after the first difficulties of working have been overcome, the receipts 
are sufficient to cover the expenditure and show a prospect of paying at least 
moderate interest on the capital. If the latter is not the case, then I'ach 
application must be considered on its merits. 

The applications for assistance must be approved by the Ober.Pritsident 
(Governor of Province) who mUHt supply to the deciding authorities all 
necesssry information, especially as regards the character and importance of 
the undertaking, the capital and the manner in which it haR been subBcribed, 
the traffic and revenue to be expected, and the financial standing of the 
promoters. 

In support of their application for assistance, the promoters must submit 
full plans and details of the preliminary works, together with the cost of the 
same. In order that an opinion may be formed 1108 to the revenue.producing 
capacity of the line, estimates of traffic, both passenger and goods, with the 
data on which they have been compiled, must aiso be submitted. 

Information must be.given as to what traffic may be confidently expected 
in the first few years after the line is open for working, and in addition a list 
of the proposed rates and fares for passenger and goods traffic must be 
supplied. 

Financial assistance by the State is usually derendent on the stipUlation 
that in the capital on which the net annual profit is apportioned, the cost 
of the acquisition of land is only included in so far as approved by the 
"Regierungs-Pr'J.sident," who must, however, first obtain the consent of the 
Minister of Public Works. 

In the year 1 !l07 the total amount of State aid had reached the following 
figures :-

(a.) Granted 
(b.) Proposed 

Together 

... 

Additional applications ... 

Total 

... 

... 

Marks. 
... 83,377,087 

3,078,391 

... 86,455,478 
'" 6,314,600 

... 92,770,078 

The already granted or proposed assistance is divided (apart from a8sis' 
tance granted to three street railways amounting to M. 653,000) among 16.') 
"Nebenbahnahnliche Kleinbahnen," principally serving agricultural interests 
and having a total mileage of 6,675 kilometres. 

i'jnancial AsBis- In Bavaria the manner of State subsidy will have been gathered from the 
ance(Bavaria). concession. 
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In practically all cases the stipulation respecting- free provISIon of land 
is insisted upon as the local attitude in respect thereto demonstrates the 
necessity or otherwise of the line. 

The State Railways in Germany are practically all under the same method Administra-
of control with variations in the title of the official or office at the head. tirve Oontrol 

Th ffi · 1 h d f h P . S R '1 h M' . 0 Railways. e 0 Cta ea 0 t e russmn tate al ways is t e mister of Public 
Works, who is a permanent salaried 'bfficial directly appointed by the King. In 
him are vested large powers of administration, and he has wide authority in 
relation to expenditure within the limiUl of the yearly estimate. sanctioned by 
Parliament. 

There are, however, in addition various supervisory authorities. 

(a) The Bundesrath, the union of representatives of the various States BUMe3rath. 
forming the German Empire, is the Authority responsible for the Verkehrs 
Ordnungen, viz., the regulations in connection with the transport of passenger 
and goods traffic and the Bau- and Betriebs Ordnungen regulations dealing 
with the construction and working of the railways. 

(b) The Reiche-Eisenbahn-Amt is the executive office of the Bundesrnth Reic1I8-Eisen
in respect of the foregoin~ regulations and was constituted by the Imperial bah .... Amt. 
Law of June 27th, 1873, VIZ. ;-

1. Under the designation "Reichs-Eisenbahn·Am~" a standing Central 
Authority is appointed consisting of a president and the requisite number of 
members, the seat being in Berlin. 

If necessity should arise, Imperial Railway Commissioners may be appointed, 
who will receive their instructions from the Reichs·Eisenbahn-Amt. 

2. The president and the members of the Reichs-Eisenbahn-Amt, as well 
as the commissioner, are appointed by the Emperor, the subordinate and lower 
officials by the Chancellor. 

Per80ns who are members of a German railway administration cannot be 
appointed on the Reichs-Eisenbahn.Amt, or as Imperial Commissioners. 

3. The Reichs·Eisenbahn-Amt conducts its business under the responsi
bility and in accordance with the instructions of, the Chancellor. 

4. The Reichs-Eisenbahn-Amt has within the specified limits of the 
Empire as defined by the Constitution ;-

(1) To exercise supervision over railway matters. 
(2) To see that the regulations contained in the Constitution of the 

Empire, as well as any other Acts and constitutional enactments 
affecting railways are carried out. 

(3) To remedy any defects or abuses occurring on the railway systems 
the Board is empowered within the limits of its jurisdiction to 
demand information from the railway administration as to all 
institutions and regulations, or to itself obtain the information 
by personal enquiry, and then take the necessary measures. By 
the Reichs-Eisenbahn-Amt is prepared questions for the con
sideration of the Bundesrath in so far as they relate to railway 
matters. 

For the elaboration of the Verkehrs.Ordnungen in detail form for Deut.cl" ... Eis ... · 
the guidance of the stall' there exists the Deutscher Eisenbahn Verkehrs ~h~ ~,,"hr3 
Verband, which is formed by voluntary agreement between the railways. er a . 
This body was constituted from the pre·existing North German TariJf 
Verband in 1886, and although its actiVity is chiefly confined to internal 
railway mlltters, it also deals with the universal "Abfertigungsvorschriften " 
(Regulations for the despatch of articles) and the "BefOrderungs-
vorschriften" (Regulations as to the conveyance of articles). There are 
79 ordilllU'Y alld 15 extraordinary memhers of this union consisting of the 
various Railway Direktiolls in Prussia and private and other State Railways 
in Germany. 
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G.neral arm- Fcr . the regulations in relation to tariffs there is the "General C,m-
fermc& ference," 8 Conference of the whole of the railways of the GermliD 

Empire convened by the Prussian Minister of Public Works, meetings being 
held, as a rule, once a year. The following matters come within the powe\"!! or 
jurisdiction of the Conference :-

The general supplementary regulations of the Yerkehrs-Ordnungen. 
The general tariff regulations. 
The goods classification. 
Subsidiary charges. (The respective administrations hll\'e the right to 

make depllrtures from the ~ubsidillry chllrges decided upon, in their 
own territory.) 

The number of votes to which each railway represented at the Conference 
is entitled is as follows :-

Up to 50 kms.... •• • 1 vote. 
, Above 50 and up to 150 kms. ... 2 votes. 

" 150 and up to 300 kms, ... 3 " 
" 300 and up to 500 kms. ...... 4 " 

And for every additional 200 kms. an additional vote. 

The decisions of the Conference are binding if they are passed unanimously. 
otherwise they are binding if within the space of four weeks o~iection is not 
raised thereto by a number of administrations, comprising together a total of 
more than one· fifth of the entire votes. Those decisions which are biuding 
must be carried out by all the l'llilways belonging to the Conference 
on an appointed date to be announced by the Direction whose rep"e
sentative presides over the meeting of the Standing Commission (hereinafter 
described). . 

For the preparation of the business of the General Conference there exists 
a "Standing Tariff Commission," the composition of which on April bt, 1908, 
consisted of representatives as follows :-

1. -Royal Railway Direktion in Berlin. 

2. " " " Altona. 
3. " " " Kattowitz. 
4. " " " EI herfeld. 
5. Royal Prussian-Hessian Administration in Mayence. 
6. Royal Bavarilln Railway Administration. 
7. The Royal General Direktion of the Saxon State Railways. ' 
8. The General Direktion of the Royal Wurtemherg State Railways. 
9. The Imperial General Direktion of the Railways in Alsace-

Lorraine. 
10. The Grand-Ducal General Direktion of the Baden State Railways. 
11. The General Direktion of the Mp.cklenberg State Railways. 
12. " " " "Oldenberg State Railways. 
13. The Direktion of the Liibeck· Biichener Railway. 
14. " " "Palatine Railways. 

Forming part of this Standing Commission is 8 Traders' Committee 
the composition of which is as follows :-

Five representatives of agriculture elected by the combined Chambers of 
Agriculture ; 

. Five representatives of in~ustry and five representatives of commerce 
elected by the combmed Chambers of Commerce and Industry. 

One member appointed by the Ba",arian Government. 
. The represen~tive of the ~oyal Railway I?irection i~ ~erlin, at the present 

time, takes the chllll' at the meetmgs of the Tariff CommISSIOn, lind also at the 
meetings held in common with the Traders' Committee. . 
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The following are the matters which may be referred to the Tariff 
Commission by any railway affiliated to the General Conference, or by the 
Traders' Committee :-

(a) The general supplementary regulations of the Yerkehrs-Ordnungen. 
(b) The general tariff regulations. 
(c) The goods classification. 

The discussions take place in meetings consisting of both the Tariff 
Commission and the Tmders' ComJAittee. 

:Matters affecting passen~ers aud lu~gage, however, are dealt with by the 
Tariff Commission alone, tne Traders Committee being excluded from 
participation therein. 

The meetings of the Committee are held three times per annum, i.e., in 
February, June, and September, and extraordinary meetingi can also be held in 
addition. 

Free passes are gronted to members of the Traders' Committee to enable 
them to attend the meetings. 

Reports of the meetings, containing the decisions arrived at, excepting 
those relating to passengers and lu!!,gage, are submitted to the railways forming 
the General Conference, and to each member of the Traders' Committee and 
his deputy. 

Decisions can only be arrived at when at least ten of the railway repre
sentatives and seven of the traders are present at the meetings. Resolutions 
are passed by the majority of votes. 

The Verein Deutscher Eisenbahn-Verwaltungen was first established V.,.ein. Deuts
in 1846, and now comprises the majority of railways in Germany, Austria- ";':E;;nbahn
Hungary, Holland, Luxemburg, and Roumania, as well as a Belgian and ., w tlngen. 
a Russian railway. This authority deals principally with the working 
regulations for interchange traffic between the various railways concerned, 
.i.e., regulations as. to the conveyance of passengers and goods, and the 
mutual obligations and duties of the railways and the persons making 
use of th·~ same, such as wagon demurrage, &c. 

In Bavaria the head of the railways is known as the Minister for Cantml 0/ Ra~l
Transportation (V erkehrs Angelegenheiten), and in Saxony it is the w;:XS-Bavarta 
Minister for FiLBnce, subject to the other means of control in the same a a:eony. 
way as in Prussia, as by Article 42 of the Constitution of the German 
Empire the Confederated States bind themselves to administer the German 
railways in the interests of general traffic as one common whole and 
with this object to construct and equip all new lines in accordance with 
uniform regulations. . 

In Article 45 the Empire is given control over the tariff system, and 
it is laid down that endeavours must be made to as far as possible effect 
the unification of the rules for the regulation of traffic on all the German 
railways. 

With regard to the financial control in Prussia, the expenditure Financial 
of the railways is estimated year by year in a budget prepared by the Control 
:Minister of l<'inance in conjunction with the Minister of Public Works, (Prussia). 
for ultimate ~ubmission to the Landtag (Prussian Parliament). In thi" 
~stimate liberal provision has to be made for forthcoming works, and marlIins 
must also be allowed for unforeseen contingencies, but, in point of tact, 
the requirements of the budget must be subservient to the estimated revenue of 
the State, and it is therefore evident that the Minister of Finance contrllis in a 
great measure the financing of the railways. 

The position in Bavaria and Saxony is similar. Bavaria and 
Sazony. 

Ba"aria, so Inr as the Verkebrs-Ordnungen and Betriebs Ordnungen VerkehrB-
are concerned, is exempt by virtue of Article 46 of the Imperial Constitution, Ordnung." iii 
except in so filr a~ military considerations enter into question, Articie 47 Bavana. 
binding the railway administrations to obey without demur the instructions . 
of the Imperial Authorities in respect of the utilisation of the railways for 
purposes of national defence, aud especially to convey soldiers nnd military 
stores, &c., at reduced prices. 
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In the interests of the uniform working of German railways, as filr a8 
possible, Bavans has adopted the regulations of the "Verkehrs & Betriehs" 
Ordnunuen practically unaltered, as it is considered that these regulations havt~ 
been ca~fully prepared and in general may be looked upon as the best pos.ible 
solution of such questions. 

The Pru~sian Railway Law of November 3rd, 1838, provide8 illfer alia 
that for the first thrce years from thc 1st January after the opening of 
a railway, the Company has the right, without the admission of a 
competitor, to undertake the transport working alone, and to fix the charges 
both. for the passenger and goods traffic, 

The Company, must, however :-
Submit to the Government the tariff adopt6d at the commencement of 

the operation of the line. Any subsequent alterations, in case such alterations 
should be in the direction of an increase, must be suhmitted to the Governmcnt 
six weeks before they come into operation, and they must also be published. 
More particularly do the concessions lay down the licence granted to the 
concessionaire in respect of rates and charges. Individual circumstances dictate 
the amount of such licence, but all possibility of competition in chargl's is 
precluded. In Bavans, for instance, in some cases in addition to prescribing 
maximum rates, minimum rates are also defined. The scattered geographical 
position of the private lines requires for their existence in the most purt 
through rates with the State lines, and the power of the State to grant 
or withhold except on conditions quickly regulates any marked tariff 
disparity. 

The concessions also shew the nature of the authority and control of the 
State in relation to purchase and construction. 

For the exercise of such supervision by the State a Commissioner is 
appointed in pursuance of the Order of November 24th, 1848. Under 
this Order experts were appointed under the style of ., Royal Railway 
Commissioners" for the protection of the rights of the State in relation 
to railway companies, and to safeguard the interests of the State and public. 
They were also by that Order to supervise financial and other matters in 
so far as they concerned general interests, and were also responsible for 
seeing that the conditions of the conce~sion and other obligations devolving 
upon the railway companies were efficiently observed, and in addition were to 
make periodical inspection of the railway lines, &c. 

Since the date of this Law, however, the conditions have somewhat 
changed, in so much as the absorption by the State of the private railways has 
rendered the duties of the Commissioners less exacting, and it is not now 
necessary for special experts to be appointed. As a general rule the President 
of a Railway Direction acts in that capacity; for instance, the Commissioner 
superdsing the Liibeck-Biichener Railway is the PreAident of the Miinster 
State Railway Direktion. 

The general railway regulations, i.e., the Yerkehrs Ordnungen and the Bau 
~nd Betriebs Ordnungen and supplementary reaulations must be acceptl'd bv 
private companies, who must become parties" to the "General Conference" 
before referred to. 

In ~avaria we find, the. same control by the State. The periodical inspection 
of t~e hnes! ~he exammatlOn of the booh of the Company, enquiry into the 
serVIce condItions of the staff, hours of duty, &c., are even more strictly carried 
out than in Prussia. 

By thi~ supervisorY,control in construction and working, which enjoins 
~pon the pnvate Compames the necessity for the adoptiolt of the State regula
tions, and the State methods of construction, the way has been paved for the 
ultimate absorption of such railways by the State. 

. For .the purpo~e of executive co~tr~l, the State railway system in Prussia 
IS apportio~~d out IOto 21,sepa~te dIstncts, the whole being under the control 
of the MlOister of Public ~orks, but, each. having its separate president 
and staff, a~d 80 far as railway worklOg IS concerned being practically 
II separate entity. 
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To each district are apportioned varying numbers of locomotives, f!istrwt Di,·.k
carriages, and wagons, and in practice so far as possi ble the use of these is tlOna. 
restricted to the districts to which they are allotted. 

STATE RAILWAY DISTRICTS IN PRUSSIA. 

I I Locomo· i Ca . 

, 
Division. Length. WagODS. Steam 

tive8. rno.gea. I FerrieE!. 
I , I , I • 

! 
I I 

Altona ... ... ... ... 1,947 781 J,690 8,859 I 2 
Bprlin ... ... ... · .. 601'01 694 2.620 1l,640 I -
B .... Blau ... ... . .. . .. 2,109 1,155 2.374 51,203 -
Bromberg ... ... I 1,824·t!8 592 1,124 25,905 -... ... 
Cassel... ... ... " . . .. 1,739'16 902 1.516 4,635 -
Cologne I 1,511'44 908 2,020 33,700 ... ... ... ... I --
Danzig ... ... ... . .. 2,369'02 520 901 1,425 -
Elberfeld ... . .. ... . .. 1,2:11\'45 9J~ 1,418 18,371 -
grfurt ... ... ., . · .. 1,773'92 734 1,344 8,080 -
EBsen ... I 1,108 1,336 1,260 81,190 1 ... ... ... . .. 

I Frankfort ... ... ... . .. 1,833'23 802 1,923 6,153 -
Halle a/Saale .,. . .. . .. 1,974 834 1,630 2,990 -
Hanover ... ... ... ... , 2,018'71 942 1,750 30,644 -
Kattowitz ... ... . .. · .. i 1,353'73 728 947 5,989 -

(Small gauge) ... ... .. . 165'20 52 - 5,001 -
Konigsberg ... , 

2,541'62 430 829 4,985 -. . . .. ... 
Magdeburg ... ... •.. . ... 1,741 796 1,755 27,717 -
Main. (Royal Prussian an.l Grand I 1,086'61 Figures not BBcert Binable. -

Duchy of Hess. State). 

I Milnster ... ... . .. ... 1,414 538 742 2,110 -
Posen . , ... ... ... I 2,176-18 637 1,225 4,550 -
St. JohaJln-Saarbrucken ... . .. I 1,059 1>50 1,046 5,452 -
Stettiu ... ... ... . .. j 2,073'84 556 1,070 460 -

I 

The working of the locomotives is arranged so as to provide as far as 
possible that, consistent with economical working, there shall be 'the least 
possible encroachment into the territory of anothe.r district, and it is the duty 
of the Direktions to return such engines to the home station, immediately traffic 
offers for haulage in that direction. 

With wagons it is obviously impossible to adopt this practice, and the 
varying needs of the different districts require administration from a central 
point, viz., from Berlin, where such an office exists under the title of " Central 
Amt." 

With passenger vehicles the distribution and working is again left to the 
districts themselves, and extraordinary demands must be met by mutual 
arrangement. 

StorES are administered from the "Central Amt" in Berlin previously Stores. 
referred to, the purchases being controlled by committees recruited from the 
officials of the various Direktions. 

Iu Saxony there is but one General Direktion, in Dresden, but there are Sa."ony. 
IIlso six districts for purely executive Rnd operative purposes, two being 
situated in Dresden, two in Leipzig, one in Chemnitz, Rnd one in Zwickau. 

In Bavaria until recent years the State railways were operated from one Bavaria. 
central office, but decentralisation into five districts organised as in Prussia 
ltn~ been effected, with a saving, it is alleged, in salaries and wages. 

For the general consideration of tariff questions (apart from classification) Advisory 
Adyisory Councils assist tbe Railway Direktions. Counoils. 
, Their origiu is in this wise: In Rutumn, 1874, the CLambers of Sh01·t Histor!!. 

Commerce in Miilhausen petitioned the General Direction of the Alsace
LOl'l'I\ine Railways in Strassburg to hear the views of representatives of trade, 
commerce and industry at meetings to be held at regular intervals. The 
railway authorities acceded to this request, and on the 21st October, 1874, the 
fir"t conference was held. The minutes of this meeting were submitted to the 
Heichs-Eiseubahn-Amt, whose chief at that time was the Prussian Minister of 
Public Works, and he was so im pressed with the value of such a conference 
that in It circular issued on January ] 1 th, 1875, he urged the whole of the 

M 
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German railways to imitate the exampl~ set. b:r t~e Imperia~ ~i1.way8 and 
establish similar conferences, at the same tlme mdlcatmg the dcslrablhty of the 
representation of agriculture on the councils. Little. attention, however, WIl8 

paid to this recomme!ldation, only a few o~ th~ Sta~ ral~wa;ye and none of "the 
private railways making any attempt to mstltute PerlOdlcal Conferences as 
the meetings were then designated. 

In a later Decree of June 27th, IR78, issued by the Minister of Public 
Works, the State Railways in Prussia were instructed to establish such confer
ences within the limits of their respective districts, and at the same time free 
State railway passes were granted to the representatives of agriculture from 
their homes to the place of the meeting. 

The other German States were not long in following the example set bl, 
Prussia. A" Freie Wirtscha£tliche V E'reinigung der Verkehrsinteressenten ' 
had existed in Oldenburg since 1877. On June 4th, 1878, a" Railway Com
mittee" was inaugurated in Wiirttemberg. By a Decree of March 20th, 1881, 
its composition was considerably altered and the name of " Advisory Council of 
the Railway Management" was given to it. The Baden" Rllilway Council" 
was inaugnrated by Grand-Ducal Decree of November 4th, 1880, the Bavarian 
" Railway Council" by Royal Decree of March 16th, 1881, and the Hessian 
"Railway Council" by Grand-Ducal Decree of July 5th, 1881, and the Saxony 
"Railway Council" by Royal Decree of July 9th, 1881. 

At the time when the Government submitted their first great Nationalisa
tion Bill, the Committee of the Abgeordnetenhaus (House of Deputies) appointed 
to consider the Bill made it a sine qUI! non that the Govern~ent should 
;.naugurate :-

a. District Advisory Councils for the Railway Directions. 
b. A General Advisory Council for the assistance of the Minister. 

The Government accepted this proviso and finally, on June Ist, ]882, a 
law was passed respecting the" Inauguration of District Advisory Councils and 
a General Advisory Council for the Administration of the State Railways," and 
this came into effect on and from the 1st January, 1883. 

In Prussia, the whole of the members of the District Advisory Councils 
and three-quarters of the members of the General Council are chosen voluntarily, 
the remainder being nominated by the Minister. The members of the councils 
are also chosen independently in Olden berg, Wiirttemberg and Hesse. In Baden 
and Saxony, in addition to the voluntarily elected members, the Minister also 
appoints a certain minority. In Bavaria the whole of the members are appointed 
by the Crown on the recommendation of the various Economic bodies. 

The Prussian councils differ from those of the other States in certain 
important points. In Prussia they are created by Act of Pnrliament, whereas 
elsewhere the Crown or the Chief Minister has called them into being. In 
PruBsia also, there are two distinct bodies, the councils for the District Directions, 
and the General Council to assist the Miuister, whereas in other States there is 
only a council for the Central Administration. 

The first meeting of the General Council in Prussia was held on September 
22nd, 1883, and seven District Conncils were appoi_nted as a commencement, 
viz :-Berlin, Bromberg, Erfurt, Fr.lIIkfort olM, Hannover, Cologne, and 
Magdeburg. 

The Law respecting the institution of District Railway Advisory Councils, 
and the General Railway Council enacts inter alia :-

'rhere will be instituted in respect of the railways under State administration, for the 
purpose of IPving adyice on railway traffic questions :_ 

a. DIstriCt RaIlway Councils acting in an advisory capacity to the local Directions. 
b. A General Railway Council actiug in an ad,isory capacity to the Central Adminis

tration of the State railways. 
In the district .... igned to each local Direction a District Rail way Conncil shall 

be instituted. However, by decrees of the Ministers for Public Works, for Commerce 
and Trade, and for Agricultlll"e and Forestry, there may be appointed one District Council 
for several local Directions. 

. The District Councils Bhall be composed of representatiyes of commerce, industry, 
agnculture and foreBtry. The members. as alBo their deputies (in :l3Ile of members being 
preTented from attending) shall be elected for three years by the Chambers of Commerce, 
Merchant Associations, Agricultural Provincial Unions, and other associations and unions 
to be designated by the Ministers of Public WorkB, of Commerce and Trade, and of 
Agriculture and Forestry. The number of members and deputies, as also their proportionate 
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distribution among the various interested bodies, shall be decided by the Ministers of 
Public Workil, Commerce and Trade, and Agriculture and Forestry. 

Where the district of a State railway embraces a territory outBide PruBBia (but within 
Ihe limits of the German Empire) representatives of commerce, industry, sgricuiture and 
for ... lry, may be admitted to the deliberations of the District Councils upon a desire to 
this .ffect being expressed by the various commercial and industrial bodies concerned, 
with the consent of their respective Governments. The number of such representatives 
Rnd the manner of their invitation shall be decided by the Minister of Public Workil. 

Every District Council may appoint from its midst a standing committee for the 
preparation of ita busiuess. 

The District Conncils are to be con!1llted by the respective local Directions on all 
matters of importance affecting the traffic of a district or of its sub-districts, that i. to say, 
important measures concerning the fixing or alteration of time-tables and tariffs. The 
District Councils as regards matters of the afore-mentioned character may on their own 
initiative lay prop,,"als before the local Direction with a ,·.qnest for the necessary informa
tion to be supplied. If the local Direction has adopted measures admitting of no delay 
without previous consnltation with the District Conncil, the standing committee and the 
District Conncil must be informed thereof at their next meeting. 

The bnsineBB of the District Conncils, and of the committees and also the organization 
of the latter shall be arranged by standing order. sanctioned by the Minister of Public 
Works, the draft thereof to be submitted by the District Council. The standing orders 
must also set forth rules bearing on the presidency of the District Councils and their 
committees, as also the fixing of the periodic meetings of the former. The standing orde .. 
must, however, provid~ for at least two meetings per year of the District Advisory 
Councils. 

On the invitation of the President of the local Direction of the State Railways 
repre.entatives of other Railway Administrations and also State Officials may attend the 
meetings. 

If the District Council in its conclusions gives favourable assent to the matters brought 
forward for its conSideration, they will be carried into effect by the State Railway 
Administration concerned, 

The General Advisory Council shall consist of :- General Ad· 
(a) A President and his deputy nominated by the King for the space of three visory Coonct/' 

years. 
(b) Three members and deputies appointed by the Minister of Agriculture and 

Forestry. 
Three members appointed by the Minister for Commerce and Industry. 
Two members appointed by the Minister of Finance. 
Two member. appOinted by the Minister of Public Works. 
The members and their deputies are appointed for three yeal's. Officials iu 

the actual service of the State are not eligible. 
(c) One member for the Government districts of CaBBel and Wiesbaden. 

One member each for the cities of Berlin and Frankfort o/M. 
Two members for each of the provinces of East PruBBi", West Prussia, 

Pomerania, Brandenbnrg, Posen, Schleswig-Holstein, Hannover. 
Three members for each of the provinces of SilesiB, Saxony, Westphalia and the 

Rhineland. 
Plus a like number of deputies. 

These shall be elected for the space of three years by the District Advisory Councils 
from the Chambers of Agriculture and Forestry, Commerce and Industry within the 
province, Government district or city as the case may be, in accordance with a scheme of 
distribution to be fixed by Royal Decree. 

As regards non-Prussian States of the Empire whose territory is croBBed or sllITounded 
by the PrllBBian HeBBian State Railways to any great extent, representatives of commerce, 
industry, agriculture and forestry may be admitted if their respective associations express 
a desire to this effect, and the sanction of the respective Governments is obtained. 

They are eleoted by the District Advisory Councils for a period of three years (Law of 
June 15th, 1906). 

The number of the members and the Distriot Advisory Councils entitled to elect them 
shall be decided by Royal Decree. 

Special experts may be called in to give information on certain matters at the 
discretion of the Minister of Public Workil. 

The General Advisory Council shall appoint from its midst a standing committee for 
the preparation of its basin688. 

The oommittee .hall consist of the President of the General Council or his deputy and 
of four members and their deputies elected by the General Advisory Council from 
its ranks. 

The following matiers are to be laid before the General Council for an expression 
of their opinion :-

1. 1'he list of the existing maximum rates and fares for goods and passengers. 
2. 1'he general regulations as to the application of rate. (General Tariff Regulations 

anc.l the Goods Classification). 
3. The orders concerning the granting or declining of Ausnahme (exceptional) 

tariffs and differential tariffs (ratee which do not· follow the general tariff 
basis). 

4. Proposals for the general alierations in the Working and Rail way Police Regula· 
tions, so far as technical matters are not affected. 
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The General Railway Council hili! also to express an opinion on a1l important, questions 
concerning pnblic traffic on the railways at the request of the Minister of Public Work •. 

The General Conncil, as regards matters of the above mentioned character may on its 
own initiative lay proposals before the Minister of Pnblic Works, and request him to 
supply information. 

The General Railway Council is couvened at Berlin by the Minister of Public Work. 
as necessity arises, but it must be called together at least twice a year. 

The agenda for the meetings, so far as matters menHoned in the preceding paragraph 
are concerned, i. to be published by the President at least eight days before the 
meeting. 

Urgent measnres which have been adopted by the Government without previoua 
consultation with the Council must b" reported to the Council and its committ"e at their 
next meeting. 

The procedure at the meetings of the General Council shall be regnlated by standing 
orders approved by the Minister, the draft for which is to be submitt&! by the General 
Council. 

The committee decides upon its own procedure. 
Should the General Council or its committee deem proposals hrought up for their 

consideration, necessary, they are to be carried into elfect by the Minister of Public Work •. 
The M ini.ter of Public Works shall regularly commnnicate to the Landtag a summary 

of the deliberations and decisions of the General Advisory Council, and also a list of the 
maximum rates and far"s for passengers and goods. 

Withont prejudice to the Empire's constitutional right to the supervision of tariff 
questions, increases of rates for the varions classes of the tariff scheme existing at the time 
of the publication of this Law, cannot be made except by Act of Parliament, unleBS such 
increases be made with the object of the unification of rates, or in conaequence of 
alterations in the classification. 

The manner of election of members and their deputies by Chambers of Commerce, 
Agricultural Chambers and other Associations, who are entitled to vote for one or 
several members from their respective bodies as the case ma.y be, is left to their own 
discretiou. 

Where two or more Chambers of Commerce are only entitled to vote for one common 
member (unless tho respective Chambers have already agreed upon the manner of such 
election), the election shall take place through the medium of delegstes appointed by the 
Chambers of Commerce froIfl their midst, with full voting power. The manner Bnd place 
of election shall be determined by the Ober-Prasident (or his doputy) of one of the 
provinces in which the Chambers of Commerce are situated. 

The election is by majority of votes, and in case of a tie the matter is decided by 
the drawing of lots. The deputy is t,o b~ elected from those Chambers of Commerce from 
whose ranks the member was not elected. A deputy must be elected for every member 
of the District Advisory Councils. Where Associations are entitled to elect more than one 
member they may limit the number of deputies if they so think fit. 

It has in point of fact not been necessary to appoint Councils for 
each railway district, there being nine District Councils only, covering the 
21 districts. 

NUMBER AND COMPOSITION OF THE LOCAL ADVISORY COUNCIL!!. 

I 
~ame of Dibtrict I Chambers of 

Advisory Commerce and 
Council and Representatives No. Aseooiationa and Unions. 

Local Rail way of Merchant 
Direction. I A8soci~tionl!l. 

BROMBERG. 
(Bromberg, 

Dantzig, and 
Konigsberg.) 

I 

r Berlin... ... 
Braunsberg .. , 
Bromberg .. . 
Dantzig .. . 
Ebling .. . 
Frankfort 0/0 
Graudenz ... 
Insterbnrg .0. 

I Konigsberg ... 
Memel ... 

1 

PoseD ... . .. 
Stolp... .. . 
Thorn... .. . 
Tilsit ... .._ 

L 

I ~ 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 

Total ... IIi 

Industrial Central Union for 
East Pru88ia in Konige. 
berg... ... . .. 

Union of Eaat Germa.n 
Manufn.cturers in Dantzig 

Branch -for East Prtl88ia of 
the German Millers Union 
in Frauenburg ... . .. 

Union of German Millers in 
Berlin ... ... . .. 

Union of German Millen in 
Charlottenburg... ... 

Union of the German Sugar 
Indufltry in Berlin ... 

l."nion of the German Spirit 
Manufactnrem, Berlin , .. 

Union of East German 
Brewers and Maltsters in 
Brieseu. in W. Prussia ... 

Chamber of Mannal Labour 
in Dantzig .. ... . .. 

Total ... 

Chambers of Agriculture 
No. and Xo. 

1 

1 

1 

Unione of Foreotry. 

Chambers of Agricultwdor I 
Province west ProMia in 
Dantlig ... ... ... ! .. 

Province Bast Pruaeia in 
Konigsberg ... . .. 

Province Posen in Posen .. , 
Province Pomerania. in 

8tettin ... ... . .. 
Province BrandeDburg in 

;; 
3 

1 Berlin ... ... '" 1 
Prussian Union of Forestry 

1 in KOnigsberg ... ... I 1 
German Fiaherl Union in! 

1 G'=~ Sea 'FiJl~' Uni;';; Ii 1 
1 in Hannover ... ... 1 

1 , , 
I 
I 1 

9 Total ... ... \18 
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I I 
!fame of District I Chambers of I 

Adviaory ~ Commerce and j 
Council aDd 'RePT8l'eOtatives No. Associationa and UnioIJ1l. No. 

Local Rail",., 01 Merchant I' 
Dizection. A..oc.-iat.ioD8.. 

BERLIN. 
(Berlin and 

S"ttiD ) 

-, 

r 

I 

11 
I 
I 
I 

li 
I 
I , 

Berli •••• ••• i 
Stettin 
Frankfort 0/0. 
Pot.dam (with 

the """ in 
Berlin) ... 

Stolp •.• ... 
Str:alSUDd 
Swinemtinde::: 

1 

I 
I 

2 
2 
I 

I 
I 
I 
I 

Total .. ·r 
Magd.burg ... 2 
Berlin •• I 
Braodeoburg::: I 
Goolar... ... I 
Halbe_dt ... I 
Halle ... ... I 
Ha.nnover ... I 
Hildesbeim ... I 
Liineburg I 
Pot.dam (with 

the ... t in 
BerliD) ... 1 

Union of German Coal I 

Colliery Owners in Halle; ) 
Union of Gennan Iron and i 

Steel Hero ....... i. Berlin I 1 
U niou for the Deyelopmeut j 

of Indumy in Berlin ... 1 1 
Chamber of Hanna) Labour 

ill Berlin... ... ... 1 
Union of Gennan Millers io I' 

Berlin ... ... ... 1 
Union of German 1lilleR 1 

in Cbarlottenbnrg ,.. i 1 
Union of the German Sugar 

Industry in BerIiD ... 1 
Union of German Spirit 

Mannfactuer& in Berlin I 
Union for the Protection 

of the Intereeta of the i 
German Chemical In· 1 
do.stry in Berlin ,.. . .. I 1 

'-
Total ... 9 

Union of the German Sugar 
Industry in Berlin ... 2 

Union of the Magdeburg 
" Brann .. Coal Colliery 
Owners in Oschert>leben... I 

Union of German .. Broun" 1 

Coal Collier.f Owners in 
Halle ... ••• ...' 1 

Union of the Magdebn~ I' 
Wood l!lduetry in Magd.. . 
burg ... ... . ... 1 

Union of Saxon Maltsterd in 
Halle ... ... ... 1 

Union of German Hillers in 
Berlin ... ... ... 1 

Union of German Spirit 
Manufacturers in Berlin J 

Union of Central German 
Spirit ){anufaoturers .in 
Magdeburg ... ... 1 

Union of Ger'llan Salt Iline 
OwneR in Stassfurt 1 

Union of German Potasb 
Hanufacturen in IIagde- ! 

C~'t,r Clf ii~aai·i.bo~·;! I 
!II Magdeburg ... ... 1 

t-
Total ... \I Total ... 

\-

rl H"""o.... • •• 

I 
Biellflfeld ••• 

j Brandenburg .•• 
!lee::-temfinde ••• 
Halbentodt ... 
Harburg .. . 
Hildeoheim .. . 
LAneburg ••• 
Minden ••• 

I 

2 Union of German Iron 
I Smelten in DUsseldorf ••• 
J Union of German hon and 
) Steel lI.erchante in DUs-
1 .. Idorf ... ... • .. 
1 Industrial Union for the 
1 Province of Hanno'f8r in 
I Hannover ... ... .'. 

I
I Mfiu8ter in 

WoftIltpbalia... 1 

1 North·West German Union 
of Wood Merchants in 
Arneberg... ... .., 

Union of Ge:rmm Linen OouabrOclt... 1 
But Frie9land 

tem porarilY 
until Dec. Sl, 

Manufactuftrl in Biele-
feld... ••• ._ ... 

Hannover.BrullJ",rick. Braneb 
of the U niOD of German 
M Hiers in Ha.nuo1't'r 

1 

I ~rg P<':t 

H.AIUfOVBJl. j 1909, in Em· de-a) 1 
Banno .... and Potsdam (with 
M.UDII'- aD _ lO' D •• 

\\'..tpbali&.) . ~ lin)... ... 1 

('" Dien of Guman Millenr 
in Cbarloitlenburg ... 

t;oiOD of the German Sugar 
lodllStr7 in Berlin ... 

1 

1 

1 

I Carried fonrwd I" Canied fo.-...d '8 

Chamben of Agriculture 
and 

Cwona ol Fo~try. 

Chamber of Agriculture for I 
the Pro.....moe of Bnmde.n· 
burg in Rerlin " ••• 3 

Chamber of Agriculture for 
the Province or Pomerania 
in Stettin ..• .•• ... 3 

Mirkischer Union of Foree-
b'y in Potsdam .•. ••• I 

Pomeranian Union of Fores-
try in Stettin ••. ... I 

German Union of Fishery 
in Berlin .•• ... "'I I 

German Sea. Fishery Union 
in Hanover ..• .•. I 

Fishery t" niOD for the ~ I 
vince of Brandenbnrg ill 
Berlin ... .•• ... I 

Lnion for the Development 
of Mark:etGardening in the 
Prossion States, Berlin ... I' 1 

Union of German lfilk 
:DEalers in Berlin ,.. ... 1 I 

I-
Total ... ... i 13 

1 

Chamber of Agriculture for,' 
the Province of BraoQ-
burg ill Berlin... ... • 

Chamber of Agriculture for 
the Province of Saxony 
in Halle .•• ... ..• f 

Chamber of Agricnltnre for 
the Province of Hannover 
in Hanoover... I 

Union for the Development 
of the Cultivation of 
German Moors in Berlin... 1 

Total ... 

I 
I 

Cbambera of AgriCUlture' 
for Provinoe Hannover in 

10 

Hannover •.• .•• •.• I .. 

For Province Westphalia in j 
MUnster ••• .., .0. i .. 

For the Government District I 

of C.lSiIeI in Cassel... 1 
For ProVlDce 8raDdenburg 

in Berlin ... ..• 1 
For Province ~on1 in 

Halle ... ... ... I 1 
Han Unton of Forestry in 

Haunn'\"'er ••• ._ .0. 1 
North-West German Union 

of Forestry in Hannover 1 
rnion of the Forest Owuers 

of Central Germany in 
Frankfort 0 lL .•• ..• 1 ) 

Union of German Milk:: 
Dealers in Berlin ... ••• 1 

I 
Carried fonnrd ;15 



NameofDiBtrict 
Advisor1 

OOUncil .... d 
Looal Bailwlty 

Direotion. 

Vbamben of I 
Commerce and. I 
ReprMeDtatiTM No. 
of Merchant I 
A..ooialions. 

li'BA.NJCPOBT 
oIM. 

(Frankfort 
oIM, Caasel, 
Mayence.) 

I Brought forw'd It 

l 

Verden 
Weael .•. 

Tol&I ... 

I 
1 

1-
16 

r
' Arnsberl< ... Ii 1: 

Bielefeld .. . 
HingeD ..• 
Bonn .•.••• \1 

I 
C .... 1... ... I I 

I Cobleutl ... I' 11 
Darmstadt 
Dillenburg ... 1 
Frankfort <>1M. 1 
Friedberg ... 1 
GieeaeD •.. 1 
Gottiogen .•• 1 
Hanan... ... I 11 
Heidelberg .. . 
Hildesheim ..• 1 
Limburg ... 1 ! Mayenoe ... 1 
Mannheim •.• 1 

I 
Millbausen in 

Th.... ... 1 
Nordhausen... 1 

I 
Otfenbacb ... i I 

Siegen... "'1 I Wetzlar ... 1 
,Wi~baden •.. 1 

., Worms ... I I 
i f 

i 

i 
I II 

Ii ,I 
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A.ssocia:..io1l.8 aud UnioD.!!. 

Brought forward 

Union of the German Spirit 
Manuf&eturers in B~rlin .•• 

U Dion of the Hanooverian 
Potash HaDufaoturel'tl in 
Hannover .•• • . . .• 

Union for the protection of 
the German Chemioal In
doetry in Berlin .•• • •• 

Un ion for the- Protection of 
the Economio IntereBte of 
the Rhineland Bnd West,.. 
phalia in DU ... ldorf ... 

Union of the BbeniBh West. 
phs lian Cotton Spinners 
in M. GI&db&c'... ... 

Union for ",he Protection of 
the Eoonomic Interests of 
the W Mtphalian Lime nnd 
Cement Industry in Reck· 
lingha.usen... ••• .., 

Chamber of Manual Labour 
in Hannover .• - ... 

Tol&I ... 

Union of Colliery and Hiue 
Owners in tbe Lahu, Dill, 
and nelJrbbouring Districts 
in Wetzlar... ... . .• 

Union of Coal and Mine 
Owners in Siegen ... 

U Dion of German Brewen 
in }c"rankfort o/M. • •• 

Union for tbe Protection of 
the German Chemical 
IndU!try in Berlin ... 

Union of German II BraUD .. 
Coal Colliery Owners in 
Halle ... ... ... 

IndoMtrial Cruon for Nusau 
in Wiesbaden .. , ... 

Commercial and Industrinl 
Union in Henfeld ... 

North~West, German Union 
of Wood Merchants iD 
Arnsberg... ... ... 

Union of the Routherlyand 
WesterlyGronp of. German 
Leather 1d.a.nofacturera in 
Frankfort o/M.... • .. 

Central Rbeniaili Branch of 
the Union of German 
Millers in Fnmklort olld. 

U mon of the German. Sogar 
Indnstry in Berlin ..• 

So. 

1 

1-
16 

I 

I 

1 

1 

1 

I 

1 

Union ot the German Spirit 
Manufacturers in Berlin 1 

II , 
U nio:... u~ 3e~ Potae.h I 

ManufactureR in Magde-
I burg ......... 1 
i Chamber of Manual Labour 

II 
II 
i i 

" 
I '-
I Tohl I 

in Wiesbaden ... ... 1 

Central Rhenish Union of 
Manuiacturen in Mayence 1 

National Induatrial Union 
in Darmstadt (I for each 
of the 3 He8t1ian Pro-
YiDoes) ... ... ... 3 

1-
Total 18 

Chambere of A.,rioultD.ftl 
&nd 

UnionA of Pol'8dl'y. 

Brougbt forwud 

Union for the Development 
of the Cultivation of 
Moon in GerlDAD), lD 
Berlin ••• ••• ,., 

Germau Ilea Filhery Union 
in Hanuol'er .0. ... 

! 
! 
·N ... 
I 
i 

15 

I 

I 

fotal ... 

"'1
17 

Chambers of Agrioultur~ 
for Government Dietrict 
C&oae1ln 0-1 

Government Dilltrict Wiee· 
baden in Wieebaden ... 

Provinoe Saxony in Halle ... 
Province Hannover in Hann~ 

4 

4 
S 

p::'~~ Weetp~litl fu! I 
Mfuult.er... ... 

Rhine Provinoe in Bonn 
AgriooltnrtU Provinoial 

Umona lor :
RbeiDheeaen in WormI ... 
Starkenburg ill Darm· 

stadt... ... • .. 
Oberhat8eo in Gies&en ... 

B888ian 17 nioo of Foreetry 
in Cueel... ... ... 

Union of the Forest Owner. 
of Central Bermaay in 
Prankfort ofM.... . .. 

Hessian Union of Forestry 
in Dannstadt ... ... 

Agricultural Council for the 
Grand Ducby of Badeu ... 

2 
1 

1 

1 

Total ... .-1:-
I 
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I 

Advisory Commeroe and 
Nam. of Diotriot I Ch.mben of 

Ootmoil and Bt.pTesentativee No. 
Looal Railway I of Merchant 

A&lociations Bud Unions. No. 

Direction. I Aaaoci&tiODl. 
I 

r A1s-Ia-Obapelle 
Altona ••• 

OOLGGNB. 
(Cologne 
Elberf;id, ) 
Essen,8t. 1 

JObaoDMal'-1 braoken.) 

l 

Amaberg •. , 
Barmon .,. 

, Boobnm .0_ 
I Boon .•• 

I 
Ooblentl ... 
Cololnl8 •• 0 

, Crefeld .•• 

I 
Dortmund ... 
DUsseldorf ..• 
Dui.aboDTg .,_ 

'I' ~!!:f~~~ Eupen... • .. 
M-Gladbaoh .. . 
Hagen .. . 

'I roerlobn .. . 
Lennep ..• 

I
, Ludensoheid •• 0 

MtUheim-on· 
Rhine ... 

'M tU hoi m.on
RUbr ... 

Miluster in 
W .. tphali .... 

ReU8B ,.. • •• 
So.a.rbrtloken ••• 
SiegeD... . .. 
Bolingen ,_, 
Stolberg .. . 
Trier ..• .. . 
Wesel... ,_, 

Total 

r Berlin... '" 
Ca.ssel... u. 

EUtJBT. 
(Erfurtand 

Hall .. ) 

I 
l 

Oottbus ••• 
Erfurt... • .. 
Oorlitl ... 
Ralle ... ... 
Mnlhausen in 

Th. _.. _ .. 
N ordbauB8D. u. 
Potsdam (with seat in Ber-

lin)... .. . 
Sorau ••• .. . 

1 Union ot Rheni8b.. West-
1 phalian Cotton Spinners 
1 in M-Gladbach ,_ ..• 
1 Union of Colliery fmd Mine 
1 Ownen in '!he Aachen 
I Dilltrict, in A.ix-la-CbapeUe 
1 Union of Colliery and Mine 
1 Owners in Siegen... ..0 
1 U Dion of Mining Interests 
1 for the Dortmund District 
1 in Essen •• 0 ... • •• 

1 Union of Colliery and Mine 
1 Owners in the Lahn, Dill, 
1 a.nd neighbouring Districts 
1 in Wetzlar .•. '" ., 
1 Union for the Interests of 
1 the RheniBh "Braun" 
1 Coo.llndust.ry in Oologne 
1 Union for the Protection of 
1 the German Chemical 

Industry in Berlin ... 
1 Union of the German Iron 

and Steel Merchnnts in 
1 DUaseldorf... ... . .. 
1 Union of the German Iron 
1 and Steel Merchants in 
1 SaarbrUokoD 
1 Union of German Wood. 
I Meroba.nts in Essen ... 
1 Union of the Merohants of 
1 the Govemment District 
1 of OolognBt in Cologne ••• 
1 Exchange Union of the 

-
30 

Bide, Skin, and Leather 
Branohee for the Rhine
land and Westphalia in 
Cologne ... ... • •• 

Rhenish-WestphtUian Branoh 
of the U niOIl of German 
Millers in Di1aseldorf ... 

Union of the German Sugar 
Industry in Berlin ... 

Union of Anthraoite Coal 
Mine Ownera in Aix·lfr 
Chapell.... ... ... 

Union for the Protection of 
the General Economio In· 
terests 01 th. Rbineland 
and Westphalia. in Dil!Jl!lel. 
dorf... ... ... • .. 

Union for the Proteotion of 
the General Economio In
terests of the 8MI' Distriot 
in Saarbruoken... ... 

Ohlmlber of Manua.l Labour 
in Cologne... ... ... 

Total ... 

1 

1 

I 

1 

I 

1 

I 

I 

I 

I 

I 

I 

I 

18 

I 
I 
I 
I 
I 
1 

Wei.enlels· Zeitzer Mining 
Union in Halle ... 1 

I 
I 

I 
I 

Union of Bittefeld Manu. 
faoturera in Bittefeld ... I 1 

Union of the Germa.n 
" Braun .. CO:U Industry in 
Halle •• _ •• ... 1 

Central Union of the Germllll 
Leather Induatry in Ber· 
lin... ... ,. ... 1 

Union of Saxon Maltsters in 
Halle .•• '" ••• 1 

Union for 11ineral Oil In· 
du.try in Halle... ... 1 

Thlkringian Branoh of the I 
Union of German M111era 
in Erfurt... ... ... 1 

Union of the German Sugar 
Industry in Berlin ... I ~ 

Union of German Spiriti I 
Manufaoturel"l in Berlin 1 

Union of German Potallh 
M.a.nufactW'8l's in Magd.e--
burg ... ... ... 1 

Ob.mber of Manu'" Labour 
in Erfurt... ... ... 1 

1-
Total... 10 

1-
Total... ... 12 

1 

Cbamben of Agrioul ...... 
and 

UBi ... of ForeBtrJ. 

Chambers of Agriculture: 
For the Rhine Province in 

BODD ... .•• ." 
For the Province of West. 

pbalia in MUnster ... 
Union of the Forest Ownen 

of Central Germany in 
Frankfort aiM.... .. 

Total ... 

Ohambers of Agriculture 
for:-

Provinoe Brandenburg 
in Berlin ... 

Province Suony in 
Halle... ... . .. 

Government District 
Cassel in Cassel ... 

ProviU08 Silesia in BreB-
lau .. , 

UnioD of Erfurt Market 
Gardeners in Erfurt '" 

Total _ .. 

So. 

19 

10 

30 

i 

• 
I 

I 

1 

I' 
, 

It 



Idditional 
~8p1'esentative8. 

IJO 

! I 

Name of D~triot Chambenof I 
I Chamber& of Agrioulture 

INO. 
AdviMry Commerce and 

Council Oond Bepresentati vea No. AN'lCiat.iona and Union&. I No. aud 
Local Rail way of Merohant U oiotIB of Foreator,. 

Direction. AseociatioD8. ! 
i -------_. ---- -- - ._-.-
~- ------- -.--

r I Altoua ... 2 Union of German Spirit. Chambers of Agrioultuft" I Rerlin... . •. I ManuflLOttirenJ in Berlin 2 lor:- I 

I Brandeuburg I U DioD of German Millers in Province Brandenburg) 
Flemburg ... I Berlin ... . .. 1 in Bellin ... ... I 
Harborg ... 1 Union of the"German Sugar ProvinoeSohll'8will'.Hol. : I Kiel .. , ... 1 Industry in Berlin ... 1 stein in Kial ... '" ' , 

! Lfuleburg ... 1 Union of German Fish Mer- Province Hannover in 

I j ohonte in Altona. ,. ... I Hannover 1 
Oha-robe" of Manual Labour MiLrki!ober Unionof'Poreatry 

ALTONA. , I in Altona ... ... .. . 1 in Pot8dam ... . .. 1 (Altona.) 

i i German FiBhery Union in 
Berlin ... ... ... 1 

German Sea FishE"ry Union 

I! 
in Hannover ... ... I 

Union for tbe Development 
otthe Cultivation or Moora 1 

II 
in Germany, in Berlin ... 

Union of German Milk I 
Dealers in Berlin ... . .. 

- 1- -
i Total ... M Totol ... ... 6 Total ... . .. 10 

--------_. ._-

01 Agrioulturel r Breslau ... 2 Upper Silesian Colliery and ChambE"1'8 

I 
Oppeln ... 2 Mining Union in Kat.to· for :-
Posen ••• ... 2 witz ..• ... .. . 1 Province of Sileeia in 
CottbUB ... I Union of the German Sugar Breslau ... a 

I 
Fra.nkfort aiM. 1 Industry in Berlin ... 2 Province of Poaen in 
Garlitz ... 1 U nian for the Mini ng Posen ..• ... ... 6 
Hirs<>hberg ... 1 Interests of Lower Silesia Provinoe of Branden. 
Landeshul .. I in Waldenburg... , .. I burg in Berlin ... 2 
Lauban ... I Union of German Iron and Silesian Union of Foreatry, 

'BREBLAU. 
Liegnitz ... I Steel Manufactnre18 in Breldao ... .., .. , 1 

(Breslau. Saga.o ... ... I Knttowitz ... ... 1 Mfirki1!ohe Union 0' Forestry 

1 

Schweidnitz ... I Silp-tlian CAntral Industrial in Potsdam .. , ... I Katt-owitz. Sorall .•. 1 Union in Dralau ... I Provinoial Union of tho and Posen.) ... 
UaiOD of the East German 8ilesilm Market Gardenen 

Wood Merchants in Berlin 1 in PrO!c'kn.u ... I 
i Union of German Millers in German 8ea Fisbrry Union 

I Berlin ... 1 in Berlin ... ... .. . 1 

I Union of ~rman Spirit 
Manufacture-fA in Berlin I 

I 
Association of the Woollen 

M&nuf&etnfeI'8 in Guben I 
Chamber of Manual Labour 

l in Breslau ••• .. ... I 

lis 1- --
Total ... Totol ... .. . 12 Total ... ... 16 

In addition to these members and in virtue of the Law for June 1, 1882, 
the Minister of Public Works has admitted representatives and deputies of 
the undermentioned Chambers of Commerce and Industrial Associations and 
Unions which are situated in non- Prussian territory but within the limits of the 
German Empire:- . 

1. To the District Couucil of Altona: A repr~sentative and his deputy for each of the 
following :-

Hamburg Chamber of Commerce, Mecklenburg Chamber of Commerce in Rostock, 
Union of Hamburg Shipowners in Hamburg, and the LUbeck Chamber of 
Commerce. 

2. '1'0 tbe District Council in Berlin: A representative and deputy from the Mecklen
burg Chamber of Commerce in Rostock. 

3. To the District Council in Cologne: A representative and his deputy from the 
Association for the Prot<!ction of the Trade Interests of the Iron ancl Steel Industry 
of Alsace-Lorraine and Luxembourg, in Metz. ' 

4. To the District Council in Erfnrt: A representative and a deputy for each of the 
following :-

. AltenbUl"g, Arnstadt, Coburg, Dessau, Gera, Gotha, Leipzig, Ruclolfstadt, and Weimar 
Chambers of Commerce. as also for the Chambers of Commerce and Chambers of 
In::lu.try in Meiningen imd Sonneberg, and also' for the Chambers of Agriculture 
in Altenburg and Soudershausen, and for the Central Agricultural Union in 
Weimar. 

5. '1'0 the District Council in Frankfort o/M.: A representative and a deputy for each of 
the following :-

Chamber of Cemmerce in Brunswick and the Central Agricultural Union in Brunswick. 
6. '1'0 tbe District Council in Hanover: A representative and a deputy for each of the 

following :-
Bremen, Hamburg, and Brunswick Cbambers of Commerce, the Union of Hamburg 

Shipowners in Hamburg, the Union of Shipowners of tbe Lower Weser in Breman, 
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the Chamber of Commerce for the Principality of Lippe in Detmold, the Com
mercial and Industrial Union for Schaumburg-Lippe in Stadthagen, and the 
Central Agricultural Union in Brunswick_ 

7_ To the District Council in Magdeburg: A representative and deputy for each of the 
following :-

Brunswick and Dessan Chambers of Commerce, and the Central Agricultural Union in 
Brunswick_ 

The General Council consists of a President (an Under-Secretary of GeneralComwil_ 
State in the Ministry of Public. Works), 10 members appointed by the 
Ministers of Public Works, Agriculture Domains and Forestry, Finance, and 
Commerce and Trade, in virtue of the law, and 14 members representing 
agricultural and forestry interests, 11 members representing industrial interests 
and 11 members representing commercial interests. 

The manntr of distribution of the members of the General Railway Council 
among the various following interests, viz., agriculture and forestry, industry 
and commerce, and also their election by the various District Advisory Councils, 
is fixed as follows:-

NUMBER AND DISTRIBUTION OF THE MEMBERS AND DEPUTIES. 

I I . 
Agrioulture i 

District Council entitled Province (or District or City). and Industry. Commerce. 
Forestry. 

I 
to elect. 

East Prussia ... ... ... 1 - 1 f I Bromberg. West Prussia ... ... ... 1 - 1 
Pomerania ... ... ... 1 - 1 

f 
Braudenburg ... ... ... 1 1 - Berlin. 
Berlin .. , ... ... ... - 1 -
Silesia ... ... ... .. 1 1 1 I Breslau . Posen ... ... ... ... 1 1 -
Saxony ... ... ... 1 1 1 Magdeburg and Erfort. 
Hanover and ... ... ! 1 1 - } Hanover . Westphalia ... ... 1 - 1 
Schleswig-Holstein ... ... 1 - 1 Altona. 
Westphalia and ... 

f - 1 - } Cologne • Rhine Province ... 1 1 1 
Cass.l ... ... .. . 

} 
1 - - II Frankfort o/M. Wiesbaden ... ... - 1 -

Frankfort o/M • ... ... - - 1 

The manner of distribution of members of the General Advisory Council 
(who belong to non-Prussian Confederated States) among the various following 
interests, viz., agriculture and forestry, industry, and cummerce, and also their 
election by the various District Councils, is by decree of October lOth, 1906, 
fixed as follows :-

Number and Distribution of the 
Members and their Deputies. 

Confederated Slate. Distriot Council entoitled 
Agrioulture to elect. 

Oommeroe. Industry. and 
Forestry. I 

Grand Duchy of Saxe-Wei mar 
Duchy of Saxe-Meiningen ... .. Saxe-Altenbnrg ... .. Saxe-Coburg-Gotha 

" 
Anhalt ... ... 

Principality Schwarzburg- - 1 1 Erfurt and Magdeburg. 
Sonderohaua.n. 

" 
Schwarzburg. 

Rudolstadt. .. Rell .. elder Branch .. ReuS8 younger » 
Dllchy of Brunswick ... . .. 

} Principality of Waldeck ... - - 1 Hanover. .. Schaumhurg-Lippe 
" Lippe... ... 

Rremen ... ... ... ... 1 - - Hanover. 
Hamburg ... . .. ... 1 - - Altona. 

Bi688 N 



'o;tandillg Order. 
,'or th" conduct 
·)f tM B.uineaa 
7J. tM Meeting. 
7f tM O"lI!rai 
A.dvisory 
Council. 

Bavaria. 

Constitution of 
Oouncil. 

Advisory 
Oouncil in 
Sa:cony. 

Railway Con
structional 
Costs. 

Llvel CrosBings. 

92 

Propo88l. which ·Ih. Mini.t"r of Public Works .ubmits to the General Advioory 
Council as well a. propoaal •• ubmitted by mem""ra for consitleration by the Council, 
shall b~ brought to the notice of the President.. and he in his turn .hall hrillg 
them to the notice of tbe committee. Proposal. must he supported by at le •• t til""" 
rnt>'.:.nbers. 

Matte .. which bave not been prepared by the committee can ollly b. brought up for 
discussion if deemed urgent by tbe Mini.ter of Public Works, or (in the cas. of memb ... • 
prop088ls) by tbe majority of the General Cooncil. 

An agends of tbe. lJJattera to be brougbt np for consideration at a particular meeting 
shall be forwarded to the membe .. and those depntie. summoned to attend tbe meeting 
at the time of the i .. ne of the notice convening the meeting. A copy of tbe afore
mentioned agenda is to be forwarded to the r~maining deputies for their illforomtion. 

Tbe memhers of the standing committee are elected by the members and deputies 
who are present. Three members and deputies of the stauding committee must be chosen 
from the ranks of the member. elected by the Di~trict Councils, one for ~ach of the 
following interests, viz., agriculture or forestry, commerce, and industry. 'fhe fourth 
member and his deputy shall be appointed from among those members who are appointed 
by the several Ministers. 

In Bavaria there exists but one General Rail way Council appointed 
directly by the Crown, and its general constitution is analo~ous to that of 
the Prussian CouncilR. Below is given an extract from the order incor
porating the Council, viz.:-

Tbe Railway Advisory Council consiste of 25 members (nominated by the 
()hamber~ of Commerce aud 'l'rade situated on the Bavarian side of the Rhine) who 
shall be entitled to propose two membera apiece, and eacb District Oommitlee of the 
Agricultural Union (situated on this side of the Rhine) shall be entitled to propose one 
member apiece. These" Corporations" are not bound to propose their own members. 

Members of the Railway Advisory Conncil sball be appointed for three yea... The 
right is nevertheless reserved of proroguing the Railway Advisory Council before the end 
of the said period and to regulate its new composition. 

Members must receive notice of tbe agenda 14 days before the meeting. 
Members are entitled to propose amendments to the agenda but this mnst be done 

eight days b.fore the meeting. by giving notice to the Ministry of State. 
The Minister of State, or deputy appointed by him, shall be the President of the 

Railway Advisory Council. 
The advice which the Railway Advisory Council wishes to tender shall be decided by 

clear majority. Tbe President has no vote. 

In Saxony the Council is constituted on similar lines to the Bavarian. 
The composition is :-
1. Nine representatives of commerce and industry, one for each of the following 

Chambers of Commerce :-Dresden, Leipzig, Chemnitz, PlaneD, and Zittau, and one for 
each of the following Chambera of Industry :-Dresden, Leipzig, Chemnitz aud Plauen. 

2. Nine members appointed by the Ministry of Financ •• 
3. Five representatives of agriculture, chosen by the Agricultnral Provincial Unions. 
The Ministers of the Interior and of Finance may send representatives to the meetings 

of the Conncils. 
The Railway Council must elect a standing committee of six members from its midst 

for the purpose of dealing with urgent matters, and for the preparation of its deliberations. 
The committee will be convened as occasion demands and in caoe of necessity they 

may also express their opinion in writing. 
The office of a member of the Railway Council i. honorary. hut the members of t.he 

Council and the standing committee receive free passes on the Saxon St.te Rail ways for 
the purpose of attending the meetings. 

It wi.ll be more convenient to discuss the question of the actual reslllts of 
the working of these AdviRory Councils in connection with the tariff question 
generally. 

Before leaving the subject of the relationship between the railwaYH and 
the State one or two points which have some bearing on the financial 
results may perhaps be mentioned. From the tabular statements which 
have .been given, it. will have hee~ noti~('d that the interest earned by the 
PrUSSIan State Railways on then' capital was in 1906 7'48 per cent. 
This fi.gure is ~he working profit on a capital of M. 9,500,243,497 for a 
total mileage of III round figures 35,400 kilometres. A small calculation gives 
the cost at M. 268,365 per ~ilo~etre or £21,469 per mile, and perhaps it is not 
out of place to Cl·mpare thiS With the cost of constrllction in other countries. 
Of course natural geog~phical conditions ~re in the main responsible for this 
favourable result, but stili a few other colltnbutories .occur to the mind. 

There are a large number of level crossingsthroughuut the country 
and but few under or overbridges. No regulations define exactly th~ 
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requirements in this respect, and their non-existence fairly represents a 
reduction in capital expenditure. On" Hauptbahnen," it is true the 
crossings must be watched, but on "Nebenbahnen," as has been mentioned, 
no expense at all on that account is necessary. 

The procedure rela.ting to crossings in the construction of "Hauptbahnen" 
in country districts is to compare the capitalised cost of watching with the cost 
of a bridge, and take the cheaper. Where considerable traffic exists (and this 
is closely watched by the police authorities), if a bridge be required the local 
authorities are asked to join in tbe cost, and if a method of division be not 
amicably B,,"Teed upon, the question must be referred for arbitration to the 
Mini~ter of Public Works (the Head of the railways), and his decision and 
apportionment is final. 

The height of the platforms is very low, and at the older stations, Footbridges. 
except those on high or low level, footbridges or subways are not provided, 
the regulations not requiring footbridges where only two lines of way 
exist. Where no footbridges or subways are provided, the hei&"ht of the platform 
must not exceed 380 millimetres or about 15! inches above raiL level; at stations 
where footbridges or subways exist the height is 30! inches only. 

Reference will be made later to the question of th'l rolling stock, and the 
means adopted to avoid capital expenditure on the provision of additional 
accommodation_ 

With regard to taxation, State railways are only mulcted in local taxes, Taxation. 
which for the year 1906 amounted to only, M. 20,350,000 on a mileage of 
in round figures 35,400 kilometres, or about £46 per mile only. 

Private railways pay a special railway tax, in addition to local taxes, and 
the regulations as to the former are as under :-

EXTRACT from Law of March 1Gth, 18G7, respecting the tax to be paid by all railways not 
in the possession of the State. 

The tax for every railway is to be calculated on the amount of net surplus in each Railway Tax. 
calendar year, and is graduated in such a manner that on a net surplus up to and including 
4 per cent. on the" Anlage" capital, ~th of this net surplus is to be paid, but with a 
greater net profit, the following amounts must be paid in additi'lD, viz. :-

On the additional profit over 4 per cent. and up to 5 per cent. inclusive, .l~th of this 
profit. 

On the additional profit over 5 per cent. up to and including 6 per cent., ,'oth of this 
profit. 

On the additional profit over 6 per cent., l.ths of this profit. 
As taxable net surplus will be regarded that sum by which the gross working expenses 

ex.ceed the administration, maintenance and working expenses in anyone calendar year. 
In case of the institution of a reserve or renewal fund for the railway with the sanction of 
the State supervisory authorities, the amounts paid into same will be considered as 
maintenance and working expenses, whilst the expenditure to be covered ont of the 
reserve fund will uot be taken into consideration. 

As" Anlage" capital will be considered that amount which has been usefully expended 
on the construction of the railway and its equipment, including the rolling stock. 

As to the amounts paid, the following are the figures applying to the Liibeck-Biichener 
rail way for the year 1907 :-

Railway tax 
Local taxes 

M. 
121,709 

45,611 

167,320 

On a mileage of 144 kilometres this work. out to approximately £93 per mile. 

A close relationship exists between the railways and the Post and from a 
purely railway financial standpoint, the obligations devolving upon the railways 
mean loss of revenue. 

On every train forming part of the regular s .. rvices of the railway, a postal van 
provide.l by the Post Office must be conveyed at tbeir request, free of charge. This van 
may contain as free consignments :-

a. Letters, newspapers, bullion, jewels and valuables without distinction of weight; 
further, other postal matter up to a weigM for each separate packet of 
10 kg. 

SUSS N2 

Railways and 
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h. The railwal' must also carry free snch Post Office servants a8 may be ueeeB88ry to 
accompany the vau, and perform the neceseary duties en route, 88 well as 
bring them back free of charge. 

c. The railway must also convey froe of charge the effeets required by the Post 
Office servants en route. 

For postal matter in exce .. of the foregoing, freight charges must be paid and these 
will be calculated per axle-kilometre according to the total num ber of such packages. 

The conveyance of such packages as ?O not come under. the ~ategory ?f n~wsp~pers 
.. nd letters may be limited or excluded m the case of rapIdly-tImed tramB, If thIS be 
considered necessary by the railway supervisory authorities for punctual and safe running, 
and provided other trains suitable for the conveyance of such packages are available. 

By agreement in lien of a special postal van, a compartment of a railway carringe may 
be used, on paym~nt of the expenses incurred by the railway administration in fitting up 
such cOUlpartmeut to meet the requirements of the Post Office, and also of a payment to 
cover hire and maintenance. 

In the case of trains forming part of the regnlar services of the railway and which are 
not used for the conveyance of postal matter 88 described above, the Post Office can hand 
over letter bags, as well as letter and newspaper packages to be conveyed by the .taft on 
such trains in so far as this is admissible at the discretion of the railway admini.tration, or 
entrust soch consignments to the care of a Post Office official who will travel with such 
trains and for whom a seat, free of charge, is to be provided in a railway carringe. 

If one postal van, or the compartment provided in lieu of such van, he not sufficient 
for the reqnirements of the postal service, then the railway administrations are bound, 
on receipt of timely notice, and at the choice of the Post Office, to convey several postal 
vans or to place at the disposal of the Post Office suitable goods wagons, or compartments 
in passenger trains, or to accept the postal consignments handed to them by the Post Office 
for their own conveyance. 

In the case of trains by which the transport of postal packages is limited or excluded, 
the Post Office cannot demand the provision of extraordinary facilities for transport. 

For the conveyance of a second or several postal v .. ns, payment by the Post Office must 
be mad., calculated per axle· kilometre, or ~Ise at the rates for fast goods as per the tariffs. 
No payment will, however, be made for the conveyance of the staft necessary io accompany 
the cODsignments, nor for their .ftects. 

Tbe requisite railway postal vans for the regular services will be provided at the cost 
of the Post Office. 

The railway administrations are obliged to maintain, clean, grease and marshall the .. 
vans in return for a payment corresponding to the actual cost of such services. 

No payment is made for siding accommodation at the destination stations for postal 
vans in regular service. 

Empty postal vans are to be conveyed on payment of the freight applying to rail way 
goods waggons. No payment will be made for the conveyance of the postal VRns to and 
from the repairing shop •. 

If postal vans be damaged or rendered unfit to run, the railway administrations are 
bound to placed suitable goods wnggons at the disposal of the Post Office. For such goods 
waggons the Post Office has to pay the same rates as are paid by the railway in question for 
the use of similar wnggons belonging to neighbouring rail ways. 

In the same manner, railway carriages partly used by the Post Office, and which are 
not fit to rnn, must be replaced by other carringes at the cost of the administration. 

Bavaria, which has retained its own postal system, differs from the other 
German States, inasmuch as payment mnst be made by the Post Office for 
transportation facilities over the railways as under :-

" The Post Office will pay for the construction, maintenance, conveyance, lighting and 
" cleaning of the railway post vans, f> pf. per post-van axle·kilometre, and in the case of 
" mixed vans, :> pf. per van kilometre." 

" At smaller stations, 25 per cent. of the receipts will be paid for services rendered by 
" railway officials in connection with post, telegraph, and telephone services." 

RAILWAYS AND THE PUBLIC. 

1 kilogram. ... 2·205 lbs. 
1 ton (German) or 1,000 kilograms ... 2205 Ibs. or ·9842 of a ton (English). 
1 metre... ..... 39·3701 inches. 
1 kilometre (1,000 metres) .•. 1093·614 yards or ·62137 of a mile. 
1 sq. metre ... ... ... 10·7639 sq. ft. 

The. ways ~nd means of transportation must of necessity ever be a feature 
of the hlghe!;t Impo~nce ~s affecting the commercial prosperity or otherwise 
of a country, and so. ill consI~ering the relationship between railways and their 
customers, the questIOn ~f freIght charges is a subject of paramount interest. 

In Germany the tnnff system is based on a scheme of kilometric rates for 
fast and slow services varying, it may be, in different States slightly in amount 
but not in principle. 
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In Prussia the scheme is :- . 
Btftckgut (Piece Goods) C_. Wagon Load 01 ...... 

Fast Stuckgut. Slow Stl1ekgut. General. I Special Taril!8. 

Dista.noea. Special 
Tariff for 

Specia.l 
Tariff for 

Gtlneral certain l1eneral oert&in AI. B. A2. I. II. Ill. Olass. 8pecitled Olaso. epecified 
faat pieue 

goodo. go0d8. 

Bases pe.' ton per leilomelre (in Plenntg) • 

. . , 
Ito 50km .... 22 11 - - - - - - -

51 to 200 km .... 20 10 - - - - - - -
201 to 300 km .... 18 9 - - - - - - -
301 to 400 km .... 16 8 - - - - - - -
401 to 500 km .... 14 7 - - - - - - -
Beyond 500 km. 12 6 - - - - - - -
For all distances. - - 8" 6'7 6 5 4'5 3'5 -
1 to 100 km. - - - - - - - - 2'6 
For all other dis- - - - - - - - - 2'2 

tances. 
Termillals charged for 1 ton (in Maries.) 

, , . 
Ito 10km .... 2'00 1'00 

~( lIto 20km. ... 2'20 1'10 '90 
21 to 30 kill. '" 2'40 1'20 1'00 '60 '60 '60 '60 
31 to 40 kCl. '" 2·60 1'30 1'10 
41 to 50 km. '" 2·80 1'40 1'20 
lH to 60km. '" 3'00 1'50 

>W( 6lto 70km. '" 3'20 1'60 1'20 
11 to 80 )tm. ... 3'40 1'70 1'20 '90 '90 '90 '90 
81 to 90 kill. '" 3'60 1'80 1'20 
91 to 100 km. '" 3'1l0 1'90 1'20 
Beyond 100 '" 4'00 2'00 1'20 1'20 1'20 1'20 1'20 

• Over 126 kilometres charged aooording to the General Slow Stilokgut. 

The various classes of this scheme are thus distinguished :-
Goods not delivered in wagon· loads by the consignor form the" Stiickgut" or piece 

goods class, and are forwarded at the general rates for that claes with a minimum charge 
of M. 0'30 per consignment. 

An exception to the above is, however, made in respect of certain articles. and these 
form the" Specified StUckgut class," such articles including bioycles, motor-cycles, &c., 
potatoes, oil-cakes, clover, &c., machinery and agricultural implements, grain of all 
descriptions, metals, iron and steel of all descriptions, nails, Wilts, seeds, shoe blacking, 
'earthenware, peat, litter, &c., &c. 

Articl"s in this claes are carried at a reduced rate 88 shewn in the table with the 
following governing regulations :-

If separately packed, goods included m the afore-named special tariff are delivered 
for transmission with goods belonging to the general piece goods class, the whole being 
included in one way·bill; the rates for the latter class will be charged on the whole con· 
signment unless the weights being shewn separately, the separate charges are found 
to be cheaper. Should separate charges be made, freight on the goods in each class is 
calculated on at least 10 kilos., weights in excees of this being rounded off to the next 
10 kilos. 

If goods inoluded ill the special tarill' are oombined with articles belonging to the general 
piece goods olaas in one consignment, in SQ far "s the regulations perm it this to be done, 
than the charge for the total weight is calculated in accordance with the retes of the general 
piece goods class. 

There exist also lists of specified articles which are transmitted by the fast service 
at slow service retes, whether the goods be consigued as St.lckgut or in wagon loads. 
'Suoh articles are :-Bees, bread, butter, fish of verious descriptions, shell-fish, &0., 
·certain kinds of vegetables, milk and cream, fresh berries, stone fruit, grapes, and varions 
plants, &c. 

All articles not incloded in this Special Tariff are forwarded by the fast service in 
.accordance with the tariff retes for fast Sttickgut, or if in wagon-loads at donble the retes 
for the general wagon-load class. 

Slow .. StiJc/c
gut." 

Specified Slow 
.. Stikkgut." 

Specified Fast 
Goods 0/a3 •• 

FastGootU 
Class. 



Wagon~Load 
ClaSB. 

Special Ta.-ijf 
GlaSB. 

UetllOd of calcu
ation of wagon 
oad freights. 

10mpilation of 
>agon load 
ates. 
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The minimnm charge is 50 pfennige per consignment.. If thtl freight from the 
forwarding atation in Germany cannot be at once calculated to tbe destination station, anrl 
another calculation is necessary en route, tben a further minimum amount of 10 pf~nuige 
will be charged, provided the first minimum amount, as specified above, h.... been 
charl{ed. 

If any of the specified artkles distinguished above are entered with other articles on a 
fast goods way-bill, the Whole consignment will be chargc<I at the f~ goods rate unless, 
the weights being entered separately, it is found cheaper to charge freIght separately. 

In the case, however, of consignments of fast piece goods, such separate calculation 
will only be made if the goods of the Special Tariff for specified piece goods and the other 
goods are delivered in separate packing. 

The divisions Al and B are for 5-ton and 10-ton consignments respectively. 
All goods delivered for transmission by the consignor in wagon-loads with one way

bill for each wagon, are forwarded at the rates of the wagon· load classes, viz., the General 
or Special Tariff classes, according to the nature of the article. 

There are three main divisions of the Special Tariff with the rates .. t forth applicable 
to lO-ton consignments, viz., I., II., and III. 

The cla88. A2 is the rate for 5-tou consignments of such articles as are included 
uuder classifications 1. and II., the rate for 5-ton consignments of sDch articles as are 
included in Special Tariff 3 being the lO-ten rate for Special Tariff II. 

The following are a few examples taken from the cl88Sification of this Special Tariff :-

Special T&riff I. 

Waste woollen products. 
Alum. 
Asbestos. 
Raw cotton. 
Lead. 
Dextrin. 
Iron and steel wares of aU 

descriptioDs. 
Feather beds and feathers. 
Field and ga.rd6D fruits. 
Raw skins Emd hides. 
Grain of aU descriptions. 
Gl .... 
Fresh herrings. 
Wood wartls. 
Chalk. 
Carbolio acid. 
Seed •• 
Raw sugar. 
Grape sugar. 

I 

Special TariJf II. 

Waste cotton produc~. 
Aophalt. 
Railway locomotives and 

tenders and truck: bodies. 
Ferrous sulphate. 
Flax. 
Hemp., 
Wood. 
Sawdust. 
Hope. 
Horns. 
Jute. 
Stone. 
Waterglass. 

Special T.riff Ill. 

Waste cotton products for the manufacture of 
paper, &to. 

W&8te woollen produot.a for the manufacture ot 
paste board wares. 

Waste coal tar producte. 
Waste tin produots. 
Waste products oontaining iron oxide aDd other 

metallio oxides su<m as aniline oil, '&0. 
Offal (fillh and moat). 
Baryteo. 
Coal. 
Fertilisers. 
Ice. 

. Bail way wagons of all descriptions. 
Used F'::king materials. 
Ohemlcal coloUl'8. 
Ores. 
C.,"",. 
BUilding machines and uteDBils. 
Bay, hali:!l, &0. 

The calcnlation of freight for wagon loads is based on a minimum weight of 10 tons, 
and five tons, as the case may be, for each wagon used, even thou"h the actual weight 
be leos than .10 tons and five tens reopectively. For consignments of less tban ten tons, 
but more than five tons, freight will be calculated on the actnal weight at the five-tons 
rate or on 10 tons at the rate for that class for each wagon used, whichever calculation 
works out the cheaper. 

If a wagon load is composed of goods charged at different rates, then the freight for 
the entire consignment will be calculated at the highest rate applicable te any portion of 
the consignment, in so far as a separate calculation, the weights being given separately, 
does not give a cheaper freight. 

If, for one way-billed consignment, piece goods and wagon-load rates are calcnlated 
separately, the piece goods rate must be calculated on a minimum weight of 10 kg. In other 
respects the regulation relating te wagon loads are applicable. 

The railway administration has the right to ntilise any space in the wagon if such 
space has not been ntilised te full advantage by th~ consignor, nor the loading weight 
exceeded. 

The method of calculating the tariff is a matter which causes BOrne 
complaint among traders, because a wagon load rate can only be obtained 
in respect of the actual tonnage conveyed in each wagon. To put the 
matU;r !ll0:e clea:ly, supposing 10 tons of me:ch:mdise require to be conveyed 
and It I.S ImpOSSIble to place t~e whole of It maiO-ton truck, eight tons 
only bemg so conveyed, the eIght tons would have to be paid for at the 
5-ton rate. (the 10-ton rate being only applicabie when 10 tons are actually 
conveyed m one truck), 01' a calculation would have to be made to ascertain 
whether it would be cheaper to pay for the eight tons as 10 tons at the 10-ton 
rate. In any case the remaining two tons which it is impossible to place in the 
truck wou~d have to be paid for at the class rate applicable to consignments of 
two tons, I.e., the Stiickgut rate. 
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ExpreBS goods take precedence of fast goods, and are forwarded by the most E.epr8S8 goods. 
favourable trains specified for this purpose by the administration. The following 
rates are charged without distinction of goods, including the articles mentioned in the 
special tariff or specified fast goods, for piece goods double the ordinary fast goods lates ; 
for wagon loads four times the rate for the slow wagon load class tB or Ai). 

A minimum charge of at least M. i will be made. If the freight from the forwarding 
station in Germany cannot be at once calculated to the destination station, and another 
calculation has to he made en route, then s; further minimum amount of 10 pf. will he 
charged, provided the first named minimum amount has been charged. 

In the case of bulky piece goods, ;iz., goods requiring large space in proportion Rates/or bulky 
to weight, intended for transmission by slow or fast goods service, freight will be goods. 
charged on one-and-a-half times the actual weight with a minimum as for ~O kg. 
per way-bill consignment. If intended for transmission by express service, freight 
will be cbarged on three times tho actual weight witb a minimum as for 60 kg. psr way-bill 
consigument iu accordance with the bases of the general" Eilgut .. class. 

Bulky articles comprise :-
Live trees, shrubs, and plants, unpacked or not tied closely together, also live flowers 

unpacked and uncovered; further, trees, shrubs and plants in tubs or pots. Wooden barrels. 
Vehicles when loaded ill covered wagons by means of side doors. Wooden casks. Papier
mache casks. Feather beds. Threshing machines. Hay, hops, chopped straw and grass, 
esparto basket wares. Bentwood furniture, &0., &c. 

In the case of the helow specified empties, when consigned as Stiickgut, freight Returned 
on half the actllal weight will be calculated in aCCQrdance with the bdSes of the general empties. 
piece goods class with a minimum as for 20 kg., unless in the case of empties used 
when loaded for the conveyance of articles coming under the category of the special 
tsriff for specified piece goods, freight calco lated on the full weight in accordance with the 
bases for this tariff is cheaper ,-

Casks, vats, harrels, metal casks, metal cylinders (for the conveyance of spirits, chemicals, 
oil, varnish, &c.), tin'canisters and boxes, metal cake boxes, bottles of all descriptions, jugs, 
boxes, straw, &c., for packing, cages, sacks, &c., &c. 

It should be mentioned that the parcel post is very frequently Parcels Post. 
resorted to in respect of packages up to 50 kg. (lLO Ibs.) in weight 
requiring quick despatch, conveyance by this means being much cheaper than 
by rail. 

In Bavaria with a slight modification in the terminal charges and Ral88 in 
also in the" Special" tariff whereby for distances up to 100 km. the rate Bavaria. 
i~ 2'7 pf. per ton as against 2'6 pf. on the Prussian State lines, the rate 
bases are identical with those of Prussia. 

I n Saxony also. c' .,a.xony. 

Owing to this general adoption of a common rate basis throughout Through 
Germany, the question of internal through rates between State and State Rates. 
presents no difficulty whatever. Of course the terminal charge in one or 
two instances varies slightly, but this is easily adjusted, because the practice is 
for half the authorised terminal to be allocated to the forwardin(l' station and 
half to the destination, so that each State for its calculation adopts its owo 
terminal at it.s "wn station. Where the kilometric rates ore on a slightly different 
basis, as for instanc" in Mecklenburg, through rates are formed by the kilo-
metric distance up to the frontier point, being calculated on the rate basis 
applicable to the respective States. This is the principl~ in dealing with other 
countries. 

Based purely on kilometric distances, the tariff scheme described would 
tlppcar to posses .. all the elements of simplicity, knowledge of the distance from 
forwarding to receiving station needing only a small calculation to arrive at the 
freight charges; in fact kilometric tables are published giving the rate (inclusive 
of the terminal charge) under each head of the classification for the varying 
distances. This is not only where the basis of the rate~ is the same, but where 
the rate basis dift'ers, separate tables are compiled. 

The classification, hOWeyel', presents a <fftain measure of difficulty, D(tficulli8S of 
and in mnny case8 considerable research is rC'luired if the cheapest pos~ible classijicatiotl. 
clas8 rate for the consignment is to be found. 

The chief difficulty of nil, howtlver, urises from the deviations from, 
aod altcrations in, the tariffs which in the long process of time have 
come into existence. 

Prooedure for 
alteration of 
Rate. 
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To effect such a deviation from the tariff is nevertheless a matter of con
siderable difficulty: in the first instance application has to be made to the local 
Railway Direktion concerned, setting forth in full the reasons for the request, 
with complete statistical details as to the effect of the existin~ tariffs and the 
necessity for reduction in the charges, not only from the individual standpoint, 
but as affecting the whole of the particular industry in that district. The effect 
of a change upon similar industries in competition (if such exist) in other parts 
of the State must also be touched upon. 

The matter is then considered by the president of the locAl Rail way Direk. 
tion,and if it should only affect his own particular district, it is within his 
powers to decide the question on his own responsibility or to arrange for the 
subject to be brought before the District Railway Council (if the pre~idellt 
favourably regards the proposal, that is the us1lll1 course adopted). 

If the question is of general national importance it must be referred to the 
Minister, who again at his discretion may refer the matter to the General Railway 
Council (this latter is, of course, the rule in those States where District ltailway 
Councils do not exist). Obviously this procedure entails considerable delay, as the 
Councils or their committees can only meet at fairly long intervals, and if the 
Minister, on his own responsibility, does not see his way to grant the reduced 
rate, and very rarely does he do so, considerable time is involved, instances being 
known not only of a delay of months but of a year or more. 

Should it eventually be decided to make an alteration in the rate it can be 
effected in two ways, either by an alteration in the classification, that is removal 
of the article or articles to a lower rate class, which is a matter to be referred to 
the General Conference through its standing Tariff Commission, or by the institu. 
tion of a special kilometric rate, and then the tariff becomes known as an 
" Ausnahme" or exceptional rate. It is these "Ausnahme Tariffs," whose 
dimensions through the course of years are considerable, which form the chief 
difficulty of the German tariffs, and their importance can be seen from the figures 
of the traffics conveyed under the various tariffs. 

1882 
1885 
1890 
1895 
1900 
1906 

GOODS TRAFFIC OVER THE PRUSSIAN STATE RAILWAYS. 

I Percenlajre convoyed 
Year. Tone. Percentage conveyed I at ell:ceptional 

at normal rates. rates. 

--
... .. - ... .. . 105,036,517 40'9 59'1 ... ... ... .. . 86,406,992 38'7 61'3 ... ... ... .. . 118,907,870 53'2 46'8 
... ... . .. ... 146,653,849 54'33 45·67 ... ... ... .. . 205,682,212 35'7:{ 64'27 ... ... ... .. . 283,288,622 35'68 64'32 

In 1906 the figures for the various classes were :_ 

A.-PIECE GOODS-. Tons. 
7,529,3.59 
3,187,015 
2,421,575 

1. General Stuckgut Class 
2. Modified 

" " 3. Fast Goods Class 

B.-WAGON LOADS-

1. Class B 
2. Class Al 

'" 
3. Special Tariff I. '" 
4. " "II. 
5. Class A2 .. , 
6. Special Tariff IlL... .., 
7. Fast Goods in Wagon toads ... 

C.-AUSNAHME TARIFFS ... 

... 

4,798,179 
2,251,903 

12,048,964 
13,105,160 

4,748,603 
61,119,983 

4l!2,668 

171,655,213 
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TRAJ'JI'IC ON BAVARIAN RAILWAYS, 1906. 

Tarilf. Number of TOJII. 
p"""",. to 

tot&! 
weighbcarried. 

ORDINARY TARIFFS. • 
Fast Goods .. , ... 
Slow Goods-

. .. ... 237,931 1'1} 

(a) Stilckgnt of the general class .•• 1,274,741 5'5 
(b) Special 'fariff 

Stilckgnt. 
for specified 409,952 1'8 

~~ General wagon load, Class AI ... 366.737 1·6 
General wagon load, Class B ... 785,888 3'4 

.) Special Tariff, Class A2 .•. 523,426 2'3 
(/) Special Tariff I. ... ... 1,154,088 5·0 
(~) Special Tariff II. ... . .. 611,563 2'7 
(I) Special Tariff III.-

(s.) 5-ton loads ... ... 406,338 1'8 
(11.) 10-ton loads ... ... 3,445,480 15'0 

AUSNABIIIIII TARIFF. 
, 

(a) Fast Goods, Stilckgnt and wagon 
load. un,ler 10 tons. 

84,851 '4 

(b) Wagon loads of 10 tons and over 12,946,970 56'3 

. 

Freighb in Marks. 

5,418,707 

17,587,551 
4,858,914 

4,103,810 
9,058,450 
3,546,651 
7,547.540 
4,049,837 

1,729,984 
11,562,224 

708,559 

49,631,063 

Goods TraJlic in 
Bavaria. 

The Ausnahme tariffs in force on the Prussian State Railways vary Ausnahme 
considerably, both as regards the kilo metric rate and the terminal charges. Tari:trs. 
The most comprehensive Ausnahme tariff, i.e., the raw material tariff, is 
based on a kilometric rate of 2'2 pf. per ton up to distance of 350 kilometres, 
and 1'4 pf. per ton beyond, plus terminal charges of M. 0'7 per ton. 

The lowest Ausnahme tariff for sea-sand from the North Sea to the inland 
places, is based on a kilometric rate of 0'8 pf. per ton, and no terminal charges 
are levied, but at least 20 tons must be forwarded in one consignment. 

The objective of Ausuahme tariffs is declared to be :- O/dectiu. of 

The advancement of the internal industrial and agricultural production 1-::;"tnIJ 
by the granting of fiLcilities for the supply of raw materials. ,.. •. 

To assist the native products to obtain markets in competition with 
foreign rivals by granting facilities for export. 

To support the trade of German commercial centres and more especially 
the seaports against foreign competition. 

To support the inland means of communication, and principally the 
railways, against foreign competition. 

The Ausnahme tariffs are therefore in the main degree based on political or 
national considerations, and in practice are only granted when by doing so there 
is not the slightest danger of injury being caused to internal economic interests 
or when this concession would appear to be rendered necessary by such 
important considerations as those above mentioned. 

For example, special rates have been granted by the Prussian State Rail
ways for the conveyance of grain trnffic from Russia to over-sea countries 
(Sweden, Norway, England, &c.), and the rate per ton per kilometre from the 
frontier to the German harbours, Konigsberg, Danzig, &c., is lower than the 
charge for German grain between the same points. A complaint was made that 
the Pru9sian State Railways were therefore favouring the foreigner at the 
expense of the home producer, but it was pointed out that this specially low 
rate was granted with the object of securing the traffic to the Prussian Railways 
as it Ileed not necessarily pass over the PrussUw lines, but could go via Riga., 
Rewl and Libau, and would have done so without this red,!-ction in the rates. 

o 
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The rate per ton per kilometre including half the terminal charge i3 2' Ii pE. for 
the Russian grain from the frontier to Konigsberg, a.s IIgIlinst 4 pf. for the loca.l 
grain between the same points. To quote another example, a special tadtf js 
granted for the grain traffic from Hungary to England; for grain intended for 
export via Ham burg, a special rate is in existence from the frontier to Hamburg 
which is less by M. 115 for wagon loads of 10,000 kg. than the loca.l rate 
between the sa.me points (M. 353 as against M. 4611). Here also the competition 
of other routes (Fiume·Gibraltar, Tett<chen·Lauben and the Elbe) WIIS the 
determining factor in the inauguration of this preferential tariff. 

For minerals, petroleum, naphtha, from the North Sea harbours and LUbeck, 
Stettin, and Swinemiinde to SOl1th-West Germany, Bavaria, Switzerland, Austria. 
Hungary and vice versa, direct preferential tariffs have been introduced by which 
the rate per ton per kilometre for the Prussian State Railway proportion varies 
for wagon loads of Class B. from 4 pf. to 2'2 pf. as against 6 pf. for the local 
traffic between the same points. These reduced rates have been instituted owing 
to the competition of the Belgian, Dutch, and French harbours and the Rhine 
shipping trade, and by the Adriatic harbours and the Elbe shipping trade a.s 
regards Austria-Hungary. 

From Sassnowiec in Russian Poland to Bavarian, Saxon and Pru8sian 
stations, there is a reduced rate for lubricating oil varying from 5'28 pf. to 
1'88 pf. per. kilometre, against an ordinary rate of 6 pf. per kilometre, with 
terminal charges in both cases of 60 pf. in competition with the .rates by other 
than German railways. . 

An Ausnahme tariff has been introduced for mineral waters from German 
stations to the South of France with the object of facilitating the trade in that 
direction. 

For iron and steel from Westphalia to the German ship building yards, 
reduced rates operate, the reason, of course, being national considerations. 

The Ausnahme tariffs at the present time are divided into 25 clo.sses :-
1. Hard coal (Steinkohlen). 
2. Coal of inferior quality (Braunkohlen). 
3. Raw materials (fertilisers, earth, potatoes, beets, peat, &c., &c.). 
4. Earth and stones. 
5. Cement, plaster of Paris, asphalt, &c. 
6. Salt, soda, resin, acids. 
7. Iron ores, pyrites, manganese. 
II. Pig iron, scrap iron, cast iron. 
9. Lead, zinc and other metals. 

10. Iron and steel of Special Tariffs 1 and 2. 
11. Grain, husk, fruits, oilseeds, malt, &c~ 
12. Flax, hemp, tow, oakum, jute, rope wares. 
13. 0ther fhild, meadow and garden products. 
14. Wood. 
Iii. Spirits, alcohol, beer, yeast. 
16. Starches (potato mellI, grape-sugar, dextrin, &c.). 
17. Mineral oils, petroleum and naphtha. 
18. Palm oil, palm kernel oil, cocoanut oil, linseed oil, &c. 
19. Sulphur. 
20. Yam, tissues, threads, &c., &c. 
21. Glass. 
22. Other commodities (sugar, meat, &c.). 
23. Seaport Ausnahme tariffs, in 80 far as not already mentioned 

(coffee, cocoa, pepper, exotic fruits, &c., &c.). 
24. Exceptional articles. 
21i. Live animals. 
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The comprehensive and complicated natnre of an Ansnahme 

ganged from the Iron and Steel Tariff, which is given in extenso. 
additional terminalcbarge per ton in marks.) 

tariff may well be 
(The x denotes the 

IRON AND STEEL AURNAHME TARI!!"!!". 

Oommodlty 

------------
'I~ Iron and steel of the Special 

Tariff. I. and II. (in tbe General 
Oleuiliaotion)-

(a) Iron and .teelof Special 
Tariff I. 

(b) Iron and eteel of SpeoW 
'Earil! II. 

•. Iro. aud lteel of Special Taril! 
II. for ezport by Bea to non~ 
German European oountries .. 

8. Iron and steel for building, re~ 
pairing, or fitting out sea and' 
river v888els. 

(a) hOD Bond steel1 iron and 
lIteel Wa.reI of Special 
Tarit! I., brass WV88 80S 
well a.a other artioles made 
from - Don-preoioUi metals 
a.nd their alloy .. 

(b) Iron and stee) of Speoial 
'rariff IIo, following artioles 
of Speoial Tariff 1.:
Wire rivete, wire strands, 
wire rope, wire pegs, iron 
and ,tee! wire. also oop-
pered, barbed wi~ chaine, 
lOr8wa, nailtl, also oven 
ahalve., and the followiog 
part. of lltamping milla: 
weightl, lenra, springB, 
eaoh part to weigh I ... 
than )00 kg. Wagon axl. .. 
and oomponent partB (boz, 
pie pin, ring, b.). Rail
way, locomotive benders, 
and .team wagone. rail. 
,...,. wogon bodi ... rail....,. 
wagoDl of aU deaoriptiona i 
Iron and .tool of llp8CiaJ 
Tari!! IlL of II8OtiODB I (a) 
... (<I) of the tariff. 

4. Iron and oteeI of SpeoIaJ 
TariJ! I. (uoluding maohinBB). 

6. Iron of Speolal TariJ! IL 

.. Iron and .toe! of SpeoIaJ 
Tariff I. and TI. 

BUS8 

Extent of applioation. 

• 
1. From German iron induatry . district. _ 

(/:I) To the Herman North 
Sea and Baltio porta (local and 
uport tramo) aDd the Coast 
district.-

ReduoedbMea 
of rates per ton 
per kilometre. 

pt. 

Prom 201 11m. upwarda 3"5 to 2'8 x 1"20 m. 

Jlrom 201 11m. upwards .•• 2'6 to 2'2 X 1"20 m. 

(b) To the German North 
and Baltio eeaportP . 
2. StRte railway ttafBo and 

traffio with other German mila 
W&Y"-" 

(4) To seaport stationa for 
iron and llteet of Speoial 
Tariff I. 

For iron and llteel of Special 
Talift It for anoboll, wire
ropes, nail&. ships' ohaina 
lorews, &.0., iron .ud steel of 
Speoia.l Tariff IlL of 880-
tio •• I (4) to (<I) of the tariff. 

(b) To inland shipbuilding 
atationa-
! For iron and steel of $peoial 
TariJ! L-

)0) to 200 Inn. 
Beyond 200 11m. ••• • •• 

For iron and steel of Special 
Tariff II. for anohora, wire
ropes, 'nai1a, ships' obains, 
eorews, &0o, Bond for iron a.nd 
Btee) of Spaoie.J Tariff ilL of 
_tiODI 1 (4) to (d) or the 
tari!f-

10) to 200 km. 
201 to 400 kID. 
Beyond JOO kID. 

8. From Germa.n stations to 
Germa.n seaports for export by 
Bea to other than European 
oountri-. 

.. .. .. 

. 

4.' !!"rom Upper Sileoian foundry 
otatiODB to BreeJau, Ptipe1wito, 
OppelD, Poeeo, Pudewits, and 
other IltatiOlll. 

50 hom German iron indOltrJ 
dbtriote (inoludino: Lorraine, 
Luembourg) to Berlin .,..d 
auburt.. 

ItS. From Rhinela.nd~Weatphali&D 
and Lonain&-Luxembourgst.a.tiona 
to; the inland easku'D etationa 
c..Sohneidemubl and beyond)-

For iron of Special Tari!! I •.. 
Por iron of Spoci&I Tari!! IL 

1'7 X 1'20 m. 

Up to 400 km. 
1'4, beyond 

)'2, X 60 pf 

2'S X 1'20 m. 
2'2 X )'20 m. 

1'2 X )'20 m. 
1'4 X 60 pf. 
j'2 X 60 pf. 
2'» X )"20 m. 

Up to 400 km. 
1°', beyond 

)'2, X 60 pt. 

Average 
4-0 X )'20 m. 

8"6 X 60 pf. to 
1°10 m.. 

s·& X 1'20 m. 
2'8 X 1-20 m. 

Ordinary bases 
of rates per ton 
per kilometre. 

Pt. 

"6 X 1'20 m. 

8'6 X Jo20 m. 

8'6 X 1'20 m. 

"5 X 60 pr. to 
)·20m. 

reap. X 
6Opf. to 
1°20 m. 

.'5 X 1'20 m. 

:~ f reep. X )·20m. 

4'5 X GOpf. to 
1·2Om. 

~ 
resp. X 
6Op!. to 
1·20Im. 

4"6 X 90 vf. to 
1°20 m. 

S'5 X 1'20 m. 

"6 X 1"20 m. 
S'o X l'iO m. 

01 

Iron and Steel 
AU8'lIahms 
Traffic. 



Oommoclit)'. 

f. Iron aud .tool 01 Spooial 
TarU! 11. 

8, 9 and 10. Iron and steel of 
Special TarUf 1. and II. 

1'1. B'lilway rails and the articles 
II8COIIIIIl1 for lilting them. 

12. Iron .. nd steel of Special 
Tariff. I. and II. 

18, 14, 16, 16, 17, 18 and 19. Iron 
and steel of Spooial TarUb L 
and II. as well .. pig-iron. 
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7. Prom Upper SiI .. ia to the 
inland statiODl of the ProYi1lO8l 
Bast and West Promda as well .. 
to Bromberg and Thorn. 

8. From West Germany and 
Upper SiI .. ia to POIOII. 

9. Prom the western foundry 
distriot. and the Saar to South. 
West Germany, Alaaoe-Lorraine, 
Baden. W(Uttemburg', including 
the Swiss frontier and inlana. 
lta.tionS, as well BI to Lusem
bOUfIl-

For iJ on of Special Tariff I ... 
For iron of Special Tariff IL 

10. FroJl' Frankfort aIM., Gus. 
tavsburg, MaJ.nz and Mrmnbeim 
to the Swiss frontier and in.land 
station .. -

For iron of Special Tariff I ... 
For iron of Special Tariff II. 

n. (a) From the Western fonn
dry diatricte to stations on the 
oection MaiDz.Hana.a-Heidelberg
Mannheim (Lndwigahafen) ad 
to Switzerland. 

(6) From Frankfort otM. to 
HeHbronn. 
12. Between Gem (lleuee), Gar· 

lita, Leiptig. Plagwitz..Lindeuau, 
and Zeitz OD the one hand and 
Swig atatioDs on the other. 

13. Between German indus .. 
trial diotriote and Denmark

(a) For iroll 01 Special 
Tarill' I. 

(6) For iron 01 Special 
Tarii!' II. and pig-iron. 
14. From the German foundry 

districts to Italy. South P'ra.nce. 
and the Austrian ooast territory

If handed in as StUckgut 
In coDBignmenta of 5,000 kg. 
In consignments of 10,000 k~.-::-

(a) For iron of Special 
TarUf I. 

(6) For iron 01 Special 
TarUf. II. and In. 

15. From the weetem loundry 
stations to AUl8tria-Hnngary (also 
ria Regensburg. Dergendorf, and 
Passau-Donau-linde) and from 
Upper Silesia to A llBtria.-

(a) Iron of Spa.oial Tarill' I. 
(6) Iron 01 Special Tariff II. 

16. From the Saar, Lorraine, 
Luxembourg Bnd Heue to A UBtzia. 
H1lJlI!"&l'Y as well 88 to 8ileaian, 
SuOD and Auatro-BavariaD fron .. 
tier stations-

(a) Iron of Speoial Tarill' L 
(6) Iron of Spooial TarUf II. 

17. From German stations to 
France-

(a) Iron of Speoial Torilf I. 
(6) Iron 01 Special Tariff II. 
(0) Iron of Special Tariff ilL 

18. From the <fflrman iron in. 
duatry' districte to the lower 
DanQbe countries (Ronmania, 
Servia, Bulgaria). and beJond, u 
well 88 by the through route .. 
by the exchange route ma Regens.. 
burg. Deggendorf. Pasaan, Vienna, 
and in the ""'eap"'tohing traffic 
to the German.AUlItro frontier 
BtatiOD8-

(a) Iron and oteel of 8 ....... 1 
'raiiirl. ......... 

(6) Iron and oteel of Spooial 
TariJf8 U. a.nd III. 

(0) Stroot rai1_1In1ob .. 

Reduoodbueo 
of ratoo per toll 
perldlo_ 

PI. 

1l'8 X 1'2() m. 

Ordlnory_ 
of ratee per tIoD. 
perldlometn. 

Pf. 

To pnmmt injur, to the trod. of 
POII8D., the rata from W.t German, 
to Bromberg and Thom han beea 
applied to POleD, aDd the rata from 
Dortmnnd·POIIIIl (Iron I. "0 X 
i"I() m, Iron II. S'2 X 1"20 m.). aIoo 
oaloula.ted lor U por SU .. ir..P ...... 

411 X 60 pl. 
S'O X 60 pI. 

4'0 X 80 pl. 
B'O X 80 pl. 

S'O X 60 pl. to 
1'20 m. 

2'S X 60 pl. 

4'S X 60 pro 
S'S X 60 pI. 

,·S X 60 pl. 
S'S X 60 pl. 

S'6 X 60 pI. to 
1'20 In, 

Ditto. 

The -rates 88 from the Saxon ItAtion. 
Gem, GorJitz, &tOo, are applied AI 
from tbe Prasaian stationl bearing 
the same names. 

Up to 800 kin. S'S 
beyond 2'8 X 60 Pi. 

1'7 X 60 pf. 

"9 X 100 m. 
8'24 X 60 pI. 

S'2S X 60 pl. 

NX60pt. 

2'8 X 60 pl. 
2" X 60 pf. 

2'8 X 60 pl. 
2'9 X 60 pl. 

411 X 60 pt. 
S'O X 60 pf. 
2116 X 60 pt. 

"4 to 2'6 J( 
60 pl. 

"0 to 1'7 X 
6Opf. 

1'28 X 60 pt. 

"6 X 60 pl. 

8'Sl 
g.S[ X 60 pl. 

8tftokgut. 
61) X 60 pt. 

"5 X 60 pf. 

S'6 X 60 pl. and 

n} X 60 pt. 

"6 X 60 pt. 
S'S X 60 pl. 

,·S X 60 pt. 
S'S X 60 pl. 

"5 X 60 pro 
S'6 X 60 pt. 
2'6 t ... p. X 
J" 160 pl. 

,·S )( 60 pt. 

2'6 reap. X 8'S} 
2', 60 pl. 
8-6 X eo pI. 



OommoditT· 

20. 21 and 22. Iron and steel of 
Speoia1 Tarilfa I. and n. 

28. Alrr\oultnral mIGbinea and 
imp1em8l1t& 

24:,IBailway oonveyan.cee, "'.-
• (a) Looomoti.... tenders, 

Iteam wagona on their OW1l 
wheela 01' on truoka (to 
RUMia &\so in porto). 

(t) Other rall......, oon •• ,· 
nyaaoea-

1. Not on their own 
wheels, &\80 _ mil· 
... y~ 

2 On theu OW'll wbeele 
(in the trafBo with 
Bo1LDl&Dia and the 
Orient, &\so OpeD I!OOda 
wagona loaded with t;ho 
trDok.bodiee). 

... d 28. Open I!OOda wagona on 
their own wbeslo or loaded 
on nil.., nlUoleI. 
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htent of application. 

19. To tho GaIician. RUMian 
froDtier tltation.a--

Tmftle with North Germaoy<; 
(a) Iron and oteel of 

Speci&\ Tarilf I. 
(b) 1_ and otee1 or 

Speoial TarifIB n. and OJ. 
from RhiDeJand·Weatphalia 

Prom. elsewhere ••• • •• 

Trame with South GermallY
(0) Iron and otee1 of Speoia1 

Tarilf I. 
(b) Iron and steel of Special 

Tarift IT. 
20. (/J) FromGel'Dl&D&Dd Dutch 

atations to RUSII\a. (excluding 
Poland) in the through traffic and 
in the frontier tratlio to the fron
tier BtatiOI18. 

(6) From Frenoh and Belgian 
to Rusaiao stationa (es.oluding 
Poland). 

21. From. mtiODs on the dis
tricts of the Direktions., Frank
fort, and Mayence to Brvldy, Pod· 
woloosya~ Badbrezerie and 
NowoeielitEa (throngh Russia)-

(a) Iron of Speoia1 Tariff I. 
(6) Iron of Speci&\ TarifIB n. 

and IlL 
22. (a) From German iron in· 

d118try districts to Poland in 
through traffic and in frontier 
traffio to the frontier statiOD&-

(4) Iron of Speci&\ Tarilf L 
Up to 400 11m •• ,. • •• 
From 401 to DOO 11m •••• 
'Prom 501 to 600 kID.. ••• 
From 601 to 700 km •.•• 
From 701 to 800 km. ••• 
Over 800 km. ••• 

(6) Iron of Speoia1 Tariff n. 
Up to 400 km. .'. • •• 
From 401 to 600 11m •••• 
From 501 to 600 km. ••• 
From 601 to 700 11m •••• 
O .... r 700 11m. ••• • •• 

Q) From the French and Bel· 
gian industrial diatriota in the 
through trafllo with Poland. 

23. From German and Dutch 
lltationa to Poland in through 
traffio and in frontier traffic to 
the hontier stations. 

2f. Prom German, Belgian and 
Frenoh station. to RWMia (includ
ing Poland) from GeI'lllAD1. Bel· 
gium aDd France, also to the 
German·Ruasian, Galioian-Rus-. 
sian fnmtier IllatiOns, also to 
Roumania and (with the e:J:oe~ 
tion of (b) 1) 10 Servia, B1IIgaria 
... d Turko,. 

28. From Germany to the 
Auatro _ Hungarian - Roumenian 

fl'Ontier .tatiOD8 and in the 
thro""h ttaftlc with' Servia, BDl. 
garia and Turkey. 

26. From t.he German iron in .. 
dnatrr districts to Dutoh ..,d 
Belgian porta. .. well .. for 
ttatiOllB on the Dutob. cout t10 
GoriDoben and Utreoh~ 

(a) Fo< iron of Speoial 
Tariff I. 

(6) Fo< iron of Special 
Tarilf II. (&\00 for ...... our
pia'" from Magdeburg to Am· _m ... d __ ). 

Reduoed baees 
of rates per ton 

per kilometre. 
pr. 

2"2 X 60 pr. to 
2'0 X 30 pr. 
1"75 X 60 pr. 

2'2 X 60 pr. to 
1'75 X 30 pr. 

2-0 X 60 pl. 

1'75 X 60 pr. 

8M Auanabme 
TarifIB, 2 (.) and 

2 (b). 

A •• bove without 
termina\ ohazgeo. 

2-0 X 60 pr. 
175 X 50 pl. 

.'0 
4'2 
S'8 
S'2 
2'8 
2'72 

S'& 
S'S 
S'1 
2'5 
2'2 

X 50 pl. toO 
AR above without 
termina\ ohargoo. 

0nIiDary
of rat.- per ton 
per kilometre. 

pr. 

i'6 X 60 pl. 

9'6 } 
2'6 ""'" X 
2'2 50 pl. 

i'6 X 60 pl. 

S'& X 60 pl. 

i'6 or 3'6 X 
60 to 0 pl. 

i'& X 60 pl. 

9'5 X 80 pt. 

In order to eapport tbe German com .. 
petition for tratH" with Poland the 
eame rates will be charged as for 
tmfIlc to Ilid ad South B.1l88ia. 

For (a) 
1'28 X 60 pl. 100 

For (t) 1 
1'29 X 60 pl. 

S'I perule X 
1'00 m.1o 0 

4'56 per uIe X 
100 pl. per ule. 

a'll X 60 pi. 

1"1 X 50 pl. 

S'6 X 60 to 
opt. (OD own 
whee," to frds. 
of the weight). 

211. 2'2 X 60 pf. 
toO 

For (t) 2 • 
7-0 per uIe X 

1-00 m. 10 0 

10'0 per ale. 

.'5 X 60 pl. 

9'5 X 60 pi. 



Commodity 

27. Irou BDd ironwares of Special 
TariffB I. and IL. M well as for 
agricultural machines. 

28. Iron ma.chinea and machinery 
partM. 

29. Iron and steel, iron and steel 
waree, aleo iron machines and 
machinery parb!l. 

(a) 6 tons .. . 

(6) 1000na .. . 

80. Iron and steel, iron and llteel 
warea of Special Tariff L 

SI. D.fDBomo..oasell ... ••• ... 

S2. Telegraph cableR and electrio 
light and power cables. 

SS. Field &nd agrioultural ma
chines and implement .. 
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_, of appliaatlon. 

27. Prom Upper SlIeaia 00 the 
shipping- .... tiOIU!l of the Run· 
prian River andl Sea. Shipping 
Oom.-oy situated on the Lower 
Danube. 

Up 00 100 tm ... . 
10100 200 lim ... . 

28. From Reiohonherg (Bason 
station) and Zittau~ to SoaDowioe. 

29. From Switserland to Eydt· 
kuhuen, ThOl"ll aud KattoWitl 
through (Ruuia., including 
Poland). 

To Poland ...... 
To other parta of RU88i& ••• 
To PolAnd ... • •• 
To other parbB of Ru!llria ••• 
SO. From Switzerland to 8tettin 

for export by sea. 
SI. From Upper Bileeian and 

Rhenish .. Weetphal illrD Btati0D.8, 
and from Thale tor export to 
Switzerland and Franoe, via the 
South Genoan fro-ntier statioDs 
(B ... I. AIt-MIln.terol). 

32. From Berlin to Austrian 
stations. 

83. Betw.... Leipzig (proeaien 
railway station) Bud Plagwitz.. 
Lindenan and Austra.Hungarian 
stations. 

Beduood_ 
of ratee per toa. 
per kilometre. 

PI. 

IroD. 
Land 
Agrio. - I_ 

II. 

1'4 1'0 
2'S I·g 

X 80 pl. 
f~to2'8 X 0 

f1l 00 r's 
2" 00 2'1 
2'600 I·g 
2'0001'1 

2'8 X 80 pt 

1'7 X 80 pl. 

f'6 X 1'20 m. 

2'2 X 60 pr. 

Ordl.....,._ 
of ... per ton 
per kilometre. 

PI. 

f'5 00 8'$ X 
80 pl. 

S 00 f'5 X 0 

8'5 X 60 pl. 

8'0 X 1'20 m. 

4'6 )( 80 pl. 

Export Rates It is entirely through the agency of the Ausnahme tariffs that we can 
• trace the birth of the export and import rates. For export rates no direct 

basis can be given except in tIle case of thl\t particular Ausnahme tariff relating 
to piece goods for export through German ports, which permits of their trons
port at the rate of the five ton wagon load class of the general tariff scheme, i.e., 
instead of a rate 81\y for 3.50 km. of 8 pf. per ton per km. the rate would be 
6.07 pf. per ton perkm. with a terminal charge of M. 1.20 per ton as against 
M. 2.00. Apart from this the export. rates are all dictated by circumstanced. 

For instance, wood from stations in West Prussia for export oversea 
through East Prussian ports, is carried at a rate of M. 2.20 per ton per km. 
with a terminal of 60 pf. as. compared with an ormal rate of M. 3.00 with a 
terminal charge of M. 1.20. 

Glass from Westphalia to North Sea ports is carried at a. rate of M. 3.00 
per ton per km. with a terminal charge of M. 1.20 as against M. 4.00 per ton 
per km. with the same terminal. 

The following shew comparisons in ordinary and export rates from 
Cologne to Hamburg:-

Copper wares-
Normal rate M. 2.68 per 100 kg. 
Export rate M. 1.32 per 100 kg. 

Lead, in blocks, leaden tubes, pipes, zinc in sheets
Normal rate M. 2.04 per 100 kg. 
Export rate M. 1.33 per 100 kg. 

Cotton wool wares-
'Normal rate M. 2.68 per 100 kg. 

. Export rate M. 1.~3 per 100 kg. ' 
Ma.chmery. and machine parts, iron .wares of a.ll descriptions-

Normal rate M. 2.04 per 100 kg. . 
Export rate M. 1.06 per 100 kg. 

Iron plates, railway locomotives-
Normal rate M. 1.6] per 100 kg. 

, ~ort rate M. 0.56 per 100 kg. 
In connectIOn ~th . the export and import rates, it must be pointed out 

that the rate quoted I~ only the rate up tn the goods station at the port and an 
additional charge must be paid for the haulage over the dock lines, C:V'hich in 
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m<;>st cases are t.he property of the town and worked by th~ railway at a pri~e) 
thIs charge varymg from M. 1.50 to M. 3.00 per truck m accordance WIth 
circumstances. . . . 

As to where, however, the dividing line steps in between competition with 
other ports, and the competition of German with foreign trade, is somewhat 
difficult to say. . 

Again, in dealing with import rates we find similar conditions, viz., Import Rates. 
the interests of the German sea trade, and the advancement of German ports, 
with no fixed bases whatever. 

For instance, in the ease of salt or smoked fish from German harbours to 
Italy there is a rate of M. 2.80 to M. 3.00 per ton per km. with a terminal 
charge of 60 pf. as against a normal rate of M. 6.00 with the same terminal 
charge, this being obviouslv in competition with the sea route and the conse
quent use of foreign ports and rails. 

For cdffee and tobacco from North Sea port! to Westphalia there is a rate 
of 3.3 to 3.9 pf. per km. with a terminal charge of M. 1.20 as against an 
ordinary rate of 4.5 to 6 pf. with a terminal of M. 1.20. 

For petroleum a reduced tarill' exists of approximately 1.50 to 2.90 pf. per 
lrilometre less than the authorised tariff from the Belgian and Dutch ports to 
South Germany, ::iwitzerland, and Alls.tria Hungary, this being established for 
tIle purposes of competition with the French harbours. 

The" Ausnahme "tariffs also exist for purposes of competition with the 
waterways, but in this respect they are mostly confined to competition with 
waterways leading out of the Empire, or alternative waterway routea through 

'other countries or States as the case may be. 
The attitude adopted in relation to Ausnahme tariffs when Inter State 

competition arises, is well exemplified in the case of the Bavarian iron trade, the 
members of which are at II disadvantage in competing with North Germany 
owing to the ability of the latter to obtain English pig iron at a price which is 
quite out of the question in Bavaria, and also owing to the fact that the centre 
of the pig iron industry in Germany is in North Germany. The latter advantage 
is accentuated by an "Ausnahme" tariff grante<l by the Prussian Railways 
applying between the general centres of production and the centres of con
sumption, for instance as between Westphalia and Berlin. An application has 
been made by the trade to the Bavarian Ministry to secure such rail tariffs as 
will permit competition to be established, but the Ministry have had to inform 
the applicants that they have unsuccessfully negotiated with the Prnssian State 
Railways for the introduction of such mriffs. All that can be done is for heavy 
consignments to receive a reduction in freight so far as the Bavarian Railways 
themselves are concerned. 

Reference has just been made to the complications of the tariffs, and" Districting." 
it may be as well to point out that up to four or five years ago, for the f?r rate publtca
purposes of the compilation of rates and the issue of the kilometric rate lions. 
bases the Prussian State Railways were divided into 10 districts. It was 
fQund, however, that this method caused a considerable amount of com-
plication, the publi!lBtions required being so numerous, and so the . State 
has been re-divided into four districts. 

Even now, with this re-division, the catalogue of the rate books in existence 
shows that there are approximating to 1,000 different published books of rates. 

All tariffs, inclu!ling the Ausnahme tariffs are published, and can be 
purchased. 

As will have been seen the rates in Germany are purely station to SpediteUl'S. 
station rates, i.e., in other words the rate is simply for the haulage of goods 
from point to point, und does not include any charge whatever for collection or 
delivery. It is, therefore, we find in Germany the existence of a great industrial 
organi8l\tion known as" Spediteurs," whose business it is to undertake this 
necesRlllj' adjunct of rail transportation. 

The Spediteurs in the mrious towns have their various unions which fix Oartage 
the charges to be made for vnrious services, so that competition in prices Oharges. 
does not actually exist, but in Iil.cilities and attention such is keen. The 
charges are somewhat as follows, differiug of course in various towns. 
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For the transport of parcela by consignments under 2~ tons from the railway 
station, depot, and customs house to the town 2.50 M. to 3 M. per ton. 

For collection from town to station 3 M. per ton. 
For unwieldy goods the charges are :-5 M. to 12 M. per ton. 
The cartage prices do not include the taking of goods up or down stairs. 
Unwieldy wares include all goods, which in accordance with the regulations 

of the "Verkehrsordnung" are so designated, as well as basket and cane 
materials, busts, unpacked sewing machines, new furniture (packed and un
packed), straw hats, artificialllowers, perambulators, carriages, bicycles, &c. 

Goods which weigh over 500 kilos per piece are subject to special arrange
ments, and cannot be conveyed under the general tariff. 

For traffic by express goods trains, a higher charge is made, varying in 
the case of:-

1 to 50 kg. from 30 pf. to 60 pf. 
51 to 100 kg. from 40 pf.to 80 pf. 

and proceeding upwards at the rate of about 30 pi: per 50 kg. For unwieldy 
articles by express train there is an additional charge of 50 per cent. 

In the case of large traders they either perform their own carting or have 
their own particular firm of Spediteur. However, to meet the case of the 
smaller man, the railways in most towns have their own officially appointed 
Spediteur to whom they entrust the collection and delivery of articles when 
requested to arrange such services. The tariff is on the same general lines as 
that of other Spediteurs and the railway take no responsibility, the consignee or 
consignor being liable for payment of the charges. 

The question naturally arises why with the enormous traffic passing over, 
the railways are the cartage and delivery not taken in hand by the railways 
themselves. 

It is gathered from a high source that although the wishes of the railway 
administrations may lean in that direction, the Spediteurs are such a powerful 
organisation that they fear the opposition which would be raised to any such 
proposal. 

'f'orwarding Apart from the mere question of cartage and delivery, Spediteurs 
t4.glmt.. occupy an equally important role in their capacity as forwarding agents. 

The many complications of the tariffs require expert knowledge which 
can only be obtained by constant practice, and it is therefore usual in Germany 
for merchants to entrust the complete forwarding of their wares to Spediteurs, 
the latter undertaking to find the best and cheapest means of transit. It may 
be that the goods are destined for foreign export or international trade, and 
then the Spediteur will arrange the necessary transhipment charges at the ports, 
or customs' charges at the .frontier, and so on. He may also, even in internal 
communication, find a combined rail and water route at a cheaper rate than the 
throughout rail charge, and so in point of fact the rail rate charges are not the 
charges which directly come under the cognisance of the trader. The rate which 
he pays is the Spediteurs' rate, which varies from the rail rate in the first plac!e 
because it includes the Spediteurs' charges for collect!ng, forwarding and 
delivering, etc., and in the second place it is the rate based on a payment by the 
Spediteur to the railway for large tonnages, which rate he is enabled to obtain 
owing to the large traffic passing through his hands, and the consequent 
opportunity for" lumping" goods for one town into one consignment. 

The arrangement is, therefore, to the benefit of the trader and agent alike. 
In many towns where large trades are centralised, the Spediteur specialises in 
one particular trade, or for one particular part of the world, and all such traffic 
passes through his hands. 

In large towns the Spediteur has his own loading wharf at the station, 
rented from the railway company with separate siding connection, for which he 
has to pay a charge of 50 pf. per truck both inwards and outwards. 

oading and In addition to the tariff rates making no provision whatever for the cost of 
~nloading. collection and delivery, the loading and unloading must be performed by or at 

the cost of the trader, with the exception of the piece goods class. 
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If the railway on request undertake the loading or unloeding the charge is :-
Loading per 100 kg. ... ••• 4, pf. 
For use of crane, in addition to fee ..• •.• 3 pf. 
Minimum craoage charge per coDSignment ••• ~O pf. 
Maximum cranage charge per wagon ..• 2-00 M. 

for nnloading grain, hnsk fruits, clover, malt and oil seed in loose condition, the charge 
per ) 00 kg. is 6 pf. 

Piece goods are loaded and UnloRded by the railway, and for the most part 
forwarded in covered vans. • 

With wagon loads, however, open trucks are used, as a rule, and Sheete. 
if the nature of the contents requires covering to be provided, this must be 
supplied by the consignor or at his cost. 

If hired from the railway, the following is the tariff:-

CHARGBS FOR SHBBTS. 

1'he hire of sheets for each commenced 100 km. of the whole journey, and for each 
trnck is:-

1. (a.) When two sheets at most are used 
(b.) For each additional sheet ••• 

with a minimum charge of •.. 

... M. Pf. 
1-50 

50 
2'00 

n. If Bheets are not returned by tb.e consignee at latest on the expiry of the 
free period for unloading, and further, if the consignor returns 
unused.. the sheets ordered by him or if he does not give up for 
conveyance the consignment for which the Bheets were to be used, 
until after the expiry of the free period of loading, then for each 
sheet, and for each commenced day of delay, a demurrage charge 
will be levied of 50 

This charge, however, will not be levied for those days on which the wagons in 
qnestion have been charged demurrage. 

HrnB OF SHBBTS • 
• 

I 
I 

; 

I I 
1 , 2 'S f 5 6 For a distance. Sheet. Sheet&. i Sh .. ",. Sheets. Sheets. Sheets. 

! I 

Kilometres. Marks. Marks. Marks. Marks. Marks. 

1-100 ... ... 2 2 2'5 3 3'5 
101-200 ... ... 3 4, 5 6 7 
201-300 ... . .. 4-5 6 7'5 9 1M, 
301-400 ... ... 6 8 10 12 14, 
401~~00 ., . . .. 7'5 10 12'5 15 17';) 
501-600 ... ., . 9 12 )5 18 21 
601-700 .,. . .. 10'5 14, 17-5 21 24';) 
701-800 .. . ... 12 16 20 24 28 
801-900 ... ... 13'!) 18 22'5 27 3N, 
901-1,000 ... . .. 15 20 25 30 35 

1,001-1,100 •.. ... 16'5 22 27-5 33 38'5 
1,101-1,200 ••• .,. 18 U 30 36 42 
1,201-1,31.10 ••• . .. HI';; 26 32'5 39 4,5'5 
1,301-1.400 .•• ., . 21 28 35 42 49 
1.401-1.~00 •.. ... 22';; 30 37-5 45 ·52'5 
1.501-1.600 .,. . .. 24 32 40 4,8 56 
1.601-1,700 •.. . .. 25'5 34 42'5 51 59';' 
1.701-1.800 ... ... 27 36 45 54 63 
1.~OI-I,900 ... ... 28'5 38 47-5 57 66'5 
1.901-2,000 •.. . .. 30 4,0 50 60 70 
2.001-2.100 .,. ... 31';; 42 52'5 63 73'5 
2.101-2.200 ••. . .. ml 44 55 66 77 
2.2(1)-2.300 •.. . .. 34-5 46 ~7-5 69 80'5 
2.301-2.400 ... . .. 36 48 60 72 134 
2.401-2.500 ... ... 37'5 50 62'5 75 87'5 
2.501-2,600 ••• . .. 39 52 65 78 91 
2.601-2,700 ••. . .. 40'5 54 67-5 81 94,'5 
2.701-2.800 ... ... 42 56 70 84 98 
2.!lOl-2.~00 ... ... 4,:1'5 58 72'5 87 101'5 
2.901-3,lm ••• . .. 4:> 60 75 90 105 

1H688 p 
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If the Consignor provides his own sheets. they 1m!! returned from Ute destination 
free of charge for conveyance, bnt a terminal charge of 30 pf. for each way-billed 
consignment mnst be paid on the outward journey. 

If for any reason the trader h... reaoon to doubt the 80Curacy of the weight 
declared by the Railway Company and which weight is used in the calculation 

of freight, on certain terms he can have the wagon specially re-weighed,. payment 
being ... nnder :-

M. PI_ 
I. 1. For piece goods per 100 kg. .•. .•• ... _. ••• 5 

This charge will be enforced when the goods having already 
been weighed by the railway, the consignor demands their re-weighing 
and the first weight is found to be correct. 

This charge will also be enforced if the consignee hsa made a 
reqnest for the goods to be weighed and the result proves that there 
is no 1088 of weight for which the railway is responsible. 

II. For goods in wagon loads-
(a) For weighing each article separately per 100 kg. 
(b) For weighing each wagon on the railway machine .•• 

These charges are only levied :-
A. 1. If the consignor hsa omitted to state the weight on the way-bill. 

2. If the consignor hsa expre88ly requested that the weighing be performed. 
3. When the consignor, the goods baving already been w"ighed by the 

railway,.<;I,emalld.s their re-weighing and the result proves that the 
first weight is correct. 

4. When the consignee demands the re·weighing and the result proves that 
. tliere is 110 10SB' of weight for which the railway iB responsible. 

B. If at the request of the consignor or ctJnsignee the empty wagon is 
re-weighed, a charge of 50 pf. for each wagon will be made in 
accordanc. with the existing regulations. 

For the i88ue of advice notes of the arrival of goods, a fee is charged :-

4. 
\'00 

(a) Wheu the advice is sent by hand hy a railway mesRenger within the station 
delivery limits, a fe. of Ii pf. i. charge<l for each note, or when several 
advices are delivered at the .ame time. 

(b) Without the station delivery limits, advices will only be delivered by a railway 
messenger if a special arrangement as to the amount to be paid for doing 00 
has been made. 

(c) Postage is charged ~f the advice. is sent through the POBt, and should a 
telegraphic. advice be sent on request, the telegraphic charge muet be paid. 

Further supplementary fees are ... follow"li :-

Counting Fee •• 

For determining the number of articles in wagon load&
For each commenced 20 articles 
Minimum charge for one wagon .,.' 
Maximnm charge for one wagon '" 

These charges are only levied if tho counting is at the request of 
the consignor or consignee. 

Fee for selling unmarketable goods :-
For the sale of unmarketable goods by the railway, 10 per cent. of the 

proceeds. 
:!dinimum .per consignment ... 
Maximum per consignment 

Amounts above a :!dark are considered as the next highest :!dark. 
Selling prices and charges for the filling up and stamping of forms. 

Price of German way-bill forms, and declaratione
(a) For single forms each ... 
(b) For at least 100 forms, per 100 

Price of international way-bill forms
(a) For single forms ... 
(b) For at least 100 forms, per 100 

Price of Custome-tax forms-
(a) Whole ilheet&-

(1) For single forms, each 
(2) For at leu! 100 forma, per 100_ .. 

(b) Half sheet&- . 
(1) For single sheeta, each .... 
(2) For at least 100 forms, per 100 ... 

;!'rice of Statistical fOrD1&- . 
(a) For single forms, each •.. . .. 
(b) For at leut l~fOPms,cpeP 100 . -... 

.,. 

. ... 

M. Pf. 

10 
1'00 
3,00 

50 
[,'00 

1 
75 

3 
NO 

1 
10 

1 
-SO 
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M. Pf. 
Prices of Spediteurs' Statistical Corms for export traffic-

(a) For one form .•• .•. .•. •.• •.. 2 
(b) For at leaat 100 forms, per 100 l'SO 

Prices of forms specially printed for certaili. firms with the legal remarks 
printed only on one side, when ordered in thonsands, for each 1,000-
(a) German way·bills 8'00 
( b) International way ·bills ... 16-00 

Prices of way-bill forms specially printed for certain firms, when 
ordered in thousands, per 1,000-
(a) German way-bills 8'50 
(b) International way-bills ••. 17'(1). 

For filling up the forms mentioned in Nos. 1 to 3 where reqUired, per form 10 
For filling up duplicates of such forme, per form 10 
For eupplying and iBBuing a receipt form ... .•• 10' 
For stamping way-bill and statistical forms not printed at -expense of 

railway in so far B8 snch have not been Btamped by the Imperial 
Statistical Office, for each 100-
(a) German way-bills and forms ... 10 
(b) International way-bills and forms 20 

It is now desirable to deal with the position of the Advisory Councils Advisory 
in their relationship betwee~ the railways and the public. It will have been Counoils. 
gathered from the Statute governing the institution of these councils that 
the councils are only advisory in the true sense of the word "advisory" 
they having no authority whatever over the railway administrations. 

In Prussia their work to a great extent is in dealing with the question of 
" Ausnahme" tariffs, but their attention is also directed to other questions of 
public interest such as time tables and passenger train accommodation, &c. The 
Railway Direktions prepare all the material necessary for the deliberation of the 
subjects by the District Council, the secretary being a railway official, and the 
chairman of the council is invariably the president of one of the State Railway 
Direktions concerned, but he and any other railway officials attending for the 
purpose of expert assistance cannot take any part in actual voting. If matters 
affecting private railways are on the agenda such private rnilways may be invited 
to send representatives. 

The members of the councils are not precluded from bringing up for 
discussion such subjects a.q are in their opinion necessary, but it is necessary for 
an advice to be given to the Railway Direktion of their intention so to do; in 
the majority of cases it may be said the agenda contains only such subjects as 
the Railway Direktion desire to bring forward. 

Small committees are formed from the district councils for research into 
the various questions, and their deliberations reported to the full meeting; if 
IIny particular course of action be recommended, after hearing the views of the 
railway officials, its adoption is left in the hands of the President of the 
Direktion. In general cases, the recommendations of the council are acted upon, 
but not always immediately, and very frequently a considerable time elapses 
before they are carried into effect. In cases of reduced rates, if the authorities 
so desire, no formalities require to be observed tending to a postponement. The 
alteration can come into force at once, and it is only in the case of an increase 
in the rnte that six weeks' published notice must be given. (As a rule when an 
alteration in a railway rote is proposed, it is the custom for the rnilway 
authorities to circuillrise the various Chambers of Commerce and obtain an 
expres~ion of opinion from them. In fact, in Saxony it is through the medillll. 
of the Chambers of Commerce for the mQst port that application for· alteratjom 
in rates are submitted to the railway authorities.) 

Increases of rates are, however, very few, once a rate is established it is 
usually permanent, unless national considerations may require the removal 
of an Ausnahme tariff. There is no Court of Appeal against any increase 
of rate (unless it be protest in Parliament), the decision of the State being 
absolutely final. 

The meetings (If the District Councils, as will have been noticed, are held' 
twice per annum, and an example of the results of a meeting will give an idea 
of the scope of the business transacted. '. 

PI 
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EXTRACTS from MINUTES of MEETING of the STANDING OOIlJllTTBB of the DISTRICT 
ADVISORY CoUNCI£, for ERI!'URT and HAI.I.B on April 29th. l~. 

I.-Proposal re caJculation of rates for milk in bottle .. 
Decided that the rate for milk in bottles should be the same aa for milk in cans. 

I1.-Mr. Armbruster's application that mest of all descriptioll8, i .••• inoluding prepared 
meats, should be conveyed per faat goods train at slow goods rates. 

Declined unanimously. 
I1I.-Mr. Wolff's application that the 10-ton rates for unscreened brown coaJ for 

57-60 km. should be 19 M. inetesd of 20 M .• and that for distances over 60 km. th'" 
additional rate for every 10 km. should be 1 M. instesd of l! or 3 M. as hitherto. 

Application withdrawn. 
IV.-Mr; Armbruster's application that the train connections between Jena-Saalfeld 

and Gera-Jena should be improved. 
Railway representatives pointed out difficnlty of doing this, but undertook to look 

further into the matter. 
V.-Mr. Nies's application for improvement of evening train services between Gera

Saalfeld and Suhl-Meiningen. 
Railway representatives pointed out difficulty of compliance, but promised to 

further consider the matter. 
VI.-Dr. Rosische's application for the accelerated conveyance of milk from station. 

on the Niederlausitzer Railway to Berlin, &c. 
Railway representatives promised to conoider what could be done in the direction 

desired. 
VII.-Mr. Hoffmann's application for a train to be put on from Lauscha-Sonneberg 

at about 7.55 p.m. 
Railway representatives undertook to see what could be done in the direction 

desired. 

The questions brought before the General Advisory Council are of the 
same nature as those discussed by the district councils, with greater national 
importance. The scope of the Agenda will be seen from the appended 
minutes. 

EXTRACT from MINUTES of MEETING of the GF.NERA£, ADVISORY COUNCI£, of 
December 6th, 1906. 

I.-Reductions in rates for fresh meat. 

Dedition •. 
1. Proposal that consideration of the qnestion be deferred was defeated. 
2. Proposal that the reduction of rate should only be valid for one year was 

defeated and three yesrs decided npon. 
3. The question as to whether public neceBSity rendered it desirable to include the 

meat of freshly-slaughtered cattle as "Stiickgut" in the special tariff for 
specified express goods was answered in the affirmative by 36 votes to three. 

4. The recommendation of the Committee that meat of freshly-slaughtered cattle in 
wagonloads should be included in the special tariff for specified expresa goods 
was accepted by a majority. 

f>. The question as to whether public necesaity rendered it desirable t~ make an 
Ausnahme tariff for meat of freshly-slanghtered catile in consiguments of 
five and ten-ton lots, was answered in the affirmative by a majority of Yotes. 

H.-Reductions of rates for fresh sea fish. 
The committee recommended that reduced rates be granted for fresh and 

smoked sea fish from the North Sea ports to towns in Weet Germany for the 
purposes of competition with the Dutch railways. Confirmed by the 
GeneraJ Council. 

HI.-Recommendations of the Standing Tariff Commisaion of German rail ways 
relating to classification of certain goods. The following decisions were arrived at :_ 

A. 1. Aqua fortis to be traneferred . to special tariff 1, liquid sulphnrous acid t<> 
\ special tariff Ill, and hydrochloric acid for export to special tariff 111. 

2. 'l'he present classification of hydride of chlorine not to be disturbed. 
3. Sulphuric aci~ waate snlphnric acid. to be traneferred to special tariff Ill. 

B. Reduction of rates for raw, green, salted, bides and skins. 
The. recommen~tion of the Standing Tariff CommiBSion that raw, green, 

salted, hides and skins be tr&neferred from special tariff 1 to special tariff II, 
waa confirmed. 

IV.-Reduction of rates for peat litter, peat mould. from stations in north-west 
Germany, and from Herne to the Rubr district, and beyond as well a~ from the former 
stations to German porte for export to non-German countries. 

The granting of the rednction was recommended by the Committee and 
confirmed by the GeneraJ Council. ' 
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V.-Reduction of rate for raw flax . 
, The Committee reco;"mended that no reduction be granted in this c .... e 

and this decision was confirmed by the General Council. " 
. VI~Institution C?f a special" Exchange" tariff (Umschlag) from. the Oder district for 
Import goods to Austrls·Hungary. 

Recommended by the Committee and confirmed by the General Conncil. 
VII.-Red~ction of rate. for coal of inferior quality (Braunkoblen), and briquettes 

from the Rhemsh .. Braunkohlen" district to the Sieger, Lahn, and Dill districts. 
Committee, unanimously decline proposal, and confirmed hy the General 

Counoil. 
VIII.-Reduction of rates for limestone from the Eifel district for export to Holland. 

Recommended unanimously by the Committee, and confirmed by the 
General Council. ' 

IX.-List of maximum goods and passenger rates and fares. 
Committee reported that tbere was nothing to draw attention to in the 

above-mentioned list. Confirmed by General Council accordingly. 

In Bavaria with its one council we find a similar state of affairs, except Bavaria. 
that perhaps the advisory council has not the same importance as in Prussia. 
The Minister more often acts on his own responsibility in deciding whether 
an application for a reduced rate should be considered or not, and it is 
{lnly when he decides that it is advisable to make an alteration in the general 
tariff that he brings the matter before the advisory council. From the records 
{If their meetings it would appear that their deliberations are more concerned 
with passenger traffic problems, time-tables, &c. 

The same remark holds good in the case of the Saxon council. Sa.'Cony. 

EXTRACTS from MINUTES of MEETING of the BAVARIAN RAILWAY COUNCIL, held on 
21st and 22nd January, 1908. 

Ausnahme tariff for coal, coal briqnettes, and coke. 
Reported that in common with the other administrations the "raw stuff" tariff, 

hitherto only applied to the above when s~nt from inland places of prodnction, had 
now been extended universally. 

Ausnahme tariff fol' ice. 
Reported that in conjunotion with the Prussian-Hessian and Alsace-Lorraine 

railways, a special tariff for ice had been introdnced . 
. Summer time-table, 1908. 

Railway representatives state that everything is being done to remedy the late 
running of trains. Several new international trains have been arranged and the local 
services greatly improved, in fact. there is altogether a train mileage increase of 
2,500 km. in the summel' time-table a. compared with last year, of which practically 
1,800 km. is for local Bervices. Examples are given of new services, &c., introduced, 
and the railway council express their approval of the improvements, and also of the 
statement that the administration is doing its best to remedy the late running of trains, 
which it is observed, often occur. on other lines before reaching Bavarian territ~ry. 
Complaint i. made of the abolition of senond class compartments on certain local 

railways and a request is made for their reintroduction. The President explains that the 
abolition of second class compartments is consequent upon the introduction of a new 
method of working, i.e., motor working, and with the very light traffic on local railways 
the administration must endeavollr to work the trains as cheaply as possible, but the matter 
would be considered again by the administration. 

The system of advisory councils is held in favourable esteem by the public 
as exercising, if not actual, yet a certain moral pressure on the authorities. 

The deliberations of the councils are published, and if the importance of the 
subjects demands it, it is open to the local authorities to get their Parliamentary 
'representative to raise any question thereon in the Landtag, so that full oppor-
tunity may be afforded for discussion. 

From the railway point of view they are equally useful as on the one hund 
the railway difficulties can. ~e. po~nted out to ~he t~de an? ?n the o~he~ hand a 

,certain amount of responslb,hty IS removed, VIZ. :-m droldmg applicatIOns for 
reductions in rates. In fact, in 80me quarters a very strong suspicion is held thnt 
the councils are a useful scapegoat for unpleasant refusals on the part of the 
railwny authorities. 

Publ;c View oj 
Advisory 
Cmt/wi/s. 

As has been mentioned above the attention of the advisory councils is not Remol1al 0/ 
confined to the granting of Ausnahme tariffs only, but they are sometimes con- ~usnahmt 

.cerned with their removal and this is exemplified at the present moment, when ariffs. 
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the Ausnahme tarift' which existed for the export of coal to Italy has been 
removed, the influences dictating this course being occasioned by the recent 
8ho~ge of coal in Germany, and the consequent necessity for reliance on 
foreIgn sources of supply. 

In point of fact, however, it is doubtful whether the removal of this 
Ausnahme tarift' will have the effect intended, as probably the coal merchants, 
who, in many instances, are bound by contracts will have recourse to ~ea trans
port in order to enable them to meet their obligations. 

Two methods of tariff alterations have been mentioned, viz. :-alteration 
in classification and alteration in kilometric rate. 

With regard to the former, the recommendations of the standing tariff 
commission are submitted to the councils, and if they consider any objectionable 
it is for the particular State rail way to vote against the proposals at the meeting 
of the geneml conference; an illustration of the work of this conference is the 
special tariff for certain fast goods which was instituted for the conveyance of 
those articles of a perishable nature which required express transport but whose 
value made a high freight impossible. 

Experimental rates are absolutely unknown, with one exception, if 
it can really be called such, and that is with regard to food. Article 46 
of the Constitutiun of the German Empire enacts :-

" In the case of need, more especially when the price of food riKes very 
"considerably, the railway;; are compelled to put into force a tariff for the 
"transport of grain, meal, husk fruits and potatoes which shall correspond 
" with the temporary need and this shall be determined by the Emperor 
" upon the suggestion of the' Bundesrath.' This tariff shall, however, not 
" go lower than the smallest charges for raw materials on the railway in 
" question." 
These arrangements are not applicable to Bavaria. 
Special experimental rates to encourage the development of any particular 

industry would, however, appear to be pl"".lCtically impossible, because unless it 
be an absolutely new industry, similar trades in other districts would be affected 
in competition, and dElmands £or corresponding decreases follow. U nti! a tmde 
has practical experience and can convince the authorities of the imposMibility 
of existence (and then only with disastrous results to national trade or 
prestige) the ordinary kilometric rate and classification must rule. In 
internal traffics Ausnahme traffics are not designed simply to overcome 
geogrnphical differences. 

A constant complaint directed by the public against the railway 
administration is in respect of the supply of wagon8.· The supply of wagons 
is especially inadequate at that season of the year when the water means of 
transport fail, with conseqlient increase of traffic on the rails. In the iron 
and coal districts this shortage is keenly felt and in the annual report of the 
Essen Chamber of Commerce for 1907 it is stated that:-

.. Heavy losses were caused to industry during the year by the scarcity of wagons. 
"Between October 1st and December 15th in the Ruhr district out of 1,296,892 trucks 
" applied for, no less than 130,049 were failing . 

•• The shortage of wagons in the Ruhr district amounted in the first three month. of 
" 1907 to 6·38 % of the number demanded, and in the last three month. of 1907 to 7·27 % 
.. of the number demanded . 

•• The lamentable shortage of coke wagons was greatly felt in the coke trade, and the 
" coke oven. were therefore obliged to use coal wagons for their traffic, and in order to 
" ntilise their loading capacity, they had to provide these wagon. with side board.. The 
" manifold inconveniences and expense. resulting from the use of .uch hoarded wagons, 
" both to tbe con.ignor and consign",e induced DS to again apply to the Mini.ter of Public 
" Works to reduce the loading weight of coal wagons used for coke traffic from 11) to 10 
"tons. The Minister declined the application on principle, but promised that special regard 
"should be given to the supply of coke wagons when the rolling stock for the current 
.. year was constrnoted. However, a certain alleviation has been obtained by the fact that 
.. the loading weight of the new 20-ton coal trucks, of which a considerable number are 
" now in traffic, has been re(luced from 20 tons to 15 tons when used for coke traffic, owing 
" to lack of coke wagons." 

The Prussian Government have endeavoured to CODe with the position by 
monetary grnnts for the construction of rolling stock; but still the presf'lll'e 
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is most acute, and strong measures have had to be taken which react 
more than hardly on the traders. Stringent enforcement of the demur
rage regulations. and the reduction of the already meagre time allowance 
for the unlosding of wagons, are methods by which' it is endea'\"oured 
to get the fullest u~e out of the wagons and avert if possible the necessity 
of capital expenditure on further supplies. The demurrage regulations are 
as follows :-

UliLOADING. 

(a) Goods, the unloading of which devolves upon the consignee, in so far as advice, of 
the arrival and placing in position of the wagon has been given in such a manner that the 
time allowance commences at 9 a.m. at the latest, and in so far as the consignee residea 
within a radiua of 2 km. from the station, must be removed within the course of the 
bosiness hours of this day, in other cases within a period of 12 day honrs after the time 
of advice or placing in position. 

(b) Goods, the unloading of which does not devolve upon the consignee, must be 
removed doring the prescribed business houra within 24 hours aft<lr notification of arrival. 
U Day" and "business n hours are those official hours appointed for 'Work in goods offices. 
and brought to the notice of the poblic by the exhibition of an announcement to this 
effect in the goods offices. Goods in wagon loads may also be unloaded by the consignee 
in the noon hours, which will then be calculated in the time allowance. 

If the general traffic is endangered through extraordinary traffic conditions the Power oj Rail. 
Railway Administration is entitled to raise the wbarfage and demorrage rates, and way Authoriti6s 
when these measures are not sufficient the Administration is entitled to shorten 10 ,slwrl6fl 
the period for loading or unloading and also to shorten the free wharfage period Period. 
during the time of soch excessive traffic. 

Sundays or General Holidays are not calculated in the time allowances nor the time 
occupied by the Costoms officials or police officers so long as these times are not extended 
by the consignor or consignee. The latter has to supply the necessary information with 
regard to the length of time occupied at the inspection. 

Persons who do not remove goods within the stipulated times must pay soch demur
rage as is fixed iu the tariffs. The railway is also entitled to unload such goods at the 
cost and responsibility of the consignee as is set forth in the tariff. 

On the other hand the railway is compelled to give compensation for the costa incurred 
when goods have been punctually called for but have not been obtained, and aloo in those 
oases where goods (the consignee being advised of their arrival) have not been placed 
ready for unloading or delivery at the latest within one hour after artival. 

STORAGE, WHARFAGE, AND DEldURRAGIII CHARGES. 

I. Storage fe .. are charged as follows :-
(a) When stored in covered premises, for each commenced 24 hrs. and 100 kg. 
(b) When stored in the open air, for each commenced 24 hrs. and 100 kg. ... 

II. Wharfage:-
1. The depositing of woo<l and other raw materials in the open air alongside 

the railway will be specially permitted, so far as this space is available, 
for the purpose of collecting such raw materials in wagon loads 'or as 
a temporary deposit when unloading. The wharfage charge for one 
square metre and 10 days i. ... 

~. Pel'iods less than 10 days will be considered 8slO days, aud space less than 
one square metre will be counted as one square metre. Intimation to 
remove the goods must be complied with within three days, otherwise 
storage fees will be charged. 

M. Pf. 
10 
4 

2 

III. J)emurrage~A£ter expiry of the prescribed period allowed for unloading, for 
8IIch commenced 24 hours, the following charges will be made :-

For the first 24 hours for each wagon 
For the seoond 24 hours for each wagon 
For each additional 24. hours 

M. Pf. 
2'00 

... a·oo 

.. : 4'00 
After expiry of the free period for loading aud unloading, storage and demurrage will 

also be charged for Sundays and holidays. 

Stringent as these regulations lire, at ordinary times, to meet the demands 
arising from the. inadequate .s?pply of wagons, ~e period?f tilI!e for unloading, 
in accordance With the proVlSlOns of the foregomg regulations l~ reduced to the 
lowest possible limit of 6 holll'$, and this it need scarcely be pointed out, inflicts 
considerable hardship on the trader. In this connection it should be mentioned 
that the time aIlo\Y.Q.Ilce fQr the unloading.!lf high capacity wagons is exactly the 
same as it lS' in the case of ordinary wagons, the period for 5, 10, 1ii·ton or 
larger w~~s., being identical. 
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In Saxonv it h88 even heen found necessary for an appeal to be issued by 
the Chambers" of Commerce (July, 1908), which mayor may not have heen 
inspired, in this strain. .. 

.. It is well known that the railway administration hBS to contend with many 
.. difficulties in the late summer and autumn in order to insure the punctoal delivery of 
.. empty wagons to traders. The yearly increaBe of wagons 88 also the other meBSnres 
.. which are adopted by the railway administration (e.g., quick fOrW8rtling of lORded and 
.. unloaded wagons. quick repairing of damaged wagons, &c.) are not iu theme~lvee 
.. sufficient to put a stop to the ocarcityof wagons. The 8B8istance of the trade is therefore 
u required . 

.. It will be to the interest of both consignor and consignee to transport, P.g., raw stuffs 
.. and coals, as early in the season 88 possible in ortier to diminish the scarcity of wagons 
" in the ,autumn • 

.. It is hoped that trade .... will in so far BS possible utilise the wagons to their full.st 
.. loading capacity and it is further recommended that coal merchanta should so arrange 
.. their orders from the mines that the latter may be placed in a position to load the 
.. wagons to their fullest capacit.y." 

Cases certainly have been known in which the demurrage has been 
refunded, where the trader has been able to show conclusively his absolute 
inability to unload within the stipulated time-limit owing to the glut of wagons 
brought in by the milway, but no obligation whatever devolves upon the 
mil way to concede this, and in those few instances where it has been done it 
was purely an act of grace on the part of the administration and under no. 
circumstances during the period of scarcity of wagons. 

The demurrage regulations are equally applicable to shipment traffic whether 
or not ships are available for the reception of the goods or coal as the case 
may be. 

In the general tariff scheme it will have been noticed that there are 
two distinctions made, i.e., between fast and slow goods. Regulations 
are laid down by the railways authorities in respect to the time which 
they require for the transportation of goods, and within such limits no 
liability for delay attaches to them. The advantages of these regulations 
from a railway working point of view are of great importance in the assistance 
thereby given in the direction of economical working. In point of fact these 
regulations enable the mil ways so to order their working that they can obtain 
the fullest benefit from heavy loads with the miuimum of haulage power, and. 
further, apart from possibll' exceptional circumstsnces, minimise grounds for 
claims. 

The transit times are
a. For fast goods-

1. Time for despatch from forwarding station 1 day. 
2. Time for transport, for every commenced 300 km. or portions 

thereof 1 day. 
b. For slow goods-

1. Time for d.spat<:h from forwarding station 2 days. 
2. Time of transport up to distance of 100 km. ... ... 1 day. 

For further distances, for every commenced further 200 km. or 
portions thereof 1 day. 

When the traffic pass.s out of the territory of one railway administration into that of 
another administration, then the times for transport are reckoned for the whole distance 
hetween the sending and receiving station, while the forwartiing times are only reckoned 
once without regard to the number of the different railway territories passed through. 

The railway administrations are allowed, with the consent of the superolol')' 
authorities, to fix extra time allowances for the following cases :-

(1) When the administrations have undertaken the delivery of goods to points lying
away from thl' railway. 

(2) For extraordinary traffic conditions, .with the consent of the superviwl')' 
authorities. 

(3) When passing on to railways of a different gange. 
This time allowance will perhaps he clearer it the following example is made. 

aBSnming the regulations applied to traffic at the ordinary slow rates from Manchester \(> 
London. The transit time would be-

Time allowed at Manchester for despatch 
Time allowed for haulage... ... 

Total 

.- 2 days 
2 days 

4 days 
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The period begins on the midnight following the receipt of the good~ and 
way-bill, so that goods handed in at Manchester Station on Monday afternoon 
would not be bound to be in J.ondon until 12 midnight on Friday. 

No liability attaches if within the authorised time the goods are taken to the house or 
the place of business of the consignee (or such person to whom the delivery can be legally 
effected, thet is to say as long as such delivery hes not been forbidden) or if written infor
mation conceming the actual arrival of the goods has been sent to the consignee by post 
or othflrwise. 

(The reference 8S to delivery at theJ'lace of business or house refers to certain stations 
where dolivery will bo arranged by the railway at tho oxp.nse of the consignee, upon 
application.) 

All goods must be advised on arrival at the receiving station, and in the case of fast 
goods no greater period than two hours from the actual time of arrival must elapse. 

ror goods which have been left at the station to be called for, also for such goods the 
receivers of which heve requested that no written ad vice be sont to thom, tho period of 
delivery will ha'l"e been held to have heen adhered to when the goods are placed ready for 
removal within thi. time on the destination station. 

Tbe period for delivery does not include the time taken up by the customs exa.mination 
or police inspection, neither does it apply to any time that may be lost through au 
extraordinary disturbance of traffic for which the railway administration is not 
responsible. 

If the following day after the goods heve been handed over for transport is a Sunday 
or general holiday, then the delivery period commences 24 hours lateT'o 

If the last day of the delivery period is a Sunday or a general holiday, then in the case 
of the ordinary slow goods the delivery period expires on the following day. 

With large traffics offering between important industrial centres the traffic 
is conveyed well within the time limit, but there is no disposition at the moment 
on that account to make any modification thereiu, as such would render void its 
value in connection with claims. 

In fact, owing to the comparatively small quantity which is conveyed at 
the" Eilgut" rate, the question has been mooted as to whether it would not be 
better to have only one uniform rate, but the railways do not show any 
disposition to abandon the advantage which the lengthy time limit secures for 
them. There is always·the possibility that if quicker transit is required the 
higher fast goods rate will be paid, and this without any additional cost to the 
railway, because if there is not sufficient traffic to warrant the running of 
a complete fast train, the difficulty is overcome by attaching the separate trucks 
to the ordinary passenger trains. 

I. Where there has been no insurance for delivery. 
Go Without proof of loss sustained when delay has exceeded 12 hours-

Delay up to one day inclusive 1/10 of freight. 
" "two days " 2/10 of freight. 
" "three days" 3/10 of freight. 
" "four days " 4/10 of freight. 
.. of more than four days 5/10 of freight. 

If proof of loss Bustained is produced, the amount of loss up to the total sum of the 
freight paid can be olaimed. 

U. If insurance for delivery has been effected. 
(a) Without proof of loss sustained when the delay has exceeded 12 hours. 

Delay up to one day. inclusive 2/10 of freight. 
Delay up to two days, inclusive 4/10 of freight. 
Delay up to three days. inclu&ive 6/10 of freight, 
i)elllY up to four days, inclusive .. 8/10 of freight. 
Delay for more than four days, the whole of the freight paid. 

(h) If proof of loss sustained is produced, then the amount of such loss can he 
claimed. 

In both caBes, however, the amount of compensation must not exceed the amount for 
which insurance has been effected. 

If the railway prove no loss has been suffered in consequence of the delay, then no 
. oompenoation will be paid. 

The" interest on delivery" (viz., the value in money to the consignee of 
receipt of the ~odB and the loss through the time limit being exceeded) to 
which reference Is made is governed by the following regUlations :-

The Consignor may declare interest in delivery on the way-hill, in which case an 
additional freight charge will be levied. 

The amount for whioh interest on delivery is effected mast be entered in letters in the 
apace provided for that purpose on the waybill. Waybills on which the amount insured 
i. en t ..... d in ligures will b. refused • 

• '68& Q 

8undaysand 
holidays not 
part of D8livery 
Period. 
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The additional charge is calculated at the rate of 2'5 pf. per km. for each 1.000 marks 
of the amount declared for insurance. The minimum additional payment for the whole 
journey is 40 pf. . . . . 

If. in accordance with the regulations, the amount of compensatton .s limited to a 
maximum som, insurance in excess of that amount cannot be elIected. 

The regulations respecting packing which are given hereafter, serve, from 
the railway point of view, a most useful purpose in furtherance of the 
elimination of possible claims. 

1. So far as the nature of goods renders packing necesBSry for protection against 1088, 
diminution or damage on the journey, fit provision against this most be provided by the 
Consignor. 

2. If the Consignor has not complied with this obligation, then the railway adminis
tration is, provided the acceptance of the goods has been refused, justified in demanding 
that the Consignor shall admit the dt>l8ulte and defecte of packing. These Bhall be put 
down on the invoice and sppcially markod, forther. a separate explanation of the eame 
shall be sent to the arrival station in accordance with the prescribed form. If, however, 
a Consignor is constantly in the habit of sending goods nnpacked or with such deficienciea 
of packing from the same station, then he can make a general declaration instead of a 
special declaration for every consignment. In this case th .. invoice must contain, in 
addition to the above mentioned acknowledgment, a reference to the general declaration 
sent to the arri val station. Such forms ape to be held ready at the starti ng station. 

3. For those cases described above and also for such defecte of packing which are not 
externally traceable, the Consignor is responsible, and he must bear any damage arising 
therefrom. If the filling-np of the form has not taken place, then tbe Consignor is 
responsible for the external defects of packing only when found guilty of intention to 
defraUd. 

4. The goods are to be marked ill u durable and distinct manner, which shall prevent 
any mistake being made, and the markings shan harmonise with those in the consign
ment note. 

5. The railway administration is justified in demanding that goods shall be marked by 
the Consignor with the designation of the arrival station in a durable manner, that is to 
say, as far as the goods will allow of this withont great difficulty. 

The goods station of 
has at my (our) request 

·unpacked 

Ordinary Form 0/ Indemnity. 
railway.t 

accepted for transportation the undermentioned goods 
I (we) hereby expreB81y declare that theae goods are 

insufficitntly packed as hereunder described 
been acknowledged by us on the waybill. 

and this hRa 

Glm81"al Form o/lmkmnity. 
The goods station of Railway at at my (our) reqneet accepts to-day 

and until further notice the following goode for transport I (we) expressly 
declare that these goods are unpacked- insufficiently packed as hereunder described. 

Apart from regulations which would seem to preclude the possibility 
of considerable claims, further regulations exist dealing with the payment 
of any which may arise. . Very considerable difficulty, beyond this actual letter 
of the law, is experienced in the prosecution of any claims, as the onus of proof 
is on the claimant. Even when goods are found damaged on the railway at 
their arrival station, the cost of warehousing such goods must he borne by the 
consignor until the time of their removal, the question of liability being decided 
hereafter. Some of the large traders who have taken active measure to obtain 
redress by means of the Law Courts, find their claimA more frequently met, but 
in the general rule the State relies with Buccess on the strict letter of the regula
tions. In any case a considerable time frequently elapses in dealing with a 
claim where more than one Administration or State is involved. 

In the case of lost articles the claim is not settled hefore the expiry of a 
period of six weeks in order that recovery of the lost article may he made. 

The regulations as regards the payment of claims are as follows :-
If the consignor is not able to present a dnplicate of the consignment note, "receipt or 

a certificate from the senrling station that such a document has not been filled up, then he 
can only make his claim valid with the consent of the consignee, unless he can addnce 
proof that the consignee refnsed to accept the good •. 

Claims not "oming within the scope of the law are to be sent in in writing, accompanied 
by a declaration concerning the value of the goods, and also the way bill, if the latter has 
been handed to the consignee. 

- The words" unpacked" or .. insufficiently packed as hereunder described" should 
be struck out in accordance with individnal circumstances. 



117 

The railway is responsible, snbject to the regulations in the following L~ity oj 
pamgr*phs, for injury in respect of diminution, loss or damage of goods ra.lway. 
arising between the time of their acceptance for transpOlt until delivery, unless 
the injury be eaused by a fault or instructions of the owner not attributable 
to the railway, or by "force majeure" or to a defect in the packing not 
externally visible, or to the natural quality or constitution of the goods, 
especially as regards their danger of deterioration, wastage, or leakage. 

(1) If, uuder a particular tariff, or ~ direction of the sender, goode are consigned in an 
open wagon, the railway is not answerable for the injury arising from the risk with which 
Buch method of consignment is associated, serious decreaoe in bulk, or actuallo.s of goods 
being excluded. 

(2) In the case of commodities which, from their nature ought to be packed, in order 
to guarantee them against entire or partial loss or damage, but in respect of which the 
sender has made 8 declaration acknowledging tb.at they are either unpacked or insufficiently 
packed, the rsil way is not answerable for damage due to the risks with which such 
method of consignment is associated. 

(3) When the loading or unloading is performed by the consignor or consignee as the 
case may be, the railway is not responsible for any damage resulting directly therefrom, or 
indirectly tbrongh defective loading. . 

(4) If the goods are of such a nature that there is a special danger of their complete or 
partia.l loBS or damage through breakage, rnst, natural deterioration, unusual leakage, or 
drying up. or dispersal, then the railway is not answerable for any damage that may result 
from thi" danger. 

(5) When living animals are sent, the railway is not responsible for loss arising from 
the special risks which their transport nece888rily entails. 

(6) If consignments, including animals, which in accordance with the regulations 
ought to be forwarded in charge of some person representing the consignor, are unac
companied, the railway will not be responsible for any damage which might have been 
averted by the pres.J;lce of an attendant. 

If injury could have arisen from the ri"ks mentioned above, then it will be aBSumed 
that it ha" so arisen. 

The railwl>Y cannot evade liability proviiled it he proved that they are at fault. 

Ledger or credit accounts are allowed in respect of freight charges, a 
deposit being required in cash, specified securities, or sureties, to the amount 
of at least 1~ times the average monthly freight paymenh. 

No interest is paid on cash deposits, and it is necessary for traders making nse of thi" 
credit system to keep fully posted book. of their liability toward. the railway, as no 
respon"ibility whatever lies upon the railway to advise them when the deposit is 
exhausted. _ 

In the ab"ence of payment of accounts when these reach the amount of the deposit all 
carriage mnst be pre-paid. 

If any obj~ction is raised as to the correctness of the balauce of the account, payment 
must lirst be made, and then only afterwards will the matter be enquired into and an 
adjustment made if nece88a.ry. 

If outstanding acoounts are not paid before the 10th of the month interest mnst be 
paid at the rate of 4 per cent. until t·he date of payment. If, however, the interest should 
amount to leBS than 1 M., and payment is made by the 13th, interest is not reckoned. 

Ledger • 
Aooounts. 

lnterest on 
Overdue 
Aocounts. 

Private goods wagons are only used for the conveyance of certain articles Private 
laid down in the regulations, viz. :- Gow ods 

LIST Oil ARTlOLBS ADlillITTIIID IIOR CONVBYANOB IN PRIVATB WAGONS. 

1. Beer. 
2. Butter. 
3. Fertili ... rs (inolnding artificial mann res). 
4. Ice. . 
fl. Colonrs. 
6. Fish. 
7. Fresh meat. 
8. Fresh fru its and vegetables. 
9. Fresh confectionery. 

10. House and street sweepings. 
11. Cheeee. 
12. Wet malt grain .. 
13. Margarine and clarified oocoanut hutter. 
14. Milk. 
15. Miuersl waters. 
16. Acids (to be conveyed in tank wagons). 
11. Aloohol in receptacles, diluted. 
18. Corp&es of animals, olfal, &c., intended for conveyance to destructors. 
19. Wine. 

846.8 

agons. 

Q2 
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PermiBBion may also be obtained for the conveyance in private goode wagons of gooda 
of an onusoal weight or form nece88itating the employment of 8pecially constrocted truoks, 
such 88 steel plates for battleships, &c. . . . 

Fluids con veyed in private wagons are charged on the net weIght, wIth a mmimum as 
for 10,000 kg. at the rate for the respective cl888, but if the dead weight of the wagon used 
exceeds the weight of goods on which the rate is charged, then one-third of 8uoh dead 
weight is to be added to the rateable weight of the goods. 

Goods conveyed in private wagons other than tank wagons are charged actual weight 
at the rate of the cl88s to which they belong, with a minimum charge aa for 2,000 kg. per 
wagon. If the dead-weight of the wagon should exceed 15,000 kg. and the rateable weight 
of the goods is leAS than such dead-weight, then one-third of the dead weight in exceaa of 
15,000 kg. is to be added to the rateable weight of the consignment. If the consignment, 
however, weighs more than 15,000 kg, then one-third only of the difference between the 
weight of the consignment and the dead-weight of the wagon is to be added to the rateable 
weight. 

All fittings, &0., belonging to the wagon mnst be inclnded in the dead weight. 
Empty private goods wagons are forwarded free of charge. A charge is made, 

however, when empty private w"gons are forwarded for the purpose of housing, or ohanging 
depots. No siding rent is charged on private wagons when at the home station but at foreign 
stations they come under the same rules as railway wagons. 

The bulk of the private wagons in Germany are confined to the beer and 
oil trade; no concession in tariffs is given therefor. In the beer trade 
especially, the use of private wagons is general and the railway wagons for this 
traffic are few in number, ergo, saving in expenditure. 

Compensation for damage is paid when the railway is at fault. In Bavaria 
definite rule~ exist, viz. :-

The cost of construction of the wagon will form the basis of calculation. From this 
will be deducted :-

a. The cost of the ne w axles and wheels. 
b. One-sixth of the new cost of the remaining portions of the wagon being equivalent 

to the value of the old materials which are given back; from the then 
remaining amount, for each commenced month since the construction, "hth 
will be deducted as equivalent to the amonnt of wear and tear. 

However, a minimum amonnt of .,...ths of the cost of construction after deducting the 
new cost of the axles and w heels will be paid. 

The axles and wheels, aa well as the other remaining old material., will be placed at 
the disposal of the owner. If this i. not possible, then their value will be reimbursed. 

The weighing of trucks is performed by the railway, wagon weighing 
machines _being provided at most of the stations. Should any station not 
possess one, the nearest available station is utilised for the purpose of weighing 
the trucks. In cages of pressure, however, it does sometimes happen that 
the weight shown on the waybill by the customer is accepted. 

The tare of wagons is marked on at the time of their construction, and 
is periodically checked every two or three years in a.ccordance with the use 
made of such wagon. 

Private sidings are allowed to be constructed to connect with the 
railway on certain terms and conditions as given later. The general rule 
in their construction is that private sidings must connect with an existing 
goods station, and this in many cases requires a considerable detour, and of 
course much additional expense to the trader. Fa.cilities for connecting on 
what is called a " free" section of the line, i.e., at a point between two stations, 
are more difficult to obtain, and, if a con~ection be so made, a kilometric rate 
must be paid for haulage to the nearest goods station, as well as all costs in the 
way of signalling and staff, &c. (until the traffic develops to such an extent as 
to warrant the provision of a station). 

In earlier days when private railways were more powerful than they are 
now, it is understood that competition made it possible for private sidings to be 
obtained at the expense of the railway~. To.day such private railways a8 still 
exist have liberty of action as regards the terms upon which private sidings 
shall be laid down, but they are in a difficulty if they wish to compete in this 
way with the State for Rny common traffic, because in making their arrangeml'nta 
for private sidings they will in the great majority of cases have to obtain the 
sanction of the local governor (" Regierungs Prii.sident "), and the State, through 
him, can place considerable difficulties in the way of their carrying out the 
necessary works. 



119 

The siding agreement is somewhat lengthy, but it is probably of sufficient 
interest to quote in full (practically this form of agreement, with deviations to 
meet varying circumstances, is .. standard form for Germany). 

OONDITIONS FOR THR GRANTING OF PRIVATE SIDINGS. 

1. Printe sidings are intended for the oonveyance of goods in wagon loads to 
and from the State railway, for the pnrpose of the owner only or by third partiee. 
The sidings can only be utilized b~ special agreement for the despatch and receipt of 
Piece Goods. 

2. If not otherwise arranged by agreement, the State railway will construct at the cost 
of the owner that portion of the siding lying ou their property (including all necesaary 
materials for this pnrpoae aud the erection of the requisite signalling and telegraph 
apparatus) the owner having to construct on his own account the remaining portion of 
the siding. 

In the construction of private sidings the owner must adhere to the regulations of the 
State Administration and comply with the instructions of the officials appointed to 
sopervise the construction of same. Only such material as is approved by the State 
rail way must be used in the c9nstruction of those portions of the siding which are to be 
maintained by the State railway. 

3. In calculating the cost of the siding to b~ repaid by the owner, the following items 
are to be taken into account :-

(a.) The cost of the oonslrnction of the siding itself. 
(h.) The cost of making Rnyadditions or alterations to the State railway rendered 

necessary by the constrnc-tiol1 of such siding. 
(c.) The general expenses which cannot be allocated to any particular item, pIns 

!i per cent of the amount .. mentioned in a. and b. 
(d.) The owner must pay for the rigbt of way over any land of the State railway 

which may be used for the construction of the siding the amount of such 
payment to be fixed separately in each agreement. 

4. The cost of the work which is to be carried out by the State railway at the expense 
of the owner must be paid to the former before the work is commenced. 

The owner may be permitted to pay the cost at intervals instead of in a lump payment 
in the case of extensive work, provided that such interim paymeut .. are at least of such an 
amount that they will at all times cover any obligations which the State may have assumed 
towards third partie •. 

5. The owner is bound to construct and open for traffic, those portions of the siding to 
be oonstructed by him simultaneously with the couslrnctiou and opening for traffic of 
those portions which are to be constructed by the State railway in accordance with 
Clause 2. 

If he does not comply with this stipulation, then the State railway, provided tbey 
do not prefer to complete the work at the cost of the owner. are empowered, after the 
expiry of a period fixed by them for the completion of the work in arrears, to withdraw 
from the agreement, remove all works on their land, restore tl,eir line to its original 
condition, and demand the repayment of the expenses thereby incurred. 

6.-The State railway may at all times give such iustructions for the requisite 
extension or alteration of the siding as well 8S of the works on the State line, as may be 
necessary from a working Or traffic standpoint. No compensation can be claimed by the 
owner for the interruption or derangement of his working occasioned thereby. 

The owner must in all cases bear the cost of the extension or alteration of Altwations. 
the siding accommodation. So far as the extension or alteration of the State railway 
accommodation is concerned, if Buch extension or alteration has been rendered neces-
sary by the alterations to the siding connection, then the owner must bear the 
entire cost thereof. In other caees the owner must bear such cost, only in so far 88 
soch expense was nece.sary for the safe working of the siding. This expense will, 
however, be borne by the State if during the first ten years after the construction of the 
siding the alterations to the State \ines are rennered' necessary by the requirements of the 
railway itself, and are not on acconnt of the siding connection. ' 

Before any extension or alteration of tbe State lines is undertaken, the administration 
must send to the owner an estimate of tbe cost together with a plan of the lines, but no 
guarantee will be given that the estimated cost will be adhered to. In a similar manner 
the owner is bound to submit for examination and approval by the State administration, a 
plan of any oxtension or alt"ration of tbe siding which he propoaes to carry out. The cost 
will be borne in accordance with tbe princi pie. laid down in Clause 2. 

In the case of the extenf'ion or altt'ration of the connection, the conditions of 
Clauses 2 to 5 respecting the original construction of the connection, and those ·of Clause 22 
r~Nve('til1g tho removal of the (~Ollflection, in ease it be discontinned, are to be applied, the 
latter. however, with the reserTation that cOlllp~nsation for the widening of the railway 
carried out at the expense of the owner may be granted at the discretion of the State 
administration, provided that such widening be required for their own purposes. 

7. The owner is bound to permit tbe user of the siding connection with or without U.",. of "'win 
the medium of a branch line, by the Stat" railway or oth,'r persons, so far as the .... gular by Stat.. 
working of such siding connection is not injuriously affected thereby, and exclnding that 
portion of the siding which is actnally situated within the precincta of the owner's 
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own works. In case of difference of opinion respecting the penultimate stipulation, the 
decision of the Minister of Public Work shall be final. 

The owner must permit the state railway to make oee of the connection for a short 
distance only, and not ae a regular occorrence, gratoitously. In the caee of a regular ueer 
for a distance, the Ministar of Public Works will fix the indemnity to be paid if this cannot 
be arranged by amicable agreement. 

In the caee of the user of the siding by thil'll parties, the minister of poblio works 
acting ... arbitrator will decide the toll to be paid, if no mntual settlement oan be arrived 
at. In giving this decision he will on the one hand take into consideration the cost of 
construction, maintenance, renewal, staff, signalling, &c., and on the other hand the nomber 
of loaded trucks conveyed over the siding for the acconnt of each of the parties. 

8. The supervision, staffing and maintenance of the siding up to and incloding ita 
point of junction with the State lines, will be nndertaken by the State at the expense of 
the owner, in so far ae no agreement to the contrary is made. 

Even thoogh it be agreed that the siding or portion of siding be supervised, staffed 
and maintained by employees of the owner, such employees must at all times ohey the 
iostructions given to them by the railway administration. 

9. If the necpssary signalmen and pointemen for the supervision and service of 
the siding are appointed by the State administration, such arrangemente must be 
made as far ae possible as will obviate these servants having other duties to perform. 

The extent, if aoy, to which these employees may be used during their spare time by 
the owner, for other purposes, is to be arranged by special agreement with tbe State 
administration. 

For each signalman or pointsrnao employed exclusively in the service of the 
siding, the owner most pay an anooal sum of M. 1,200 to the State administration, 
this sum covering all expenses incurred by the State in connection with the sopervision 
and service. 

If th .. local conditions of the siding are soch ae to permit of the siding signalmen or 
pointsmen also taking d oty on the State lines, and soch would appear to be desirable from 
reaeons of epomony, then the owner will ouly be reqUired to pay a proportion of the annual 
amoont of M. 1,200 in ratio to the amount of work performed by such employees for the 
siding. 

10. An amount of 20 pf. per metre per year for work in connection with the 
maintenance of the rails and switches in a running condition will be charged. 

In this charge is included the wages of the permanent-way men Bnd gangers, for 
raising and adjusting the metals, changing the rails, sleepers and chairs, as well as the 
upkeep of their tools, the supervision of the gangs by the Permanent Way Inspector or 
his Deputy, and the general costs of the administration. 

11. In addition to the amoonts mentioned in Clauses 10 and 12. the following annual 
charges will be levied for maintaining in order, oiling and lighting the points and signals, 

crossings and switch signals, as well as the turntable, 'including the provision of the 
necessary materials for oiling and lighting, viz. :-

For a single IBwitch ,., ... 
For a double switoh ..• '" 
For a. single slip •. _,. 
For a double slip ... • .. 
For a. rectangular crossing .,. 
For a l!cissorB crossing (or four single 

switches) ... ... : .. 
For an a.ngle- .0. ,.. ,., 
For a turntable •.• . .. 

A. 

In the lDJl.in lines of 
the State Rail way. 

Marks. 
45 
60 
75 

120 
20 

150 
5 

25 

B. 

In the less important 
liues of the State 

Railway and in the 
siding lines used 
by locomotives. 

Marks. 
20 
25 
85 
50 
10 

70 
5 

25 

c. 

In the remaining 
siding linea. 

Marks. 
12 
20 
25 
fO 
6 

45 
6 

25 

12. (1) The follOwing expenses of maintenance will be calculated separately, viz. :_ 
(a) The expenses arising from the extraordinary maintenance of the rails and 

switches, particularly such ae have been caused by natmal events, soch as 
snowstorms, &c. 

(b) The renewal material requisite for the maintenance of the tracks and switches 
including ballast. ' 

(c) The expenses, incurre.d in mai'.'-taining in good repair the tracts, slopes, ramps, 
level-crossmgs, brIdges, cabms, turn·tahles, buffers, and all other appliances 
and appurtenances. 

(If) The expenses incurred in maintaining in good repair, oiling and lighting the 
safety and signal appliances. ' 

In certain cases a lump som may be agreed upon in respect of the items mentioned in 
Sections 1-4. 

(2) To cover expenses of a general character which cannot be allocated to anyone 
,particular item, 5 per cent. of the total amount of all the actual expenees incurred, will be 
charged. 
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13. In certain cases, a lump sum to be agreed upou to cover the total items iu Clauses 
a and 9-12 may be paid annually by the owner. 

This system of payment may be discontinued at the wish of either of the contracting 
parties on three months' notice being given of their intention so to do. 

H. The accounts for the cost of construction, alteration. or extension of the siding 
accommodation, as well as the accounts for those items to be charged separately (Clause 12), 
can only be checked by the owner in so far as arithmetical calculation is concerned. 

The payments to be made by the owner as set forth in C1au .. s 3 and 9-13 may, so long 
as nothing to the contrary is arranged, be paid in four quarterly payments, i.8., on April 1st, 
July 1st, October 1st, and January 2nd, and the fixed amounts as oat forth in Clauses 3, 
9-11, 12 (Section 1 suh-section (b)),oand 13 must be paid in advance, without special 
notification. 

15. The State Railway Administration is empowered, but, in so far a. nothing to the 
contrary is agreed upon, not obliged to work or supervise the working of the siding con
nection. Even in case the Administration has undertaken to work the siding conn~ction 
in accordance with arrangement. they can at any time request the owner to undertake the 
entire or partial working of the same, at the expiry of a snitable, but not less than six 
weeks, period. in case the working can be performed withont mechanical power, and in 
other cases after a period of six months. The regulations of, and instructions from the 
State administration or its officials, in regard to the manner of working, and the erection 
and utilisation of the rolling stock, &c., must at all times be strictly adhered to. 

The Stste Administration will specify those rails where wagons coming from, or 
intended for, the private sidings have to be placed. 

In case the siding be fnll, and cannot take the wagons, it will neverthele .. be con
sidered that the wagon has entered such siding as from the timo the railway was ready to 
shunt in such truck, alld in such case the railway ha,'e the right to place the wagon for 
unloading ou the public loading lines. 

The time of the actual bringing or taking away of the truck to or from the exchange 
line will form the basis for the calculation of the period of loading and liabilit.y. 

The trucks intenrled to be taken away must be properly coupled up in accordance 
. with the regUlations. The owner must mark clearly the name of the destination station on 
the wagons intended to be taken away. He must also enter the number of each wagon in 
the way-bill and comply with all other regniations as regards traffic with the siding con
nection which the State Administration lllay deem desirable to facilitate their working. 

In particular, the State Administration reserves the right to demand that the trucks Mar8halling. 
be handed over to them marshalled in such a manner as they shall request in order to 
meet their working requirements. 

If the owner does not comply with these instructions the State Railway can refuse to 
accept or deliver wagons, and for the consequent delay in the user of such trucks, they can 
demand demurrage from the owner in the same manner as if delay had taken place in 
loading or unloading same. 

The owner cannot claim any compensation for the interruption or cessation of the 
working of the siding if such be occasioned by the carrying out of maintenance renewal or 
other works nn the State lines. 

16. The period. for loading will be fixed by the State Railway, reg-a.rd being had Luading and 
to individual circumstances in each case, such period, however. to be not less than four unloading. 
houl's. If, however, the siding be worked continuously, then the loading and unloading 
of wlI!tons can be demanded even during the night time. 

If find periods be exceeded, then the owner mnst pay demurrage in accordance with 
the tariff. This demurrage will also be charged in cases where a wagon destined for the 
siding connection cannot be put into such connection owing to the siding being already 
blocked with trucks. 

The decisions of the officials entrusted with the working of the siding traffic are alone 
final as to the length of time a wagon has been standing at the disposal of the siding 
owner. 

17. In case the owner make. use of the wagons delivered to him for loading or Fins for im
unloadinll, for other purposes, in particular for the conveyance of materials within the proper us. of 
area of his own works, or in the case of such user by his servants, with or without his wagons. 
kqpwledge, then for each caee of such improper user, a fine of M. 100 per truck will be 
enforced. 

Under a penalty of a fine of M. 100 per wagon. the owner of the siding must imme- Derailmsnt. 
diately, or in any case before returning the truck, advise the siding station if a wagon be 
derailed, even thongh no damage be caused to the wagon hy snch derailment. 

The owner of the siding is responsi1>le for any damage done to railway trncks discovered 
at the time of their removal from the exchange sidinge provided such damage has not 
already been discovered and noted by the accompanying rail way officials whilst the 
wagons are being conveyed over the railway lines to the point of exchange. The cost of 
repairing the damage done to railway trucks must be made good by the owner of the 
Biding in acc(\rdance with the terms fixed by the German railway administrations in their 
mutua I relations. or failing the existence of ouch terms, in accordance with the State baaes 
of calculation. 

In audition, the legal ... gulations as regards liability alld dam~e will apply, with the 
proviso that tile owner in his dealin~8 with the railway lid ministration is at all times 
responsible for the actions of his servants. 

18. If the owner appoints his own employee. for the purposes of watching, maintaining 
and working the siding, the railway has the right to demand the withdraW&! of those 
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employees who do not obey the instrnctions given to them by the officials of the lltate 
railway, or who have repeatedly been gUilty of negligence in the performance of their 
dnties. 

19. The payment to be made in relation to those sidiug connections which join the 
State Railway lines at some point intermediate between the two stations, is to be settled by 
agreement in each individual case. 

In all other cases an .. Anschluesfracht" (siding charge) will be made for conveyiug 
wagons from the station on the one hand, to the point of exchange on the other. The 
amount of such siding charge is based on the distance from the middle of the Btation 
buildings on the siding station to the middle of the line of e.xchange. As an exception, in 
the case of large stations, l.he railway administration may fix a certain point of the goode 
Btation from which the distance is to be calculated. The siding rate amonnts to :-

Up to a distance of 1 km ... . 
Beyond 1 and up to 2 km ... . 
Beyond 2 and up to 3 km .. .. 
Beyond 3 and up to 4 km .. .. 
Beyond 4 and up to 5 km .. .. 
Beyond 5 and np to 6 km .. .. 
Beyond 6 and up to 7 km .. .. 
Beyond 7 and up to 8 km .. " 
And for each additional kilometre 

Per waggon, 
Marks. 

'M 
'70 
'90 

1'10 
1'30 
1'50 
1'70 
1'90 
'20 in addition. 

The aforementioned dues are charged for each loaded truck, empty wagons will be 
removed gratis with the reservation that such empty wagons which have been removed 
for the purpose of being loaded, but are not loaded within the appointed period, and have 
therefore to be fetched back empty, mnst pay the siding charge in addition to demurrage. 

The siding charge mllSt only be levied on one wagon, when in default of one truck of 
at least 10,000 kg. loading capacity, several wagons of 8 total loading capacity of at least 
10,000 kg. are used. 

Special siding charges will not be levied in those cases where the tariff specially states 
that no colliery or siding dues will be charged for the traffic in question in addition to the 
publishe1l rates. 

In case of the undertaking to convey wagons from a siding work. to the station or 
vice versa, or betweeu two works having 8 conuectiou to the same station, the existing 
station dues as per tariff will be charged in addition to the respective siding due. in 
each case. 

20. The owner of the siding is bound at tbe request of the administration to pay his 
accounts under the conditions named, at the goods station where the siding con.ignments 
are dealt with. 

21. 1. The siding agreement can be terminated by eitber party on six montho' noti"" 
being given of their intention so to do. 

2. The State Railway Administration is also empowered to terminate the sgreement 
without previous notice, to limit the user of the accommodation, or to prohibit the working 
of the siding, if-

1. The factory for the benefit of which the siding was constrncted ceases work. or 
becomes bankrupt. 

2. Considerations of safe working render this course necessary. 
3. The owner in spite of a special request, fails to pay to the State Administration 

the various amounts in respect of the siding connection, or omits to comply 
with any other obligations mentioned in the agreement. 

In case of the termination of the agreement, the owner has only the right, apart from 
the stipulations of Clause 22, to the repayment of any money which may have been handed 
by him to the administr .. tion for constructional works on the siding but which at the 
moment has not been expended for this purpose. 

22. On the termination of the Agreement. the railway administration has the right to 
take over entirely or partially into its possession, on payment of the then value, such 
portions of the siding as may be laid on the State land. If, however, the administration 
does not wish to exercise this option, then the owner, within a period to be determined 
by the administration, has to remove such portions of the siding as have been constructed 
on land belonging to the State, and reotore the property of the State to its former 
condition, failing which, the Stste administration will, for account and risk of the owner 
carry out snch work. In any case, however, the State has the option of removing for 
account and risk of the owner, bnt restoring the land to its former condition, thooe 
portions of the connection, i.e., rails, switches, &c., which cannot be removed withont at 
the same time disturbing the State lines, or they can take pOBS898ion of same on psymnnt. 
of the existing value. If for the construction of the siding connection, it has been 
necessary to increase the accommodation on the State system at the expense of the owner, 
this must also be restored to its former condition unless the administration decide 
otherwise. 

23. All payments to be made in accordance with the afore-mentioned conditions 
or arranged by special agreement, must be sent post free to the railway. Payments must 
not be deferred on account of objection being taken to the calculation of the acconnt. 
but such objection must be raised after the payment has been made. 
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24. In order 10 ensnre the pnnctual payment of accountB, the State administration 
can at any time demand depoait of a guarantee by the owner of the siding. 

The guarantee may be given through a snrety or the deposit of securities, the former, 
however, only with the expre .. esnction of the State administration. The person standing 
surety most fill up a special form in accordance with the regnlations of the Stete 
administration. 

The State administration will fix the amount of security to be deposited. 
The State administration can Buthorise the deposit of a general security to cover all 

and every obligation which the siding owner may have incurred by agreemente Iowards 
any of the railway directions in Prn .. ia or the joint Prnasian-He .. ian direction in Mayence. 

The State administration reserves t1ie right 10 demand at any time the increase of the 
general security 10 the Iotal amount of the separate securities in the place of which it was 
given, in 80 far as it is not sufficient in their opinion 10 cover the obligations of the siding 
owner. The administration is empowered at any time 10 demand, within a period 10 be 
fixed by them, the replacement of the general secnrity by the reqnisite amount .of separate 
securities, and until all such separate secnrities have been depesited, the general secnrity 
will not be released. 

Imperial .or National Consels, cash, notes, esving-bank beoks, .or bills .of exchange may 
be deposited ae security. 

Caeh which is depesited beccmes the property .of the State administratien. Nc 
interest will be paid .on same, and the siding owner hae nc claim 10 the restituticn .of any 
mcney onl ... he hae met each and every cbligaticn arising cnt .of the agreement. 

Cenools i .. ued by the German ~;mpire .or any Confederated State will be accepted, ae 
well ae the .ordinary and preference shares at the fnll market valne .of those Railways 
whose acqnisiticn by the Prnsoian-Hessian State Rail ways hae been esncticned by law. 

Saving bank beeks may be accepted at the discretion of the administration, provided 
the neceseary legal docnments giving the State pewer over the savings bank deposita be 
filled up in accerdance with the instructiens of the State administration. 

Bills of exchange may be accepted at the discreticn .of the Railway Administraticn 
prcvided they are drawn at sight, and accepted by the Treasnrer .of the Railway Directien 
ccn~erned. 

The amcunt .of guarantee must be increased if the maket value .of the securities hae sc 
decreased that they ne lenger cever the obligaticns. 

The term • .of the Naticnal Laws decide ae 10 the manner in which amonnts are 10 be 
taken from the deposited shares, valnes, esvinga bank books, bills .of exchange, &.0. 

The State Railway Administration hae at any time the right to demand a form of 
goarantee .other than that given by means of a snrety. 

The interest and dividend aoorning .on the securities depcsited will be credited 10 the 
owoer when they fall due. 

It is nct the duty of the administraticn 10 see whether the values, shares, &c., esvings 
bauk books, &.0., are called in, &0. This is entirely a matter for the .owner himself, and 
any 1.0 .. which may occur through his nct having taken the neceseary steps, must be 
borne by him. • 

The securities will be returned, so long ae they are not required 10 ccver the obligations 
.of the owners, and in case they are deposited as a general security, after the siding .owner 
hae fulfilled all .obligations devolving upon him. 

2:>. In connection with any dispute which may arise cut of this agreement, the 
siding .owner must apply to the Coort in the district in which the offices of the railway 
administration issuing the agreement are situated. 

Competition from a public point of view, in 80 far as competition 
may be said to be a benefit to the trade, is to all intents and purposes non
existent in Germany. 

From a railway point of view, competition exists in so far as there is 
keen competition between the Empire and its neighbours. By this is meant the 
competition existing between the various. ports, 8.g., Hamburg and Bremen on 
the one hand, with Antwerp and Rotterdam on the other. 

The majority of the "Ausnahme" tariffs closely affect the trade through 
the ports, and as has been noted, one of the principal objects of these 
" Ausnahme" tariffs is to secure traffic to the German railways. So it is that 
the rates through the German ports are hased, as far as possible, on the competitive 
rates through the ports of Belgium and Holland, quite irrespective of the 
kilometric distance. 

It must be clearly understood, however, that this rate only applies to such 
traffic as is passing through the port "oversea," the local rates still remaining 
on its kilometric mileage except under exceptional conditions. For example, the 
local and export rates on etee1 forgings from Dusseldorf are as follows :-

Distal'lce. Local rate. 
Km. Marks. 

Rotterdam 220 6'10 
Antwerp 194 7'20 
Hamburg 386. 9'10 

Ezport rat.. 
Marks. 

5'90 
5'20 
5'40 

B 
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It is doubtful whether this form of competition procures actual benefit to 
the trader, as in the main, it only applies to 8uch towns whose geographical 
situation makes the port of another country the only outlet for its produce, i.e., 
the iron and coal producing district of Westphalia, situated in the western 
portion of the Empire, should find, the natural outlet for its traffic in the Dutch 
or Behrian ports, but in point of fact in freight charge Hamburg is equally 
accessible. Of course, the object of this is national, rather than in the direct 
interests of a particular trade. 

The anomaly of the position will be seen in this, that wheress for the export 
of iron from Essen, the German State Railways grant a reduced rate through 
Hamburg should the trader wish to send his wares through Antwerp or 
Rotterdam, although his total through rate will be the same, it will be purely 
through the initiative of the Belgian or Dutch railways, who have to establish a 
reduced rate from the frontier, the German railways claiming their full local 
rate to that point in all cases. 

The Deutsche-I.evant tariff .is a very well-known tariff, and is a system of 
published through rates from the principal towns of Germany through Hamburg 
to the Levant. As to the varying proportions between ship and rail, the~e are 
not ascertainable, but in general the effect of the through rates is to institute 
competition with the Austrian rail rate through Trieste. 

In comparison with the rail rate throughout the Levant, tariff presents a 
not inconsIderable reduction, but it is a question whether, if met in the same 
way by the stesmship lines as from Hamburg, lower or equally cheap rates could 
not be given through .Antwerp from those towns to which it is the geographical 
port. Some little time ago it was said that for iron and steel wares from Aachen. 
to Botosani the bOat proportion was I7s.10d. per ton, s\l asswning a steamer 
from Antwerp were allowed the same proportion for the shorter sea journey, 
and the ordinary rail rate to that port from Aachen were charged with the 
addition of port charges, we should get a total rate of 238. 2d. per 10·ton 
lot compared with the Levant rate through Hamburg of 278. 9~d. 

This is, of course, probably a favourable instauce, because the advantage is 
more directed to those places in the south where the cO'llpetition with the 
Austrian railways would be more keenly felt, . 

From the traders' point of vieW this publication of a through tariff is 
advantageous as it practically usurps the 'place of a spediteur, the tariff including 
the port charges and incidental expenses, &c. 

In connection with the Levant tariff the question of a proposed increase in the 
freight charges has recently been raised in the Chamber of Commerce at Dresden. 
An actual increase of freight was not desired by the Steamship Companies, but on 
a considerable number of articles they wished to charge "freight supplements " 
in accordance with a special supplementary tariff if the goods take up more than 
a certain londing space in proportion to their wei/?ht. The majority of firms 
consulted by the Dresden Chamber of Commerce feared that difficulties would 
a:ise in connection with the ascertaining of the loading space. With certain 
klDds of goods it is very difficult to ascertain this, and with others quite 
impossible, so that if the proposal were carried out a supplementary tariff 
would ~~ve to be paid in a large number of case~, and many of the goods in 
competItIOn could not possibly bear this additional cost resulting in a diversion 
of the trnffic to the route via Trieste and Fiume (which would then have the 
ad vanta{?"e in the tariff charges) and loss to the German lines. The proposal 
for t~e. lDcr~sed st~mship charges was eventually declined by the Railway 
.A d.ID1UlstratIons, but It has been proposed by the Railways to raise the actual 
freIght charges for a number of articles, which proposal it is expected will meet 
with considerable opposition from the trade. 

Competition . Competition between State and private line!! is effectually stifled by the 
~~~w~fv~i~te varIOus methods of control, aud a.s between private line and private line they 
Railways. are too scattered to compete one WIth another . 

. In Bav~iD, to avoid the possibility of competition in granting concessions 
f01·. hnes whIch would appear to be in a position to compete with the State, in 
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addition to maximum, minimum rates are fixed. A local railway company in 
Munich rllna from Munich to Kochel in competition with the State lines, the 
distance by their line being being 16 km. less than the distance by the State 
railways, but the State have compelIed the company to adopt the same fare as 
by their lines, in order that the company may not obtain the advantage of its 
more favourable route . 

. In earlier years it is said competition existed between State and State. 
For instance, in Leipzig there are two stations, the Saxon and the Prussian, 
and at the time referred to th.e rates to competitive points were identical 
irrespective of distance, the wagon supply was adequate, whereas now that by 
mutual agTeement this competition has disappeared, the rates are based on 
ki!ometric distance alone, and wagons must be demanded some days in 
·advance. 

To,day, however, such competition between States comprising the German 
Empire, and in some cases foreign StateR, is entirely avoided by the institution 
of what may be termed pooling or routing agreements, even for international 
traffic. The rule in Germany is that traffic mJIst flow by way of the route on 
which the rate is based, but a . 25 per cent. detour is allowed so that between 
many points alternative routes through different States wonld thereby be 
created; for inRt.'tnce, from Berlin to Vienna there are alternative routes via 
Silesia alld via Dresden, and from Frankfort olM traffic to Bale can either 
fI!lw -via Alsace·Lorraine or via Baden.Baden, and therefore in order to 
meet such cases agreements exist providing for the ronting of traffic. A com
.p~ehensive example of this is the German·Dutch routing; agreement. dealil!g 
WIth traffic to and from HolIand, and tne method adopted m the rontmg WIll 
be seen from the following :-

German· Dutch Pooling Agreem'!llt. 
The parties to the agreement are ,-

I.-VOTING MEMBERS. 

1. The HolllIDd Railway Company. .. 
2. The Company for working the Dutch State Rail ways. 
a. The Netherlands Central Railway. 
4. The NQrth Brabant German Railway. 
5. The Halberstadt·Blankenburg Railway. 
6. The LUbeck-Bnchener Railway. 
7. The Grand Duchy of Oldenburg Railway. 
II. The Royal Prussian Direction in Altona. 
9. " " " Berlin. 

10. 1, ., " Breslau. 
11. " ,. 11 Bromberg .. 
12... ., Cassel. 
13. H "Danzig. 
14. .. EI berfeld. 
15. " " ,. Erfm·t,. 
Itt n "Essen. 
17. .. .. .. Frankfort 0/ M. 
18. " " " Halle. 
19. ., " ,. Hannover. 
20. .... Kattowitz. 
21. n " " Cologne. 
22. n " OJ Konigabel'g. 
23. .. ., .. Magdeburg. 
24. .. ., ,. Munster. 
25. " " l' Posen. 
26. " " 11 Stettin. . 
27. The Hrand Duchy of Mecklenburg Railway. 
28. The Royal Saxon State Rail ways. 

H.-NoN-VOTING MIU1BERS. 

1. The Paulinenaue-Neu Ruppin.r Railway in Neu'Ruppill. 
2. The Altdamm Kolberg Railway. 
3. 'i'be Brunswick-Landes Railway. 
4. 'l'he Westpbalian Land"s Railway. 
5. Tbe Rinteln·Stsdthagener Railway. 
6. The Oscb.I'Sleben-Schoninger Railway. 
7. The K.K. priv. Sud·Norddentschen-Verbindungs Railwa): in Vienna. 

SIBSS Bt 
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The agreement embraces traffic between the :0-

1. Bolland Railway Company ... and the 1. Olden~u~ Sta~e &ilway •. 
2. Dutch Central Railway .,. do. 2. The District Direction oC Hannover. 
a. Dutch State Rail waye... do. 3. .. .. ~l. 
ol NorthBrabantGermanRailway do. 4. .. .. M6 .... D&.b 
. . 5. n " aeu8 urr· 

6. " " Erfurt. 
7. " .. Halle. 
8. .. .. Berlin. 
9. " " Stettin. 

10. .. .. Breslau. 
11. .. ,. Kattowitz. 
12. .. " Bromberg. 
13. " .. Poeen. 
14. .. .. Danzig. 
15. .. .. K6nig8berg. 
16. Liibeck-Biichener Railway. 
17. Brunswick Landes Railway. 
] 8. Halberstadt-Blankenburg Railway. 
19. Pauiinaue-Neu-Ruppiner Railway. 
20. Mecklenburg Friedrich-FrallS Rail

way. 
21. Kolberg Joint Station 

Altdamm-Kolberg and 
Direction. 

of the 
Stettin 

22. Westphalian Landes Railway. 
23. Rinteln-Stadthsgener Railway. 
24. Oachersleben.Sch6ninger Railway. 
25. Saxon State Rail ways. 
26. Reichenberg station of the K.K. 

priv. Sud-Norddeutachen Ver
bindunge Railway in Vienna. 

Th .. rates for taat and slow goods (also those·of the Special and Auanahme tariffs where 
the German stations are more than 724 km. distant from the Dntch frontier stations) are 
formed by adding together the proportions of freight allocated to each separate Administra
tion for the lines east and west of the frontier stations and the lowest rates arising from 
such calculations must be applied. 

The rates of the other tariff ciallses, up to and including Ausnahme Tariff V, and the 
distances for the specified stations, are to be formed by the juxtaposition of the proportions 
of freight and distances for each Administration interested, east and west of the frontier 
pointa and the lowest rates and distances arising from Buch calculation. must be applied. 

The proportions given for the formation· of the rates east of the frontier station .. are 
based on the Prossian State Railway bases plus half the terminal charges. 

The proportions west of the frontier stations NeuschallS, &c., are either based on the 
actual rates of the Dutch local tariffs, or the Dotch international tariff, less half terminal 
charges, or the PruBBian State Railway bases plus half terminals. 

The proportions of the Holland Railway for fast or .low goods are baaed on the 
PruBBian slow goods tariff plus half terminal charges or the actual rates of the local or 
international tariff. 

Divisian 0/ Traffic to Dutch Oompetitiw Slati0n8. 

1. To Amsterdam. When it is not clearly specified for which railway traffic i. intended, 
then 

during the I, 3, 5, 7, 9, 11 months of the year the traffic is to be sent via the 
Holland Railway Company; 

during the 2, 4, 6, 8, 10, 12 months of the year the traffic Is to be sent via the 
Dutch State &ilways. . 
2. To Rotterdam and other stations the traffic is to be divided In a manner similar to 

the above between the Dutch Railways. 

Division 0/ Traffic to German Oompetitiw Stati0n8. 

Consignmenta when addressed to competitive station. without clear instructions aa to 
which .tations are intended must be sent as follows:-

(a) To Ge~ . To Gera Pruaaian State &ilways. 
.. LeIPZI~ .... .. Leipzig, lIagdeburg Station • 
.. Pl~tz-Lindensu .. Plagwitz-Lindensu Prusaian State Railway •. 
.. W ~Ida .. Weida Pru88ian State Railway •• 
" ZeItz ... " Zeitz " 
" Meiningen. uo ..." Meiningen " 

(b) Traffic for Reichenberg most be sent to Reichenberg on the Saxon State 
Railways. 

(c) To Eger, Franzenbad, and Hof. 
1. In so far as through rates are in existence both by the Dutch-Bavarian 

and the German-Dotch unions. then for the I, 3, 5,7, 9, 11 months of the year 
the traffic must be sent to the stations in question of the Saxon State Railways 
in the German-Dutch Union, and for the 2, 4, 6, 8, 10, 12 months of the year, 
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to the stations in qnestion of the Bavarian State Railways in the Dutch· 
Bavarian Union. 

2. If nnly through rate. are in existence by the German·Dutch Union, 
then the traffic mUBt be sent to the stations in question of the Saxon State 
Railways. 

Agrtemmt as to Division oj Freight. 

1. If the traffic travels over the ronte on the mileage of which the rate has been based, 
then the German and Dutch Railways receive their respective tariff proportions accordingly. 

2. If the traffic does not travel vii the route on the mileage of which the tariff has 
been calcnlated, then :-

1. If the same uniform kilometric rates are charged by both the German and Dutch 
Rail ways, then the freight is divided in accordance with the mileage pro
portion of the respective railways over which the traffic passes. 

2. If the same uniform ratee are not charged, then if the route of the Dntch Railways 
over which the traffic passes is shorter, and the German longer, then tbe 
respective routes on the mileage of which the rate has been based, then the 
Dutch Railways receive as their proportion the freight. calculated on the 
latter route, as far as the frontier stations of Neuschanz, Sal.bergen, Gronau, 
Winterswyk, Venlo, Vlodrop, Simpleveld, and the German Railways the rest. 

3. If, on the other hand, the route of the Dutch Railways over which the traffic 
passes is longer, and that of the German Railways shorter, than their respective 
rontes on the mileage of which the freight has been calculated, then the 
German Railways receive as their proportion the freight as far as the frontiel' 
stations calculated on the latter route, and the Dutch Railways the rest. 

4. If, on both sides, the distance by the route over which the traffio passes is longer 
than the distance via the route on the mileage of which the rates have been 
based, then the German and Dutch Railways receive their respective pro
portions calculated on the latter ronte. 

It may be said that the purchase of private railways has caused no 
elimination of competition of late years at all events, as the tariff system has 
really been identical with that of the State by means of the latter's control. 
The DortmUnd-Gronau Railway, the most recent example of moment, absorbed 
by the State in 1903, had for many years adopted the State tariffs, and so far 
-as traders were concerned the purchase of the railway by the State made not 
the slightest difference to them. 

EFFIICT OF 
PUROHASII OF 
PRIV ATII RAIl.. 
WAYS ON 
OO)[PIITITION. 

As between State and State wagons are not common property, but belong OwnershIp 0 
to the separate StateR individually, demurrage regulations applying when wagons. 
erossing the various frontiers. In furtherance of the advancement of the 
elimination of competition, however, arrangements have recently been made 
between Prussia, Alsace-Lorraine, Oldenburg, and Mecklenburg for mutual user 
-of wagons without demurrage, and it is hoped that this arrangement will be 
adopted by the other German States. 

The competition of the water a.nd the railways is not BO acute as might Water Oom
be imagined. That water transport is a most important factor in the commercial petItion. 
interests of the country is ohvious. The waterways in Germany have a 
navigable length of 14,000 km., and must necessarily play a considerable rille 
in transporntion, but the position of the railways is such that the elements of 
oompetition which one would naturally look for, are in one sense absent. 

The head of the Prussian railways, the Minister of Public Works, has also 
dlarge of the waterways, and in the waterways and their advancement can be 
seen one method of avoiding heavy capital expenditure on the railways to deal 
with the growing traffics. In fact it is a.n economic impossibility for the 
railways to institute effective competition with the waterways. The rates by 
water are such a varying quantity, fluctuating enormously with the volume of 
traffic offering, and the depth of water, &c., that no fixed basis could be laid 
down to compete, apart from the serious loss of revenue which would thereby 
be occasioned. For those goods for which rapid transport is not required, water 
must always be the cheapest roate, and it is only in the case of goods where 
expedition is an asset that the railway enters into the field of rivalry, and this 
applies even to-day notwithstanding the higher charges in force on the railway, 
because in point of speed the waterways are obviously out of calculation. The 
water· borne traffic is very great in coal and similar commodities, the extent of 
this may be shown by the shtpm~ts of cool and coke at Ruhrort.Duisburg, 
which may be taken as the largest inland port in Germany, and is situated in 
the heart of the coal· producing district of Westphalia. 
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TABLES showing freight of coal and coke at the Harbours of Duisburg, 
Ruhrort, lind Hockfeld, during the years 1895-1906, in 1,000 tons . 

. 
Freight brought to harbour 

by rail. 
Freight loaded on board 

.hip. 

Freight going 

. Upstream DoWIlltrMm 

Year. , 

To To Up to Boyond 
i Ruh. Duis- Hooh. Total. Ruh. Duls- Hooh. Total. Coblenz Cobian. the the 

bur",_ feld. rort. borg. f.ld. and up Dutah Dutah i rort. only •. stream. frontier . frontier. , , 
-

1895 ... S,403 1,251 497 5,151 S,HI 1,202 487 5.160 128 3,241 43 1,746 
1900 ... 4.786 2,111 746 8,243 4,851 2.6~O 692 8,229 HHI 6,922 60 '.078 
1901 ... 4,978 5,014 758 8,7EO 4,864 2,993 668 tt,525 95 6,0613 63 2,2»& 
1902 ... 4,'06 3,169 7&1 8,326 4,465 8,151 7ul 8,817 80 5,341 60 UOI 
1903 ... 5,803 4,101) 989 10,897 5,881 4,062 902 lOt89~ 101 6,885 71 8,74-0 
1904 ... 9,600 943 10,5U 9,436 949 11l,S8S 94 6,614 58 8,619 
1905 ... 8,828 762 9,590 S,S42 762 9,GU4 U6 5,937 88 8,4"8 
1906 ... 8,581 715 9,296 8,209 724 8,983 88 D,oUu 93 3,297 

I I 

From the mineral district of Silesia the water rate is quite out of 
proportion to the rail rate. From Silesia to Berlin the water rate for coal 
is M. 7·50 per ton as against a rail rate of M. 10'60, the aforementioned water 
rate including a rail rate of M. 2·25 per ton from the colliery to the point of 
_transhipment. 

Perhaps a wider difference may be quoted in the paper rate from Berlin to 
Hamburg, where we find a water rate of M. 5 per ton as compared with a rail 
rate of M. 13'80. 

Even supposing the railways WE're to make revenue sacrifices nnd institute 
competition, it is more than doubtful whether they, without enormous capital 
expenditure, could in any way cope with the additional traffic. 

The water carrying is exploited by both large and small companies and 
private individuals. Barges of 1,700 to 2,000 tons are now in use and proceed 
along the rivers or canals in links of three or four, hauled by steam tugs. 
Competition in freight charges is also present, especially in times of falling 
traffics. 

In the large towns landing stages are provided by the local authoritieH, 
rentals being charged by them to traders, who, in many cases, provide their own 
cranes thereon. 

Of course it will be understood, as exemplified in the reference to the Rhine 
Port of Ruhrort, that there is a consider-able traffic, pnrt rail and part water. 

In any attempt at consideration of the State-owned Railwuys as 
existing in Germauy, in relation to the public, one factor m~st be bome 
in mind, and that is that the trade of the country has. for long years 
past adapted itself to what other countries .would probably deem somewhat 
onerous regulations, the reason for this being that these regulations were iu 
existence before the great development of trade which has taken place in 
Germany during comparatively recent years. With this adaptation of his 
bu~iness in its infancy to the regulations, the trader is more inclined' to look 
upon them with equanimity. Still, however, there is no doubt that on many 
people they press hardly. _ 

However, the point is this (although it is impossible to reduce the 
argument to figures), there is not the slightest doubt that these reg'ulatiuns are 

. a very considerable asset to the German State Railways, their interests-being 

. paramount in each. one. . _ 
The possibility of any alleviation or alteration is exceedingly remote, there 

being little inclination on the part of the railways to abandon the Bhelter of stich 
laws. .In fact, it is scarcely too milch to say that any material alteration. in -the 
regulatIOns would have a more or less serious -effect on the Gennan ra-ilwaV's 
financially. It ~i! bcen sho,wn how the demurrage regulations assist in the 
deferment of capital expenditure on rolling stock, the time alluwance for 
deliverv ensures a milch lower cost of handling and haulaue and confiequent 
I!C(JUoniical working, than a more rapid tran~it would in~oh'e, beCause the 
margin allowed gives full opportunity for waiting for filII loads and full truck. 
which an accelerated service wonld not permit. The regulations as to packing 
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and the indemnity form which ha3 to he signed reduce claims under that head to 
a minimum, and the general clauses in respect of the liability of the administra
tions are eminently in their favour. 

A sample of the immutability of State regulations is seen in this example 
from Bavaria, where there is an inadequate supply of wagons for the conveyance 
of live animals. In calculating' the charges for the conveyance of live stock, the 
basis is superficial area of the wagons, but ,owing.to the aforesaid shortage of 
wagons it often happens that haYing . only ,& small.consignment the trader is 
obliged to have a larger waggon than ,he actually requires; still the same basis 
applies, he must pay the rate based on,the larger superficial area of this wagon. 

Assuming, however, that a trader has so ordered his' house that he can 
observe thE: regulations without distress, there is no doubt that within these 
regulations the railways are ably worked and managed, and the interests of the 
German Empire and national supremacy receive the co-operation of the railways 
wherever such is possible. 

In some parts of the country, nevertheless, . there is a strong feeling that Connection 
the milwllYs are not acting up to the bargain made in connection with the b~eenRail .. 
nationalisation; lind which was that trade interests should be paramount. The '}inaS;::" 
following extract from the Report of: the Chamber of Commerce for Essen for 
the year 1907 voices this very clearly:-

.. The de~isiveril\e in.'thell1l.tionalisation of the railways was the standpoint that the 
n State lines would be made to serve in the first line economic considerations, and that, 
.. with their aid, the economic fOrces of the, country would. be <!eveloped, and a considerable 
.. impetus given to agriculture, industry, and trade. Unfortunately at that time no 
" sufficient gljarantee was obtainod to ensure the partition of the economic interests of the 
.. railways from the financial and fiscal interests III the State, and to ensure the expansion 
.. of the railways from an economic point.of view. As matters are to-day, the task of the 
.. Railway Administration is two fold, financial and economi~. To unite poth in harmony 
" has always been a matter of considerable difficulty, and it is not saying too much to 
.. assert that for years the economic requirements have had t6 yield place' to financial con
H siderationS', that the increase of OUl' railway accommodation, and the provision of rolling 
.. stock. &c" has not taken place in a manner corresponding to the developmeut and the 
.. nece.sities of traffic, and further, that no progress of ~eneral importance has been made 
.. in the matter' of our goods traffic. The reason for this inaction on the part of the 
.. Railway Administration is, as previously stated; to be traced in the first degree to' the 
.. considel'ations of State finances; it is dne to the necessity of handing over each year 
" considerable amounts from the railway surpluses to the Treasury. However, signs are 
.. are not wanting to show that the authorities are recognising the fact that the railway 
.. finances .hould he used in the first line for the purpose • ..,f-the railways." 

.. Great difficulties are opposed to an extensive reduction of rates, chief among which 
.. is the close connection between the railway finances and the State finances. It is true 
" that this relationship is somewhat more favourable than formerly, as to-day only about 
.. 35 per cent of the State ~xpenditure is covered by the railways whereas in lormer yesrs 
,II the peroentage was 40 or even more.H 

.. But the State is still so very dependent upon the railways, and will be so for a 
.. considerahle time, th.t this constitutes a really formidable barrier to any really effective 
"'reduction of tariffs. The situation is rendered more difficult by the fact that in future, 
.. considerable expenditure, amounting to milliards, will be requirod for increasing the 
" railway accommodation and for enhan"ing salaries. Great as these difficulties may be, 
.. however, it must not be forgotten that the demands for reductions in rates are also 
"entirely justified. The welfare of entire branches of industry is dependent upon the 
.. introduction of suitable tariffs, as also are the erection of new works and the provision of . 
.. work for millions of hands, and last but not least, employment for the steadily increasing 
"population, which in Germany is increasing at thp rate of 900,000 per year. We do not 
.. wish to eay that the State h"" not done much in the way of reducing rates, and has not 
.. tried to meet the demands of traffic. But, even if this be admitted, the reduction which 
.. our goods tariff. bave undergone in the course of years is too small, the average receipt 
.. for 1 ton-kilometre in 18~9 of 3'81 pf. decrea.ed to 3'76 pf. in 1895, and to 1l'55 pf. in 
.. 1905. or only 8 reduction of 0'21 pf. in 10 years." 

n 'rbere are two reasons why the reduction of rates h ... proceeded at so slow a rate. 
'The first is, BS previonsly mentioned, the close connection between the railway finanees 
, and the general State finances. The second is that t.he system pursued by the State, 

" when reducing goods tariffs, of instituting •• Auanahme" tariffs or the declassification of 
'" goods. carries with it the danger of causing dislocations in economic circles, which 
"naturally are combated by the persons affected, and which from the standpoint of the 
.. State it".lf cannot be desirable for the most part. The reduction has therefore proceeded 
n very .Iowly anll not even the repeated resolutions p88Sed by the" Abgeordnetenhans" 
«on the motions of Dr. Friedberg, Counts von Zedli~ and von Arnim, to the effect that a 
"regular reductTon of tariffs should be put in haud for such goods as are of special 
"importance for the products of agriculiure and industry, have induced the State to' 
.. procee,\ energetically with the matter." 
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PASSENGER TARIFFS. 

Like the goods tariffs passenger t:ui.ffs in Gennany are all bRaed on kilometrie 
distance, the scheme being as follows :-

P(Ulsetlger Fares. 
1st Class ... ... ... 7 pf. per kilometer. 
2nd Class ... ... .. . 4'5 pf. 

" 3rd Class ... ... ... 3 pf. " 4th Class ... ... ... 2 pf. 
" 

For express trains a supplementary charge must be paid. 
1st & 2nd Class. 3rd Class. 

Marks. Marks. 
From 1 to 75 kill. ... ... • 50 '25 
From 76 to 150 km. ... ... 1'00 '50 
Beyond 150 km.... ... ... 2'00 1'00 

4th class tickets are not issued for express trains. 

In addition there is also an "Imperial Ticket Tax" 
excepting those of the IV Class, as follows :-

levied on all tickets 

. On tickets the price of which is 

0'60 M. to 2 M. ... .. . 
More than 2 M and up to 5 M. .. . 

" 5 M. and up to 10 M ... . 
" ]0 and up to 20 M. .. . 
" 20 "" 30 M. 
" 30 "" 40 M. .. . 
" 40 "" 50 M. .. . 
,,50 ... . .. 

1st CI. 
Pf. 
20 
40 
80 

160 
240 
360 
540 
800 

No free luggage whatever, except, of course, hand 
Germany the rates being as follows :-

2nd Cl. 3rd CI. 
Pf. Pf. 
10 5 
20 10 
40 20 
80 40 

120 60 
180 90 
270 140 
400 200 

luggage, is allowed in 

Luggage rates tor Iota weighing 

In distances of 
Ito 26 to 36 to 51 to 16 to· J01 to 126 to 151 to 176 to 

<Iu zones.) 
25 kg. 36 kg. so kg. 75 kg. 100 kg. 125 kg. 160 kg. 175 kg. 200 kg. 

M. M. M. M. 
, 

M. M. M. M. M. I 
Local Zone, 1-25 km. ... 0'20 0'20 0'40 0'60 I 0'80 1'00 1'20 NO 1'60 
Zone I., 25-50 km. ... 0'20 0'25 0'50 0'75 . 1'00 1-25 1'50 1'75 2'00 
Zone II., 51-100 km. ... 0'50 0'50 1'00 1'50 I 2'00 2'50 3'00 3'50 4'00 
Zone III., 101-150 km. ... 0'50 0'75 1'50 2'25 . 3'00 3'75 4'50 5'25 6'00 
Zone IV., 151-200 km. ... 0'50 1'00 2'00 3'00 I 4'00 5'00 6'00 7'00 S·O(} 
Zone V., 201-250 km .. ... 0'50 1-25 2'50 3'75 1 5'00 6'25 7-!iO 8'75 10'00 
Zone VI., 251-300 km. 0'50 1-50 3'00 I 4'50 6'00 7-50 9'00 10'50 12'0(} 
Zon~ VII., 301-350 km •... 1'00 1'75 3'50 I 5'251 7'00 8'75 10-50 12'25 14'00 
Zone VIII., 351-400 km .... 1'00 2'00 4'00 I 6'00 8-00 10'00 12'00 14'00 160()(} 
Zone IX., 401-450 km. ... 1'00 2'25 4'50 I 6'75 I 9'00 11'25 13'50 15'75 18-00 
Zone X., 451-500 km. ... 1'00 2'50 5'00, 7'50 10'00 12'50 15'00 17'50 20'00 
Zone XI., 501-600 km. ... 1'00 3'00 6'00 I 9'00 112'00 15'00 18'00 21'00 24'00 
Zone XII., 601-700 km .... 1'00 3'50 7'00 i 10'50 14'00 17'50 21'00 24'50 280()(} 
Zone XIII., 701-1\00 km .... 1'00 4-00 80()(} 112'00 16'00 20-00 24'00 28'00 132'00 
Zone XIV., beyond 800 km. 1'00 5'00 10'00 15'00: 20'00 25'00 30'00 35'00 40'00 

Luggage is registered through to destination. 
'0. 4th Class There is no 4th class in Bavaria, but there is a rate for 3rd cIass on slow 
arriag,in trains similar to the 4th class rate in other States. 
'avaNa. T hr di' . If' P " 1assijiealion 0/ here are t ~e stlDct;lve c asses 0 tJ;alDS, (a)" ~rs.onen.ziige,. viz.!-
'rains. Slow paBBenger trams stoppmg at every statIOn; (b)," ElIznge " Stoppmg only 

at the principal intermediate stations; and (c.), "SchnellzUge" express trains 
for which a supplementary fare has to be paid. 



Workmen's tickets are issued subject to certain conditions, and are charged 
on a uniform rate of 1 pf. per km. available in the 4th class of carriage, except 
in Bavaria where 4th cl8!'s does not exist, and where they may be used in the 
3rd class by slow train only. 

The conditions applicahle to the issue of such tickets are : 

Workmen's tickets can be obtsined on any day, available for the aix following days 
either for a daily return journey, or for a single journey between dwelling place and 
place of employment. • 

The tickets are available on SnndaY" and holidays if these come under the category of 
workdays 80 far as tbe workman's own particnlar bnsineBB is concerned. If they are not 
nsed on these occasions. then their validity is extended by the number of such days. 

Workmen's tickets will not be iBBned nnless proof is produced as to the employment 
of the applicant. 

The sample certificate to be presented is shown below. This must be filled np by the 
employer and stamped with the official stamp of the authorities at the place of employment, 
or at the dwelling place of the workman. 

Not transferable. 
(Stamp of the station at the dwelling

place or place of employment where 
the ticket is iBBued ) 

Certificate for obtaining workmen's tickets between and 
SL~tion.. The workman (male) (female) Christian and Surname 
living in is employed by me (U3) as a mechanic or 
nnskilled laboorer in and 1 (we) hereby certify this to be 
correct. 

the 
(signature of the employer). 

'rhe above declarations, are, 80 far as is known to ns, correct 
the 190 • 

(Official stamp of the anthorities at 
the place of employment or dwelling 
place of the workman.) 

190 . 

The Station Master in certain cases, soch as sickoess, family affairs, ceBB8tion of work 
throngh inclement weather, military roll-·calls, &c., can iBBne a workman's return ticket 
and permit it to be used on days other than those specified, bot in no case can the totsJ 
period of validity exceed the period of 1 days, the day of issue being included. The ticket 
in soch cases must be endorsed by the station WlIIRer. 

Tickets are also iBBDed to workmen who are sent from the dwelling place of their 
employer to carry out temporary work. 

Tickets iBBued at the home station to the place of employment are available on the day 
following a Sunday or holiday and on the return journey to the dwelling place on the day 
before the following Snnday or holiday. 

Tickets iBBned at the town wbere the temporary work is proceeding are available from 
the place of employment to the home station on the day before a Sunday or holiday, and 
for the return joum.y to tbe place of employment on tbe day after this Sunday or holiday 
or should there be several consecutive holidays. then on tbe day folio Ring the laat of such 
holidays. If there shonl,l be a single working day between several holidays, then the 
retom journey need only be made on the day after the following holiday. 

Berlin District. For tbe Berlin t<>wn, circle, and suburban railways, and also for long 
distance trains, workmen's tickets will be iBBued without a certificate if the outward 
appearance of the applicant stamps him as llt>longing to the working cl888. Apprentices 
mOt!! produce a certificate signed by their employer. 

Workmell·. 
Tick.I$. 

Return tickets for long distances have been abolished, but they are still Relurn Tick.ts. 
issu!'d for short distance journeys on application at double the price of the 
single tickets. The jonrney may only IX' broken once in each direction and 
the return journey must be commenced on the day following the date of issue. 

Reduced fare l;xcursion trnins exist only to the most limited extent. E.rcuNion 
These trains are put on solely at the discretion of thp. administrntion, Fares. 
and only run at the principal holiday times, when one or two special trnins 
may he run to the sea coast or mountain districts. Excul"i'ions also may be 
organised hy private persons by mffins of gunronteed parties, with a minimum 
guarantee of 270 passengers per trnin. 

Second and third class passengers only are conveyed on such, in accordance 
with the lollowing regulations, viz. :-

1. Tickets will be issued permitting of travel by the special train on the outward 
joomey, and of retorn by the trains shown in the time-table, including fain train&. The 
tiokets are available for two months. 

2. In the case of party specials the railway have the right to reruse to organise such 
train. until a 8um equivalent to the minimum amount to be psid hBB heen deposited in 
advance. 

8 
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Payment is calcnlated .s follows ;- . 
(a.) For special holiday trains return tickets II. and III. claas are baaed on a rale 

of 6-75 pf. and 4'5 pf. respectively per kilom~ter of the single journey. !t 
expr" .. trains are utilised on the return journey Bupplem~ntary expre .... traID 
tickets must be obtained. 

(6.) For trains provided for parties, single tickets II. ar.d Ill. claas are based on a 
rate of 2'5 pf. and 1'75 pf. respectively per km. If a spacial train ia also 
required for the return journey then double the rates mentioned above must 
be charged. 

The only other facility granted in the way of chenper tickets occurs in 
certain districts where Sunday tickets are issued for the purpose of 
allowing people to obtain recreation and a change of air. Second and third 
class return tickets only are issued at the rate of 4'0 pf. per km. for the third 
class, and 6'0 pf. per km. for the second class, reckoned on the single journey 
milenge. 

In Saxony, owing to the very inadequate supply of rolling stock, 
fourth class tickets are not issued at all on Sundays, the whole of the fourth class 
stock being required for the conveyance of the second and third Chl~S passengers, 
but on the other hand, 011 week-days many of the third class carriages have to 
be used for fourth class pasbengers; it is understood, however, that in the near 
future steps will be taken to remed)" thib state of affairs. 

The passenger tariffs on the private railways ,ary to some slight 
extent-when they serve local interest~ only, BOme leniency is observed, 
which varies according to the financial status of the Company. For instance, 
on the LUbeck-BUchener line where the State tariff system in general is 
adopted, the rate is 2'20 pf. per km., fourth class, as against 2'00 pf. on the 
State lines. 

Within recent years the German passenger tariffs haye been revised. 
Previously, return tickets were in operation which amounted to less than the 
sum of two single tickets; an additional payment which has since disappeared 
was the seat tax payable on express train~. On the other hand 25· kg. (56 lbs.) 
of free luggage was allowed, with a charge for excess. 

The recent revision consists in the abolition of return tickets, hB Iving the 
former rEturn fare !IS the basis for the present single tickets, the enforcement 
of a charge for any quantity of luggage, and the institution of the Imperial 
Ticket Tax, with, however, the abandonment of the former" seat" charge. 

To passengers who only intend to take single journeys it is possible 
that this arrangement is cheaper, but the question is whether the bulk of the 
travelling public require to make single journeys only, because if this be not 
so the new system makes the art of travelling dearer rather than cheaper, the 
fure . being practically the same as paid before, with the addition of the 
Government tax and payment for luggage, minus the seat tax. 

The result of the alteration in the rates combined with the ticket tax, 
which is extremely unpopular, and which it should be stated was opposed by 
the Railway Administrations, is that passengers seek to avoid the payment of 
the .higher rates. b;r travelling in a lower class than formerly, and in 1906 the 
receIpts from the ticket tax fell short of the estimate by £650,000. 

In Prussia the number of people travelling in the various classes was :-. 
1st 2nd 3rd 4th Military. 

Per cent. Per cent. Per cent. Per cent. Per cent. 
3'73 20'44 40'97 32'95 1'91 

In addition to there being no free conveyance of luggage by rail there is no 
free porterage. 

" For.~enl~g ~th.passengers' luggage a body of men exist under the name 
of . Gepacktrager, licensed by the railway but not paid by them, subsisting 
entlre~y on t~e payments made to .them by the public in accordance with a 
prescnbed ~rlff. (At ~h~ sm~ll statIOns the Gepacktriiger receive a small wage 
from the RaIlway AdmllllstratlOn for which they must perform certain services 
such as cleaning rooms, lighting lamps, &c.) , 

Their charges are,-
.For conyeying luggage from the station square, o~ cabs, or from some place within the 

statIon precIDcta, to the luggage office or the trains, and vice versa :_ 
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For one box or other article, excluding hand-baggage :-
Up to 30 kg. inclueive ••• .., .•• • .• 
Above 30 kg. and up to 00 kg. '" 
Above 00 kg. ••• ... .•• • •• 
For one article of hand· baggage (portmanteau, 

handbag, hatbox, articles of clothing. &c.) .. . 
For two and more, up to and including four articl ..... . 

10 pf. 
15 pf. 
20 pf. 

10pf" 
20 pf. 

For each further three articles ... 10 pf. per additional 
three. 

For taking charge of through hand. baggage (articl ... as specified above) and taking 
them from the train to the left luggage office, and from thence to a later train, including 
the left luggage charge :-

For one article 30 pf. 
For two articles •• " 40 pf. 
For three articles ••• 00 pf. 
For each additional article ".. 10 pf. 

For fetching and bringiug hand baggage in company with the pBesengers, and at their 
express wish, between the station and hotele lying within the prescribed station area:-

For one article 30 pf. 
For two articles .,. 40 pf. 
For three articles ••• ".. 00 pf., 

and 10 pf. extra for every additional three ~rticles. 
For taking care of articles of luggage after expiry of the period allowed for fetching 

same away, for each article, and each commenced 24 hours, 20 pf. 
For taking care of hand baggage and articles brought from the town for the purpose 

of bein g taken care of :-

• 

For the first two days (the day of bringing and taking 
away being counted as full days), per article 10 pf. 

For each following day, per article 10 pf. 
For larger articl ... , not coming under the category of 

band baggage," for each article and each com-
menced 24 hours • 20 pf. 

In Bavaria and other States the same principle applies, the lates slightly Bavaria. 
varying. 

Monthly tickets are Issued for 1., II., and III. class. If the holder Season Ticksts. 
travels by trains on which a supplementary charge is made, he mUijt alao pay • 
this additional fee. 

RATES lI'OR MONTHLY SEASON TICKETS. 

(The German Imperial Ticket Tax is included in the Rates.) 

Full Fare TioketA. Family Ticketo. 

Km. I IR. I 2nd. I Srd. l&t. I 2nd. I 3rd" 

, 
M. Pf. M. Pf. M. J:'f. M. Pf. i M. Pf. M. Pf. 

li 7'50 li'20 3'50 3'80 i 2'70 1'7li 
15 20'60 lli'10 9'70 10'30 

, 

7"60 4'90 , 
25 30"80 29, " liO 14'60 15'SO I 11'50 7'30 
:15 38'60 27'liO 17'90 19'10 14'00 9'00 
45 42'60 au' 50 19"90 21'10 Hi'50 10'00 
M 45'80 32"10 20'PO ~2"60 16'00 10'50 
6li .. K·80 34'30 22'30 24'10 17'10 11'30 
75 M"40 39"30 25'60 27'40 19"60 12"90 
85 64'70 45"20 2~"00 30"SO 22'50 14'6(} 
95 71'40 50'20 32"60 35"30 2.~·00 16"3(} 

105 78"00 56'50 35'90 38'60 27'00 17'90 
115 84'70 61"50 39'30 42'00 30'00 19'6(} 
125 91'40 66'50 43'10 47"10 33'10 21'50 
135 98'00 71"50 46"40 50"40 ~5'60 23'10 
14li 104'70 76"50 49"SO 53'80 38"10 24'80 
15~ 111'40 81'50 li3'70 59'70 40'60 26"50 
165 118'00 86'50 57'00 63'00 44'00 28'10 
175 12~'70 91'50 60'40 66'40 46"50 29'SO 
185 131"40 96'50 63'70 69'70 49"00 31'SO 
195 138"00 101'511 67"00 73'00 51'50 33'40 
205 J.l4· 711 lOS'lIO 70"40 76'40 55'~0 35'10 
215 1!ll'41l 111"OO 73'70 79'70 57'80 36"SO 
225 158'00 IJ6"50 77'00 83"01l 60"30 311-40 
2:15 164'70 121"50 SO"40 86"40 62"80 40'10 
245 171'40 126'00 83'70 89"70 65"aO 42'30 
250 174'70 129'00 H5'4O 91"40 66"50 43'10 

S .. 88 as 

.-
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Monthly ticketa which permit of choice of several rontes between the two terminal 
stations, will be made out at the discretion of tbe Admiuistrati~n. The rate for such 
tickets will be based on the longest distance. 

No reduction of rate is granted to children over four years of age. 
No refund will be given for journeys which have not been made, or for tickets 

lost or unused. Tickets will also not be exchanged for those of a higher c)a ... , nor for 
other sections of line, neither will the period of v-.. lidity be extended. 

Pamily Ticlrets. 1. If several tickets be obtained for members of one family, one ticket 
only will be charged full l"".),te; the others will be charged at specified decreased 
rates. 

Family tickets as a .ule are only issued when a written certificate is 
presented from the Local Police Anthorities or Municipal Authorities, that 
the persons for whom the tickets are required all belong to the Borne household, 
and that the more distant relatives are t!lItirely supported by the head of the 
house. 

Holiday Ticlret8. During the school holidays, monthly ordinary and family tickets will 
be issued on the same conditions as apply to the ordinary monthly tickets. 
The rates are the same as those for the ordinary monthly tickets, if the 
holiday tickets are not to be available for more that 31 days. .For each 
additional day the rate is increased by 1/30th part of the rate for the 
ordinary monthly tickets. Tickets can be obtained eight days before the 
commencement of, or during the holidays. 

Train 
, Services. 

The train services are by no means extravagant resnlting in a fair 
complement of passengers for each train. 

An idea of the service and speed between important to\nJS can be ~ined 
from this table :- • 

Berlin, depart 

Bamburg, arrive ... 

Stoppinll stations 

Total minutes of stoppage 

Speed per hour in kilo
metres. 

Leipzig, depart ••• ... 
Dresden, arrive ... ... 

SPEED OF TlIAINS. 

I I I I I 
, 

Be,.U", to HtJnlkrg (286 lIN.}. 

: E.t. P.t. D.L. E.t. D.t. P.t. D.t. I D.t. P.t. D.t. I E.t. , 
1.12 111.66 

, 
6.20 6.21 8.66 9.30 1.20 [ 2.43 1.25 5.25 I 5.30 

9.50 11.41 1.01 4.09 4.62 6.80 8.07 8.52 ! 10.26 11.02 i 5.21 

128 t 3S 2 t St 1123326 

t 12 10 - 6 9 - 4 U 1 _ 

---------------- --!-------
81.71 64065 70.0t 4S.0 80.9f 175.59 42.69 82.89 i 61.91 14.60 51.63 

-1-1--1--
Leipzig to Jho~8fle7a na Riua (119 km.). 

P.t. D.t. D.t. P.t. P.t., E.t. P.t. I D.t. E.t. P.t. D.t 

6.00 8.42 9.30 7.60 11.43 2..25 3.25 ! U1 U8 1.86 8.28 

2.33 [ 
I 

S.17 10.26 11.20 10.58 4.31 6.19 : 6.25 U9 10.87 10.02 

I 

D.t. P.t. 

11.28 10.3& 

1.15 1.16 

D.t. 

12.21 

2.20 

Stopping Btations ..• 11 3 4 21 11 1 16 1 G 16 1 4 22 4 

Speed per hour in kilo
metres. 

------------1------
52.11 68.65 6UO 37.97 42.0 54.09 41.03 12.85 59.0 39.23175.94 66.12 H.62 63.l8 

I 1 

P.t.-8low traIll. 

D.t.-Expresa corridor train (with supplementary charge). 
E.t.-Ordinary espresa train. 

No. of trains per day from Berlin to Hamburg :_ 
FSlilt 6 
Ordinary ... 3 
Slow ... S 

Xo.. of trains per day from Liept:ig to Dresden:-
F.... 6 
Ordinary ... 2 
Slow ... 8 

Running of 
trains. The passenger trains in Prussia run and keep g~ ti~le, the 

!Dargw= ~llowed ~eing more than. ample to meet any contlDgenCles, hut 
1D lla\"81'Ul tbere 18 grave complalDt of the late running of the through 
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trains, and in 1901a very strong complaint was addressed to the Administration 
on the point. . 

The passenger train service applies to Sunday as weIl as week days. 

As is well known, the whole of the stations in Germany are" closed," and" Olosed 
to obtain access, unless an intending passenger, it is necessary to purchase a .tatiom." 
platform ticket lit a cbarge of 10 pf. . 

It will be of interest to note that express trains run withon~ !lny rear 
brake van. 

• 
Circular or "Rundreise" tickets are issued, but at ordinary rates, the Circular tieMIJ 

only ad,'antage being the lower government tax ou the high aggregate 
mileage. " Rundreise" tickets are, however, maiuly used for international 
traffic, and then reduced charges do obtain through the medium of special rates 
on other than German Railways. 

RAILWAYS AND THE STAFF. 

In Germany railway staff are graded in two distinct clal$ses, i.e. OlaBBificatioIl 
" Heamte " (officials) and "Arbeiter" (workmen). The distinction is of 01lloials. 
nevertheless a somewhllt subtle one when dealing with the lower 
ranks, of the "Beamte" class, that class including practically all permanent 
officials connected with the railways from the president downwards to office 
messengers, and the" Arbeiter" class those acting in the capacity of assistants 
to the "Beamte." All temporary employees come under the description of 
" Arbeit.er " also. 

For instance, the foreman shunter in a marshalling yard is a "Beamter," 
whilst the ordinary shunters come under the cate~ory of" Arbeiter." Similarly 
the foreman at a goods station is a " Beamter' while the goods porters are 
" Arbeiter." 

The conditions of service of the "Beamte" differ from those of the' 
"Arbeiter." The" Beamte " are paid once every three months, in advance, 
whilst the" Arbeiter" are only paid once a month, not in advance, (an instal. 
ment may be paid fortnightly) and are subject to short notice. 

There is an absence of uniformity as between the various States in arriving 
at the total salary in the" Beamte" class, owing to the varying additions to the 
fixed scale. 

In Prussia the "Beamte" class heyond their ordinary salary for the RatOlJ of pay 0/ 
position receive what is known as a "Wohnungszuschuss" or dwelling "Beamt •• " 
allowance, and further tban this train crews and other persons whose duties 
necessitate constant journeys are granted "journey money" on a kilometric 
scale. In Bilvaria there is still another allowance to certain officials known 
as "Funktions zulage." This additional allowance (representing payment 
for the important character of the particular duties) dates from the ye~r 1892, 
when the whole of the State salaries were revised in Bavaria, and was' granted 
to the railWllY and postal officiuls only. In the case of the lower officials the 
payment was really in substitution of certain fees which the officials were 
formerly allowed to claim, but which have now to be handed oYer to the 
State. 

Again in Prussia the whole of the allowances (a certain figure being 
stipuluted as representing something like an average house and kilometric 
IIllowance) are added to the fixed salary in the calculation of the pension, but 
in Bavaria only the actual 8.'\lary without supplements is allowed to rank for 
pension. 

In Bavaria and Saxony to certain members of the staff whose duties 
necessitate their permanent residence in other States or countries additional 
allowances are granted. In Bavaria these amount to £12 or £15 per annum 
and in Saxony the allowances vary considerably. 

It is somewhat difficult to represent accurately by English official titles the 
officials of the German railways owing to the duties of the positions not being 
synonymous and also owing to the much larger number of grades. 

HOl\'ever, the appended lists contain servants with duties sufficiently 
common to both countries to enllble some comparison to be formed. 
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PAYMENT OF STAFF-PaUSSIAliI STATE RAILWAYS. 

SaaIe. I Dwelling I Amount 
I Allo.aIlOtS. 

ollu"" 

I Dln-
lapple-. 

Advanoed 8Yer1 three yea.ra until m&UmUID aionlof Amount menr.ry 
ia attai ned. aoaIo 01 aUowanoee 

Grader. 
, • .-if1. taken into 

I I VIL 

lOme 
l1000110' 

III. I 
I 109 nnkiDg 

forpenei~ 

VIII., :.i:=' for 
I. II. IV. , V. VI. pension. (via., kilo-

I 
, metrio). I I ...... 
, 

M. 14. 
I 

M. M. M. M. M. M. M. I M. 
1st clu8 station muten 2.400 2,900 3,4,00 11,800 ',200 - - - D 82'1 -
Foremen'in workshops ••• 2,100 2,500 2,900 3,900 3,600 3,900 4,_ - .. .. -
Auditors ••• ... 1,800 2,200 2,600 3,000 3,300 3,600 3.900 4,200 .. .. -
2nd class station maete1'8 1,800 2,100 2,400 2,700 3,000 3,300 3,600 - .. .. -
Technical Oftlce a88up 1,600 1.800 ;Z,OOO 2,200 2,.00 2,600 i,800 3,000 .. .. -

tante. 
2,700 let class clerks •. , ... 1,600 1,700 1,900 2,100 2,300 2,500 - .. .. -

Drangh~meD aDd 2Dd 1,600 1,650 1,800 1,900 12,000 2,100 2,200 - .. .. -
olasa clerks. 

I, 750 11,~00 1 7,050 Engine drivers •.. . •. 1,400 1,600 2,200 - - .. .. fi40 
Chief guard (his dutjes 1,4.00 1,500 1,580 , 1,660 ! l,7-iO 1,820 1,900 - .. .. 300 

include ticket Ol<. 

aminatioD in trains aDd 
general charge). 

1,.00 l,fioo i 1,_ 1,700 11,800 - - E 189 Foremen ... . .. ... - -
Foremen abnntera, tete- 1,400 1,460 11,660 1,640 ii, 720 1,800 - - .. .. -

graphiBta, lot 01 .... 
signalmen. 

1,260 1,360 I,UO l,fi20 1 ,BOO 
1,600 I 300 Baggage guard .. , ... 1,200 - " " Signalmen ... ... 1,2(H) 1,280 1,360 1,420 1,480 1,540 - " .. -

Locomotive firemen 1,000 1,100 1,180 1,260 ],340 1,420 1,500 - .. .. BOO 
Messengers ... ... 1,000 1,100 1,180 1,260 1,320 1,380 1,440 1,600 .. .. -
Pointsmen and ga.ngers 9UO 1,000 1,080 1,160 1,240 1,320 1,400 - , .. -
Travelling carriage and 900 ~80 1,060 1,140 1,220 1,280 1,340 .,400 .. .. 200 

wagon e%&miners. 
1,400 Women attendants .. , 900 1,000 1,100 1,200 1,300 - - .. .. -

Women attendante .p. 1,100 1,1&0 1,260 1,340 1,420 .,500 - - .. .. -pointed before April 
lot, 1899. 

Station porters and pla.t-
form collectors. 

900 960 1,020 1,080 1,140 1,200 - - .. .. -
Goodo guard. aod brakes. 900 950 1,000 1,040 1,080 1,120 1,160 1,_ .. .. 200 

men. 
Railway watchmen and 800 840 880 I 910 940 970 1,000 - .. .. -

night-watchme..,. 

The acttlal amount received as dwelling allowance is not the sum shewn In 

the Column as the amount taken for pension, but there is a specific dwelling 
allowance varying with the importance of the town as per the following table. 
(If an official house is provided no dwelling allowance is made, but the same 
average amount is taken into account for pension). 

DWELLING ALLOWANCE. 

The divisions represent the groupe of towns graded 
Average according to importance. 

- Amount taken 

I 
~. ------- -- --- into acooont 

I I 
I 

lor penaion. A.. L II. IlL I IV. I , 

M. I M. I M. M. M. M. 
For Division A . ... ... 1,500 I 1,200 900 720 600 1S55 .. B ... ... 1,200 llOO I 720 600 540 690 .. C ... ... 900 I 660 540 4((0 420 525 .. D ... .. . :>40 ! 432 360 300 216 327 .. E ... ... 360 270 ! 216 162 108 189 , I I 

The grade shewn a8 " station porters" must not be confused with" luugage 
porters," the former being officialR whose sole duty consists in the station 
working. 

A few officials receive extra payment for onerOU8 duty varying from 
M. l!OO to 11. 400 per annum, this not being entitled to rank for pension. 



137 

SALARIES IN BAVARIA. 

i __ Balar7
-,.._Gn-,_"'_hi_'ah_P""_"'_'OD __ ia_P"..,...'d __ 

1 

Dwelling AllowaDcee not 
entitled to rank for pensiOD.. 

Ii' I I 

1 I • 6 I U 16 I 21 

CI ... IL-
Clue L-ToWD& ToWDS. 

Uncle. (4) 
Married 

men. 

(b) 
Boobe

Ion. 

(c) 
Married 
men and 

bacbelora. ! to 8 to 6 to 10 ito 16 to 20 I to 25 

,.earI. year&. ,_rII. ,.ears. yean.! 181U'1J. 

I 

Without 
oflloial. 
houae. 

Without 
offioial 
bonae. 

Withou' 
official 
house. 

I M.I M. 18toia8aata.tioD mast.en 1,600 .,650 
Chief guards •. , ••• ,. " 
Ohief yard inspectors " I .. 
let olaaR engine drivers " " 
1st olasa clerke ,., "I" bt olasa draughtemen " II 

Ohief porten •.• ..~ 1,600 ] ,650 
Umught.men .,. i fI " 

Guarda .,. ,.. I 1,280 1,350 
2nd o188f1atatioD mastel'll" II 

ln8pectora in oharge of " II 

marshalling yarde. 
Foremen .hanten .• , 
2nd claee engine dri'¥'eTI 
1st ollloM firemen ••• 
Meaaengen... • •• 

.. .. 
" .. .. .. .. .. 

Porten... •• .. 9"60 I,O'~O 
Tioke' eummel'll a.nd g 

.tatiOD servant1. 
Watchmen _.. • •• .. .. 
2nd olasa firemen ••• .. " Iud 01&88 m8D8ngen .•• .. .. 

, 
I 

M. M. M. M. M 
1,800 1,950 2,100 2,250 2,400 .. 

" 
" .. 

" .. 
" 
" 

" 
" 
" .. 

" .. 
" 
" 

.. 
" .. .. 

1.800 ! 1,920 3,0.0 2.iso 2,280 
1,470 1),630 11.590 1~660 1.7io 

" ,. II II ,. 

" "I to " " 

.. II " 
" " 

.. .. 
II " 

" i '. 
1,200 : 1,260 

.. .. 
1,320 

.. .. .. " .. .. 
" .. 
" 

.. .. .. .. .. 
~ I' :: ]1"'80 1,440 

.. .. .. 
.. .. .. 

M. 
860 
Nil 
860 
Nil .. .. 
" .. .. 
240 
860 

Nll .. 
" .. 
120 

" 

M. 
255 .. .. .. .. .. 
, . 

225 i .. .. 
.. .. .. .. 

.. .. .. 

M. 
illO .. .. .. .. .. .. .. 
1110 .. .. 
.. .. .. .. .. 

160 

.. . .. .. 

M. 
210 .. .. .. .. .. .. .. 
180 

" .. 
.. .. , . 

160 

.. .. .. 
It will be observed that the &llowanoe tor houBS is divided into praotioally three olD.BSeB, (a) for married 

88rv&nte, (6) for lingle senantl, and (0) for married and single lJ8I'Y&D.te in the lese important towns. 

PAYMENT OF SAXON STATE RAILWAY OFFICIALS. 

~ I :ll I 
Supplement I §i .. 

I Yearly Salary. for living in Other Supplementl. ~so. Ie, 
Foreign I :o.dl Dwelling 

OountrieB. : ~.B ~ 0 Allowauce. 
I ~t: ~ 

Rank. .-.= I ~S 
I ai . 

Co,.;! .c. 

I ] I Coo 0 g 

o ill H , .. Ilii 

I 
0 .... ~3 I ~.s e' 

~ .. 0: gj j • Reason. ... :i g -"- ,l'j ~i h A. B. O. , ~ ~ ,.-" .".~ I ~ ~ 1 g.B , 
" :II ~ ~ .:s .... III , , I 

M.i M. M. M. M. M. 
et olau ltat.iOD muter .•. III 11.940 ! 

II 9,520 189 S08 78 For uniform. 8 240 800 UO! 180 
I 2,700 

ugine driver ... ... VI 

"~l 
, 

V 2,040 
IV 2 220 

174 279 25 For uniform. Also 2 300 240 i 180 III 9:400 -
II 2,580 16 pt. per hour 

I 2,160 I 
plus 7 pf. par 
kilometre. , 

nd olau .tation muter ... V 
1'611O} 

, 
IV 1,860 ~4617S UO i 1110 III 9,040 158 Por unilorm. 2 180 300 
U 2,220 
I 2,400 

E 

'hief guud .. , ... V 1,6001 

225178 

·IV 1,680 
III 1 •• 60

J 
HI For uniform. S - SOO 240 ISO 

II 2,040 

I 
When on dutJ 

I 2,220 15 pl. aD. hour. 

c 

, 
oreman IIhuDtAu' ... ... V 

I'BOO} 
, 

IV 1,~O 
J26168 III 1,860 HI For UDiform. • 180 300 2<0 110 

II !l.OU 
I 2,i20. , 

! 

F 

.co 



Kilometric 
Payment. 

Rank. 

Draught8man 

1st olaas Signalman 

1st c~s fireman .•• 

Meseenger ... 

Goard 

2nd clasa signalma.n 

2nd olass firemen ,., 

Station porter 
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Other Supplement&. 

, I ~uppl.mODt I 
Yearly Sai&ry. ~ for liri!"g in I 

i Foreign 

______ j Countri ... 1_..,-_____ _ 

... 1 

I 
) 

vi 
IV' 
III I' 

11, 
I· 

V 
IV 
III 
II 
I 

V 
IV 
III 
II 
I 

V 
IV 
III 
II 
I 

VII 
VI 
V 

IV 
III 
II 
I 

VII 
\l 
V 

IV 
III 
II 
I 

VII 
VI 
V 

IV 
HI 
Il 
I 

VI 
V 

IV 
HI 

I~ I 

M. 
1,0001 
1.6110 
1,860 : 
2,040J 
2,220 

,,4401 
1,680 
1,620 I 
1,710 
1,800) 

1,3201 1,HO 
1,660

J 1,680 
1,600 

I.S201 
1,440 I 
1,560, 
1,680J 
1,600 

1,080, 
1,170 I 
1,260 
1,860 : 
I,HO I 
1,590 
1,620) 

1,

0801 1,170 
1,260 
],350 
1,440 
1,680 
1,620) 

1,08°1 1,170 
1,260 
] ,350 ( 
1,«0 I 
1,530 
1,620 J 

1,0501 
1,140 
1,230 t 
1,320 I 
I,HOJ 
l,6UO 

~ . ~ ~ 
lEE: ;08 
-sgll!:i ._..6':1 ._ 0 

~ 01: 
I 

M. I M IM·i 
I i 
1-' 

Rauon. 

123 195 : 49 For uniform. 

117 

102 

102 

102 

93 

189 25 For uniform 6 Pt'l 
per hour when 
00 duty aiBO. . 

159 ': For uniform. 

I 
I 

162 I 77 I For uniform. 
i When in c1m.rge 
I of a train 11 pf. 

per hoor and 
when acting as 
under goa-rd. 

162 i 4:9 1 For uniform. 

162 

I ! 

I , , 

I 
251 Foruuiform. 6pf. : 

per hour when! 
I on duty. 

100 66 For uniform. 

M. i M. M·i~· 
s 'BOO 240 118(1 

I 

8 ISO 110 

2 

3 160 240 180 120 

s 210 

; 
8 240 180 120 

240 180 120 

s 120 '240 ISO! 120 

I 
NOTE.-Dwelling allowance is paid a.ccording to the cost of living in the varioul tOWDI which are 

olaaeified under A. B, and C. Station masters, who have the supervision of "haIti" obtain, 808 a rule, a supple
ment of 36 marks a year for each "halt" under them. In the case of rent being paid for an official hOUH the 
dwelling allowanoe (if the ordinary scale is bigher) is fixed at the rental figure. 

The kilowetric payment in Prussia is calculated in the following manner :
• 

Per 10 Km. 
I.-··For pasaenger trains-

(a.) Chief guard, luggage guard, and engine driver ... 
(b.) Firemen 
(c) Guards, carriage greasers, carriage attendants, brakesmen, 

assistant baggage guard, and assistant brakesmen 

H.-For goods, military, and mixed trains

(a.) The officials mentioned in I. (a) 
(b.) Firemen 
(c.) Officials mentioned in 1.-(0) 

Light engine mileage will be considered as pasoeng"r tmin mileage. 

Pf. 
G 
5 

4 

9 
8 
6 
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For coal, mineral, and similar trains, instead of journey money, as also for sbunting H,mrly Rats. 
I"rvices performed at other tban their bome stations, the following amOU!lts will be 
paid to the train crew for eacb boar :-

(a.) For chief guards, baggage guard, and engine driver 
(b.) For firemen ... . ... 
(c.) Tile officials mentioned in I.-(c) ... 

Pf •. 
10 
8 
6 

If, owing to tbe distance tbey travel, ballast and mineral trains, according to the time. 
table, are cl .... d as sp.cial goods train'll the amonnts mentioned in Paragraph I. can be 
given instead of hour-money. . 

The wbole of the period of duty, including meal times, will be taken into account in 
computing the hour-money, portions of time under half an hour being not calculated, and 
above half an hour heing condidered as one hOllr. 

NIGHT PAYMENT. 

I.-The engine and train crew receive night payment :-
1. For each night falling in the period of more th.n 12 hours' service from the home 

station so far as the absence on duty commenced before 2 a.m. or has lasted' 
longer than this time. 

2. For each uninterrupted absence on duty of more tban 18 hours' duration from the 
home station. and if the absence lasts at least 36 hours, then for each 24 hoors 
an additional night payment i9 to be made. 

n.-The payment is :-
1. In cases where the train is shown to stop overnight .t another station, and where 

lodging hous.s are not provided by the Administr.tion-

(a.) For chief guards, baggage guards, and engine drivers 
M. 

1'50 
(b.) For the offici.ls mentioned in I.-(b) and I.-(c) (Regulations 

, .• kilometric money) 1'0 
2. In all other cases two-thirds of the rateR mentioned above. 

Officials on superior duty are paid at the rates for the higher position. 
Officials who have to travel to or from their home station to commence or complete 

their jonrlley are paid tbe mtes for passenger trains. 

SPEOIMEN Olr THE CALOULATION OF NIGHT PAYMENT FOR ENGINE AND TRAIN 
CREWS. . . 

When the absence on duty from the station 
is from] 2 to 18 hours. 

over 18 to 24 hours inclnsive 
over 24 to 36 hours inclusi ve 

over 36 to 48 hours inclusive 
over 48 t" 60 hours inclusive 

over 60 to 72 hours inclusive and so on 

1 nigbt payment if the duty was commenced 
before 2.0 •. m. or h.s lasted heyond 
2.0 a.m., otherwise no payment is made. 

I night payment. 
2 night payments if the duty in the first 

night commenced before 2'0 a.m. and in 
the following (2nd) night lasted longer 
than 2.0 a.m., otherwise 1 night payment. 

2 night payments. 
3 night paymenta if the duty was com

menced before 2'0 a.m. amI has I.sted, in 
tbe second following night beyond 2.0 a.m., 
otherwise 2 night payments. 

3 night "aymenta. 

In Bavaria the system again differs from Prussia, as the honrly rate in addition to the 
kilometric rate is paid, whereas in Prussia, it is either the one or the othe .. as set forth in 
the foregoing regulations. 

The Bavarian regulations are :-
• 

HOURLY MONEY, &0. 
Pf. 

A. For oertain specified officials 20 
B. For the remaining staff 15 

These amounts are granted to lower officials, not members of the travelling st.ff, 
when they are called npon to take duty at other than their home stations, as compensation, 
one hour being the lowest time reckoned for tbis allowance. 

The travelling stall' receive travel money when on servicR jonrneys. This allowance 
is calcnlated for the time of absence from the home station, and for the kilometric distance 
traversed during tbe journey. The kilometric distance i. based on the figures given in 
the official time-tables. 

1i688 T 

Hourly and kilt> 
metric payment • 
(Bavaria). 

Hourly Inm6lJ 
(Bavaria). 

Bavan'a jour
my mt11'-'Y. 
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Officiab. 

, 1 For each kilometre travencd I witb. 
Foreachhour - ---,--.---~-- ... _- -

1 absent. Fut and .10w 
_nil"" Gooda !.rBlu •. 

trains. 

--- -----------~------ - ----- ---------- ----1----~-
~f. C:,l 8~7 Chief Guard ... 

Couductor and Carriage and Wagon Examiner ... 
Assistant Carriage and Wagon Examiner 
Engine driver 
Fireman 

:;'5 0'4 fI'7 
5 0'4 M 
1\ 1-2 1'3 
5 0'5 0-9 

A table of the salaries paid to the staff on the Dortmund-Gronau
Enscheder Railway, which was absorbed by the Prussian State in 1903, is 
appended for the purposes of comparison. 

There is some diffidence on the part of existing private Companies to 
divulge information as to their rates of pay. However, the difference between 
their rates and those of the State in the lower grade i3 slight. 

_ It is in the higher ranks where there is a more marked discrepancy, the 
rates of pay for the heads of departments on the State Railway being certainly 
lower. 

Payment 0/ 
arbeiter. 

SALARIES OF THE STAFF OF THE DORTMUND-GRONAU RAILWAY (ABSORBED 
BY PRUSSIAN STATE RAILWAY, 1903). 

Yearly Salaries of the Grades. 

Bank. 

Marks. Marks. Marks. Marks. Marks. Marks. Marks. Marks 
Office Assistants ... ... .. . 1,200 1,400 1,600 1,800 2,000 2,200 2,350 2.500 
Dranghtsmen ... ... .. . 1,200 1,400 1,600 1,1100 2,000 2,200 2,3liO 2,500 
Inspector ... ... .. . ... 1,700 1,900 2,100 2,300 2,500 2,650 2,800 -
Stationmaster ... ... .. . 1,400 1,600 1,800 2,000 2,200 2,400 2,600 2,800 
Stationmaster at .. Haltes" ... 1,300 1,500 1,700 1,900 2,100 2,300 2,500 -
Engine Drivers ... ... ... 1,200 1,350 1,500 1,650 1,800 1,900 2,000 2,100 
Firemen (Class I.) ... ... 960 1.080 1,200 - - - - -.. (Class II.) ... ... 900 1,000 1,080 1,160 1,240 1,320 1,400 -
Chief Gnards ... ... .. . 1,000 1,100 1,180 1,260 1,340 1,420 1,500 1,600 
Guards, Brakesmen, Shnnters ... 800 860 920 980 1,040 1,100 1,150 1,200 
Foremen Shunters ... ... 1,200 1,280 1,360 1,440 1,520 1,600 1,700 -
Goods Foremen ... ... ... 1,000 1,100 1,200 l,aOO 1,400 1,500 1,600 -
Messengers .. ... ... ... 900 980 1,050 1,120 1,190 1,260 1,330 1,440 

All Stationmasters have free hou8e, light and coals. 

DWELLING ALLOW ANCEl! IN CLASSES. 

-- I I. I II. I IlL IV. A.. vemge taken tor PellBion 
purpo8f'8. 

a. Middle Officials 
Marks. ... 390 270 198 165 270 

b. Lower .. ... 16:> 99 66 60 104 

Th~ "arbei~er:' are paid, as a general rule, the wages obtaining in 
the partlCula; district. for labour, all receiving practically the same rate of par ll'respective of duties performed. . In Hamburg, for inEtance, shunters are 
paid M. 3'20 to M. 3'50 per day (With a supplement of trom 20 to 30 pf. 
per day in consideration of the arduous nature of their dutie8) and good8 
porters are paid on a piece-work basis with a guarantee of M. 3?50 per day ; 
this may be taken as a general sample. 
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The under-mentioned are the regulations as to the hours of duty and Hours of 
rest of the officials employed in the Railwa.y Running Department agreed duty. 
upon by alI the German COnfederated States (the long periods in some ca.ses 
will be noted), 

1. STATION STAFF. 

(Stationmaster, station inspector, station assistants, telegraphists, foreman shunters. 
inspectors at .. ha.ltes" and signalmen). 

1. If the duty is of a continuous and fatiguing nature the average daily duty shall not 
exceed eight hours, and duty on any olfe shift sball not exceed 10 hours. 

2. In other cases the average daily duty may &mount to 12 ho1l1'8, and on anyone 
particnlar shift, 14 houra. 

a. In exceptional cases, when the traffic is very light and where long rests occur ilO 
the shifts as is the case on .. Nebenbahnen," the length of a shift may be extended up to 
16 hOUM. . 

2. RAILWAY WATCHMBN AND "HALTB" WATCHMBN. 

1. The length of the daily shift shall not exceed 14 hours. 
2. Where trsllic is very light, as on "Nebeubabnen," the shift may be extended up to 

16 hours. 
a. If the watchman can only find a dwelling at some distance from his post, the time 

occupied in going to and fro is to be tsken into consideration. 

3. TRAIl\" CREW. 

1. The daily durstion of duty shall, in the monthly average, not exceed 11 hours. 
2. Anyone particular shift must not exceed 16 hours. Shifts of this duration must 

not be fixed without sullicient intervals of rest being arranged between each shift. 
a. A longer interval of rest at home must as a rule follow a longer shift, such rest as 

far 88 possible to occur at night. 
4. The time during which the staff is occupied both before commencing and after 

completing the journey in signing on and off and performing other service duties, &c., is 
to be considered 88 time on duty both at home and other stations. 

4. ENGINE CREW. 

1. The daily period of duty shall not exceed 10 hours on a monthly average. 
2. Where the trsllic is light 88 on "Nebenbahnen," the average period of duty may be 

extended to 11 hours. 
a. Anyone shift must not exceed 16 hour.. Shifts of this duration Wllst not be 

fixed without sulliciellt intervals of rest being arranged between each shift. 
4. A longer interval of rest at home must as a rule follow a longer period of duty, such 

rest to occur as far as possible at night. 
5. In osses where the engine may not be left by the driver and fireman during the 

whole period of duty one particular shift must not exceed 10 hours. 
6. If the shunting eutails a continous aud fatiguing duty the aver.ge daily duration 

sball not exceed eight hours, and anyone particular shift 10 hours. 
7. The time during which the staff is occupied, both before commencing and after 

completing the journey, in signing on and all', and performing other services, i. to be 
considered as time on duty both at home and other stations. 

RBST DAYS. 

Every official permanently employed in the "Betriebs" (operating) service shall 
have at least. two rest days per month. 

Where there is a light traffic 88 au .. Nebenhahnen" the rest days may be limited to 
one per month in the case of those officials mentioned under 1. and 2. 

GENERAL REGULATIONS. 

1. The regular shift 88 understood by these regulations comprises that period of time 
which lies between two intervals of rest caloulated in accordance with the following rules, 
viz.:-

2. As rest must be considered such period of time all' duty (or during which the sta1f 
. are not holding themselves in readineas for duty) as amounts without break :-

(a.) In the case of the station stall', the railway, and "Halte" watchmen, to at 
least eight hours. 

(b.) In the osse of the trains and engine crews to at least eight hours when the rest 
is spent at home, to at least six hours when the rest is spent away from home. 

However, an interval of six to eight hours at home may be counted as .. rest" if such 
Ii.. between two shifts of duty precedod or followed by a rest interval of at least 10 
haUl'S at home. 

a. Intervals of less duration thau those mentioned in 2 are not to be considered as 
rest intervals. They are to be included in like manner as the actual time on duty and 
time during which the sta1f were in readineas to take duty in the shifts of doty. 

34&88 T2 
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t. No official may b. employl'd more than seven nights consecntively on night dnty. 
5 A rest day mnst consist of at least 24 honre off duty. 
6' If officials or labonrers from other departments are called in for a few honrs to 

rendp~ assistance in the operating department the time ~nt in the.ir nanal occnpation ia 
to be taken into consideration in the calculation of the admulSibie perIod of duty. 

Tbe staff are all paid at tbe rate of sp.ven days to tbe week, DO extra 
payment being made for Sunday. 

Overtime is not paid to the Official or" Heamte .. class, but everything 
possible is done to avoid working overtime. If, however, such has to be 
incurred, then no paymcnt whatever is made, unless as an act of !p'8ce 
on the part of the various administrations, and then under very exceptIOnal 
circumstances. 

The" Arbeiter" class are paid for overtime either at their ordinary rate of 
pay, or in special circumstances a percentage of such ordinary rate, except in 
the cuse of certain" Arbeiter" who are guaranteed seven days to the week, 
and are not tberefore paid for work performed outside their regular hours of 
duty. 

The figures showing the regular booked hours of duty, with the 
number of mE'D to whom they apply, on the Prusslan State lines in 
1907, are:-

Over 9 Over 10 Over 11 Over 12 Over 18 O •• r U - up to up to up to up to up to up to 
10 hoors. 11 hoUl"ll. 12 boum IS boun. 14 boun. 16ho ..... 

Passenger Station Staff ... 3,976 9,508 14,570 1,366 475 68 
Goods '~n ... 6,427 1,514 498 24 13 2 
Workshop and Stores Staff ... 2,838 459 125 18 1 -
Shnnting Staff ... ... ... 972 1.,287 290 3 - -Loco. Crews ... ... . .. 7,2n5 5,209 5,513 4,351 2,861 1,560 
Train Crew ... ... .., . 8,830 12,299 5,376 4,109 3,234 2,120 
Station Workmen ... ... 7,282 14,521 7,125 691 125 10 
Indoor Staff ... ... . .. 405 119 18 1 2 -

Uniform is not gratuitously supplied to the staff on the German 
Railways. In Prussia clothing clubs exist to which the State make contribu· 
tions at the rate of £1 lOs. per man per annum. In Saxony an allowance up 
to £3 or £4 is granted to the men for clothing. In Bavaria no allowance is 
made. 

On the private railways, on the other hand, uniform is supplied to the staff 
at the cost of the Company. 

There are lIO regulations as to the amount of uniform to be bought in the 
year, except that it is laid down that the men must appear on duty in a smart 
and satisfactory condition. To provide for uniformity very detailed instructions 
are issued. 

Fur overcoata and boots are loaned to men working in severe weather. 
The" Arbeiter" do not wear uniform, excepting ca.ps, with which they are 

supplied by the railway. 

"Gep1icktrager," as previously explained, are not paid by the railway, 
except at small stations where the traffic is light, and then a speclal arrange. 
ment is made whereby they receive a small wage and in return perform certain 
services such as lamp and room cleaning, &c. 

For ~eglect of duty or breach of discipline punishments are inflicted, 
generally ill the nature of a fine at the discretion of the Administration. 
For the first or second offence an admonition is usually adminisu.red and for 
further offences fines varying from M. 1 to M. 100 are levied acco'rding tn 
circumstances. 

I~ B~varia a ll.sual fonn of punishment is reductit?n in grade without 
.. eduction In the ordinary pay, except of course that the Income is reduced in 
80 far as the supplementary payments are on a reduced scale, and further the 
hours will probably be longer. 
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The AdminIstration discounte~ai:lCe trade unions, but for the purposes. of OonoUlatton 
$"bitratjon, &c., regulations exist laying down rules in accordance with Boards. 
which committet's of the men are fonned for the IJurposes of negotiating with 
the Administration:-

REGULATIONS FOR THE WORKMEN'S COMMITTEES ON THE PRUSSIAN-HSSSlAN 
STATE RAILWAYS. 

• 1. 
Workmen's Committees are instituted for tbe following:

(1) For workmen employed in tbe operating departments. 
(2)" ., "locomotive." 
(3) It " "trRffic " 
(4)" ., "workshops" 

Committees may be in.tituted :-

Dated October 13, 19011. 

(a) For eacb cbief worksbop • 
. (b) " Statiool or otber plaoe at wbich at least 100 workmen nnder the 

jnrisdiction of tbe same" inspektion " are employed. 
In so far 88 in accordance with previous regUlations committees bave be~n formed at 

le88 important workshops, gas works, and other similar works for a smaller number of 
workmen, these will continue to exist for the present. 

However, several stations and works situated in one place may unite to form one 
oommon committee, and in certain cases workmen employed at stations or works in one 
place, hut under the jurisdiction of different .. inspektionen," may unite to form one 
common committee. 

Tbe decision 88 to the number, seat, and control of tbe committees to be instituted is 
left to the railway direktions. The latter have the power to make any alteration which 
may be n90eBSarY as regards the area covered by tbe committee distrkte. 

II. 

It is the duty of the committees :-
1. To submit, througb tbeir foreman, applications, wishes and complainte, brought 

forward by their members. affecting workmen of places, &c. represented by 
them,88 8 whole, to the" Vorstand of tbe Inspektion" (District Manager) in 
question, and to disouss the matter at meetings witb the latter. 

2. To give all expresBion of their opinion, when reqnested to do so, on other 
matters affecting working conditions, especially 88 to the issue of an 
"Arbeitsordnung" (Working Instruction) on contrivances for the prevention 
of accidents, and other institutions already adopted, or to be adopted for the 
welfare of the workmen and their dependents. 

3. To settle di.putas of the workmen amollg themselves, if they are called upon to 
do so by both parties. 

In tbe two first named oases the Dist"ict Manager can invite otb.r workmen ~elonging 
to the same" Inepektion 1t to the conferenc~8. They have no vote, however. 

Apart from matters mentioned in Clause 3, all applications wishes and complaintB 
affecting individual interests alone are excluded from discussion by the committees. 1'he 
Distriot Manager may, bowever, at hts discretion, before the granting of allowances, invite 
an expression of opinion from the Committee 88 to the indigence or merit of the proposed 
recipient. 

Members of several oommittees are not allowed to meet togetber without being 
<lonvened by, or presided over by, a member of the State Railway Administration, or t~ 
establisb Mgular conferences. 

The members of the Committee are entitled to discuss the questions to be brongbt 
forward at tbe meetings, with the workmen by whom they have been elected, and to 
inform them of wbat bas transpired at snch meetinge. 

On the other band, members of the committees are not permitted to render an account 
of their doings in tho Committee til persons not connected with the Railway Administra
tioD. or to unione or 8880ciations, or to accept commissions from them for their activity. 

III. 

1. Tbe Committee will consist of a minimnm of three and a maximum of ]5 members. 
The number oC members to be elected on each Committee will be fixed by the Railway 
Direktion in accordance with the number of workmen tmlployed in each committee 
district, and the groups into which they are divided. 

2. A deputy will be elected for each member. 

IV. 

All workmen employed at the stations or works mentioned in paragraph 1, wbo are 
more than 21 years old, and belong to Division B of the Pension Fund, are entitled to vote. 

V. 
All workmen of ao years of age belonging to Division B of the WorkmAn's Pension 

Fund, who have been at least five years in the service of the Railway Administration and 

.~ 
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have been employed at le&8t one year in the works or at the station for which they are 
standing, ara eligible for election. 

The temporary employment of a workman as a .. Hilf.beamte" (assistant official) does 
IloCpreclude his voting, or his being elected. 

VI. 

1. The election i~ by ballot. It tak.s place under the control of an "election foreman," 
who will be appointed by the District Manager. Workmen employed in the work .. as well 
as at the stations, may be divided into groups in accorda~ce v.:lth their occupations and 
with the specific divisions of the service by the Railway DJrektlOns concerned, who must 
then each separately elect their own committee men. as well as the deputies for the latter, 
from their midst. 

2. If workmen employed at several stations at some distance from each other, or 
belonging to different" Inspektionen," are to elec, one common committee, then the work· 
men employed at the same stations or un~er the jurisdiction of the same .. inspek~i?n " 
must, as a rule. elect special representativp.a If more than 25 of such workmen al'e eltglllie 
to vote. 

3. The place, day and hour, as well as the ejection foreman, or election foremen (if 
several groups be formed for one committee) will be announced to the workmen by the 
posting of a notice at the sootions, &c., or in some other suitable way, by the .. Inspsktion .. 
concerned, or in CBse several .. Inspektionen .. be concerned, by the one appointed by the 
Direktion to do so. Before the announcement of the election, a list of workmen eligible to 
vote or be elected prepared by the District Manager and showing the varions groups of 
electors, is to be exhibed for the information of the workmen at each of the places where 
they are employed. 

4. So far as the accuracy of this list is not questioned within eight days, it will form 
the basis for admission to the election. Any question as to the accuracy or otherwise of 
the lists will be decided by the" Inspektion .. mentionsd in seetion 3 above. 

5. The electors have at the appointed hour, in so far as their duty permits, to hand 
their voting papers sealed, to the election foreman. Proxies for absent workmen are not 
permissi ble. 

6. The election foreman must satisfy himseif as to whether the persons appearing at 
the ballot are eligible to vote, if necessary, by referring to the list of voters, which he 
must call in from the stations, &c. belonging to the group, on the day of the election. 

7. The workmen off duty, or who on account of duty, are prevented from taking part 
in the election, may send in their voting papers through the medium of their station 
master, &c. . They must personally hand their voting paper, duly sealed, and clearly 
marked on the outaide with I,he number of their group to the latter in good time, and he 
must then satisfy himself 88 to their eligibility to vote. Such voting papers will only be 
counted, however, if they reach the election foreman at the latest on the day before the 
election, who has then to open them at the appointed hour for counting. 

8. The election foreman must call in two workmen to assist him in the poll. 
9. The election is decided by majority of votes. Those workmen are elected who have 

received the most votes in their group. A tie will be decided by the election foreman 
drawing lots. 

10. The persons elected have immediately to declare their acceptance or otherwise. 
Acceptance is not compUlsory. 

11. Complaints respecting the legality of the poll are only admissible within one week 
of the day of election. They are to he sent in the usual manner to the Direktion, with 
whom the final decision rests. 

VII. 
The committeemen and their deputies are elected for five years. Persons who have 

resigned from the committee are eligible for re-election. 

VIII. 

The membership as committeeman will cease :_ 
(a.) If the workman leaves the works or station for which he was elected. 
(b.) If he voluntarly resigns his memhership. 
(c.) If incapacitated, or granted leave of absence from duty, for more than three 

month •. 
(d.) If he is sent to prison. 
(e.) If he hecomes an official or assistant official. 

If u member and his deputy resign before expiry of the appointed period, for which 
they have been elected, then the group who elected them must proceed with a fresh 
election. 

IX. 

The confere!,~es oC th~ committees take place as required, but at loost twice per 
annum. In addition, meetings must be held if the Direktion or the President of the 
.committee consider such neceasary, or if two·thirds of the m'embers of the committee 
make request therefor . 

. The meetings W!ll ~e held under the Chairmanship of the District Manager concerned, 
or In case several DistrICt Managers be concerned, of the District Manag~r appointed for 
the purpose by the Direktion. 

The Chairman fixes the place and time of the meeting, and the Agenda. 
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AB a rule, the chief officials of the stations, &C. concerned. or if servants of several 
.. Inspektion<m " belong to the Committee, the District Managers concerned mut take part 
In the conference, except this be considered inadviBBble in isolat<ld instances. 

If Beveral District Managers are present at the meeting and the one appointed by the 
Direktion to take the chair is prevented from doing so, then the District Manager who has 
been longest in the Bervice shall preside. 

The Railway Direktion is to be sdvieed in good time of the meetings and to receive a 
copy of the agenda. If deemed sdvisable the Direktion can deput.. officials to attend the 
meetings. 

AB a rule the members of the Committee must receive a copy of the agenda a week 
before the meeti ng. • 

Subjects for discu88ion which have not been received by the Chairman before the 
distribntion of tho agenda can be excluded from discnssion by him. 

Minutes of the proceedings are to be entered in a special book, and they must contain 
the names of the persons present, the subjects discuesed, and the result of the voting. 

The Minute. are to be compiled by the Chairman and by a member of the Committee, 
and at the latest are to be read to the members of the Committee at their next meeting. 
The Minute Book must be kept by the Chairman. 

In so far as wishes and complaints are contained in the Minutes which nece88itste the 
decision of the superior authorities, a copy of the Minutes in question, with the suggestions 
of the station, &c. to which the matters relate, must be immediately forwarded to them. 
The mallner of settlement and the decisions are to be entered in the Minute Book as soon 
as possible. 

The Inspectors of the Rail way Direktions when carrying out inspections at the stations 
must demand to see the Minute Books and ascertain whether the necessary measures have 
been adopted for carrying out the decisions. They are also bound on such occasions to 
convene the Workmen's Committee if this oan be done without in any way disorganising 
the service. 

X. 
The meetings of the Committee shall as far as possible be held within the limits of the 

hours of duty, No deductions from wages will be msde for attendance at such meetings. 
In so far as tho members of the Committee have to travel t~ the place of meetings they 

will receive free passes and expenses, which must be calculated in accordance with 
the instructions issued for the assessors of the Courts of Arbitration of the Workmen's 
Pension Fund. 

XI. 
The Railway Direktion is empowered to diesolve those Committees who in their 

opinion do not appear snitable to deal with the matters confided to them, and to order 8 
fresh election. 

XII. 

The above regnlations cancel the previous regulations of January 18tb, 1892, and 
February 28th, 190a. 

Railway servants are expected to live in the town in which they Residentia.l 
are employed, unless special permission be obtained from the President of Privileges. 
the Direktion to reside elsewhere; in Bavaria when such permission is 
~iven residential passes are ,issued, but in Prussia the regulations vary, the 
mdividual circumstances being considered by the Railway Authorities. 

Workmen, who entirely from motives of personal convenience reside away 
from the place where they are employed, will on application be supplied with 
special III. class period tickets at half the price of the ordinary monthly tickets 
for periods of oue to twelve months. In addition to these period tickets family 
tickets for the dependants of the workmen will be issued at the same price. 
These tickets may also be issued in return for monthly or quarterly part 
payment. 

In Saxony there is a similar arrangement. 

Privill'ge tickets as known iu Englaud do not 
free pass regUlations ordinary fares have to be paid. 

exist, and outside the Privilege 

• Tickm. 

Free passes are issued to the staff on certain occasions, but are not Free Passes. 
granted to families except under very special circumstances; on priwt" 
railways, taking the Lubeck-Buchener Railway as example, passes are issued to 
wives and children four times per annum, the other regulations being identical 
with those of the State regulations. The priucipal conditions under which free 
passes are gmnted ou State liues are :-

For the purp08ea of training, 
For the purpose of sitting for examinations, to and from the place where Buch 

examination is held. 



Age Limit. 

• 

'lalways. 
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In case of removal. 
(The wife of the official may be granted a free return. p888 once bfolo ... the actud 

removal if by doing so it is not necessary also to grant the omo.alleave of absence.) 
In caeee of iIInees. 
(In case of need their dependants who accompany them on the jonrney may receive 

pasA~l' the nearest relatives of invalid officials, within moderate limits, for the purpose of 
visiting the patient in hospital. 

For journeys between place of duty and dwelling place in accordance with th.e; 
regulations of the respecti"e Railway Administrations. 

To officials and dependants for the purpose of Attending a place of worship, when: 
there is none of their creed at the place where they reside. 

To children of officials np to 18 years of age to enable them to attend Bchools or 
academies of all descriptions (excluding High Schools, Universities, &c.), and to attend 
special courses (music lessons, Bewing leeso'1s, &c.), al80 to attend confirmation class"s, and 
to learn a tradA or other profession, when in the dwelling place of the official-or in large 
towns in the neighbourhood -no opportunity for such education exists, and the nearest 
AU itable institute is utilised.· 

If, for the above educational purposes, children reside for some length of time In 
towns other than those where their parents reside, free passes will be granted to them at 
the beginning and end of the school terms on holidays, at Christmas, Easter and Whit.
wAek and also in the interim-every fortnight almost. 

To the wives or other dependants of employees, once a week in order to enable them 
to purchase provisions or other necessaries in the nearest or most suitably situated place 
when difficulty is experienced in obtaining same at their place of residence or the ooat 
is inordinately high. The administration will decide at what place the purchase. are 
to be effected. . 

On the termination of their engagement, paeses will be grauted to the officials Bnd 
their families to enable them to reside elsewhere within one year of the date of such 
termination. 

Card passes for the respective' administrative districts are issued to all the higher 
officials of a " Direktion. n 

Passes are 110t granted to wives and dependants on the occasion of the ailDnalleave of 
employeeB. 

The age limit for entering· the service is 40, this being fixed to allow 
of the entry of retired soldiers, who on leaving the ranks are entitled to 
employment on the l'ailways. 

For these latter, by general regulations, the Railways are obliged to keep 
open a certain number of positions, viz. : " 

(a) One-half of the following:
Chief Cashiers, 
Audit Inspectors, 
First Class Stationmasters, 
Chief Goods Agents, 
Non·technical Railway Clerks. 

(b) One· half of the following: 
Second Class Stationmasters, 
Goods Agel!ts. 

(c) Two-thirds of the following :
Station Inspectors, 
Office, Station, Goods and Telegraph Assistants. 

(d) One-half of the followi'lg .:--
Bridge Attendants, 
Second Clnss Storekeepers. 

The whole of the remaining middle and lower official positions excluding 
technical Clerks, Permanent Way Inspectors, Loco. Works,' Foremen, 
Draught!'men, Cnrriageand Wagon Foremen, Foremen ShunterR, Loco. 
FiremeI1'\ Gangers. 

As regards holidays, the lower officials are allowed from one to 
three weeks, and the workmen three to eight days after seven years of 
completed service and satisfactory conduct. The latter are not however 
entitled to claim these holidays, but receive them purely as an act ~f grace o~ 
the part of the administration. 

The higher officials, of course, may obtain leave up to five or six weeks. 

·(NOTE.-Monthly tickets only, at half price, are iesQed in Saxony for the above
named purposes.) 
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A special bonus reward scheme has recently been instituted on the Bonus Reward. 
Prussinn State Railways whereby, 

As from February 1st. 1904, workmen who hsve been in the service of the railway for 
20, 25, 30. 35, 40, 45 or 50 years, and who have conducted themselves and performed tbeir 
dnties in an entirely satisfactory manner, will receive,a bonus of £1, £1108., £2, £3, £4, 
£:1 and £7 108. respectively. 

In calculating the period of service, the time served in the army and in the service of 
those private railways which h"ve been acquired by the State will be taken into acco~nt, 
as also those temporary periods np to six months during which no work was done oWing 
to lack of snch work, or during which work was temporarily suspended owing to 
the winter. 

The bonus will also be granted to persons outside the ranks of permanent employees, 
who are continuously, but not wholly, employed by the Railway, but only for a few hours, 
such as charwomen. &c., if this occupation amounts to at least 6ne-third of the whole 
employment of the worker. 

The bonus will be paid in cash unless the recipient desires otherwise. 

Number of Workmen Receiving Bonus. 

- , , 
I 1903. 1904. 1900. 1906. 

------
20 yean' aernce workmen ... ... ... ... .. . 2"2 2.789 4,lll 2,591 
25 " " " 

... ... ... ... .. . 1,968 I,G78 3,190 1,963 
80 

" " " ... ... ... ... .. . 139 ],119 2,408 1,308 
85 

" " " ... '" ... ... ... 534 n93 1,582 I,O,!! 
40 " " " ... ... ... .. . '" 21 232 616 8·14 
45 

" " " 
... ... ... ... ... 7 08 158 97 

60 
" .. .. ... ... .. . ... .. . 19 32 55 39 

----
Total ... ... ... ... .. . ... '2,370 7.001 12.120 7,363 

Total .mount involm ... ... ... ., Marks 88,190 236,770 442,490 267,360 

In addition, rewards are also granted to workmen in other circumstances, for instance, 
if a calamity has been averted by the agency of a workman, or if a workman has specially 
distinguished himself by a special knowledge of his duties and displayed great activity and 
ability in their performance. 

Workmen who are not expressly taken on temporarily will receive the following 
payments in case they be temporarily prevented from performing their duties, such not 
being due to their own fault, viz :-

Workmen who have had at least one year's continuous service, receive during the 
performance of military duties of -not more than 14 days, two-thil'ds of their pay if they 
are married, or have relatives entirely dependent upon them. If the military service, 
however, lasts longer than 14 days, they will only receive payment as above for 
14 days. 

Workmen who are prevented from taking duty owing to roll· calls, reviews, &c., or in 
consequence of their having to perform oivil duties, such .s sitting on a jury, attending 
court 8S a witneBA. or expert, acting as fireman in secor-Jance with legal enactmenta, voting 
for the election of members to tile Reichstag, Landtsg, Municipalities, taking part as a duly 
elected member in the meetings of the Municipal or Parish Councils, &c., will receive 
their pay during their enforced absence. 1f from any other source they should receive 
payment for such absence, this will of conrse be taken into account. 

AVERAGE PAYMENT OF THE STAFF PER HEAD ON THE GEllMAN STATE 
RAILWAYS. 

Average Pay- " 
mlmt of tll8 Staff 
'P.r Head on the 

-------------::----.,...--..,.---:-----;---~--- German Stat. 
IUOI. '1902. 1903. I 190~. I 1905. I 1906. RailwaY8. 

Marks. Marks. Marks. Marks. Mark •. Marks. 
In Bavaria ... ... .. . 1.378 1,404 1,412 1,459 1,496 1,53!1 
In Pru.sia-H6sse ... ." ... 1,290 1,302 1,308 1,326 1,34:1 1,386 
On the Imperial railways ... ... 1,353 1,312 1,341 1,361 1,373 1,462 
In Wtlrttemburg ... ... .. . I,a60 1,390 1,407 1,410 1,436 1,476 
In Bllden ... ... ." ... 1,400 1,4~3 1,485 1,500 1,461 1,530 
On the Palatinate railways ... 1,460 1,415 J,360 1,340 1,402 1,484 

On the German State Railways, the officials, i.e., the "Beamte" class do Pensions. 
not contribute towards their pensions. In Prussia the basis of pension is the 
income ranking for pens ion at the time of retirement. 

3U88 
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lVorkmen's 
Pellsion. 
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The pension amounts to }rd of the salary when the official retir~ from 
active service after completion of 10 years' ser\'ice, but the perccntug'e mte 
increases by 1['/fth with every further completed year of ser\·ice until 30 years, 
then by lhth of the fixed service salary. 

The pension Sh'lU not exceed three-fourths of the income. 
The official has a riO'ht to this pension when he is permanently physically 

or mentally incapacit.'lted from performing his duty; after 10 years completed 
service or on attaining the age of 65. 

In Bavaria the pensions of the official8 are on a slightly dift'erent 
scale, viz :-

When "higher" official. retire, they receive after the first 10 years 
of service,\ths of their actual salary (without supplements) 20 years 
service carries1ths of their salQI'y and ;\0 years '"/fths of the salary-after 
attaining the 70th year of age, and if still.lm the active list, they retire on full 
salary. 

Claim to a pension (which begins after having been three years in the 
service) is incapacitation for duty for which a medical certificate is necessary, 
or the completion of the 70th year of age, or the 40th year in the scrdce. 

The pension of the "lower" officials amounts in the first year of ser\;cc to 
30 per cent. of their salary, aud rises at the commencement of each further year 
of service by 2 per cent of the salary until it reachcs the full amount of the 
latter. It must not, however, exceed 90 per cent. of the salary as soon as the 
latter attains the amount of M. 2,400. In calculating the salary, the actual 
salary must be reckoned for the pension, and not the other supplementary 
amounts received. 

When calculating the years of service those prior to the per'on attaining 
the age of 26 will not b~ taken into account for the computation of the pension. 

If an " 0 fficia I " becomes incapacitated for service before the age of 26, 
such not being due to his own fault, then he will receive a pension amounting 
to 30 per cent. of the salary he was receiving at the time of his being incapaci
tated for active service, without respect to the period of time he was employed 
as an official before attaining his 26th year. 

The" Arbeiter" is bound to contribute to a.nd receives the 'benefits of the 
Imperial Old Age Pensions applying to all workmen, with an optional additional 
contributory class /01' increased pensions for railway servants. The funds are 
described as A and B. 

Division A grants invalid and old age pensions in acc~rdance with the terms of the 
Invalid Insurance Law of July 13th, 1899, by which all workmen whether in State or 
in private employ, are subject to legal compulsory insurance. 

To Division B all men may belong who have been members for more than one year of 
Division A, and in addition have performed their military or naval .ervice, also women 
who have been appointed to independent positions. Persons employed in. a temporary 
capacity only cannot belong to Section B. Each member of Section B mnst pay an entrance 
fee of M 1'50. 

]<'01' the purposes of contribution, member" of Class B will be divided into the 
following classes in accordance with the wages earned :-

Class II. Up to 550 marks. 
" III. ... Above 550 up to 850 marks. 
" IV.... ." 850 up to 1,050 marks. 
" V. ,t 1,050 " 1,200 It 

" VI. .. 0 ,,1,200 " 1,350 " 
" VII. ... " 1,350 marks. 

The ,ollowing contributions are W be paid by DJembers of Section B :_ 

Class II. 
n Ill. 
n IV. 
., V. 
" VI. .0. 
n VII .... 

Men. Women. 
28 pf. per week 10 pi. per week. 
42" 16 .. 
H" W n 
~" H" 
76" 28" 
H" U. 

The State railways contribute like amounts. 
Tho.e members, who for a period of live years have belonged to Section B will 

receivA an additional pension if they are in receipt of an invalid pension. as well as'thOl!8 
members in receipt of an old age pension. Tha GdditionaJ pensions are as shown in the 
following table:-
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TABLE OF' ADDITIONAL ANNUITIES GRANTED TO MEMBERS OF' SECTION B. 

Yanof 
Ifemberebip. 

6 to 10 
1\ 
12 
18 
14 
16 
16 
17 
IS 
19 
20 
21 
22 
2S 
24 
25 
26 
27 
28 
29 
80 
81 
32 
83 
S. 
85 
36 
37 
98 
S9 
40 

, 

, 

I 
: 

I 
I 
, 
, , 
I 
I 
I , 

I 
! 
I 

For each further f 
1'''''' I 

I 

Clue IL 

M. 
66'00 
70'80 
76'00 
79'20 
84'00 

. 88'20 
92'40 
97'2n 

101'40 
105'60 
110'40 
114'60 
IIS'SO 
123-60 
127'80 
]32'00 
ISS'!'tU 
HI'(lO 
140'20 
150'00 
lil4'20 
lfiS'40 
163'20 
16i'40 
171'60 
176'40 
ISO'SU 
184'80 
U~9'60 
193'80 
198'00 

t-fO 

, I 

M. I 
99'00 

10.'60 
, 

1\2'20 
118'SO i 
!21;-,W • , 
IS2'OO 
laS'so 
14ii'20 
151'80 
15S'40 
166'00 
I7}·fil) 
178'20 
184'SO 
HJl'40 
198-00 I 2U4'6D 
211'20 
217'SO 

I 224'40 , 
2:·U'OO 

I 237'60 , 

244'~0 i ! 
250'80 

I i 257-40 
i 264'00 
i 270'60 

! 
277'20 
283'80 
29-0'40 

i 29;'00 
6'60 

I 

Clue IV. Class V. CIa .. VI. Clue VIL 

I 
If. M. M. M. 

I 182'00 104'80 I li6-40 198'00 
I·U·OO 165-00 188'40 21\'80 
1.0'00 I 176'80 I 201'00 225-60 
15S'40 

I 
186'00 I 213'00 299'40 

167'40 196'80 225'00 263'20 
I 176'40 207'00 237'00 267'00 

184'80 : 217'20 i 249'00 2~O'80 
H1S'RO 2'28'00 , 261'00 294'60 
202'80 :lHs.'20 278'60 80s' 40 
211'20 ! 249-00 285'60 322-20 
220'20 i 21i9'20 297'fiO 836'00 
229'20 I 269'40 , 309-60 349-80 
2ai'SO , 280'20 321-60 963'00-
246'60 I 200-40 3aS'flO 376'80 
2i,u'AQ i 30l'20 346-20 890'60 
26-1'00 811'40 35H'20 404'40 
27a'(I0 ! .3?2'20 3;0-20 41S'20 
2R2'OO 332'40 882'20 432'00 
2!IO'40 342'60 3!J4'20 44-5'80 
2!1!)'40 353' 40 406-20 4fi9-60 
30g-40 , 363-60 418-80 473'40 
316'80 374'fO 430'80 4S1'20 
325'80 

, 
~84'6Q 442' SO 50)'00 , 

934'80 I 394'80 454'80 514'80 
lHS-20 405'60 466'~0 5213'00 
:-iil2'2t1 415'SO 41S'80 541',IlO 
361'20 426'60 I 491'''0 555-60 
81;9-60 436'f';O ./iOS'40 669'40 
S7t"'6Q 417'60 i -515'40 1i8:' '20 
88;-60 457,SO 627'40 697-00 
396'00 I 4.68:00 , .539'40 610-80 

1 S'80 , 10'45 12'10 13'75 

I 
, 
I 

In Bavaria the regulations for the "'orkmen's pensions are practically identical Bava1';a. 
with those of Prussia, except for Section B the claeses of payment are fewer and the 
individual contributions are practically in each cla.8 half the amount contributed by 
~orkmen employed by the Prussian Railways. The benefits are, therefore, on a 
correspondingly lowe .. scale, a8 will, be seen from the appended table. of the additional 
lanntlities. . . 

I .. BAVARIAN ADDITIONAL ANNUITIES (SECTION B.). 
: , 

. Completed Peroontnge Yea.rly amounts of the additional pensions, 
. yean of . qf the 

I I I' I 
Jrlemberahi& computable 01 ... II. IClasa Ill, Cl ... IV. cla.is IV .. Clue IVb. of Section , wages .• (600 M.) . (1DO M.) (1,000 III.) (1,200 14.) . (1,400 III.) , I 

M. I III. I M. M. III. M. 
5 lu' DO'40 70'00 100-20 120'00 140-·10 
6 10'5 i 1)2'80 19'20 HI6'OO 126'00 1I7-0u 
7 II' I 66-20 82'80 110'40 132'00 15"-20 • 11'5 61'60 86'40 115'20 13S'OO 161'-10 
9 12' 60'00 90'00 120'00 H4'on 168-00 

10 12'6 63'UO 94'20 125',fo 11'10'00 175-20 
II IS' 6S'40 97'SO l:iU'20 jll6'un 1~2-40 
U 1S'5 61'80 

I 
101'40 135-00 J6Z'OU J "'9 '(H) 

IS H' , 7U'211 10.")'UO 140'40 168-00 196'2u 
14 14'; 72-liO l\)!'-20 14.5-:!o I i4 -IN) 203 -411 
I. U' I 7:) '(N) 112'~n 15u'OO l8o'IH' 21O'(HI 
16 16'5 I 7s'on 

I 
116'10 1:,O',fO 1~6'llU 21j'2u 

17 16' , 8u',10 120'00 16u-21) }92-oo ~2!'4U 
18 16'5 82'60 l:!4-20 ]65-uu 198'un 2:H'uO 
19 17' 8:1'211 127-$0 )70'.j0 20l'UO 218-2u 
20 17'5 87-611 I 131'40 115'2U 210-411) 2!:)'-ln 
21 18' 90'(H.I , 185'UII )tiO-ttil 216'00 til:.!-IH' , 
22 18'6 , 93'00 I lS9'20 HI5',,(I 2t2'lH' 2!l9'2U 
29 19' I 95'40 142'80 ]9U'2() 228 'Oil 266-411 
U 19'5 I 9;'SU I 146'40 19:;'00 234'01) 213'110 
25 lit)' I(M..I'~.I I }51)-00 iUO'fO 2-10-(11) 2Mf)'20 
26 20-5 ItI:"!'611 151'20 205-2(1 246'(10 287-4u 
21 21' IU,'l'uU Ih1'g.o 2W'00 252'(10 29 .. -110 
28 21'5 ](18'(14) llil '40 215'411 2.')8-(111 8ul'21' 
29 22' : 110'40 165'(11) 22u':!tI 264'UtJ 30l'hHi 
80 22'5 112'I5U ]69'211 22,;'UII 2iu'uO 31~i'OO 

SI 29' , 110-211 li2-Stl 230'40 27S'lH) 3:!2'2t1 
S2 23'5 I 11;'110 116'4u 2;.-I,j-:W 2~2-()n :t~~.'40 

53 24' I ]~I-UU 1811'lll1 2-1:0'00 8S-0U 334;'00 
S. U'5 I US'UtI I lSf'20 245'4u 294 -00 343'2u 
35 (and '5' I 12,)'4u I ]S7'ijO 250'20 aoo·oo 3;:,0·4.u 

ow..r). I 

I I 

r 2 
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It cannot be said that the absorption of private railways by the State has 
been to the detriment of the lower grades of officials as a whole. In some 
cases it is true that private railways paid Romewhat higher ra~es of pay, b?t 
this was counterbalanced to a certain extent by the lower pension schemes In 
force. As illustrating this latter point, t;aking the Dort~ilnd-Gronau U~i1way, 
purchased by the State in 1903, the pensIOn scheme, whICh was a contributory 
one, was governed by the following rules :-

.. Each member must pay an entrance amounting to nth of t~e ~nnual aa1ar~ at which 
.. he is rated in the books of the fund, such payment to be made lU lUstalments lU accord
.. ance with the subsequent instructious of the directors, but in auf case within 12 months 
" after the date of joining the fuud . 

. .. The coutributions are as follows :- . 
" (a) 3'?5 per cent. for tbe non-trllvelling staff, and 4'00 per cent. for the travelling 

"staff; 
.. (b) In exceptional cases for participants. who .. t the time of joining were more 

.. than 45 years old, 4'25 per cent. for the non-travelling and 5.25 per cent. 
" for the travelling staff, 

" of the total yearly salary at which the officials are rated in the books of the fund, with 
" a benefit after five completed years of contribution at the rate of 10 per cent. of the salary 
" and a further 2 per cent. for each additional year of contribution, with a maximum of 70 
" per cent." 

This scheme was less advantageous than the State pensions and to 
exemplify the difference, the following example may be quoted: a station
master in the service of the State for 30 years with a salary of M. 4527 (actual 
salary M. 4200, average dwelling allowance M_ 327) would receive as a pension 
!rds=M. 3018. On the DortmUnd-Gronau Railway for similar service hiB 
pension would have been !ths = M. 2716. In the case of this particular 
purchase, the State undertook to continue the pension scheme in ol'der that the 
old members of the staff might obtain all the advlj.ntages of their long member
ship, which would exceed any possible advantages of' the higher pension scale 
of the State, dating from the time of their entering the State service, so that 
generally speaking, their rates of pay being on similar lines, the transfer to the 
State would make no difference to them. In the case of the younger members 
they would probably sacrifice their vears of membershil' with the private railway 
to commence afresh under the State scheme of pension, to which of course no 
contribution would be necessary_ 

. The" Arbeiter" class, they being paid the general wages for the district, 
would not be affected. 

It is in the higher grades of servants, heads of departments, etc., that the 
change from private to State Ownership bas been mOjlt severely felt and 
compensation has usnally been paid to them by the State for the disturbance of 
position varying in amount consequent upon the acceptance or refusal of 
employment under the State. In many cases transfer to the State wss not 
accepted. 

Carters' wages. Although not actually railway servants, it may be interesting to know the 
terms of employment for carters in the service of Spediteurs, their rates of pay, 
o.f ~urse, varying in the different towns : in Berlin owing 1;<> the high coat of 
h~mg they receIve from M. 25 to M. 28 per week. TheIr hours of duty as 
WIll. be see!l are long, and the regulations as to liability for damage or loss 
are mterestmg • 

.. The carter is responsible to the firm for losa or damage to the goods eutrnsted to his 
.. care in so far as he ca!,not prove that the goods were handed to him in a defective condition 
.. or that damage was caused by some means over which he had no control among which, 
.. however, theft is not included. ' 

.. The carter musl undertake to deposit a guarantee. If he is not in position to deposit 
.. such .guarantee as may be fixed by his employers on entering the Eervice he shall be 
" permitted to pay a weekly amouut of M. 1 to his employers until the amount of the 
" guarantee be attained . 

.. The carters commence their duty every week-day at 5'30 a.m. from April 1st. to 
:: Se~tember 30th and at 6 ~.m. from October to March 31st. In general, carters are only 
.. obhged to fetch. goods ,,:,hlch are ready fro~ the consignees up to 8.0 p.rn. If goods are 

not ready at thiS honr, It shall not be conSidered a breach of regUlations if the carter 
" pOlite.ly declines to wait beyond the appointed time, and promises to fetch the goods next 
"mornmg. If, however, from personal or business motives, the carter decides to wait for 
.. the goods, then he must tske care that the period of duty fixed for the loaders engaged 
" by his employers may not be exceeded by more than one honr. On Sundays and 

-.( 
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" holidays, service will be confined to the despatch of express goods alone, which duty is 
" taken in rotation by the carters; they must sign on at 7 a.m.-Sundays, in addition, must 
" be utilised for getting the rolling stock into thorough condition, this work being com
.. menced on the Sundays on which duty is performed at 7 a.m. from AprillBt to September 
•• 30th and at 8.0 a.m. from October 1st to March 31st. In case two consecutive holidays 
" occur, the carter has a right to a whole day off, this being grant~d by the inspector, who 
"will take into consideration individual wishes in this respeet in so far as they are 
" compatible with the conduct of the bnsine ... 

" The special natnre of the bnsiness doe. not permit of fixed hours for meals, but as a 
" general principle half an hour for breakfast, one and " h.lf honrs for dinner, and half 
.. an honr for the evening meal, are the.longest time. allowed. If the carter exceeds these 
" periods he is wilfully damaging his employers' interests. The aame holds good if he takes 
.. longer than is really neceSBal"l' to carry out the duties entmsted to him, or remains at the 
'" station an excesaive time. It will be considered as a grave breach of the regulations and 
" as a WlLnt of consideration for his fellow workmen if the carter, after the completion of 
•• his round in the evening, calls at public houses or other places instead of proceeding 
•• direct to the goods yard of his employers. Card playing on duty is strictly prohibited." 

For the discussion of grievances spokesmen are elected to meet the 
-employer. 

The personnel of the German State railways appears so far liS can be G8TI6ral 
judged by the observations of a stranger, to be efficient and well disciplined, r8mark&. 
probably due to a very great extent to the military training. It is not to be 
.assumed that perfect contentment exists among the staff in relation to their 
rates of pay etc.; on the contrary it is said that agitations are frequent, and 
the Minister is often involved in discussions on the subject in the" Landtag." 

October 2nd, 1908. 
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APPENDIX Y. 

Historical Memorandum prepared in the Board of Trade upon th& 
attitude which the State has taken up towards Working 
Agreements, Combinations and Amalgamations of Railways.-

When railways began to be built in this country, it was the general opinion that any 
tendeucy on the part of the railway companies to acquire a monopoly, which they might 
use to the detriment of the interests of the public would to a greater or less extent be 
obviated by the effect of competition. 

It was at first supposed that railway, like canal companies, would be merely the 
owners of the way, receiving tolls for the use of it, and that the carriers using their own 
engines and carriages upon the line would compete llmongst each other. But practical 
reasons made it impossible for the railways to be worked in this manner; and the 
contemplated competition between different carriers on the same line never took effect. 

It had originally been uncertain to what extent railways would supersede road~;' 
and for a long time canals were thought likely to compete effectively for the heavier 
traffic. But experience proved that neither roads nor canals could be relied upon to 
compete adequately with the railways. 

With respect to competition between different railway companies, in consequence 
of the great development of railway speculation, a Select Committee of the House of 
Commons was appointed in 1844 to consider the provisions which ought to be introduced 
into Railway Bills. Their second Report (H.C. 79, 1844) contemplates competition 
between both existing and future railways, and recommends the appointment of Private 
Bill Committees to consider competing schemes; while their third Report (H.C. 166, 
1844) contains th" general views of the Committee, which are in substance to the 
following effect: That fares and rates were too high; that competition would do more 
injury to the railway companies than good to the public; that the effect of monopoly, 
both on the public directly, and indirectly on the railway companies, was to be dreaded 
and guarded a~ainst. The fifth Report of this Committee discusses at length the be.t 
method of securing in subsequent railway legislation the greatest amount of accommo· 
dation at the lowest cost, its tendency being to prefer regulation to competition, but to 
retain the threat of competition as a means of imposing regulation. The Committee 
recommended that all Railway Bills should be submitted to the Board of Trade, to be 
reported on before they are proceeded with in Parliament; and accordingly in August, 
ISH, Lord Dalhousie's Rail way Board was constituted under and within the Board of 
Trade, the chief duty of which was to report upon new Railway Schemes and Bills, with 
reference to their positive and comparative advantage to the public, and especially with 
reference to questions of extension, amalgamation, and competition. 

, This Board presented to Parliament a series of Reports upon the merits of the 
rall way schemes of :!.845. The nrst of these Reports (H.C. 279, 1845) contained a 
statement of the principles ou which railway amalgamation should be allowed. It. was 
here laid down that amalgamations should not be generally or precipitately conceded; 
that theY'should be allowed either where the amalgamated lines were branches or feeders, 
or where they formed one continuous line of connection; but that they should not be 
allowed where the companies had an independent existence, or where the object of 
amalgamation was to put an end to competition; and it was suge:ested that working 
arrangemen~, being temporary, and capable of revision, would often be found preferable 

• The historical sketch, given in this Memorandum, of event. np to 1872 i. baaed mainly upon 
the Report of the Select Committee of that year on Railway Amalgamation •. 
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to amalgamations. In accordance with these principles the Board reported in strong 
terms against a number of the railway schemes of 1845; but strong objections having 
been taken by the promoters of these schemes, the Government announced at the opening 
of the Session that they intended to leave the Bills as before to the judgment of the 
Private Bill Committees. In mnny important cases these Committee" threw over the 
Reports of the Railway Department of the Board of Trade, and recommended Bills 
at variance with those Reports. In August, 1845, this special Railway Board was 
abolished. 

Thus the Railway Board reporred against the amalgamation between the Grand 
J unction Railway from Liverpool to Birmingham, the Liverpool aud Manchester Railway, 
snd the North Union Railway from Warrington to Preston, on the ground that it would 
place the trade of Lancashire with Liverpool in a great measure in the hands of one 
Company. But the Select Committee on this Bill in 1845 recommended its adoption: 
lind these companies have long since been united and form only a part of the London and 
North- Western system. So again, the Railway Board reported in strong terms against 
the amalgamation of the Chester and Birkenhead with the Chester and Holyhead Railway. 
But these lines have long ago been united with each other and with the other constituents 
of the London and North· Western system. The Board also reported against amalgama. 
tions and arrangement~ in the Midlands which, if not specifically carried out since, have 
bern replaced by much more extensive amalgamations forming the present Great Central 
and other large companies. 

In 1846 the question of amalgamation was considered by a Cnmmittee of the House 
of Commons. In the first Report of this Committee (H.C. 200, 1!!46) they point out 
the growing tendency to union and extension; they recognise the advantages of 
harmonious management on the one hand, and the evils of monopoly on the other; but 
they are unable to lay down any positive rules, and only make suggestions for the 
guidance of the Private Bill Committees. They endorse the recommendations made by 
the Boord of Trade of 1845 ; they recommend that general powers of selling and leasing 
,hould not be inserted in Private Bills; that upon amalgamation the maximum tolls and 
rates be revised; that in general the new maximum should not exceed the lowest 
maximum of any of the amalgamating Companies, and that especial attention should be 
given to charges for carrying coals.· They conclude their Report by the observation that 
some important lines originally independent have bv private arrangement practically come 
under the same control and management, so that the evils of amalgamation may be 
produced without any opportunity for inquiry by Parliament. 

In their second Report (H.C. 275, 1846) this Committee recommended" that some 
department of the Executive Government, so constituted as to command general respect 
and confidence, should be cbarged with the supervision of railways and canals, with full 
power to enforce such regulations as may from time to time appear indispensable for the 
accommodation and general interests of the public." 

Elfect was given tAl those proposals by an Act passed in 1846 (9 & 10 Vict. c. 105) 
by which the Railway Commission was IIppointed, consisting of five members, and 
entrusted with the duty of reporting on special cases referred to them, and also npon 
Private Bills, and especially on competing schemes and on amalgamations. 

Parliament appears, however, to have paid little, if any, more attention to its 
Reports than to those of its predecessors, and in 1851 it was abolished, its duties being 
re·transferred to the Board of Trade. 

In 1853, in consequence of the alarm created by the number and magnitude of the 
amalp:'lInation schemes proposed in the Rills of that Session, a Select Committee of 
the House of Commons was appointed. The upshot of the first three Reports of this 
Committee was that they suspended the then pending amalgamation Bills, and suggested 
thllt Parliament should not grant amalgamations without securing "freedom and 
economy of transit from one part of the kingdom to the other." Their fourth and 
fifth Reports, which cont."lin their opinions and recommendations, show that they 
recognise that the tendency of the Companies is to union and extension, and that 
competition very often ends in combination. They see that the Companies are able, in a 
great mensure, to attain their ends without the authority of l'arliament, and they notice 
the w,wt of some me>ws of compelling proper arrangements for through traffie between 
the Companies. With respect to amalgamation, the Committee, while recognising the 
economy and convenience resulting from anlalgamation, reject the suggestion that larg-e 
independent Companies should be united, and that the country shonld be divided into 
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districts each allocated to particular Companies. The Committee recommended that in 
order to secure a comprehensive review of all schemes submitted to Parliament, a 
Committee of a character more permanent than had hitherto been the practice should he 
instituted to which the Railway Department of the Goyernment should attord advice 
and assistance; "that working arrangements between different Companies for the 
regulation of traffic and the division of profits should be sanctioned under propl'.r 
conditions and for limited periods; but that amalgamation of Companies should not 
be sanctioned except in minor or special cases, where it clearly appears to the :standing 
Committee that the true and only object of such amalgamation is improved economy of 
management and consequent advantage to the public." The Committee consider that as 
a rule running powers should be discouraged on the ground of danger, and recommend 
" that every Railway Company should be compelled to afford to the public, in respect 
both of goods and of pllll"engers, the fulI advantage of convenient interchange from one 
system to another, to afford to every class of traffic, including postal communication, 
just facilities, and to observe all statutory provision~. especially those requiring equal 
charges under the same circumstances; and that where complaint arises that any 
Company has yiolated any of these obligations, provision should be made for the 
hearing and decision of such complaint in open Court, with power to make use of the 
interference by the Railway Departmellt for the purpose of ascertainin~ by what specific 
and detailed an·angements such complaint may be effectually redressed .• 

The recommendations of this Committee led to the passing of the Railway and Canal 
Traffic Act, 1854, which embodied two principles-( 1) that every Company should afford 
proper facilities for forwarding traffic, and (2) that no preferences should be given; and pro
vided that parties complaining of any contravention of the Act might apply for a remedy 
to the Court of Common Pleas, which might be assisted by engineers or barristers. 

In 1863 many clauses which had become usual in Railway Bills subsequent to the 
passing of the Railway Clauses Act, 1845, were consolidated in the Railway Clauses 
Act of 1863. This Act contains certain provisions referred to later for the regulation 
of authorised working ageeements between Railway Companies, and by the Railway 
Companies Powers Act, passed the following year, a procedure was laid down by which 
railway companies might obtain power to enter into working agreements by Board of 
Trade Certificate. 

In 1865 a Royal Commission was appointed to consider the subject of railway 
communication more especially with a view to diminution of charge and interchange of 
traffic, and they made their report in 1867. . This report discusses the question of rates 
and charges and other questions concerning passenger and goods traffic, but does not deal 
with the question whether competition can be maintained and if not whether monopoly 
can be regulated. 

As regards interchange of traffic the Commissioners point ont that there is no use in 
clogging working arrangements, which the companies can carry out by themselves 
without Parliamentary sanction, with a number of statutory condItions. They recom
mended, however, that every company should be bound to make a through rate for goods 
over every other compally's line . 

. The only recommendation concerning amalgamation is "that as a question of public 
pohey a perI?anent amalgamation of the undertakings of railway companies should not 
take place WIthout affording to l>arliament the opportunity which it now possesses of 
determining the conditions under which such amalgamation should be permitted." But 
what these conditions should be is not stated. 

In 1872 a Joint Select Committee of the House of Lords and the House of Commons 
considered the question of Railway Companies amalgamation and pnblished a voluminous 
report (H.C_ 364, 1872). The Committee point out that the actual facts as to 
the amal~mation sanctioned by Parliament show" that the general recommendations 
and resolutlOns of Committees, Commissions or Government Departments have had little 
influence ul?on .the a~tion of Privau; Bill Committees, and have not stayed the progress of 
the compames In theIr course of umon and amalgamation." 

The,}' state that ': it bas becom~ more and more evident that competition must fail ro
do for .raIlways ,,:h.at It does for ordmary trade, and that no means have yet been devised 
by whIch competltlOn can be permanently maintained." 

With regard to the different fOnDb of combination among railway compallies this 
report disti.nguishes the following varieties :-

.. T~e simplest and least complete form of combination is an arrangement for equal rates and 
farcs, and lD some cases for equal speed, wherever there is competitive traffic. ThiB arrangement 



155 

appears now to be universal, and can be carried into effect by the Companiea withont reference to
Parliament or other anthority, and even without previous notice to the public • 

.. A more compl"te form of combination is one in .... hich the companies agree to forward traffic 
over one another's linee, each company getting the benefit of all the profit arising from carriage on its· 
own line. And a further development of arrangements of this kind is where each comp:my allows 
the other to run lrains over its own lines, the two companies dividing the profit of the trains so rnn in 
certain fixed proportions. This species of arrangement, it would seem. can also be completely effected 
without special legislation . 

.. In the above cases each company, though no longer competiug by a direct lowering of charge. 
has an interest ill carrying as much traffic as possible on it .. own line or by its own trains. and 
coneequentIy may be expected to offer facilities'n ordeT to obtain it. 

.. A tbird form of combination is where tbe companiee agree to make a • joint PUTBe,' i .... to 
divide tbe profits arising from any particular traffic in certain fixed proportioDS. without reference to 
the question whether it has actually travelled over the line or by the trains of one company or the 
other. • . • In case of a joint purse. neither company has any motive for attracting traffic from 
the other line to its own. except Buch as may arise from contemplating the possibility of the agreement 
coming to an end . 

.. Whetber division of traffic receipts on the joint purse principle is valid at law or not is open 
to considerable doubt. It is clear that the Courta will not set aside such an arrangement. on the 
ground tbat it is illegal. in Ihe seuse of being contrary to public policy. But the doubt is whether 
such an arrangemeut, which is. in fact, a sort of partnership, is not ultra vi,..,. of each Company, and 
whether it may not. therefore, be set aside at the instance of a shareholder. Thio doubt, the 
Committee are advisod, is sueh 88 to make it unaafe for companies to enter into such agreements 
without the sanction of Parliament, although there is evidence tbat they sometimes do so . 

.. The fourth, and most complete form of combination is amalgamation. It differs from the 
last-mentioned form principally in being permanent, so that there is no motive arising from prospective 
independence to induce the managers to favour one line in the system rather than another; and thus, 
to use the words of a Liverpool witness, not only i. all actual but all • potential' competition between 
them eutirely at au end." 

In addition, the Committee mention" another mode of arrangement, namely a lease, 
under which the whole manag-ement of the line is in the hands of the company which 
take~ the leasE', the owning company being only the recipients of rent." This arrangement, 
it is pointed out, is attended by the disadvantage that if, as is generally the case, the 
leasing companie. look forward to amalgamation 0" purchase, they have an interest in 
keeping down the trnffic and profits of the leased line in order to purchase it at 110 lower 
price, and for this. reason the Committee consider that a complete transfer byam\llgamation 
is more to the public interest than a lease. 

The Committee come to the conclusion that "if experience had proved it to be 
possible to sanction and maintain the It'ss complete forms of combination, and to 
prevent combining companies from dividing the traffic, or obtaining complete amalgama
tion, it might be desirable to inquire particularly whether the policy recommended by 
former Committees, of encouraging working agreeme~ts, but discouraging amalgamations, 
might not still be adopted, But whilst, on the one hand, it is extremely doubtflll to 
what extent the less complete forms of combination admit of competition, and what is 
the value of such competition, there clln be little doubt, judging from the past, that they 
cannot be maintained as the ultimate forms, and are sure, whatever principles may be laid 
down by Committees or Commissions, to end in complete fusion." Nor does this 
Committee consider it fait' to assume that in the passing of amalgamation Bills the public 
interest has been overlooked. " It is generally easy to show that the public will gain 
largely by harmonious arrangements; lind considering how doubtful is the extent of 
competition, 01' of the facilities it produces, the balance of advantage, to the public as well 
as to the shareholders, mlly often well be thought te be on the side of amalgamation." 

The general conclusiolls at which the Committee arrived with regard to the extent to 
which effective competition existed were liS follows :-

.. There Is real and effective competition betweeu railways and the traffic by sea. especially in 
the carriage of heavy goods, aud this competition is likely to continue, unless Parliament shonld give 
public harbours into the hands of the railway companies • 

.. There i8 some competition between railways Bnd cauals, and it is desirable to Dl8ke every 
effort to keep up and develop the system of iuland water navigatiou, although it is improbable that 
that .yst.em can maintsin a general or powerful oompetition with railways . 

.. There i8 little real competition in point of charges between railway companies, and ill! 
continuance cannot be relied on. There i8 at the present tiwe considerable competition in point of 
facilities, but the security for its parmanence is uncertain." 

Since" competition cannot be relied on to eecure propt'r service and a fait, price," 
and ~ince" both os re~rards the am\>unt of charge ond the accommodation afforded, the 
interest of the companies does not give Bny such complete or sufficient ilnarantee to the 
public as is given by competition, in cases where competition exists,' the Committee 
proceed" to consider what can be done in the wily of regulation." 

The result of the recommendations for regulation made by the Committee was the 
patI. sing of the Regulation of Railways Act, 18;3, which was followed by the Railway and 
Cn,nol Traffic Act, 1888, and the Railway and Canal Traffic Act, 1894. 

14688 x .. ' 
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The effect of this legislation with respect to arrangements between railway companics 
may be summarised a~ follows:-

Under the Re!rulation of RnilwRys Act, 1873, II. new tribunal, the Railway (',ommis
sion, was establish~d to which were trnnsfp.rred the jurisdiction given to the Court of 
Common Pleas by the Act of 18M, and also the powers of the Board of Trude under the 
Railways Clauses Act, 1863, or under any special Act, with respect to the approval of and 
the revision and modification of working agreements between railway companies. Under 
the Railway and Canal Traffic Act of 1888 this Commission was superseded by a new 
body, the Railway and Canal Commission. This Act contains a provision (Sect. 11) that 
nothing in any a[J"reement, whl'ther made before or after the passing of the Act, which has 
not been confir~ed by Act or by the Board of Trade, or by the Railway Commission, 
shall render a company unable to afford, or shaH authorise it to refuse, such reasonable 
facilities for traffic as may in ,the opinion of the Railway and Canal Commission be requircd 
in the interests of tne public, or shaH prevent that Commission from making or enforcing 
any order with respect to such tiu)ilities.· • 

With regard to the principles adopted by the Railway Commission in exercising their 
powers of control over working agreements, it must be observed that few of these decisions 
have been concerned with the merits of the arrangements in question. Under these 
circumstances it is not practicable to deduce from these decisions the outlines of any 
general policy in regard to railway lI11iances. 

The recent policy of the Legislature in regard to alliances between and amalgamations 
of railway companies must be judged mainly from the long series of Private Acts granting 
powers to and conferring duties on railway companies. Up to a certain point uniformity 
is secured in these private enactments by means of Standing Orders of the two Houses; 
nnder these Orders it is provided that powers of purchase, sale, lease, or amalgamation 
shall not be granted unless it has heen proved to the Board of Trade that the companies 
concerned have respectively paid up and duly expended one-half of their share capital 
authorised by previons Acts, and if these powers are applied for in respect of works to be 
authorised by a Bill or Bills of the same session, it has been so proved that these companies 
have respecth"ely paid up one-half of their capital, and that the company proposed to be 
empowered to construct such works have inciuded in the amount <if their capital the 
capital proposed to be authorised by any such Bill or Bills; and that no such power shall 
be given in respect of works intended to be authorised by any Act or Acts for which it is 
intended to apply in any subsequent session. It is also provided that in amalgamation 
Bills the capital created shall not exceed the combined capital of the amalg/U1l8ting 
companies, and that in purchase Bills no addition shall be authorised to be made to the 
capital of the purchasing company, beyond the amount of the capital of the railwa,Y 
purchased (irrespecth"e of premium, if the purchase is made at a premium). Provision 18 

also made for ensuring that a Bill for sale, purchase, amalgamation, or leasing or 
authorising any working agreement shall have received the sanction of the shareholders of 
the company promoting the Bill. 

It is also prodded that" no Bill by which a railway company is incorporated shall 
contain any powers of purchase, sale, lease, or amalgamation, or any working agreement 
not made unconditionally determinable by the company at the expiration of a period not 
exceeding ten years from the passing of the ,Act, or any power of entering into working 
~eements, except nnder the provisions of Part III. (Working Agreements) of the 
RaIlway Clauses Act, 1863, as amended by the Railway and Canal Traffic Acts, 1873 and 
1888_" Where powers for an amalga~ation, sale, lease, or working agreement, not under 
Part III.. of the 1863 Act are apphed for the terms of the a!!Teement, &c., must be 
specified in the Bill. . 0 

. Subj~ howev~r to the regulations laid down by the Standing Orders, ~he different 
PrIvate BIll CommIttees have been allowed to deal with each application as It has come 
before them in such. ~anner as ~ch Co~mittee has thought fit; and it may be stated 
~roadly that the deClsu;ms of Parltament ill relation to railway agreements and amalgama
tIOns have been based III the main upon consideration of the individual circumstances of 
,part.icular ~ses, rather than upon adherence in all cases alike to any sort of rigid rule. 
:WhIlst Parhament has constantly sanctioned new competing lines in the public interest, 
It ~as, on th.e other hand, frequently sanctioned amalgamations, not only in instances in 
which the hnes absorbed have been branches or feeder~ or formed with the system into 

• In 1890 an ~ct autho~si."g the. trausfer of the powers of promoters of certaiu Irish railway and 
tram:way uudertakings to eXIstmg ratlway companies (The Transfer of Railways (Ireland) Act, 1I19U) 
proVld~d that no agreement f~r ~y suc,h transfer should have any operation until it was approved by 
the Railway and Canal Commt881on whIch should not approve of it unless satisfied of lIB having been 
sanctioned by the shareholders of the railway company • 

.... 
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which they were taken one continuous line of communication, but also in instances, in 
which the amalgamating lines were independent and competing railways. 

Of cases of the former class it can scarcely be necessary to give examples. The 
history of British railways shows a steady continuous process of absorption of the minor 
lines by the larger companied (either by amalgamation or by the acquirement under other 
methods of control no less complete than that obtained by actual amalgamation).-

As recent examples of the fusion, in qpe form or another, of independent and com
peting lines, may be mentioned the working union between the South 'Eastern and 
Chatham Companies in 1899, the amalgamation of the Great Southern and Western, 
Ireland, with (a) the Waterford and Central Ireland and (b) the Waterford, Limerick 
and Western in 1900, Rnd the amalgamation of the Lancashire, Derbyshire and East Coast 
Railway with the Great Central RHilway in 1906. 

In cOllclusion, it is proper to observe that in considering the attitude of the State 
in this country towards combinations between railway companies it is of much importance 
to bear iIi mind that the number of cases in which ~DTeements not involving close 
working unions are subject to the cont.rol of the State in any form whatever, is somewhat 
restricted. Working arrangements of various kinds are continuaIl y being entered mto 
by railway companies without any reference to Parliament or other authority. The 
attitude of the State towards these agreements may reasouably be described ILB one of 
non-intervention. 

• The London and North Western Railway began its system by the amalgamation in 1846 of the 
London and Birmingham, Grand Junction, and Liverpool and Manchester with other smaller lines, 
owning together 379 miles; its present mileage (30 June 19U7), apart from lines partly owned, leased 
or rented or worked, is 1,719. The Great Western, which originally consisted of 118 miles, now owns, 
apart from lines partly owned, leased or rented, 2,492~ miles. The first great amalgamation of the 
North Eastern took place in 1845-7 and brought its mileage np to 274; the North Eastern now owns, 
apart from lines partly owned,leased or rented, 1,650 miles. The original Eastern Conuties,139 mile. 
in length, began by absorbing the Northern and Eastern, 56 miles in length, in 1844, and now, as the 
Great Eastern, possesses, apart from joint lines and lines leased or rented or worked, a mileage of 1,061. 
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RAILWAY CONFERENCE. COM~nTTEE C. 

APPENDIX VI. 

Memorandum prepared in the Board of Trade upon the existing 
powers of Railway Companies tp make arrangements with 
each other. 

The number of possible types of arrangement between railway companies is so great 
and the economic effect of the various types so different that but few general propositions 
can be laid down on the subject. On the one hund, we have such elementary forms of 
co-operation between companies as are necessarily required in connection with the 
conveyance of through traffic, while nt the other extreme we may have partnership 
III'rangements indistinguishable in their effects from amalgamation. In the early days of 
railway enterprise when Parliamentary ('Almmittees viewed the amalgamation of railways 
with some alarm there was a tendency to consider arrangements of' the latter class as in 
the abstract undesirable (although in particular cases they were frequently sanctioned) ; 
the former kind of arrangement has on the contrary been encouraged and even enforced 
by the Legislature from an early period. Speaking generally, however. the bulk of 
possible varieties of agreement between railway companies have not been either expressly 
legalised or forbidden by Parliament. In these circumstances, after considering (1.) the 
few general references to railway companies agreements scattered throughout railway 
legislation, the most cunvenient course seems to be to deal separately with the main 
types of arrangement mE't with in practice, beginning with the simpleI' types aud 
ending with the most complete, under the following headings :-

(II.) Through traffic arrangements, (III.) Arrangements as to competitive traffic 
not involving any shlll'ing of receipts, (IV.) Pooling arnmgements, (V.) Working 
agreements, (VI.) Leases and Amalg-amations. 

This classification is not, from the theol'etical point of view, pel'fect. It is eaAY to 
imagine possible types of arrangement between railway companies which would not full 
into any group, and on the other hand, some of the groups merge into one another and 
to a certain extent overlap.· But, speaking generally, by far the greater number of the 
arrangements which railway companies habitually make with each other fall naturally 
into one or other of these classes, and the typical form of arrangement in each class differs 
in important respects from that in other classes. 

/. General Provisions as to A,qreementR. 
Parliament seems always to have assumed that railway companies might legally 

enter into certsin arrangements without express authority. 
For example, one of the earliest references to agreements betw~en rail way companies 

to be found in general legislation is a somewhat inaccurate statement in an Act of 1845 
passed with the obJect of assisting canal companies in what was eyen then seen to be 
their unequal struggle with railway companies. Section 7 of this Act, after reciting 
that ".it is expedient that. Canal and Navigation Companies sho~ld be empow~red to 
enter mto arrangements with each other in the way that Railway Compames are 
authorised," proceeds to authorise canal companies to make contracts or agreements with 
each other with regard to through traffic passing by canal or rail, including division of 
charges, " and also to enter into any other contract with any other Canal or Navigation 
Company that may be deemed advisable; and any such contract may contain 8uch 
Cov:enants, Clauses, Conditions and Agreements as the contracting parties may think 
IidVlsa~le and mutually agree upon." ltailway companies were not, as a matter of fact, 
authol'lsed by any general Act to enter into such arrangementH, although powers to 
agree as to through traffic were included in many special Acts, but the section is 
particullll'ly interesting, showing as it does that Parliament had, as it were, an impression 
that railway companies had the right to make arrangements between themselves. It is 

• A "lease," for example, does not necessarily involve a closer form of union than a "working" 
agreement." Th~" leaee" authorised by the Manchester and Milford Railway (Leasing) Act, 1906, 
not only leaves the rent to some extent dependent on the traffic receipts of the line but aloo leaves the 
owning company with some powers in regard to fixing of rates, a power which the ordinary working 
agreement uonally transfera entirely to the working company. 
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also interesting to note that Parliament was prepared to grant canal companies, even 
when they also 'owned railways, unlimited powers of agreement. The Act had an 
unforeseen result in enabling rail way companies which owned canals to obtain (in the R'Y0rt of 
capacity of canal companies) control over other canals without express statutory authority, Jcomt 'tt 

d rd· I . 18'8 A d h' I . hi h I omm. ee OD an acco mg y 10 ,) an ct was passe to stop tIS, cana compames w c were a so Railway 
railway companies being prohibited from leasing other canals except by special Act. Companies 
It would seem, however, to be still a question whether two railway and canal companies ~malgama
(e .. g., the Great Northern and Great Central Railway Companies) are not theoretically tlOn,' .' 
empowered by this almost forgotten Act of 1~4.') to make such arrangements between ~~7!':ii~:;i. 
them8elves as they think desirable with regard to their respective railway undertakings. ch. 75 s.3. ' 

The opinion that Parliament recognised that railway companies might legally make '. 
certain agreements between themselves is borne out by two passing references to agree, 13 & i4 VaGt., 
ments in Acts pasRed in lR50,and 1859 respectively. In the former (Abandonment of ch.~., 8. • 

Railways Act, 1850) certain powers were given to companies to abandon the numerous 
speculative' schemes which had been authorised, but the proviso was inserted that 
railways for the construction of which an agreement under seal had been entered into, 
were not to be abtmdoned without the consent of the company or person concerned. The 
inference is that an agreement to construct may be valid. 

The second Act (Railway Companies 4rbitration Act, 1869), authorises railway 22 &: 23 Viot., 
companies to refer to arbitration such "differences II as "they might lawfully settle ch. 09, s. 2. 
by agreement between themselves." Here again it is recognised that railway companies 
may agree amongst themselves to a certain extent, but no attempt is made to define the 
scope of their lawful power of agreement. 

The most useful"general provision as to the regulation o)f agreements is, perhaps, 51 & 52 Viet., 
section 11 of the Railway and Canal Traffic Act, 1888. That section, while recognising eh.25. 
the existence of valid agreements between companies which are neither confirmed by 
Parliament nor approved as "W orkiug Agreements" by the Railway and Canal 
CommisRion provides that such agreements shall not prejudice any application to the 
Commission for" reasonable facilities." 

-It may also be noted that power is given to the Attorney Geueral by Mr. Gladstone's 7 & 8 Viot., 
Act of lliH to proceed ttgainst railway companies exceeding their powers to the public eh. 85,'11. 17. 
disadvantage. Although this power has not been exercised recently it is possible that it 
might be revived successfully in the event of any clearly injurious combined action being 
taken by railway companies without any specific authority. 

II. Through Traffic Arrangement .•. 

Arrangements. for facilitating through traffic have ,been encouraged by Parliament 
from early times. 

The Regulation of Railways Act, 1842, provided that where railway companies 5 & 6 Viet., 
should be una.ble to agree OIl arrangements for conducting through traffic the Board of eh. ~5, 8. ll. 
Trade should determine the differences so far as public safety was concerned, and should 
apportion any necessary expense. ' 

The Railways Clauses Consolidation Act, IM5, expressly legalised (without 8 Viet., eh. 2C 
enforcing) arran~ements for throu~h running powers, including the necessary division of s.87. 
tolls. (In practlce, however, although this is one of the few forms of aQTeement that are s. 88. 
expressly legalised, railway companies usually prefer to protect themselves by obtaining 
statutory authoritr for their running powers.) Such running power agreements are not 
to affect the pubhc disadvantageously as re.,"'llrds tolls. The section is important, as it 
has been pleaded in support of the v.llidity of much closer arrangements than those to, 
which it was intended to apply. Hod,'les* goes so far as to say that ·apart from this section 
or their special Acts, railway companies have no power at all to 1lnter into agreements 
for the regulation of traffic and the division of profits. 

In 1873 railway companies were put under an obligatiou to agree upon reasonable 
through rates. The existing provisions on this matter are contained in section 25 of the 
Ra.ilway and Canal Traffic Act, 1888, and the Act of 1894 prohibits railway companies 
either alone or jointly from unreasonably increasing rates. 

The right to agree upon through rates carries as Ii. matter of almost necessary con" 
venience certain other powers of agreement with it. It, is obviously very desirable that 
railway companies which arrange a large number of through bookings with each other 
should al~ use the same Classification of Merchandise Traffic and adopt as tar as possible 
the same scales of charge. They must also in practice arnmge to adopt a uniform code of 

• Hodges on Railwaya,' vol. I, p. 117. 



Q,ilway 
'learing Act, 
!l50. 

.!iearing Act 
Ireland), 
860. 

,eport of 
oint 

. !ommittee on 
:ailway 

'.ompanies 
.. malga
mtion, 1812, 
. xxv.-

160 

regulations on many matters such as condi~ions as !O. J?8cking, regulations as !o ~~II
struction &c. of waglTons, method of cnlCUlatlDg and divlSlon of charges, extent of lIability 
for dam~e, a~d scnle" of rates ?f insurnnce in th~se cases ": here the com p~nies charge i~ 

The necessity for the settmg up of some Jo!nt Committee of the Railway ~ompaDies 
to make the necessary arrangements for conductmg through Traffic was recogDlsed at an 
early stage. Originally a purely voluntary and unauthorised body! the Rai~way Clearing 
House obtained in l!i50 the right to sue (or be sued) as an entity. It IS noteworthy 
that the Act "f~r regulating legal.proceeding~ by or aga~?st the Committ~e . of :Railwul 
Companies asSOC18ted under the Rall.way ClearlDg Sys~m, aith?ugh p~scrlblDg III detail 
the constitution and method of appolDtment of the Jomt Committee, neither confers upon 
it any explicit right beyond the power to sue (and be sued) no~d above, nor does it 
expressly limit its power in any way. The preamble, however, reclte8 the fact that the 
object of the clearing system is to afford to through traffic passing over different lines the 
"same facilities as if such lines had belonged to one company." 

The power8 of the Irish Clearing House established ten years later are no more 
specific. It~ object is described in the preamble to be that of affording to traffic passing 
upon railways, canals, and steam packets the" same facilities as if such railways, canals, 
and steam packets had belonged to one Company," and its mewber"hip i~ nut limited as 
is that of the English Clearing House to representatives of railway companies, but may 
include any "company, corporation, partnership, or person" duly elected. 

Ill. Arrangements a~ to competitive rates, not involving any allUring of receipts. 

An arrangement between competing companies for equal rates and fares between 
competing points is described by an Amaillamation Committee of 1872 as "the simplest 
and least complete form of combination.' The Committee say :-" This arrangement 
appears now to be universal, and can be carried into effect by the companies without 
reference to Parliament or other anthority, and even without previous notice to the 
public." 

Although no general power bas been conferred on railway companies to enter into 
such arrangements, there can be no doubt but that snch agreements are unimpell.Chuble at 

6 & 27 V' law. In particular cllses they have received Parliamentary sanction in special Acts, ~.g., 
11 cxiii lCt., the Great Western and London nnd North Western Railway Companies so bound them
s:.heduie A). selves in 1863 to charge equal rates between competitive stations. An Agreement 
3 & 34 V' t between the London, Brighton and South Coast Hailway Company and the Suuth 
b.. cliv. lC., Eastern I:ailway Company confirmed by Parliament in 1870, goes further and specifically 
3chedule.) mentions" the avoidance of unnecessary competition" as the principle on which the 

Agreement is based. 
Such equality of rates by different routes is now the universal prllctice, except in 

certain cases where a railway company are the sole owners of one route between two 
places and have partial control of the only available alternative route. The rates by way 
of the latter route are in such circumstances frequently higher. 

Where railway companies agree on competitive rates it is clearly even more essential 
than in the case of through rates that they shonld also agree on the conditions attaching 
to the rates, especially such questions as the amount of siding or cartage rebates, the 
remuneration of cartage agents, the area of free delivery &c. These qnestions are in the 
main of a local character, and are dealt with hy informal district conferences of the com
panies. Such conferences have not been legalised and therefore have no power to take 
Joint l~l proce~dings. There can be little doubt, however, that there is nothing illegal 
ill their mere eXistence. 

Under this head would come an arrangement such as that said to be in force between 
~e two companies at Ev~sham some years ago, under which each company obtained the 
fight to close the publIc entrance to the other company's adjacent Goods yard at an 
agreed closing time in the busy season. -

IV. Pooling Arrangements. 

When specified traffic receipts are divided between companies without reference to 
whether the traffic has passed over one or another company's lines competition for such 
traffic ob.iously disappears. ' 

In certain particular cases pooling arrangements have been sanctioned by 
Parliament. 
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The statutory agreement between the London, Brighton and South Coast Railway 33 & ~4 Viet. 
and the South Eastern Railway previously referred to fixes the proportions in which the (~. :I~.\ ) 
receipts from traffic between competitive stations are to be divided. It also fixes rates c e u e . 
for joint season and return tickets available by either company's route, and specifies the 
proportions to be allocated to tbe respective companies. Moreover, it authorises the com-
panies, should tbey so desire, to pool their continental traffic receipts. 

The South Eastern and Chatham Ra.ilways Working Union Act of 1899 sanctions 62 & 63.!ict. 
the poolinl:!' (subject to certain restrictions) of the bulk of the traffic receipts of the two 2~ ~1~9'~: t 
companies. An agreement for the pooling of the receipts from the continental traffic of ch. cecxlvt[ • 
those two companies had been authorised by Parliament in 1865. s. 25. ' 

The receipts in respect of Post Office Parcels are pooled between all railway com- 405 & 46 Vict. 
panies under the arrangement Ranctioned by the Post Office (Parcels) Act, 1882. ch.74. 

There is considerable doubt to what extent unauthorised pooling arrangements are 
valid. The Joint Committee of 11112 in a carefully considered paragraph say:-

" Whether the division of traffic receipts on the joint purse principle is valid at law ~r of 
or not is open to considerable doubt. It is clear that the Courts will not set aside such matio1f:-
an arrangement on the ground that it is illegal ill the sense of being contrary to public Commitee 
policy. But the doubt is whether such au arrangement, which. is in fact a sort of 1872, p. xxvi 
partnership, is not ultra vires of each company, and whether it may not, therefore, be set 
aside at the instance of a shareholder. This doubt the Committee are advised is such as 
to make it unsafe for companies to enter into such agreements without the sanction of 
Parliament, although there is evidence that they may sometimes do so." 

In considering the applicability of this opinion to present day conditions, it must be 
horne in mind that the tendency of recent decisions has, perhaps, been to restrict the 
Common Law rights of shareholders as against directors. 

According to Hodges a" Joint Purse Agreement. • . . might, perhaps, be set Hodge.'. I., 
aside on an application by the Attorney-General under 7 and 8 Viet. ch. 85, sect. 17." 530 (I). 
This, however, seems very doubtful. The section in question only applies where it 
appears to be "for the public advantage" that the company should be restrained from 
acting illegally, and Hodges and the Amalgamation Committee in the paragraph quoted Hrml·'l· ltN.w 
above, following the rule in Hare's Case (1861), are agreed that" There appears to be no ~~;::DY. 
doubt that an agreement is not illegal simply because its object is to exclude competition." Hodg ... p. 530. 

On the whole it would seem that it would be hardly possible to upset such an agree
ment from without, but that it is doubtful whether it would be legally enforceable as 
between the companies. 

V. Working Agreements. 

A working agreement, as the term is ordinarily understood, confers upon the work· Beman •. 
. I . ." h d k' h' h h k d' RWford. 109 compnny exc uS!ve possession ot t e un erta 'mg w IC t ey agree to wor urlOg a G. N. Bail"", 

specified term of years. Company •. 
. Eastern Oountlo 

Hailway companies have no general powers to enter into such working agreements Railway 

with each other, and it is clear that in the absence of specific statutory authority they ~;:~:ilirt ... 
are, u.s stated by lIIr. Cardwell's Select Committee of 1853, invalid. head Railway 

Co · b . . k' b rt'fi f h Oompany. mpamcs may 0 tam power to enter mto wor 109 agreements y ce I cate 0 t e 
Roard of Trade under tho) Railway Companies Powers Act, 1864, but this power has 
never apparently been exercised. Railway compauies prefer to obtain p:>wer to enter into 
working agreements by the direct authority of Parliament, and such provisions are 
frequent in special Acts. 

Certain restrictions are imposed on Companies desiring to enter into working agree
ments and authorised by Parliament since 1863 (or ccrtificnte of the Board of Trade 
under the Railway Compames Powers Act) to do so. These restricti:ms are set out in 
Part III. of the ltailways Clauses Act, 18(;3." 

The Act provides that compllnies authorised by special Acts incorporating Part III. 26 & 27 Viet. 
of the Hailways Clauses Act, 18611, to enter into agreements with regard to certain ch.92. 
specified matters, including the use of the respective railways, &c., shall obtain the 
811nction of their shareholders nnd also of the Board of Trade (now Railway and Canal 9. 23. 
Commission) who shall have the opportunity of revising the agreement in the public •. 24. 
interest every 10 years. s.27. 

• The fact that thee. """trictions only apply when Part Ill. of the 1863 Act is incorporated is 
1Iot important 88 :standing 01'\\ers require its incorporstion in cas •• where the terms of the agreement 
are not specified in the Bill. (Lords' Standing Orders, 124.) 
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s.22. 
The Act further provi~es that the power to agree shall ~o.t affect the ch~rl,re8 which 

the companies are authonsed to make. The pn:sent posItion, however, IS th~t the 
maximum through charges, at any rate for short distances, are usually lowered slightly 
when two companies enter into a working agreement, as under section HI of the Reg~lation 

·31 & 32 Viet., of Railways Act, 1868, when two railways are worked by one company, the two railways 
eh. 119, 8.18. are, for the purpose of calculating the charges,. reckoned as ,;me rail,,:ay. . 

Standing 
Orders-
114 (H.C.), 
124 (H.L.). 

Working Agreements are frequently sanctIOned by Parlinment dlrectl y, the compaDics 
thus not being compelled to adopt the procedure under the Railways Clauses Act, 1863, 
described above. Standing orders require that the provisions of such Working Agree. 
ments shall be set out in extenso in the Act. 

V I. Leases and Amalgamatiolls. 

Although the only general statutory restriction on the sale or loosing of railways is 
that contained in an Act of 1845, which prohibited rnilway companies seIling or leasing 
their undertakings under the authority of Acts passed in that Session, except under the 
direct authority of some distinct provisions specifying the names of the parties concerned, 
there can be no doubt that, as in the case of the working arrang-ements already dealt with 
(which it may be noted are frequently drawn up in the form of a lease) the sanction of 
Parliament is necessary in order to effect a valid lease or transfer of a railway. 

Great Eaatern Even the partial control that one company might obtain over another by means of a 
Railway Com. subscription to its funds cannot lawfully be effected without specific authority. pany t'. Turner. 
Edwards.. An Agreement to apply to Parliament to sanction an amalgamation has been held to 

. Grand Junction be valid, but this decision has been questioned and its correctness mUEt be regarded as 
~::l" heing at least doubtful. 
,Preston <. That a company call1l0t lease their line without statutory authority seems to be taken 
:Liverpool, 
·Manchester and for granted in section 112 of the Railways Clauses Consolidation Act, 1845, which 
:~i=;:· provides that where the company are authorised by special Act to lea8e the railway, the 
.Standing Order, lease shall contain all usual and proper covenants tor maintaining the railway, &c. This 
124 (BtL.). section, however, in so far as it contemplates that a general authority to lease the under· 
Standing Order, taking may be granted by special Act, is in effect superseded by Standing Orders, the 
,l2S (B.L.). actual conditions of purchase or lease being now required to be inserted in the Bill. 
IS.., 18t and It may also be noted that powers for the lease or sale of an undertaking may not be 
'2nd Reports included in the Act which incorporates a railway company. 
:0£ Sel~ct Fonnerly amalgamations seem to have been frequently accomplished without 
i£ommlttee of statutory authority by private arrangement. Such proceedings are exceedingly difficult 
,tionse of to prevent. 
Commons, 
1846. 
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APPENDIX VII . 

• 
Memorandum on the Law relating to Traffic Agreements and 

Combinations of Railway Companies. 

By MR. W. TEMPLE FRANKS, Barrister-at-Law. 

I. FORMS OF AGREEMENT. 

The Agreements between Railway Companies for the unification of 
interests or mutual working, may be roughly classed under the following 
heads ;-

1. Amalgamation; 2. Leases; 3. Delegation of p'0wers and privileges; 
4. Abandonment and non-user of powers and privIleges; 5. Partnership 
agreements; 6. Extension of powers; 7. Direct or indirect assistance of 
other companies; 8. Traffic agreements and traffic arrangements; 9 .. Pooling 
of joint purse agreements, division of tolls, &c.; 10. Running powers; II. 
Agreements for equal rates or fares; 12. Through rates or fares. 

II. CAPACITY TO CONTRACT. 

Railway Companies are statutory corporations, and their powers to 
contract are therefore limited ; 

(a) By the provisions of the Special Acts which constitute and in
corporate them. 

(b) By any Public General Act which is applicable to them. 
(c) By the general law applicable to contracts, which prohibits, for 

example, contracts against public policy, or in restraint of 
trade, contracts for an illegal consideration, or which amount 
to an illegal conspiracy. 

Contracts which offend against the general law may be here described 
as illegal. Contracts which are in excess of or contrary to the special· 
powers granted are usually described. as "ultra vires." 

A contract may be both illegal and ultra vires. It may, on the con
trary, be ultra vires only, but otherwise legal. 

The distinction between contracts which are illegal and which are 
ultra vires may be important. In the case of an illegal contract, the 
remedy may be different, and the right of action more widely extended. 

III. ULTRA VIRES. 

The powers of Companies as statutory corporations may first be con
sidered. In the case of Commercial Corporations the result of the judicial 
decisions appears to be "(1) That what is not expressly or impliedly 
authorised is prohibited, but that (2) Corporations have by implication all 
cal?acities and powers which, being reasonably incidental to their enter
PrIse or operatIOn, are not forbidden them either expressly by their con
~tituting i~tr~ments, or by necessary inferences therefrom." (See Brice, 

Ultra VIres, 52; Shrewsbury, &c., Rly. Co. v. L. & N. W. Rly. Co. 
S H. L. C. 113, 124; Taylor v. Chichester, &c., Rly. Co., L. R. 2 Ex. 356; 
Riche v. Ashbury Rly. Carriage Co., L. R. 7 H. L. 653; A.-G. v. G. E. Rly. 
Co., 5 A. C. 473, &c.) 

In defining the powers of Railway Companies to make any of the 
agreements referred to in I., it is necessary, therefore, in the first place, to 
consider the effect of (a) The Private or Special Acts which incorporate the 
Companies; (b) The Public General Acts which affect their contractual 
powers. 

y 
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(A.) SPECIAL ACTS. 
It is clear that every form of agreement specifically sanctioned by the 

Special Act will be valid. 
Thus amalgamations, leases, sales, pools, working agreements, running 

powers, agreements as to equa~ rates, aband.onment of powers, &c., &c., 
have at various times been sanctIOned by SpecIal Acts. (See, for example, 
G. W. & West Midland Amalgamation Act, 26 & 27 Viet., Ch. cxiii. (Sch. 
A and B)' L. B. & S. C. R. & S. E. Rly. Act, 33 & 34 Viet., Ch. cliv. (Sch.) 
equal ra~ between competitive points); S. E. & Chatham Act, 62 & 63 
Viet., Ch. clxviii. (pools). 

Parliament has, however, laid down for itself certain conditions and 
limitations with regard to the powers which it will thus grant. 

For example, with regard to powers for purchase, sale, lease, amalga
mation, and working agreements :-

Standing Order 123 (H.L.) provides as follows: .. No BiII by which a 
Railway Company is incorporated shall contain any powers of purchase, 
13ale, lease, or amalgamation, or any working agreement not made uncon
ditionally determinable by the Company at the expiration of a period not 
exceeding ten years from the passing of the Act, or any power of entering 
into working agreements, except under provisions of Part 3 (Working 
Agreements) of the Railways Clauses Act, 1863, as amended by the Railway 
and Canal Traffic Acts, 1873 and 1888." And by S.O. 124, the terms of 
any proposed amalgamation, sale, lease, or agreement, are to be specified in 
the Bill. (See also S.O. 174 of the H. C.) 

(B.) PUBUC GENER.AL ACTS. 

The Public General Acts which contain provisions affecting the right 
-of Railway Companies to make traffic and other agreements with one 
another, etc., are as follows :-

(a) Railways Clauses Act, 1845, Section 87. (Running powers.) 
.. It shall be lawful for the Company, from time to time, to enter into 

any contract with any other Company, being the owners or lessees or in 
possession of any other railway, for the pass'age over or along the railway 
by the Special Act authorised to be made of any engines, coaches, waggons, 
or oilier carriages of any other Company, or which shall pass over any other 
line of railway, or for the passage over any other line of railway of any 
engines, coaches, waggons, or other carriages of the Company, or which 
shall pass over their lme of railway, upon the payment of such tolls and 
under such conditions and restrictions as may be mutually agreed upon; 
and for the purpose aforesaid it shall be lawful for the respective parties 
to enter into any contract for the division or apportionment of the tolls to 
be taken upon their respective railways." 

This section relates only to agreements when the engines or vehicles of 
one railway actually passed over lines of another railway. In such cases 
it specifically sanctions agreements for running powers, and for the 
division and apportionment of tolls, but there are no provisions with 
regard to maintenance or management. (See A.-G. v. Gt. E. Rly. Co., 
11 C. B. 457; G. N. Rly. Co. v. South Yorkshire Rly., 9 Ex. 642; Llanelly 
Rly. v. L. & N. W. Rly., L. R. 7 H. L. 550.) 

The section will not, however, sanction an exclusive contract which in 
effect amounts to a lease or delegation of powers. (Simpson v. Denison, 
10 Hare 51; Winch v. Birkenhead Rly., 5 De G. & Sm. 562.) 

Sec!ion 92 of .the same Aet ~nacts that a railway" shall be free to all 
compames, etc., WIth proper engmes, etc., and on payment of tolls, subject 
~ the Companies' regulations." This provision would seem to carry with 
It the power for a company to make all necessary agreements with any 
other company desirous of using its lines, etc. 

(b) Railways Clauses Act, 1863, Part Ill., Section 22. (Working 
agreements.) 

These provisions relate to working agreements, and are as follows :_ 
Section 22. " Where two or more Companies are authorised by a 

Special Act hereafter passed and incorporating this part of this Act 
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to agree among themselves with respect to all or any of the following 
purposes, namely ;-

"The maintenance and management of the railways of the 
companies respectively, or anyone or more of them, or any part 
thereof respectively, and of the works connected therewith respec
tively, or any of them; 

"The use and working of the railways or railway, or of any 
part thereof, and the conveyance of traffic thereon; 

"The fixing, collecting, and apportionment of the tolls, rates, 
charges, receipts and revenues levied, taken, or arising in respect 
of traffic; 

then and in every such case the authority so to agree, or the agreement 
when entered into, shall not in any manner aliect any of the tolls, rates 

h .. or c arges. . . 
By Section 23, the sanction of the shareholders to such an agreement 

must be obtained. 
By Section 24, public notice of intention to enter into such agreements 

must be given. . 
Section 25, "The agreement shall not have any operation until it is 

approved by the Board of Trade; and the Board of Trade shall not approve 
the agreement without being satisfied of its having received such sanction 
of meetings of the respective companies as aforesaid." 

By Section 27, agreements between Companies may be modified by the 
Board of Trade after every ten years if the public interests so require. 

By Section 10 of the Regulation of Railways Act, 1873, the powers of 
the Board of Trade under Part III. were transferred to the Railway Com
missioners. 

These provisions, it should be noted, only apply (1) where the Special 
Act authorIses such agreements; (2) where Part III. of the Act is incor
porated. In practice, such agreements are usually scheduled to a Company's 
Special Act, and the terms specifically set out. In such eases the con
dItions and limitations of the Act do not apply. 

Apart from this Statute, Companies are a~ liberty to make traffic 
agreements and arrangements for the use and conveyance of traffic, and 
apportionment of rates, &c., under the ordinary law, but subject to certain 
conditions and limitations (see infra; iv.). 

(c) Railway Companil!s' PoweN Act, 1864, Section 3 et. seq. (Working 
Agreements.) 

The object of this Act was to enable Railway Companies to obtain 
powers to make working agreements, etc., without recourse to Parliament. 
The important provisions are as follows ;-

Section 3 (l).-"Where a Railway Company are desirous that iuthority 
should be given to themselves and some other Railway Company, or Com
panies, to enter into an agreement with respect to all or any of the matters 
following, namely ;-

"The maintenance and management of the railway of the Com
panies ~espectively, or of anyone or more of them or any part thereof 
respectIvely. 

"The use and working of the railways or railway, or any part 
thereof, and the conveyance of traffic thereon . 

.. The fixing, collecting, and apportionment of the tolls, rates, 
charges, receipts and revenues levied, taken, or arising in respect of 
traffic. 

"The joint ownership, maintenance, management, and use of a 
station or other work, or the separate ownership, maintenance, 
management, and use of several parts of a station or other work." 

Section 4.-'.' In any such case, the Company, if desirous to obtain a 
certificate under this Act, shall proceed as follows, namely;-

"(1) They shall apply to the Board of Trade for a certificate under 
thIS Act. 

r l 

• 
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," (2) They shall lodge at the office of the Board of Trade a draft of 
the certificate as proposed by them; . 

"(3) They shall publish notice of the application according to the 
general rules under this Act." 

By Section 6, the Board of Trade shall take into consideration any 
representations and objections made. 

By Sections 9 and 10,. the Board of Trade have. po~ers to sett~e the 
certificate in accordance with the nature of the applIcation, and to Insert 
.all necessary provisions. 

By Section 14 the draft certificate must be laid before Parliament, and 
~Ither House may, within six weeks, resolve that the certificate ought not 
to be made. . 

By Section 17, the certificate shall have the force and operation of a 
Special Act. 

By Section 28, powers are given to the Board of Trade to amend or 
revoke the certificate on the application of the Company. 

By Section 20, Part III. of the Railway Clauses Act, 1863, is to be 
incorporated in the certificate. The effect of this and the Act of 1873 is to 
give the Railway Commissioners the same powers of approval and revision 
.as under the Act of 1863. 

This Act was practically inoperative through the provisions of Sections 7 
and 8, which made recourse to Parliament necessary if any Railway or 
Canal Company affected gave notice of opposition. 

These Sections were repealed by 33' & 34 Vict., c. 19, but the effect of 
that Act is equally to make an application to Parliament necessary where 
there is opposition from a Railway or Canal Company. The provisional 
certificate given in such cases must be confirmed by Act of Parliament. 

The provisions of this Act have, it is believed, rarely, if ever, been 
~xercised. 

Note.-Both this Statute and the Clauses Act of 1863 were passed with 
the express intention of encouraging working agreements, at the same time 
lieeping them under the control of Parliament and the Board of Trade. 

Lord Cardwell's Select Committee of 18'53 had made recommendations 
to that effect. Working agreements are there spoken of as " not n,ow valid 
by law," though of frequent occurrence. The working agreements thus 
described must, it is submitted, refer only to those which give wide and 
,~clusive powers, and in effect amount to amalgamation or a divesting of 
statutory powers. (See infra iv.) 
{d) 7'raffic Act, 1854, Section 2; Traffic Act, 1873, Section 11; Traffic Act, 

1888, Section 25: (Through Rates and Traffic.) 
The provisions contained in these Acts throw upon Railway Companies 

the duty of providing all reasonable facilities for forwarding the traffic of 
other railways, so as to form a continuous line of communication. 

By the Act of 1873, the facilities were expressly made to include inter
change of traffic at through rates when demanded by a Railway Company. 
By the Act of 1888, " any person interested" may make an application for a 
through rate. Section 25 thus enlarges section 11 of the Act of 1873, which 
is repealed. 

Under the Acts the Railway Commissioners have power to order facili
ties and determine the reasonableness of rates. 

,!hese provisions would seem to establish as a necessary corollary the 
legalIty of all bona fide agreements in reference to through rates and 
through traffic between Railway Companies; as for example, all agree
ment~ as to scale. of charges, rates, classification, and regulations as to 
packmg, construction of waggons, division of rates, liability, insurance, etc. 
The Clearing House, which was given a legal status by the Act of 1850 
was expressly inst.itu~d for these purposes, and on the same ground ther~ 
can be no legal objectIOn to" rate conferences," which are periodically held 
for the purpose of agreeing rates, classification, etc. " 
. All such arrangements must, therefore, be held to be expressly legal

'ised, so far as they are reasonably necessary for the purpose of through 
traffic and through rates. 
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IV.-GENERAL PRINCIPLES AND LmAL DECISIONS. 

Ultra Vires.-Apart from the specific powers conferred' by Special 
Act;; or by Public General Acts cited, the general law may be stated as 
follows: "Whatever is fairly incidental to or consequential upon those 
thin~s which the legislature has authorised, ought not (unless expressly 
prohIbited) to be held by judicial COI1struction to be ultra vires." (A.-G. v. 
G. E. Rly. Co., 5 App. Ca. 473.)' • . . 

Agreements, therefore, in reference to all objects reasonably incidental 
to, or necessary to effect, the main purposes of a corporation are valid. 

What is Or is not fairly. incidental to such purposes, and what is or is 
not beyond the powers specifically granted, is a question of fact in each 
case; and the absence of any more defined principle has produced many 
apparently conflicting decisions. 

It seems best, therefore, to consider as shortly as possible the more 
important legal decisions under the various heads of possible agreements 
enumerated in (I.) 

Note.-Such agreements between Railway Companies must· not, of 
course, offend against the provisions of the Traffic Acts in respect of (1) the 
provision of reasonable facilities, &c.; (2) undue preference; (3) the un
reasonable raising of rates under the Act of 1894. 

(a) Amalgamation, Sale, etc. 
Apart from special powers, it is clear that a company cannot make a 

valid !lI3"reement to amalgamate with another. 
ThIS would amount to a transfer of the corporate entity, and of the 

powers specifically panted by Parliament. There is neither power to 
transfer, or to receIve what is transferred. (See Gardner v. L .. C. & 
D. Rly., 5 Ch. 321 (per Giffard L. J.).) 

It also follows that a Corporation cannot mortgage or alienate its 
property. (See Reg. v. South Wales Rly. Co., 14 Q. B. 902.) 

All such proceedings are further invalid as be~nga delegaJ.ion of powers 
and transfer of assets, etc. 

But an agreement to apply to Parliament to sanction an amalgamation 
has been held valid. (Edwards v. Grand Junction Rly. Co., 1 .M}'!. & C. 650; 
G. W. Rly. Co. v. Birmingham and Oxford Rly. Co., 17 L. J. Cli. 243.) 

(b) Leases. 

See R. C. Act, 1845, Section 112. 
Apart from statutory authority, a company is not empowered to make 

a lease of the undertaking. (A.-G. v. G. E. Rly. Co., 5 A. C. 484 (per _ 
Lord Blackburn); Hattersley v. Shelburne, 31 L. J. Ch. 873; Beman v. 
Rufford, 1 Sim. (N.S.) 550; East Anglian Rly. v. East Counties Rly., 
11 C. B. 775.) 

An agreement which is in effect a lease or delegation, will be equally 
invalid, however much the transaction is concealed. 

A oo~any may, however, by agreement temporarily let or transfer 
such part of it as it is unable to make immediate use of. 
(See Brice, p. 116. Simpson v. Westminster Palace Hotel Co., 8 H. L. C. 

712, &c., &c.) 

(c) Delegation of Powers and Privileges. 
In the absence of statutory powers, companies may' not by agreement 

transfer to others their own peculiar powers and priVIleges. (G. N. ~ly. 
Co. v. Eastern Counties Rly. Co., 21 L. J. Ch. 837; Beman v. Rufford, 1 ;:sun. 
(N.S.) 550, &c., &c.) Nor may companies give up to other~ control of t~eir 
special powers or undertakings whether on pretence of ~usmess ~nventlOns 
or otherwise. (Brice, 484; and see cases ante, and Wmch v. Blrkenhead 
Rly. Co., 5 De G. & Sm. 562.) 

A company may, however, make all necessary arrangeJ?lents for cheapl.y 
and expeditiously carrying on their special business, prOVIded that there IS 
no absolute delegation or exclusive power given. (Mid. Rly. Co. v. G. W. 
Rly. Co., 8 Ch. 841.) 



168 

(d) Abandonment or non-user of Power,. 

Unless the language of the constituting instrument is imperative, there 
is apparently nothing to prevent a company, as between itself and its 
members, from abandoning, or agreeing to abandon, some of the objects 
of the undertaking, where the remainder are separable. 

Secus, if the objects are indivisible. (Colman v. Wilkinson, 12 BeaT. 
125; and see Lancaster & Carlisle Rly. Co. v. L. & N. W. Rly. Co., 2 K. & 
J. 293, per Page Wood, V.-C.) 

Where there is proper mutuality, there is no objection to an agreement 
between two companies that both s'hall carry in "a limited fashion," B.g .• 
agreeing not to run on certain roads or agreeing to run on certain roads at 
certain times only. (Hare v. L. & N. W. Rly. Co., 30 L. J. Ch., p. 829.) 

(e) PartnersMp Agreements. 
The general rule on this is laid down in Lord Lindley'S work on "Part

nership Law," as follows:-
"There is no general principle of law which prevents a corporation 

from being a partner with another corporation or with ordinary individuals, 
except the prmciple that a corporation cannot lawfully employ its funds for 
purposes not authorised by its constitution. Having regard, however, to 
this principle, it may be considered as primd facie ultra vires for an 
incorporated company to enter into partnership with other persons." 

Generally speaking, therefore, all such agreements will be void. (See 
Charlton v. Newcastle & Carlisle Rly., 5 Jur. (N. S.) 1096.) 

(f) Extension of Business. 
Companies cannot, and must not, enlarge the scope of their proper 

functions by agreement. "There is implied in every Act of Parliament a 
prohibition or contract against their engaging in any other business than 
that of Railway Companies." (See A.-G. v. G. N. Rly., 6 Jur. (N. S.), 1006, 
where an injunction was granted restraining the Great Northern Company 
from carrying on a coal factor's business.) 

The question in each case is, Does the agreement embark the share
holder in an unauthorised extension of tusiness? 

Within the iimits defined by its Special Acts a company may enter 
into all forms of conventions or agreements which are auxiliary to or reason
ably necessary for effecting the main purpose of a company, as owners of a 
railway track and carriers thereon. For example :-It has been held law
ful for them to erect bookstalls (Holmes v. Eastern Counties Rly., 3 K. & 
J. 675); coal depots (E. & W. India Dock Co. v. Dawes. 11 Hare, 363); 
to lease docks (Taff Vale Rly. v. McNab, L. R. 6 H. L. 169); to erect 
refreshment rooms (Rigby v. G. W. Rly. Co .. 4 Railway and Canal Cases, 
175), &c., &c. .And see the general principles on this head laid down by 
Buckley, L. J., in A.-G. v. Mersey Rly. Co., 1907, 1 Ch. 81; (H. L.) A. (' 
415. 

It is a question of fact in each case. 

(g) Assistance oj Others. 
Railway '~ompanies may not without statutory authority purchase. 

take, or deal III shares of other companies. (G. E. Rly. Co. v. Turner. 
S Ch. 149.) Nor may they join in the business of or use their powers for 
the advancement or injury of other persons or corporations. (See Dodd v. 
Salisbury & Yeovil Rly. Co., 33 L. T. 254; Colman v. Eastern Counties 
Rly. Co., 10 Beav. 1.) Sed contra where the transaction is in effect one 
which is directly ancillary to the ~ain purpose, e.g., the support of a line 
of vessels carrymg traffic from the railway terminus. (S. Wales Rly. Co. 
v. Redmond, 10 C. B. N. '8. &75.) 

(h) Traffic Agreements and Arrangements. 

A company ma~ lawfully ente~ ~nto all bona !;de agreements or .oon
venhons for economlCally or expedItiously conductmg their own busmess 
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or purposes, provided they do not amount to a transfer or delegation of 
theIr special powers and privileges, or offend against the other principles 
already enunciated, or against public policy. This is a question of fact i.n 
each case (See Delegation of Powers, Extension of Business, Non-user 
of Powers, supra.) 

There is no principle of public policy which renders void a traffic 
agreement .between two lines of rllJ.lway for the purpose of avoiding com
petition. (Hare v. L. & N. W. Rly., 30 L. J. Ch. 817.) 

'So, stipulations not to compete upon parts of a line, or not to carry over 
particular portions ofa line, are not illegal. (See Shr~wsbury & Birming
ham Rly. Co. v. L. & N. W. Rly., 17 Q.B. 652, and Hare s case, page 829.) 

A company cannot, however, make a valid contract, fixing and regulat
ing the future traffic which may be carried on a line of railway to be 
constructed, so as to give to another company an interest in such' traffic. 
~idland RIy. v. L. & N. W. Rly., L. R. 2 Eq. 524.) 

(i) Pooling or Joint Purse Agreements and Division of Tolls. 

(1) & far as they come under Section 87 of Act of 1845, i.e., agree
ments for forwarding through traffic and apportioning the tolls, they are 
valid. 

(2) The case of the pooling of competitive traffic on parallel and 
conterminous lines has been considered more doubtful. 

The Select Committee on Amalgamation, 1872, say (page xxvi.):
.. Whether division of traffic receipts on the joint-purse principle is valid 
at law or not is open to considerable doubt. It is clear that the Courts 
will not set aside such an arrangement on the ground that it is illegal, 
in the sense of ,being contrary to public policy. But the doubt is whether 
such an arrangement, which is, in fact, a sort of partnership, is not ultra 
vires of each company, and whether it may not, therefore, be set aside at 
the instance of a shareholder." 

It is submitted, however, that the law is clear, and may 'be summed up 
as follows :_u Agreements l?roviding for the division of profits, arising 
from existing traffic of a dIstrict, in proportions calculated on the past 
course of traffic (provided they are bond fide and for the benefit of share
holders) are not ultra vires or void. This is the principle of Hare v. 
L. & N. W. Rly. Co., 30 L. J. tCh. 817. CSee also Shrewsbury and 
Birmingham Rly. Co. v. L. & N. W. Rly. Co., 6 H. L. C. 113.) 

Such agreements cannot be impeached as being against public policy. 
A doubt has been expressed that such arrangements are in the nature 

of partnerships. There is, however, a clear distinction between partner
ship (where a Company parts with its corporate powers and utilizes its 
funds for partnership purposes) and arrangements to share receipts, 
whether gross or net. 

Where such agreements are not bond fide, and for purposes that do 
not benefit shareholders, a shareholder could, no doubt, impeach their 
validity, and ask for an injunction. 

(j) Running Powers. 

It is clear that arrangements giving to one Railway Company running 
powers over the line of another Company are valid. ('See Railway tClauses 
Act, 1845, Sect. 87. oSee also S. Yorkshire Rly. Co., &c. v. G. N. Rly. Co., 
9 Ex. 643; G. N. Rly. Co. v. Manchester, &c. Rly. Co., 5 De G. &. Sm. 138; 
Midland Rly. Co. v. G. W. Rlv. Co., 8 Ch. 841.) There must, however, 
be no illegal delegation of powers: (L. B. & S. C. Rly. Co. v. L. & S. W. 
Rly. Co., 28 L. J., Ch. 521.) 

The Select Committee on Railway Amalgamation, 1872, reports as 
follows :-

" A more complete form of combination is one in which the Companies 
agree to forward traffic over one another's lines, each Company getting the 
benefit of all the profit arising from carriage on its own line. And a 
further development of arrangementd of this kind is where each Company 
allows the other to run trains over its own lines, the two Companies 
dividing the profit of the trains so run in certain fixed proportions. This 
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-species of arrangement, it would seem, can also be completely effected with
out special legislation." 

(k) Aureements for equal Rates and Fares. 
These are clearly valid without statutory authority, even in cases of 

competitive traffic. . 
The Select Committee, 187,2, say :-" The simplest and least form of 

combination is an arrangement for equal rates and fares, and in some cases 
for equal speed, wherever there is competitive traffic. This arrangement 
appears now to ·be universal, and can be carried into effect by the coml?anies 
without reference to Parliament or other authority, and even Without 
previous notice to the public." 

It is equally clear that all agreements which are reasonllJbly necessary 
for the purposes of maintaining equality of rates, &c., are valid. 

Thus agreements for purposes of regulating cartage charges, or the 
abolition of rebates, in the interests of fairness and equality, are, it is 
submittoo, valid, and, in particular, agreements which would have the effect 
of preventin!l" " undue preference" and differential rates. 

There is no illegality, therefore, in the' Rate Conferences by which 
agreements are commonly made under this and the following heading. 

(1) Throuuh Rates and Fares. 
Railways are under a Iia:bility to provide these to other companies, or 

to persons "interested in through traffic." (See. ante, Traffic Acts, 1854, 
1873, 1,888.) 

Bona fide agreements to facilitate or in aid of such transactions are 
therefore valid. 

v. ILLEGAL CONTRACTS. 

Contracts which are not ultra vires in the strict sense may, however, be 
invalid if they offend against the ordinary law, and are made upon a 
consideration and for purposes declared to be illegal. As for example :-

1. Contracts against public policy, or in restraint of trade. 
2. Illegal conspiracies. 

Public Policy and Restraint 0/ Trade. 
There is no principle of public policy which renders void a traffic 

agreem~~t ~tween tw,o Railway Companies for the purpose of avoiding 
competitlOn. ~See Hare v. L. & N. W. Rly. Co., 30 L.J. Ch. 823.) 

With regard to restraint of trade, the law may be summed up as 
follows :-

"An agreement for combination will not be rendered illegal by 
reason of the fact that it involves a restriction upon trade. The utmost 
~ffect that such a restriction can have upon the agreement is to render 
it unenforcea,ble against a dissenting or repenting member of the 
co.mbination. Whether it is affected with this limited infirmity or not 
Will depend upon whether or no the restriction exceeds what is reason
~bly necessary in order to protect the legitimate interests of t.he parties 
In the bargain which they have struck." (Dixon Davies.) 
This follows from principles laid down in Nordenfclt v. Maxim 

Nordenfelt Co. (1894, A.C. 533); Underwood v. Barker (lfl99, 1 Ch. 305); 
Dubowski v. (}Qldstein (1800, 1 Q.B. 484). 

A restriction would (semble) be held to be unreasonable if it involved 
the. absolute suspension of an industry. (Hilton v. Eckersley, 6 E. and 
B. 47; Collins v. Locke, 4 A.C. 674.) 

Illeual Conspiracy. 
An afP'eement will be illegal as a con~piracy if it is " an agreement for 

an unlawtul purpose or for the pursuit of a lawful purpose by unlawful 
means." 
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.. Unlawful" in this sense will include any violation of a legal right. 
An unlawful act in this sense has been defined as the "intentional 

doing of some act to the detriment of another without just cause or excuse." 
Combination in the bona fide interests of trade competition is justifi

able. (See Mogul Steamship Co. v. McGregor, 1899, 22 Q.B.D. 598, arid 
1892, A.C. 25.) 

VI. REMEDIES. 

Ultra Vires. 

(a) Any member or shareholder of a cor~ration may by himself, in 
his own right, sue in respect o'f proceedings whICh are ultra vires. He may 
ask for an injunction or recission of the transaction complained of, and 
in certain cases recovery of assets alienated, and an account against those 
who have perpetrated and benefited .by the ultra "ires proceedings. (Brice, 
Pt. vi.) 

(b) An outside party can only sue if, in addition to damage he 
sustained, he has a contract with the corporation which is Q,ffected, or some 
legal right belonging to him is infringed. Otherwise he cannot come before 
the Courts to put a stop to ultra "ires I?roceedings, even though in point 
of fact he is suffering admitted peCUDIary damage. (See Pudsey Coal 
Gas Co. v. Bradford, 15 Eq. 167; Stockport District, &c. v. Mayor of 
Manchester, 9 Jur. (N.S.) 26.) 

For Example, a person suing merely as one of the public to restrain a 
company from closing their line, was held not entitled to maintain his suit. 
(Thorne v. TalI Vale IDy. Co., 13 Beav. 10.) 

(c) The Attorney-General may, however, sue when a corporation is 
doing acts detrimental to the public welfare, or hostile to public policy, or 
whenever public interests are endangered. 
. Example: To resirain an illegal trade in coal by a Railway Company. 
(A . ..Q. v. G. N. Rly. Co., 1 Dr. & Sm. 161.) 

Even where there is no actual injury to the public proved, the Attorney
General may intervene and prevent the breach of any statutory provisions. 
(A.-G. v. L. & N. W. Rly. Co., 1900, 1 Q. B. 78.) (Slackening speed in 
passing over level crossing.) 

In the case of Railway Companies, moreover, the Railway Regulatio1l 
Act of 1844, Section 17, contains special provisions enabling the Attorney
General to commence proceedings in such cases. 

By this Section, if a Railway Company contravenes or exceeds the 
provisions of their Acts or of any general Act, and the Board of Trade 
consider that it is to the· puhlic advantage that they should be restrained. 
the Board are to certify the same to the Attorney-General, who shall take 
all necessary proceedings against them in law or equity, including an 
application for injunction in case of acts unauthorised by the law. 

To come under this provision it is necessary (1) that the Board of 
Trade are satisfied that the proceedings are to the public advantage; 
(2) that they should so certify to the Attorney-General. 

Illegal Contracts. 
In case of illegal consriracy, anyone injured by what in effect 

am~>unts to a tort or wrongfu violation of. a le~al right, has a right of 
achon. (Allen v. Flood, 1898, A. C. 140; QUID v. Leathem, 1901, A. C. 525, 
&c., &c.; 'Mogul S.S. Co. v. McGregor, 2:1 Q. B. D. 598; and 1892, A. C.25.) 

SUMMAlty. 

Agreements for combination and traffic purposes may therefore be 
made :-

(1.) Under Special Acts-and in this case their terms and conditions 
are spE'cially supervi~ and sanctioned by Parliament. 

3f088 z 
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(2.) Under Public General Acts. Here, in the case of the more 
important working agreements under the Act of 1863, the agreement must 
be approved by the Railway Commissioners and may be modified periodic
any by them. This is e~ually the case under the Act of 1864. With 
regard to " through traffic' under the Traffic Acts of 1854, 1873, and 1888, 
the Railway Commissioners have wide powers of enforcin~ reasonable 
facilities, and fixing reasonable through rates, etc. By Section 4 of the 
Act of 1888. the Commissioners may order traffic facilities, notwithstanding 
any agreements which have not been confirmed by the Commissioners or 
the Board of Trade. 

(3.) Apart from these provisions, a~reements may be made under the 
general law under the conditions and limItations set out in IV., and subject 
to the law as to conspiracy and public policy set out in V. In every suoh 
case, it must be noted that (1) the agreements must not offend against the 
taw of undue preference, etc .. as laid down in the Traffic Acts of 1854-1888, 
(2) are subject to the general liability of the Traffic Acts to afford reasonable 
facilities, and to the Act of 1894 against unreasonable raising of rates, 
(3) . are subject to the powers of the Railway Commissioners to determine 
the legality of any toll, rate or charge (Section 10 of the Act of 1888). and 
the conciliation ,powers of the Board of Trade under Section 31. 

May, 1908. 
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APPENDIX VIII . 

• • Members of Railway Conference. 

The President (lnd Parliamentary Secretary of the Board of Trade and the 
representative of the Boord of Trade in the House of Lords for the time being; the 
represent .. tive of the Board of Agriculture an':l Fisheries in the House of Commons, 
and the following gentlemen :-

Sir 1<'. Forbes Adam, C.I.E. 
O. R. Askwith, Esq., K.C. 
A. Beasley, Esq. 
W. Bnrton, Esq. 
A. Kaye Butterworth, Esq. 
T. Ratcliffe Ellis, Esq. 
Sam Fay, Esq. 
W. Gny Orenet, Esq. 
Jame. C. Inglis, Esq. 
F. H uth Jackson, Esq. 
W. F. Jackson, Esq .... 
Oliver D. Johnson, Esq .. J.P. 
Sir W. Thom ... Lewis, BarL, K.C. V.O. 
Wm. H. Mitchell, Esq • 

. Alfred Mond, Esq., M.P. 
Ernegt Moon, Esq., K.C. 
Sir Charles J. 0 wena .• 
A. Siemens, Esq. 
Sir H. Llewellyn Smith, K.C. B. 
J. A. Spender, Esq. 

'l'aff Vale Railway. 

. .. North Eastern Rail way. 

Oreat Centrel Railway. 
Midland Railway. 
Oreat Western Railway. 

North British Railway. 

... London & South Western Rail\\"BY. 

MEMBERS op COMIoIITTEE A. 

Sir Hudson E. Kearley, Bart., M.P., Chairmall. 

W. Andrew, Esq. . .. 
Walter W. Berry, Esq. 
W. Bishop, Esq. 
E. O. Haygarth Brown, Esq. 
William Burton, Esq. 
John Drysdale, Esq. 
Henry Evans, Esq. . .. 
E. C. Geddes, Esq. • •• 
Bulmer Howell, Esq. 
W. H. Hyde, Esq. ... 
Oliver D. Johnson, Esq. 
L. A. Martin, Esq. 
W. F. Marwood, Esq. 
Wm. H. )fitch~lI, ~;sq. 
T. H. Rendell, Esq •..• 

North British Rail way. 

London & Sonth Western Railway. 

Midland Railway. 
North Eastern Railway. 

Oreat E ... tern Railway. 

Oreat We.tern Rail way. 

MEMBERS OP COMMITTEE B. 

G. R. Askwith, Esq., K.C., Chairman. 

E. G. Haygarth Brown, Esq. 
David Cooper, Esq .... 
T. Ratcliffe Ellis, Esq. 
Henry Evans, Esq .... 
Edward Gonlding, Esq., M.P. 
C. O. Hyde, Esq~ M.P. 
O. C. Locket, Esq. 
W. D. Phillipps, }:sq. 
Ernest A. Prosser, Esq. 
J. R08tern, Esq. 
J. Wharton, Esq. 

Glasgow & Sonth Western Rail way. 

Midland Railway. 

111 orth Staffordshire Rail way. 
Rhymney Railway. 
Oreat Central Railway. 
Lancashire & Yorlmhire Railway • 

• 
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MEMBERS OJ!' COMMITTEE C. 

The President of the Board of Trade for the time being; the representative of the 
Board of Agriculture and Fisheries in the House of Commons, and the following 
gentlemen :-

Sir F. Forbes Adam, C.I.E. 
G. R. Askwith, Esq., K.C. 
A. Beasley, Esq. ... 
Lord Brs88ey, G.C.B. 
A. Kaye Butterworth, Esq. 
Sam Fay, Esq. 
Charles Fenwick, Esq., M.P. 
W. Temple Franks, Esq. 
W. Guy Granet, Esq. 
Arthur Henderson, Esq., M.P. 
Sir Francis J. S. Hopwood, G.C.M.G., K.C.B. 
John W. Hughes, Esq. 
James C. Inglis, Esq. 
F. Huth Jackson. Esq. 
W. F. Jackson, Esq .... 
Sir W .. Thomas Lewis, Bart., K.C.V.O. 
Alfred Mond, Esq., M.P. 
Ernest Moon. Esq., K.C. 
Sir Charles J. Owens 
W.· Plender, Esq. 
A. Siemens, Esq. 
Sir H. Llewellyn Smith, K.C.B. 
J. A. Spender, Esq. 

Taff Vale Railway. 

North Eastern Railway. 
Great Cent ... l Railway. 

Midland Railway. 

Great Western Railway. 

North British Railway. 

... London & South Western Railway. 

Mr. W. Blain, C.B., of the Treasury, Ilnd Mr. R. Millar, General Manager of the 
Caledonian Railway, were also appointed members of the CommiTtee, but the deCl'ase of 
these gentlemen occurred before the Committee made their Report. 

MEMBERS OF SUB-COMMI'!'TEE ON MINING CLAUSES. 

G. R. Askwith, Esq., K.C., Chairman. 

A. Kaye Butterworth, Esq. 
T. Ratcliffe Ellis, Esq. 
W. F. Jackson, Esq. ... 
Sir W. Thomas Lewis, Bart., K.C.V.O. 
Ernest M~on, Esq., K.C. 

North Eastern Railway. 

North British Railway. 
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CO NT ENTS . 

• 

REPORT TO THE SECRETARY OF THE BOARD OF TRWE;

SUMMARY TABLES: 

No.1. FOR United Kingdom. Length of Lin •• Capital. Passengers conv.yed. Gro.s and N.t 
Rec.ipts and Working Expen •••• in eaclj year from 1870 to 1911 

2. }'OR United Kingdom. from 1850 to 191 i 
FOR each Divilion of the United Kingdom from 1902 to 1911 :

No.3. Length of Railways op.n for Traffic 
4. Mileag. of Lin. open, shO\ving for the United Kingdom as a whole the l.ngth of each 

track, together with the length of Sidings - - - - -
5. Comparison of the total number of locomotives, carriag.s.and other v.hicles owned' or 

hir.d by the railway companies. and of the number th.reof per mil. of open railway -
6. Amount of capital of railway companies &lIthorised and paid up 
7. Amount of capital of railway companies paid up or raised. divid.d into ordinary. 

preferential, guaranteed, loans and d.benture stock, and amount of subscriptions to 
other compani.s 

8. Amount of capital due to nominal additions on the conversion, consolidation. and 
division of the stocks of the railway compani.s, included ill the totalr in the preceding 
table 

~. Average rate of di vid.nd or int.rest on each description of capital -
10. Amount of ordinary, pref.rential and guaranteed, and loans and deb.nture stock of 

railway companies, classed according to the rate per cent. of divid.nd paid or interest 
payable in each year from 1907 to 1911 -

11. Total r.c.ipts; total working .xpenditure; and n.t receipts of the railway companies; 
with percentage proportion of expenses to receipts. and of n.t receipts to total share 
and loan capital 

12. Amount of rec.ipts of railway companies, di.tinguishing rec.ipts from' passeng.r traffic, 
goods traffic, lteamboats, cansla, harbours and docks, and misc.Uan.oUB sources -

13. Comparison of rec.ipts :-

PAge 
v 

xviii 

xxi 

• XXI 

xxii 
xxiv 

xxv 

.xxvi 
xxvii 

xxviii 

xxxii 

xxxiii 

I. From each cl808 of paesenger traffic xxxiv 
II. }'rom each cl.... of goods traffic, and proportion of rec.ipts from passenger 

and goodl traffic - J<XXV 

14. Comparison of number of paes.ng.rs, number of leason-ticket hold.r., and tonnage of 
goodl and minerals convey.d xxxvi 

15. Compari.on of number of mil .. trav.lIed by paesengsr. goods, and mixed trains xxnii 
16. Working expenditure of railway compani.. - XXXVlIl 

17. Compariacn of receipts from each class of paeseng.r and goods traffic per mile of op.n 
railway xl 
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GENERAL REPORT. 

To THE SECRETARY OF THE BOARD OF TRADE. 
SIR, 

I have the honour to present herewith the Returns for 1911, made to the Board 
of Trade under the RegUlation of Railways Act, 1871, and the Railway and Canal 
Traffic Act, 1888, in respect of the capital, traffic, receipts and expenditure of the 
railway companies of the United Kingdom, together with the usual Annual Report 
thereon. . 

A Preliminary Statement of the more important particulars shown by these 
Returns, with comparative figures for 1910 and 1909, was issued in April last as a 
Parliamentary Paper·. As in the case of the Preliminary Statements issued in past 
years, the provisional figures given therein approximated closely to the definite figures 
which have been compiled subsequently. • 

Capital. 

The total amount of authorised oapital at the end of 1911-£1,401 millions
exoeeded the total at the end of 1910 by approximately £2 millions. 

The following statement shows the amounts of capital returned as paid-up at 
the end of each of the years 1911 and 1910, distinguishing between ordinary stock, 
preferenoe and guaranteed stook, and loans and debenture stock, and showing 
separately the amounts by which each description had been increased by merely 
nominal additions ;-

- Amount iDcluded in Paid-up Capital, 
Tol&I PAid.up Capil&l. representing nominal additiolUl on the 

conaolidat.ioD, oonVel'8iOD, and divwOD 
of Stock •• 

C1 ... 01 8took. 
Increase in I Ino_ 1911. 1910. 1911 over 1911. 1910. in 1911 

1910. over 1910. 

Million£. Million £. Million £. Million £. Million £. Million £. 

Ordinary Stock - . . . 493'/1 492"1 1'4 92'7 91'7 1'0 

Prefereoce and Guaranteed Stock 473'1 472'2 0'9 61'0 61'0 -
Loan. and Debenture Stock . 3liN 311.'2 3'2 44'4 44-4 ,-

Total - - 1,324-0 1,318'5 1I'li 198'1 197-1 I 1'0 

The total amount of Railwal capital returned as paid-up at the close of 
1911 was thus £1,324 millions, 0 which about £198 millions, or approximately 
15 per cent., was due to nominal additions of the nature stated in the Table. 
The nominal additions formed approximately 18t per cent. of the "ordinary" 
stock, 13 per cent. of the .. preference and guaranteed" stocks, and 121 per cent. 
of the " loans and debenture stock." . 

• Railway Re~Qrn., 191~ (Preliminary Statement), Cd, 61~9, 
. 1Mb. a2 
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The increase, during the year 1911, in the total amount of paid-up capital 
amounted to about £5t millions, as compared with £4 millions in 1910, and £3t 
millions in 1909. The total amount of ordinary capital increased in 1911 by a little 
less than £It millions, .. preferential and guaranteed" by about £900,000, and "loans 
and debenture stock" by £3t millions. The increase uuder the head of ordinary 
capital was chieOy due to an increase of approximately £11 millions (more than half 
of which consisted of nominal additions) in the ordinary capital of the .. London and 
South Western" Company. The increases under the other heads were spread over 
a number of Companies, the largest increases being those of £791,000 and £640,000 
in the debenture stock of the " Great Western" and "Fish guard and Rosslare" 
Companies respectively. 

'fhe increase of approximately £1 million in nominal additions is almost wholly 
accounted for by the increase in the case of the" London and South Western" Company, 
referr!ld to above, and by a similar increase of about £184,000 in the case of the 
"Caledonian " Company. 

" The proportions which the various classes of stock bore to the total paid-up 
qapital at the end of 1911 were but little changed from those which obtained at the 
end of ]910, the ordinary stock forming 37·3 per cent., the preference and guaranteed 
35·7 per cent., and the loans and debenture stock 27·0 per cent. of the total. 

'In Summary Ta.ble No, 9, particulars are given of the average rates of dividend 
or interest paid on each description of capital during the last ten years. The figures 
given in this Table have been computed from the rates returned by the Companies 
as having been paid, and the amounts of ,capital to which each rate applied. As 
stated in former Reports, the amounts thus ,arrived at somewhat exceed the 
real amounts, maiuly owing to some Companies having invested a portion of their 
capital in the stocks and shares of other CompllDies, and partly owing to dividends on 
new capital having in some instances been paid for a portion of a year ouly. The 
extent' of the excess is, however, probably only small. The average rate of 
dividend on the ordinary capital was 3·62 per cent. in 1911, as compared with 
3·48 pel' cent. ill 1910. The average rate of dividend on the !referential capital 
rose from :J·51 per cent. in 1910 to 3·56 per cent. in 1911, an the rates on the 
other classes of capital remained substantially unchanged. 

As pointed out in a note to Table No.9, the rates are naturally lower 
than they would have been had there been no nominal additions to the 
capital of the Companies. The average rate of dividend or interest computed on 
t,he total capital, as it would have stood ifno nominal additions had been made thereto, 
was 4·22 per cent. as compared with the rate, of 3·59 per cent. paid on the total 
capital including nominal additions. 

n·ajJic and Receipts tltere!rom. 

The gross receipts of the Companies in 1911 and 1910 from passenger and 
goods traffic were as follows:-

In..-. 
Receipts from- 1911. 1910. 

AmOUDt. I Per Cent. 
-

Million Million Million 
£. £. £. 

Passenger traffic - - - - 53·9 52"7 1-2 2·3 
Goods traffic - . - - - 63·3 61·5 1"8 2·9 

Total - - - 117·2 114"2 3·0 211 
. The above statement does not lllclude recelpts from miscellaneons sources, 

such as steamboats, canals, docks, rents, tolls, hotels, etc. 

The total of £117,200,000 represents a sum of £5,007 per mile of line open at 
the end of the year for traffic, as against £4,885 per mile in 1910. . 

The gross traffic receipts for the year 1911 are the highest recorded, and show, on 
compariso~ "!ith those for 1910, increases of about £11 millions from passenger traffic, 
and £It ffillllOns from goods traffic. . 
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p(Ul8~er Traffic. 

The following statement shows the gross receipts from each class of passenger 
traffic in the last two years :-

-
Increase (+) or Deer .... ( - ). 

ReceiplAl from- 1911· 1910. 
,. Amount. PerCent. 

Pas.en~er. other·. than season-ticket £- I.. I.. 
ho ders:-

First class - - - . - 3,520,000 3,408,000 (+) 112,000 (+) 3'3 
Second cl ... - - - - - 2,014,000 2,127,000 t) 113,000 ( -) 5'3 
Third clas. - - - - - 33,705,000 32,935,000 +) 7iO,Ooo (+) 2'3 

Season-ticket holders - - - - 4,923,000 4,777,000 +) 146,000 (+) 3-l 
Maila, parcels, exc ••• luggage, carriages, 

horses, dogs, &c. - - - - 9,793,000 9,511,000 (+) 282,000 (+) 3'0 

Total - - - 53,9~5,OOO 52,758,000 (+ )1,197,000 (+) 2'3 

The receipts from first. class passengers, other than season-tioket holders, were 
higher in 1911 than in any other year since 1903. The tendency to abolish the 
intermediate oIass oontinues, and the receipts from second class passengers, other than 
season-ticket holders, further declined in 1911 by more than five per cent. The increase 
in receipts from first-class passengers during the years 1910 and 1911 is no doubt 
attributable in some degree to the abolition of the second-class on certain systems. 
The receipts in 1911 from third class passengers, those from season-ticket holders, and 
those from" mails, paroels, etc." were the highest which have been recorded in these 
returns. 

The following is a comparison of the n'Umber8 of passengers of each olass 
. {exclusive of season-ti(:ket holders) carried by the Companies during each of the 
last two years :-

.--_.---

Inc ....... (+) or Decrease ( - ). 

- 1911. 1910. 

I Number. Per Cent. 
I 

l' 

----- - _. -- -- -

I 
I 

&S8enf.era other than .... on-ticket No. I No. 
hodors :-

First clas8 - - - - - 80,168,000 ; 29,788,000 (+) 375,000 ~+) 1'3 
Second class - - - - 26,564,000 I 28,148,000 (-l 2,584,000 -) 9'2 
Third cl .... . . - - 1,270,590,000 1,248,793,000 (+ 21,797,000 (+) 1'7 

Total - - . 1,326,317,000 11,306,729,000 ( +) 19,588,000 (+) 1'5 

As explained below the numbers of second oIass passengers given in this table are 
not strictly comparable with those for years earlier than 1905. Since that year there 
has been a falling off of 27 millions in the number of second class passengers, and first 
·olass passengers have decreased by 6t millions, while third class passengers have 
increased by 160! millions. 

The number of passengers conveyed by the "tube" railways of the Metropolis 
was approximately 175 millions in 1911 as compared with 173 millions in 1910. The 
fact that these passengers travel by trains in which there is no distinction of olasses 
must be borne in mind in comparing the numbers shown in the above table in which 
.all passengers by such trains are included with the third class total 

The following statement of the average receipts per passenger of each class ill in 
-the usual form. As previously stated in these Reports the figures for years prior to 1905 
were compiled on a basis somewhat different from that of later years. Up to and 

. ~inclusive of the year 19M, passengers other than first class passengers, travelling on 

• 
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the Liverpool Overhead Railway (a railway which has only t~o classes of passengers) 
were included in the Returns as second class passengers, butlD the Returns for subse
quent years they have been included as third class passengers. The practiCII.l abolition 
of the second claas on the Metropolitan and Mp,tropolitan District Railways during 
the years 1905-7 also resulted in the transfer. from the second to the third c!ass of a 
number of short distance passengers. The higher level of the average receipts ~er 
second class passenger shown by the Returns for the years 1905-11 as co~pared With 
previous years is due, in part, to these transfers and, conversely, the decline between 
1908 and 1910 is no doubt partly due to the abolition of the second class on the 
Great Western Railway. 

AVERAGB RBCBIPTS por PASSBNGER (excluding Season-Ticket Holden). 

I 
Cl .... I of 1902. 

P8M8Dger. I 
1903. '1904. 100.;. /1906, 11107. 1008./1909. 1910. 11911. 

~ ~ ~ ~ ~ £ d. 
27'5 
18'1 
6'S 

d. 
28'0 
18'9 
N 

First class - 24,', 2H 23'6 22'9 2S'1 2,,2 
Second class 10'9 10'8 ll'O 13'9 16'5 18" 
Third clas. - 6'5 6'5 6'5 6'4 6'S 6'4 

All el88&eB --7-'3--1--7-.-s-I---7'-2-+--7-'2-1--7-'I-I-1.2 

It will be observed that in respect of each class of passenger the average receipts 
per passenger were slightly greater in 1911 than in 1910. In the case of first class 
passengers there has been a progressive increase during the last few years. 

Owing, however, to the greater relative increase in third class passengers as com
pared with those travelling in other classes, the average receipts per passenger of all 
classes have remained unaffected and show indeed substantially no change throughout 
the period to which the above statement relates. 

In the following table a comparison is made between the annual rate of increase 
in the numbers of third class railway passengers and tramway passengers 
respectively;-

Year. 

1902 
1903 
1904 
19u5 
1906 
1907 
1908 
1909 
1910 
1911 

Third CI .... 
Railway P ..... ng.rs. 

(Years ending 
31st December.) 

1,080,625,000 
1,086,205,000 
1,092,549,000 
1,110,024,000 
1,162,182,000 
1,189,420,000 
1,213,138,000 
1,204,869,000 
1,248,793,000 
1,270,590,000 

IDoreMe. Incr ..... ( + J or deere ... ( - ). I 
Tramway Paasengen,- -----,--- __ 

Number. I Per Cent. I Number. I Per Cent. 

1(+) ~1,706,000 1(+) l'l I 1,39,,4-S-S,-OO-0-t-!-I-96-,-22-6-,00-0-+'-1-6-'4-
,( +) 5,580,000 (+) 0'3 ' 1,799,343,000: .. ** 
!(+) 6,3H,000 (+) 0'6 I 2,068,913,000: 269,570,000 16'0 
1+) 17,475,000 (+) 1'61 2,236,0IS,000: .167,100,000 8'1 
(+) 62,158,000 (+) 4'7 2,'54,807,000~ 218,794,000 I 9'8 
(+) 27,238,000 (+) 2'3 'I 2,625,533,000: 170,726,000 7'0 
(+) 23,718,000 (+) 2'0 2,659,981,000: 34,448,000 I 1'3 
(-) 8,269,000 (-~ 0'71 2,743,189,000: 83,208,000, 3'1 
(+ ) 43,924,000 (+ 3'6 2,907,177,000: 163,98§8,000! 6'0 
( + ) 21,797,000 (+ 1'7 i § : t 

I 
• The figures WIth regard to the Dumber of Tramway P888engere 10 each year will be found OD ~ 352 of tbe 

Fifty-ninth number of the II Statistical Abstract for the UnIted Kingdom." 
t Year .nding 30th JUDe. 
: l.'hese figurea repreaent the total number of puseD8f"1'A ("&met'l by Street and Road Tl'Ilmw&y and Light 

~hv~y .90mpanies dQriD~ the yea", ~ding ~l.t December, 1903 to 1910, BIld by Street and lWsd Tr&Dlway. aod 
Llght Railway. owned by .Loeal Authorltlea dunng the years ending Maroh 31st, 1904 to 19J 1, reap8CtiveJy. 

§ Returns not yet a.vailable . 
•• CanDot be given, see obBervatiODB below. 

The. incr~se i~ trnmway passengers in the year 1903 is somewhat exaggerated 
by the \DelusIOn In the Returns for that year, for the first time, of particulars 
relating to public road lines authorised under the Light Railways Act, 1896. 

the 
The rate of increase in 1911 amongst tramway passengers cannot be shown; 
tramway returns for that year not having yet been completed. 
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The following table shows the receipts from each class of season-ticket holders '-. 

I In ......... 1+) ord_l-l. 
Reeeipto from 8eaoon·~lcket bold .... 19l1. 1910. 

I Amount. PerCent. 

. I.. I.. £ 
Firet 01 ... · · · - · l,5Jj5,OOO 1,650,000 (+~ 45,0.00 t~ 2'9 Second claaa 0 · · 0 · 864,000. 975,000 ~- 111,000 - 11'4 
Third cl ... · · · - · 2,464,000 2,252,000 + 212,000 +) 9-4 

Tote.! · . · 4,923,000 4,777,000 (+)146,000 (+) 3'0 

The steady incresse observable in psst years in the receipts from first and from 
third CIRSS sesson tickets continued in 1911, the receipts from first class season tickets 
having increased by nearly 3 I?er cent., and those from third class season tickets by more 
than 9 per cent. Both these IDcreases are no doubt due, in part, t.o the abolition of the 
second class on certain services, whilst in some instances an increase in the season 
ticket traffic accompanied the electrification of certain pieces of line. The receipts from 
second class season tickets fell off by about £111,000, the returns of one company
the II London, Brighton and South Coast "--accounting for a decrease of about £74,000. 
Dn the same system the third class season ticket receipts increased by about £68,000. 

The numbers of season tickets are returned by the Companies on a uniform 
basis showing the equivalent in annual t.ickets. A comparison of the number of 
eacli class in the years 1911 and 1910 is given in the Table below:-

Inore&ll8 1 +) or Decrease 1 -). 
Equivalent Number of 19l1. 1910. Annual Seaaon Tickets. 

I Number. Per Cent. 
I 

Firn clas.· . · · 0 · 186,614 132,265 (+) 4,849 t) 3'3 
Second clas. • · 0 0 · 128,716 139,883 ( - ~ 16,167 -}1l'6 
Third Claaa 0 0 0 0 518,848 480,515 (+ 3S,328 +) 8'0 

To~1 · · - · 779,173 '152,663 (+) 26,510 (+) 3'5 

. The returns of the "London, Brighton and South Coast" Company account for a 
decrease of over 10,000 second class, and an increase of nearly 11,000 third class se!lson 
tickets. 

The average receipt per season ticket of each class, reduced to the basis of the 
equivalent number of annual tickets, during the last five years, has been as follows :-

Cl_ of Ticket. lUll. 1910. 1909. 111OR. 1907. 

£ s. d. " a. d. £ I. d. £ s. d. £ s. d. 
Firat cl .... - · 11 13 5 11 14 5 1111 4 11 8 4 11 5 9 
Second c1 .... · · 6 19 8 6 19 4 6 19 7 7 fJ 6 6 16 2 
Third 01 ... - · · 4 15 0 4, 13 9 4 12 8 4 10 3 4 8 2 

AU cl...- · · 6 6 4 6 611 6 6 5 6 5 2 6 3 3 

The figures for 1911 show little change from those of the previous year. 
Combining the receipts from season-ticket holders with those from the ordinary 

passengers under each class we obtain the following results :-

lno ..... I+) orD ....... (-). 
Total Reoeipto from -DII"'" 

1911. .... ,ouJiRg 8eaoon. T.,ke~ Holden. 1910. 
Amount. p .. Cen •. 

£. £. I.. 
Firatol ... · · · · 5,116,000 4,957,000 t) 158,000' ~ +) 3'2 
Second .1 ... · · · · 2,878,000 3,102,000 -) 224,000 -) 1'2 
Third .1 ... · · 0 · 36,169,000 36,188,000 +) 981,000 (+) 2'8 

Total · · · 44,162,000 43,247,000 I (+) 915,000 (+) 2'1 
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The effect of combining the receipts from season tickets with those from ordinary 

tickets is to lessen very slightly the rate of the increase in the receipts from the first 
class, and to augment the rate of decrease ~n the receipts from the second cllUlS and the 
rate of increase in the receipts from the third class. 

Goods TrajJic. , 
The following statement shows the reooipts from each branch of goods traffic 

in 1911 and 19]0 '-. 

I 
In_ (+) or Dec_ (-). 

Receipta from- 1911. 19100 

Amount. Por Ceut. 

- -- - -,- -. ~-.- .. 

£. £. £. 
• MineralB " .. . . . .. · 29,746,000 29,209,000 (+l 537,000 (+ll'R 

" General Merchandise " - - · 32,0711,000 aO,7a,000 (+ 1,361,000 (+ H 
Live stock - - . - - · 1,464,000 1,556,000 (-) 92.000 (-) 6" 

Total - - - 63,285,000 61,479,000 ( +) 1,806,000 (+) 2'9 

. . " The receipts from "mmerals" and those from "general merchandise were the, 
highest recorded. The receipts from live stock on the other hand were lower than in 
any year since 1906. . 

The following Table showH the tonnage of ., minerals" and" general merchandise" 
conveyed during each of the last two years :-

,---------

Increue. 

-- 1911. 1910. 

Amount. Per Cent. 

Million Tons. MiIlion Ton .. Million Ton •. 
" Minerals" conveyed - . - . 409'8 405'1 4'7 1'2 
II General merchandise" conveyed . - 113'8 109'3 4'5 4'1 

Total . - 523'6 514'4 9'2 1'8 

- ' "-- .. 

The increase per cent. in the tonnage carried was thus slightly smaller, in en,ch 
case, than the increase per cent. in the receipts. 

As the production H.nd export of coal have an important bearing on the mineral 
traffic of the railway companieS, the principal figures relating thereto are he1'e given. 
as in previous Reports. It will be observed that the production of coal incrf'aseJ 
in 1911 by 2'8 per cent., while the increase in the" mineral" traffic of the railway 
companies was 1'2 per cent., and that the aggregate quantity of coal shipped as cargo. 
and also for their own use by steamers (both in the coastwise and in the foreign 
trade), increased by 2'4 per cent. 

lucreaae (+ I or Dec ....... ( - ). 
Quantity of 1911, 1910. 

I Per c..ut. Amouut. 

Tons. Tons, Tons. 
Coal raised - . . - 271,900,000· 264,433,000 (+) 7,467,000 (+) 2'8 

Coal brought to London by 
railway • - - - t 7,706,000 t ~ t 

Coal shipped coastwise a. cargo 22,005,000 21,677,000 (+) 328,000 (+) 1'5 
Coal exported abroad as cargo 64,599,000 62,085,000 (+) 2,514,000 (+) 4'0 
Coal shipped for their own use 

by steamers whetberengaged 
in the foreign or coasting 
trade· . . . - 21,696,000 21,962,000 (-) 266,000 (-) 1'2 

• ProliruiDary figme. oubjOOt to "",oudment. 
t The ligureo for 1910 were compiled from information .peciaU, rot1lJ'lled to the Board of Trw by &be 

Bailway Compani_. Panicolan for 1911 ate not ,et available. 
=: Caanot be gi't' ..... t DOte a'boYe. 
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Train Mileage. 
No figures with regard to the avera"ae distances over which passengers m~ 

goods are conveyed have been compiled systematically by the majority of the railway 
companies; the following figures, however, show the number of miles travelled by 
passenger and goods trains respectively during 1911 and 1910 :-

I • InCftaSe. 
Miles travelled by 1911. 1910. . 

~.----- . 

I 
I 

Amount. Per Cent. 
. ~-- --- ~.~ 

~~---. 
I Million Mil .... Million Mil .... lIiJ1ion Miles. . I P_D~rain. 270'3 266-9 3'{ HI 

Goods . . • I 156';; 154-6 1'9 1-2 
! 

Total (i.",lmJi"!l i {28'6 423"2 ;;.{ 1'3 
Mu..J 7'",;",) , 

. .. 

The following statement gives a summary of the rates of increase in passenger 
journeys, tonnage conveyed, receipts, and train milea~,.e in ] 911 as compared with 
1910:-

Increase in number of passengers, excln"ive of season ticket holders 
" " passenger train mileage. - . . - -

Per Cent. 
1'5 
1'3 
2'3 
l·g 

" " receipts from passenger traffic -
" " tonnage of goods. . 
" " goods train mileage 
" " receipts from goods traffic 

The increase in receipts was thus greater than that in train mileage in the 
elise of both passenger and goods traffic. 

The following statement shows the average receipts per train mile, distinguishing 
goods and passenger trains, in 1911 and 1910. 

, 
Reoeip'" per Train Mila. I , 

From I Increase. 

I 
1911. 1910. 

d d d 
P ..... o/t ... Traffic . · I 47'85 47-38 0',11 

I 
Goods Traffic · I 96'91 95'40 1'57 

Total Traffic · , 65-64 64-78 0-86 

The BVenIl,Y6 receipts per train mile from!J()()(l$ trnffic have been' steadily rising for 
some years pnst, and the avera"ae for 1911 (9611U.) was the highest recorded in these 
Returns. The average receipts per train mile from passe1I!!" traffic show a slight 
increase, fullowing a somewhat Inrger increase in 1910. For some years prior to 1910 
the awrage hnd tended generally to decline. 

The following comparison of certain figures for the year 1911 with corresponding 
figures for 1901 may be found interesting :-

! x...r- (+)ar"--I -) ill 1.11 I , _ ........... with IOOL 
11111. 

I 
looL 

A Ii I Perc.... 

MiIIioD MileL 1dill.ion MiIeo. Million llilea. , 
P-gw Train mileage ... :l,O'3 2:?t-l (+) «~ i (+) 20-6 
Uood.. n n ... 156'5 17"1 (-) 16-6 1(-) 9-6 
Total number of P ....... gen } lIil1i ..... ~ MilIi ..... 

"""'""red (ndtosi ... of __ 1326'3 117N (+) 153-9 (+) 13'1 
ticket holden) ... .- I Million Tooa. MilIionT ...... Millioa Toos. 

Toonage of Goods .... "yed .•. 623-6 416-() (+) 107-6 I (+) 25-9 

0 .... R"""iptB : Million £'L :Million £'a. lIillion £'s, 
From P.....,nge< TralIio - 1;3-9 «-6 (+1 ;-3 (+) 15'; 

.. Goods TratIic '" ... 63'S 5'-() t+) 10'S (+) 19-4 
B-ipta Po Train Mit.. : &. 4. &. 

From ........ r,r Tr&fIio ... 47'~ 49-61 (-) 1'76 (-) 3'5 
. ~_G-!s_ raflic ... 96-97 i3-:?S (+) !!S';:! (4-\ 3!-t - -~-~-- . 

188'" 
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Attention has been drawn in previous Reports to the large decrease in goods 
train mileage during most recent years, notwithstanding a large increase in the tonnage 
of goods conveyed.. 

The increase of 13'1 per cent. shown above in the total number of passengers 
carried would be somewhat greater if allowance. were mad.e for the number of p.!\8sengers 
carried as season ticket holders, who have mcreased m number more rapIdly than 
holders of ordinary tickets. It would probably be found, however, if it were possible 
to make such allowance satisfactorily, that the increase per cent. in the number of 
passengers carried would still be smaller than that in passenger train mileage. 

It will be seen that, during the ten years, receipts per train mile from goods traffio 
increased by 32'4 per cent., whilst those per train mile from passenger traffic decreased 
by 3'5 per cent. 

Working E.xpenditure. 

The following Table shows the gross receipts, the working expenses, and the net 
receipts in each of the last two years :--

I Increase. , 

! 

1911. 1910. --
Amount. Per Cent. 

I 
._--- i - ---- _. 

Million £. , Million £. Million £. 
Gross Receipts - . . 127'20 

I 
1~3'93 3'27 2-6 

Working ExpeDBes - . - 78'62 
I 

76'57 2-05 2'7 

, 
Net Receipts - - . , 48'58 47'36 1'22 2-6 

I : 

;~p~rti:"-pe; :ent. of "'~rk. II - - "- .'--'--= - - - --- -- . -----'-==-.:0" 

r 

61-8 ! 61'8 in!l Expenses to Gross -ite· i -
i celpte - . • • } i 
! 

--~ ~----- .-
The rates of increase in gross receipts, in working expenses, and in net receipts 

were thus approximately equal, and the proportion per cent. of working expenses to 
gross receipts remained unchanged. 

The following is a comparison for 1911 and 1910 of the gross amounts of the 
expenses of' the companies under the four principal heads. These heads cover 
the bulk of the expenses counected with the actual working of the lines; they are 
also, it may be added, those chiefly influenced by variations in the charges for 
wages, fuel, and materials:-

Heade of Expendit.ure. 

Maintenance of way, works, and stations . 
Locomotive power -
Repair and renewa,l of carriagea and waggons 
Traffic expenses 

1911. 

Million 
£. 

11'75 
21-06 

6'98 
22'51 

1910. Increase. 

Million Million 
£. £. 

11'46 0'29 
90'66 O·tO 
6'$7 0'31 

21'76 0';5 

The expenditure on "Maintenance of Way, &c .... increased by £290,000, as 
compared with an increase of £330,000 in 1910. That on "Locomotive Power ,. 
increased by £400,000, as compared with an increase of £190,000 in 1910. The 
expenditure on "Repair and Renewal of <J.uriages and Waggons" increased by 
£310,000 and that on "Traffic Expenses" by £750,000. Taking these four principal 
heads together. there was an incre&S1\ of about £1,750,000. which compares with an 
increase ofabout £1,170,000 in 1910. 
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The amounts of "Rates and· Taxes" paid by thc railway companies in each 
year since 1902 have been &II follows:-

Increase (+) or 

Ye&r. Total Amount of Decrease ( - ) 
Rates and Taxes. compared • 

• with pre,iouB year . 
£. £. 

1902 - · - - - , 4,228,000 (+) 248,000 

1903 - - - - - 4,493,000 (+) 265,000 

1904 - - - - - 4,736,000 (+) 243,000 

1905 - · · · • I 4,933,000 (+ ) 197,000 

1

1906 - · · · · 4,965,000 (+ ) 32,000 

1907 · · · -
: I 

4,863,000 (-) 102,000 

I 190!!" · · · · 4,884,000 (+ ) 21,000 

1909 · · · - · I 5,010,000 (+ ) 126,000 

1910 · - - - · i 5,102,000 (+) 92,000 

1911 - · · · • ! 5,079,000 (-) 23,000 

The deorease in 1911, although small, is interesting, only two other such decreases 
being recorded in the returns for the past forty years. 

As. usual, an examination has been made of the accounts rendered to 
their shareholders by the principal companies, in order to estimate the effect 
of variations in the cost of materials, and in· the extent of the wages bill, on the 
inerease in expenditure. The information whicb has been compiled from these 
accounts is given in Appendix C, and as the total working expenditure of the 
fifteen companies for which particulars are there given amounts to approximately 
84 per cent. of the total for all the companies during the year, it may be assumed 
that the expenditure of these fifteen principal companies is fairly representative of 
the whole. The following figures show the cost of coal and coke, and of materials 
used in the repair of engines, for these fifteen companies :-

--~---

Expenditure on CoaJ Exs:nditure on 
Year. Ma.teria 8 in Locomotive 

and Coke. Repairing Dep&rtment. 

£. £. 
1902 - · · · · 5,042,000 2,152,000 

1903 · · · · · 4,959,000 2,211,OOO 

1904 · · · · - 4,874,000 2,151,000 

1905 - · · · 4,810,000 2,189,000 

1906 · · · · · 5,048,000 2,329,000 

1907 · · · · 6,175,000 2,593,000 

1908 · · · · 6,539,000 2,567.000 

1909 - · · · 5,544,000 2,474,000 

1910 · · · · · 5,613,000 2,5U,OOO 

1911 5,661,000 I 2,553,000 · · · · · , , 

It will be seen that the amount expended on coal and coke by these companies 
rose from £5,613,000 in 1910 to £5,661,000 in 1911, and that there was a small 
increase in their expenditure on materials for the repair of locomotives. 

The following statement affords some indication of the course of prices of 
eoal and matelials in recent years. The ligures quoted in the case of coal relate 

leab. 
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tq all descriptions of coal, and not to those kinds only which Ilre used for railway 
locomotive purposes:-

---,---------.--------------------,-----
I I Average Export Price8, computed from the 
I Approxim .. te Price Quantiti .. and DocIa.red Vain .. 01 the Exporte, 
I • of CoaJ. at the Mines, 

Year. : ACCOrding to the I .. Mineral Statistics." 

1902 
Per Ton. 
8., 2id, 

1903 7 •. &I. 

1904 7 •. 2!d. 

1905 6.. 11 id. 

1906 7,. 31d. 

1907 98.0d. 

1908 8.. 11 d. 

1909 88, Oid. 

1910 88. 2id. 

OICoaJ. Of Iron and Steel 
RailL 

Per TOil, l'er Ton. 
tI2'19., 5'441. 

tll'lIS., 1\'321, 

tll'02., 4'841, 

tlO"7., 5-001, 

tIO'82., 5'631, 

12'63., 6'1141, 

12'65., 6'12/, 

11'20., 5'791, 

11'638, 5'86/, 

1911 :8s. lid. 1l·31R. 6'131. _ 
t The export price of coal includes, from the 19th April, 1901, to October 311t, 1906, the Export Dlltyof b. per too 

on coal va.lued at more than 68. per ton. 
::: From informa.tion specially supplied to the Board of Trade by the Home Office. 

~h~stittement shews a small decrease in the average price of coal, and an increase 
in the average price of iron and steel rails, in 1911 as compared with the average 
prices in the previous year. 
. IIt:nlay'be of interest to compare the numbel' of train miles run with the qUlI:ntity of 

fuel1eomiumed for locomotive purposes, and also with the cost of fuel to the companies. 
TAe full<tiviilg. Table shows the annual percentage increases or decreases which haVE! 
oac»rred. in t4ese figures year by year since 1901 so far as the particulars are a mil
~ble' 1- -:-- ;,,;, I J 1 

Ii' : ~ ,:: i. I)' H ! I ~ ,', Increase ( + ) or Decreo.se ( -) in each year 
8.8 compared with the previoua year. 

I, .' j : I - , I - _I . , 
, 

I ',1 . ,~-.. r, In Tota.l ,In quantity of Inel, ". - , 
In Coot of Fuel T . MOl (ll icommmed for locomotIve (to filteen Principal - :,.0/ : , , " . ~8.1Q' 1 eage ~ '. {»urpose8 (by all 

i Uadway Compames). ! R&ilwayCompanies).* Railway Compao.OB), 

I 
I , 

Pcr Cent, Per Cent, Per Cent, 
, 1901 · · · · (-) 0'8 (-) 1'6 

I 
( +) 0'03 , , ' 

i 1902 - ',. ' .. (+) 0'2 (+) 2'8 (-) 15'8 
: 1903 (-) 1'5 1 

(+) 0'6 (- ) 1'6 - · · - I 
: 1904 -, · · · (+) 0'8 ! (+) 0'4 (- ) 2'5 

1
1905 " II · · (+) 1'0 (+) 1'3 (-) 1'3 

I 1906 · , - · · · (+) 3'3 (+) 4'3 <+) 4'9 
I 1907 · · - , , , - (+) 3-4 (+) 6'9 (+) 22'3 

1908 , -" '.1 _ · - (-) 1'2 (-) 3'3 ,+) 5'9 
1909 - .' 'I ''', _ · - (-) 0'9 (-) 1'8 (- ) 15-1 
1910 - - ,. "I - · - (+) 1'0 (+) 1'6 (+) 1'2 
1911 - .; I( ,'I I. - - ( ... ) 1'3 t (+) 0'9 

• , 
1:he figures With ~egorcl to the QUtwlt,lty of fuel consumed 1D each of the yoor81906-1910 are to be found ou. page 6tS of 

• 1 Coal Tables, 1909--10" {Parl Pa.per No. 284 of Session I9H}. 
t 1\ot yet a~ilable.ll· II , ," . 

During the years 1901-1910 the quantity of coal consumed fol' locomotive 
purposes increased by 11'3 per cent, and the total train mileaO'e by 5'3 per cent" 
p3g;1I~tra.inJrnileage having increased by 21'3 per cent., while g';,ods train mileage 
ilearealleQ.-,lity ,14':1 p!il.l'f cent, The increase in coal consumption per train mile was no 
doubt attributa,bl~ W,IJ/l increase on the whole in the speed of passenger trains and to 
heavier loading of goods trains. In] 911 the total train mileage further increased by 
iI-:3,. Jl~r. ~ Of!P~kl ,,',/;?e,. J quantity of coal consumed for locomotive purposes by the 
,~~m.p~w~~ r?II~~~r-rt:~fI!has not yet been ascertained. 

AB regardS the amounts paid as wages in the Locomotive and Traffic 
Departments, the following figures, which relate to the fifteen principal railway 
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companies of the United Kingdom, are taken from the Table in the Appendix above 
refeITed to :-

-----------.--~~===n==~~--~-------------
, In Locomotive Department. I In Tra.ftic 

Working of Engioea.! ~iring ~d Department. 
ReneWIng Engine&. 

Year. 

& I & I & 1902 5,251,000 2,219,000 13,342,000 
1903 11,213,000 i 2,255,000 I 13,534,000 
1904 1I,178~000 I 2,227,000 13,654,000 
1905 5,194,000 2,246,000 13,749,000 
1906 5,377,000 2,319,000, 14,076,000 
1907 5,676,000 2,421,000 I 14,558,000 
1908 5,575,000 2,381,000 14,499,000 
1909 5,448,000 2,361,000 I 14,470,000 
1910 5,484,000 2,426,000 14,685,000 
1911 5,686,000 2,476.000 15,263,000 

On the assumption that the expenses of the smaller companies on account of 
wages showed the same tendency to increase as those of the larger, the following 
comparative statement may be given :-

Work done in 1911 as compared with 1910-
Increase in number of passengers (other than season ticket 

holders) conveyed - - - - - -
Increase ID tonnage of goods carried - - - -
Increase in total train mileage 

Cost for wages in 1911 compared with 1910-

Per Cent. 

Increase in locomotive department - - 3'2 
Increase in traffic department 3-9 
Increase in the two departments taken together - - - 3'7 

The rates of increase shown above under the htl8.d of " Cost for Wages" are the 
highest recorded since those of 1900 with the exception of the year 1907 when the 
increases were as follows: in looomotive department 5'2 per cent. ; in traffic department 
3'5 per oent. ; in the two departmeuts taken together 4'1 per cent. 

In the figures already given (see page xii) which show the total expenditure 
of thc companies, all branches of expenditure were included; for certain purposes, 
however, more especially for showing the expenditure per train mile and per 
mile of railway open for traffic, it is desirable to exclude the expenditure of railway 
companies on steamboats, dooks, harbours, and oanals. In Summary Table No_ 16, 
therefore, a total is given which shows the expenditure of the oompanies exclusive of 
steamboat, dook, harbour, and canal expenditure. The expenditure per train-mile 
and per mile of railway open for traffio under each head exoept steamboats, etc., is 
showu in Table No. 19. The results per train-mile run for the years 1911 and 1910 
Ilre summarised in the following statement :-

Expenditure on .... nnt 01-

Mainteno.nce of way - i 
Locomoti ve power 
Rolling stock 
Traffic expen... -
Oenernl charg.. -
Rates and tax.. -
Government duty· 
Compensation: 

To Employees - - . 
Personal injuries to paosengers 
Dam8f(6 to goods -

Legal and Parliamentary expens .. 
Misrellaneolls - - - - , 

Total (exclusive of expenditure on steam-I--
boots, dock .. harbours, and eanals) -

Expenditure per Train-mile. 

19l1. 

d. 
6'58 

1l'79 
3'91 

12'61 
l·n 
2'84 
0'19 

0'16 
0'08 
0'25 
0'16 
1'30 

1910. 

d. 
6'50 

11'72 
3'78 

12'34 
1'74 
2'S9 
0'19 

0'16 
0'11 
0-22 
0'16 
1'27 

4HIS 

Increase ( + ) or 
Dec ....... (-) 

in 1911. 

d. 
(+) O'OS 
,+) 0'07 
(+) 0'18 
(+) 0'27 
(+)0'03 
( -) 0'01; 

(- )0'03 
(+) 0'03 

(+) 0'03 

(+) 0'54 
------.-------- ------• :For Great Britain only. The-rail,~a,y p~ger duty is Dot charged. in Ireland. 

It will be seen that the total expenuiture per train lnile rose from 41·08tl. 
in 1910 to 41·62d. in 1911, the increase being chiefly under the heads of "Rolling 
Htock" and" Traffio Expenses." 

The usual calculation.s respecting the expenditul'e per. train-lnile of some of the 
principal companies are gIven 111 Table No_ 21 (see page xlVl)_ 



xvi 

Net Earnillgs and DiUdend.q. 
As regards the actual net earnings of the companies in 1911, the total gro.-.s 

receipts (including about £10 millions received from steamboats, canale, hotels, 
and other miscellaneous sources) amounted in the year to approximately £127,200,000, 
and the total working expenditure to £78,618,000. The net receipts therefore 
amounted to £48,582,000, as against £47,356,000 in the previous year. The 
proportion of net earnings to capital was 3'67 per cent. as compared with 3'59 per 
cent. in 1910. The amount of paid-up capital increased during the year byahout 
£5t millions. As already stated, the average rates of dividend paid on the ordinary and 
preferential capital respectively rose from 3'48 per cent. and 3'51 per cent. in 1910, 
to 3'62 per cent. and 3'56 'per cent. in 1911, the rates on the other cla.~ses of capital 
remaining substantially unchanged. 

The following statement compares the average proportion of net earnings to 
capital in each quinquennial period from 1871-75 to 1906-10. 

Pro~rtlOn of total 
yea .... 

Prol'ortlOD of tol&l 
Years. Net Ea.rni~ to . Net Ellrninga to 

Ca.pit CapitAl. 
Per cent. POl' cent. 

Average of 1871-75 . - . 4'56 Average of 1891-95 - . 3'80 .. 1876-80 - - 4'29 .. 1896-1900 - . . 3'64 

" 
H\81-85 - 4'22 .. 1901-05 - - - 3'38 .. 1886-90 - I 4'07 .. 1906-10 - - - 3'.5 

· . 
The proportIOn, It Wlll be observed, shows a general tendency to declme, though 

this tendency has been checked in recent years. The decline however, arises in part 
from nominal additions to capital 011 the conversion of stocks, such nominal additions 
now representing, as already stated, 15 per cent. of the total capital of the companies. 

The following statement shows the amounts of each description of capital classed 
according to the rates of dividend or interest paid in 1911 ;-

Rates of Dividend or Interest. 

il - - - - · 
ot above 1 per cent. . -

N 
N 
A hove 1 and not a.bove 2 per gent. 

" 2 
" 3 " 

" 3 
" 4 " · 

" 4 
" 

5 
" -

" 5 
" 6 " -

" 6 
" 7 " 

Ordina.ry. 

Amount Of! Per 
Capital cent. of 

. : Total. 

£. ! I 66,3i6,829 \3'5 
12,900,026 2'6 
39,120,685 7'9 
87,806,254 17'S 

106,613.641 21'6 
I 

36,208,91~ i 7'1 
66,942,OSI I 13'6 
77,141,970 I 15'6 

Preferential. 

Per Amount 01 cent. of Capital. Total. 

£. I 
11,7;3,591 3'4 , 
.5,201,967 1'5 i 

I 
66,230 011 I 

10-2,S93,199 29'6 

I 167,147,668 48'0 

59,023,548 17'0 I 
I 

1,663,SI~ 0'5 , 
! - -

I 

Guara.nteed. 

-
Per AmoUDtof cent. of Capital. Total 

£. 
- -
- -

101,180 0'1 
23,3IS,760 IS'6 
62,701,910 50'0 

36,571,096 1 29'2 
2,60S,2OO 2'1 

2,000 0'0 

! 

Loan. a nd DelJenture 
/Stock. 

-----

Amoun 
Capi 

t ~-f I Per 
tal cent. of 

• ,'fotal. 
~~-

£. 
608, 0'2 

0'2 676, 

4, 666! 01) 

168· 63'2 
753' 36'9 

198 I 12'2 

691' 0'3 

189,976, 

121,337, 

43,687, 

1,219, 

- i 

.. 9.. 701,803 0 2 I' - I 
Total • • i 493,484,151 I 10011 347,770,0!7. 10011 ; 125,303,1461100'0 1-3-57-,46-1-,04-7- 101111 

665,950 I 7 S - 0'1 
, 

" " " - I - - - -
8 -

T~e foll~w:ing Tabl~ .shows the amounts'of the ordinary capital grouped 
acc?rdmg to diVidends ~Id m each of the last five years, and enables the variations 
whICh have occurred dunng that period to be easily traced ._ ---------;--"--"=..:...£.=.::.=...::.::_::==!L.::.::::;::.:=-:. ________ . __ 

Amount.-MlIllon ,.. 

Bates o'Dlvldend. 

____ 1_'._"· 1,·10. I, ... · 1,008. I 
....-1-.7.3 r~-;;:, I 7.'. 

If ot above 1 per cent. 

Above 1 and not above! per cent. 

., . 
" 3 

,. ~ 

" . 
" G 

" 7 

" . 
Above t per C8Dt. 

• 
• 
• 
r, , 

• 
Total ~ ~ 

12'9 29"" 27'" 36'2 

80'1 

87'. 

'06" .... 
- 1 87'0 

. i '/'1., 
0'7 

0'7 

..... 

IS'1 

87'7 

H$-'S 

.... 
148'1 

.... I ,.., 
86'6 1.86'9 .... 

I
I 

... 
0'0 I 
0'7 I 

"92"1 

''7 ... 
0" 

0 .. 

23'7 

1"'0 

66'8 .. ~ 
m" 

"7 

"0 ... 

Percent.ap of TotaL 

'1107. 1911. ,.." I '.'0. 1 ,~, I ,~. ! 

-~--~---+----~--4----.... .... ... , 
1011'6 

",., .... 
" .. ,. .. . .. 
... ..... 

,. .. 
• •• 
'1) 

li'S 

., .. 
7" 

,.'. .... 
0" 

0" 

, .... 

18'7 ... 
''7 

17'S .... ,., 
11'" 

"'2 

0" ... . ., 
100'0 

u'. 

.' . 
7'1 

80'0 

"'8 

16" 

7" 

.'. .... 
11'6 

••• •. , I 
27'S 16'7 

0'8 

0" ... ... 
'00'0 

n" ... 
.. 0 

, .... 

,. .. 
7" 

0" .. .. ... . .. 
10'6 

18'S ... 
0'0 
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Track Mileag' and Length of Sidings. 
Particulars with regard to track mileage and length of sidings are given in Table 

No.4, page xxi. According to the figures shown in this Table the total length of 
the running track of the railways of the United Kingdom at the end of 1911 was 
39,916 miles, and the total length of sidings was 14,660 miles_ At the end of 1910 
the length of running track was 39,851 miles, and that of sidings was 14,460 miles. 

Electrical JYorking 0/ Railways. 
It appears from the particulars shown by Appendix D (page 96) that at the 

end of 1911 the length of line (in equivalent of single traCk) worked solely by 
electricity was 2061 miles, and that 258 miles were being worked partly by electri
city. The correspondillg lengths of line at the end of 1910 were 205 and 229t miles 
respectively. The increase in the length worked partly by electricity is chiefly due to 
the extension in 1911 of electrical working on the London, Brighton and South Coast 
Railway. 

The total quantity of electlical energy used in 1911 was 250,296,470 Board of 
Trade units as compared with 235,933,706 in 1910. 

These figures do not represent the entire quantity of electrical energy generated, 
the quantity lost in conversion being excluded. 

Summal"lJ. 
A summary comparison of last yp,ar's Returns with those of 1910 is given below, 

in accordance with the usual practice :-
SUMMARY of the MILEAGE, CAPlTAL, TRAFFIC RECEIPl'S, WORKING EXPENSES, and NET 

EARNINGS of the RAILWAYS of the UNlTED KINGDOM in 1911 and 1910 compared 

1 Mileage _ _ _ _ _ 

, Of which double or more - -
Track Mileage (including sidings) 

1911_ 1910. 

Miles_ Mile._ 
23,417 23,387 
13,106 13,072 
64,576 54,311 

I IDcre&I!e in 1911. 

Amount. I Per Ceut. 

Mile •. 
30 
34 

265 

0-1 
0-3 
0-0 

£- i £- I £- I 
Paid-up Capital - - - - 1,324,018,000', 1,318,~Il),OOO 5,503,000 I 0-4 

.Amount ;ndudd in 1M foregoing wh~" is} 198,088,000 i 197,1B4,OOO 959,000 I 0-0 
fIOffl.inal only - - - - - - I 

Paid-up Ordinary Capital - - - - 493,484,000 492,080,000: 1,404,000 0-3 
.AmDl11ll ;""Iudd ;n lhe foregoing wh~ is} 92,708,000 'I' 91,745,000 I' 958,000 i 1-0 

nom;",,1 only - - - - - - I-~ .... ~~~~",,"::-==+= .... ==,;.I === 
Receipts :- £- : £- £_ 

Passenger traffic - - - - 63,955,000 • 52,759,000 1,196,000 2-3 
Good. traffio - - - - - 63,285,000 1 61,479,000 1,806,000 2-9 
Miscellaneous - - - - - 9,960,000 " ___ 9...:,6_8_8.:.,O_00_! ___ 2_72.:.,O_0_0_'_...:2...:-8 __ 

i 
127,200,000 I 123,926,000 :1,274,000 1 2-6 Total- -

Working expenditure -

Net earnings -

Prcp'"tion of net earnings to oopital -
DiVldend paid on ordinarY'llapital- -

78,618,000 : 76,570,000 2,048,000' 2-7 
,-":""--

48,582,000 , 47,356,000 1,226,000 I 2-6 

Per Cent_ 
S-67 

t 3-62 

Per Cent. 
3-69 

tN8 
0-08 
0-14 

t The&e percentages are oaleulated 011 amount. & little ID excesa of the true totala. See note to Summary Table No. 9. 

The summary shows that in 1911, as compared with 1910, there were increases 
of £3,274,000 in gross receipts, £2,048,000 in working expenditure and £1,226,000 
in net receipts. The total paid-up capital increased by about £5! millions, and the 
pl'oportion of net earnin~ to total capital rose from 3-59 per cent. to 3-67 per cent.
the highest percentage smce that of 1897_ 

The increase shown above in the receipts from passenger traffic was no doubt due 
in part to the fine weather which prevailed during last summer, and also, in some 
degree to the Coronation festivities, although the influx of visitors to the Metropolis 
was less than had been anticipated in some quarters. On the other hand both passenger 
traffic and goods traffic were adversely affected in 1911 by serious labour troubles, and 
more especia.lly by the railway strike, and the results of railway working in 1911, here 
set out, are perhaps rather more satisfactory than those which the returns might have 
been expected to show. 

CoMMERCIAL DEPARTMENT, 
BOARD OF TRADE, 

July, 1912. 

I have, &0., 

GEO. J. STANLEY_ 
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RAILWAY RETURNS, 1911. xviii 

'872 

,"'" 
1874 

187. 

,87. 

18" 

'878 

""" 
,880 

,'881 
,882 

,888 

SUMMARY 

SUMMARY TABLE for UNITED 
No. ·I.-LENGTH of LINE, CAPITAL, PASSBNGBRS OONvn'BD, 

CAPITAL AUTHORISED. CAPITAL PAID UP. 
LF.~GTH OF un 

OPhS .1"0& TRAFFIC 
AT TIlK END 0' 

EACH YKAB. -1----'---1----- -r - I 

, I I 
Guaranteed.. u.n.. i DebeQ&.an 1 

I 8t.ook. 

Double 
01' SlnsIe. TO'U.L. TOTAL. O~ Tor.u .. 

more. 

AI,,". 1 Ali/u. Ali/u. 

..... ' .... 
t16,637 437,iHJ3~ 168,216,010 696,178,.S8! !2D,28'l,l50 122,608,76fo 

u.are t61.8Otl,Q 168,!27,98Z 616,7!8,.8IiIO !IKI,2U.068 los.~m 

8,512 1,802 16,814 412,4019,879 I'72.HI9,iSO 6t4,589,858 239,089,089 114,1oo,36l 

8,687 1,m 16,082 497,922,728 118,76S,S6S 676,686.686 U4,~ 121,989,528 

1,700 

.... 8 

16,"9 618,980,250 185,358,049 104,3S8,21i19 

16,658 629,000,028 187,815,676 717,775,6lI8 

....... , ... 1'''''23.''· 
iM,600,78! 184,281,000 

9,169 7,703 16,812 m,095,705 102,706,822 741,802,527 ft2,OO8,888 ItS,I2B,S21 

0,t35 7,862 17,fY17 669,699,~ 191,687,36! 757,8H6,828 266,On,2SB 168,682,648 

0,412 '1',921 1'1,838 679,872,262 109,000,810 '1'18,8'12,6'7! 26&,676,stO 1'72.406,986 

9,6'11 8,026 17,696 686,698,"'6 202 898,190 'i80,591,676 266,9U,866 1~4ss.768 

9,sos 8,180 17,98B 6D6,20i8,4WD 205,765,365 802,OU,()(N. 210,496,60S 185,066,788 

9,8'78 8,S02 18,175 617,008,661 218,128,761 831,121,811 216,986,90. 192,889,001 

10,04. 8,418 18,~7 658,005,119 224,IUli,886 877,nl,r05 283,574,028 901,l1f,968 

60,187.541 

11,207,480 

77,912,816 

80,779,671 

78,865,706 

88,121,162 

88,286,288 

91,004,081 

98,985.014, 

10,105 8,578 18,681 6'11,899,487 288,OO1,67f -004,1161,14 298,4.S1,loo 200,888,IW i 1N,67!,828 
I 

I 1 

/I 
-~-- \ , 

I 
oo,na,7711 I .'.2111 .... 1,'''.1108,011 I 
II,OP5,H6 ~ 8'7.!i11111.616 669.66116611 

I 

....... 217 i ..... ,~1l I , ...... ' .... 
56.8118,8"1 09,SM,l20 688,bl,1I08 

018,906,070 111.110,991 a.M.gall 
.... "", .. 1, .......... I 680 ......... ' 

• ......... 1 .... ' .. ·086' ..... " •• 770 

S8,8'14,696 148,096,100 G'74~,0UI, 
I ............. ......,. ,1 ........... 1 

..... '.418 , .... , ..... 1 717.001·· .. 1 

18,'/28,624 163,080,Z07' I '7ZB.816,8t8 i 
1 

11,079,886 161.M7,068\ 7&6,628,162 

17,Ot!,069 112,288,611: 767,899,670 

1884 10,289 8,6Z6 18,864 68I.tU,S46 238,641,686 *"920,t08,08C 298,988,448 005,800,286 96,603,618 140m." 186,27.... 101,&8I,B87 

1885 lO,f&6 8,72S 19,169 686,S88,88Ii 241,860,158 um,743,98S 802,2M.769 212.10;,74,9 1MI,000,.U 18,M6,876 loz.117,268 816,&8,066 

'880 

,887 

,88S 

'889 

'890 

1891' 

,802 

, .. , 
, ... 
, ... 
1806 

'801 

'698 .... 
1900 

'001 

'1102 
11108 

,900 

,1105 

,008 

""" 
'908 

'000 

1010 

l!OlI 

10,628 8,SN 19,382 698.895,905 Z4S,070,285 1N1,765,MlJ 805.202,081 217,S6!l,177 9'1,082,t61 

10,592 8,986 19,578 705,500,918 246,128,092 Wil,838,ooa 814,795,'17 221,461,688 07,812,701 

10,772 O,OW 19,812 718,201,518 252,862,668 910,664,I6t1 322,838,448 225,798,210 97,706,809 

10,863 9,000 19,948 726,2'10,010 265,89'1,11W 982,167,19 ntl,2tit,568 229,410,112 98,086,616 

"'.... ..... ".ms ' ....... ,.. ....08' ... ' ' ......... , •• .. ~fY1O.,.. ...,....... ... ...... , 
11,006 9,128 2O,un 756,776.874 279,785,666 1,086,511,540 840,861,063 !S!l,Uf,t26 99,768,619 

11,158 

1

11,2'12 

11,M 

1 11,416 

11 .... 

9,16'1 20,326 7~622,609 287,084,056 

9'S74

1

20'DiO '184,'704,638 306,104.147 

9,616 20,008 '188,54S,890 810,469,895 

0,738 21,17' '1lI6,955,576 817,781,413 

9,688 ~J,277 800,135,140 826,870,226 

1,062,606,66(; 

'.0lI0 ..... '80 
'.IJIIIl.O'3,'85 

'.11~088.,", 

1,121,605,36( 

Sf7,700,876 2-«,618,161 loo,goo,OO6 

8M,216,789 248,741,197 101,948.817 

360.0S6,68t 1250.619,626 102,829,469 

S6t,037,t06 25S,890,8'18 102.666,643 

JISO,O'18,908 266,999,864 1oa.l",070 

11,'7B!: 9,701 !I.488 857,288,M 882,726,182 1,190,016,17 .25,601,682 269,8'l3,4fO 10B,001,216 

11,8OB 9,767 !1,659 .101,746 844,786,966 I,U2,838,101 4I3,429,6U 29O,9lB,888 11o.a'79.691 

11,977 9,728 21,700 92Z,601,718 862,8'16,i2t 1,!'16,318,04 44(),!68,6&8 V,,034.06I 1l0,81O,.st 

lZ,182 9,698 21,866 987,182,695 866,641,884 1,802,67',()7 449,000,886 8OB,8!8.B72 111,634.0'11 

12,2'12 '9,806 22,0'18 96!,614,701 369,9'14,802 1,ft2,48lI'~ ~O,IO'1 S1.O.8l9,740 114,293,616 

l!,8liO g,802 2Z,Ui2 062 SW,918 871,n7,783 1.B40,~,tJ.U t61,9tI6,86B 81.,917,218 U6,OOlI,1IlIO 

12,500 9,936 22,486 97~760,f68 882,166,0'74 1, I .70,006,511 820,719,160 116,864,0B6 

12,.590 10,0" D,OM 986,832,829 887,702,098 l,Si'4.0!U,7t:1 477,?DO,OS! 829.8'i1,270 117.'77,191 
(.) (.) 

12,6. 10,164 22,841 992,111,9'10 8'90.868,898 1,882,9'Tl,86l 680,996,648 88t,8'14,028 119,710,4&9 

~~~ 110,252/2B,oos 998,261,(m 89l,716'" 1,88t,996,d t86,m,ou. SM,e.74,llt 121,'1OO,4Gl 

.-.- 10,263 18,108 998,267,469 89A.94D.tSJ3 1,8Dt.!06,663 48lt,l88,'182 888,985,818 1!1.N4,,918 

12,926 10,!'19 28,905 1,ooo,9Ifi,.5S8 897,J68,600 l,398.lO1,14 49J,633.88'7 848,929,1:!6 lU.,.sa,8t8 

,.,... ' ........... ''''''''' .............. 701 .......... ,8J ... ....,., .. _ ................ 

1.S,07! 10,3l5 

ii,loo 10,811 

12,88S,mt 

' ......... ' .......... 1 

199,929,858 

11,091,. to7,781,O I 
9,608,111 21B,8l1S,1'10 I 

Sf,6,971,6M 

""' ........ 1 

876,aD6,166I 

9,JUO,186 228,172.1186: 1J9'1,4o'1J,(NO 

10........ ... ........ i "' ...... ... 
12,016,8Ol 289,121,981 i ,,",867,1121} 

....... 671 ... ..,~ ... I '71··~"1 
' ........................... · ... 1 

18,886,"6 t67,240,824! l,oot,110.2t1 

'......... " •• '98,'22 j ' ..... ., ..... 1 

'2,"".'" 2711 ........ 1' ..... ' ...... 1 
11,682,988 288..182,411 1,lNMB,482 

11,567,0'18 281,802,811 11,112,817,601 

11,610,1SBS Z99,m.87811,178,ooJ.,890 

11,484,838 8O',&77,86t i 1.106~781 

n,6l7. at!,47t.967 i1,iUI,841"n! 

11........ 81",,,,,,,, i , .... ·' .. · ... 1· 

12,816,156 8I1,8118,oftB 11,268,296.881 

11,868,118 m,W,4911 11,27f,«lO.-
1 " 

12,1"'710 r.o......." , ........... ' 
'2,1108.87.1 ...... ',r., I .............. ' 
l1,t11O,88e 1 338,546,9dO :, 1,11U,638,211 ' 

11,9D1,768!888,C141'- 11,,1)',40(1,842 

Jt.119,8&6 ,"~101 t.l18,616,417 

12,006,UB ! oM5.w.. 1.M4,ot8,atn 

t Number of mn. conat.ructecl. : IDcludIng 87,856l. Capltall8ed B.entebarn. ,StiodI: and 8bare c.pltaI ncehed. 
U See a180 8ummar,r Table Appndis 11., JI8P 01. 

II There wa" • Ill,," bomlDal fncreaH ID the capital of.ome companlee from the coolOlldatfon of alocb. 
... lnc1wlitur 50,000I. whieb may be railed by OrdInary capital or J)ebeDillft 8took 

if .. Jl'flJ' lmljtll of Upe .. each !map see page :0:, • 

(.) An amoubt of i:!.JOJi,OOO, l)ftriouaJy fnduded •• ord1D.ary capital, baa been Included u sun_teed capital til tobeBetara.f,or U06 .... RIhIeq ..... , , ..... . 
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xix 
TABLES. 

KINGDOM in each Year from 18iO to 1911. 
GROSS and N BT RECBIPTS, and WORItING ExPENSES. 

Nvll .... GB088 BBC¥IP'l'8. .. 
PRo. 

P A8DJIOaJUI P'RoxOOOna P.u8Klton TotAL fttO.: 'lUDIC. HI8oIu.unous. ,)'a.""o. OODY.,1I4, Ta4Rlo.,. • 
.uln.l .. ........ ...... ...... Per lIeD ... ...... 

tl~to pt:lrtlon Mile Per 
Tou., _Ion 

Tlo'" No.1 ... Total. Tot.! TotAl. to Tot.! To&&). of Tnln iloo, to Tot.! 
Bold ..... .... LIn • Be-Be- 081 ..... upo •• HIlL ....... 

eel .... celptl. 
_ ... 

Ro. • P ... 6-
P ... .. .. . .... .. P ... 

C ..... """. """. ........... 10,801,011 ..... 1f,116,161 .. ... ... ",,oro ..... • 'I 1,881,078 ... 
176,tm,fM .......... "'18 ... ....... N'l'1 61.1117,668 ..... • • 1.786.221 .... 
........... a.287,556 " ... 19,016,569 .. ... 61,806.11' ~ ... • " ' ........ . ... 
_,BIO,l88 .......... "'81 81,8h,HO 85'11 16.676,.1 ..... • " ......... .... 
"n,860.'l1 U,8It8,GJ.6 ..... .......... ..... _OIl .. ... • • ........' . ... 
...... ~ ... U.714.681 ,,'til 88,_07. ..... ... .... , .. ..... • 'I ........ , . .. 
1If,,',.,06O 88,168,661 II ... ... , ..... , .. ... 69,017,868 8,651 • " t,,'IJIT,tM1I .... 
...... , .... 18,686.110 "'18 S&.109,1M7 M'lT ao.86fo,06f .... , • 81 ...... lI7l . .,. 
l6I.OI4,t&5 i6,880,fllt -a'78 ....... m "'88 fIO,tM,I'I6 ..... • 61 ......... .... 
.... ' ...... 26,916,586 "I'Qlj 88,t70,89'1 M'I9 69,_,_ ..... • • 1,881,tZl .... 
608,885,015 rr.!OO,tfII. tl'58 85,'161,101 ..... 62,D1D.,767 ~11 • II ......... .... 
... ot7,787 t'I,t61,M6 ..... .......... .. .,. ... - ~,. • 't .. ....... .... 
.... - ....... 81. U'51 87,'UO,816 ..... 1IIS,587,I'Z8 ..... • • ......... '1lII 

.... " .. , .. 19,1508,788 "1'58 88,701,819 ..... 68.!10,06I MOl • , ......... "01 

"" ... , .... lO,oao,460 ..... 87,870,_ ... " 1I'7.701,otl ..... • • ...... 601 , ... 
897,IlS,08l tD,1'7a,on 411'SO 18,871,1M6 ..... 6fl,ou,,_ .. ',., ". ......... "19 

M,5IU.,800 8O,.tt,D88 ..... 86,8'10,. 52'Sf! 00,816,877 ..... ". 1,976,676 .... 
........... .. ~,., ... ..... 87",1._ ..... 117,91.,. ..... ". ~""T1IO "IT 
7,,4",164 10,984.0lI0 "'51 ....... 780 68'10 1It,'TSO,870 ~ , 01 a.1M.'m , ... 
775,188,07' 89,890, n4 "'88 U,088,S118 58'84 '11.717,067 ..... " .. ""'.960 , ... 
817,7",Ofti 86.827,_ ..... .......... "'81 T8,M8,at' MlB "01 ......... .... 
........... 86,190,9UI ..... ....... 717 "'81 ' .... , .... .... ' ". .. ...... , , ... 
........... 86.6Gt,816 ... " ...... .... ..... 78,.,8lt ..... , 01 ...... ,... , ... 
871.11'7,061 ~,8t9,tt9 " ... ... ...,887 .. ... To.lIU,OII8 ..... , 01 .. 767 .... ,.,. 
D11.412,_ 18,496,t88 ..... fS,SN,OT8 61'" 79,8Tt,1IOO ..... • 01 ~ ....... .... 
........ 000 17,801,182 ts·ta "OU,_ "16 81.-..0107 .... ' , Of ......... "IT 
_,UD,fIB 89,11O.8M "'101 .11a,1S6 01'It 86,_100 'IX» , ,. ~ ....... .... 

' ..... '1O,IOl to,618,OM ..... &',867.l71 61 ... "'IT~'" 1,'" • Of 6,86l,818 .... 
1.0ISI.91l,1l8 '1,1U'l,O'I'j ..... 4DtSJ8,96t 61'18 01.0158.088 '."'" , 01 &.188.4. .... 
1.106,091,. a,71t,. 4S'OS 6I,11G._ "'81) &6,861,8lt8 .. tiT , ,. ~"'1I'lI 

.. ,. 
1,ltt,l7O,88IJ .......... ... 81) .......... .. 111 "'8M,!I61 ..... , 11 &,fN7,soa .... 
1,111,196,000 tfI.6t9,8M 1S'76 62,9CI6,_ ..... 99,506,." ... " • • ...... B81 .... 
l,I88,IlDtIt19 47,8Dt.G06 oIS'19 It,u.aH to'96 1000O&,llH "' .. • 11 'l,f08,W .. ,., 
1.,1-.1fI6,101 47_518 ..... ~"o,..,. "'10 108.0'19.101 ..... • It ' ........ , ... 
1 •• ,,77&,710 48,887,61'1 ..... ~ ....... .. ... 108.787._ , .... • .t 8,0&5,0 1",. 
1,198,011,101 ts,'nIO,111t ... ·Dl 6&,411.- ...... 10&,111,'roI '.601 • • ..... ~,. '"'. 
l,UO.8t7.UI .--,.,. "'611 ........ " "'81 , ........... ' .... • It ......... , ... 
1,."',116 5O,D76,MI ..... ......... ' .. ... l11,t'78J7f ..... • .t O,87U,7t9 ,.,. 
1-",111,_ OI,tCl&,4aa ..... ......... , ..... 1l0,u2,S38 ~"" • It g.SU,41N ,.,. 
L-.08O"Ml 6l.!O&.O6l 4.'8] .... 77,10& to'. 

11~ __ ,,'M • 't .... ~,.. , ... 
l,sou.. iU,688 62,76&,489 • 1'6'7 151,.'78.861 .... , 114,1S7,181 ..... • 't ..~ ... ,-as 
1.Si6;&lo..9IKI B8,~,00'I ""t! ea..,OU ... " IIT,I'6.OIJ! '.007 • 81 .......... , ... 

RAILWAY RETURNS,19l1. 

wouma 
N .. """"""' "" .......... _n 

yUa 

from .U ...... ....... 
"!"~ .. "ton 

lion to ....... ........ Tot.! ........ Tot.! 

.!\;" .. !;!'~~. 

.. 6- P ... .. P ... -. Om'. 
U,O'T8,I .. 11,71", .. .......018 .. " 1870 

....... 780 ... ' ...... " ... - . .. 1171 

~ ..... , . 18.m,660 .. _967,870 . .,. l8'IlI 

&7,7t2,OOO ... ' ...... .. S6,fIEID,159 . ... '871 

....... no 82,812,7li .. 28,CWtt,oJS , ... 187, 

61,23'1,000 .......... .. 1l8,Ol ..... , ... '8711 

~2U;"116 .......... .. ... ....... , ... laTa 

.......... ..... ,,978 .. ... 11 ..... . ... 1877 

......... , 82,'_ .. 28 ........ , ... 1tmI 

81,17o.70S ...- .. 19,781,_ t'I5 l8'I1l 

.......... as.6Ol,12t 61 81 ..... 1IIIl , ... '880 

~"Ift2 .......... .. ., ........ , ... l88l~ 

.,m,l2t _170,tSe .. ... ,.,..... , ... , ... 
71,082,170 .......... .. .......... , ... '888 

'10, ....... ",11',1" .. _ ... 
"16 '881 

... ~,." 18,'18'1,967 .. 82,767,81' . ... , ... 

...... .... .... , .... ' •• ",,,,,'06 .... 1888 

'10, ....... .. ........ .. 8S,88O,1l0 "00 '887 
.......... 87.'1fI2.107 .. 85,182,558 .... '''' 
77,Oi6,OI7 ... ...,,,. •• ",...,,001 .. " '888 

T9,DfB,702 ... ' ...... .. """"" 4'10 '800 

81,88O,fI07 ...'''',.,. .. 1I018,7Sl,OU "00 '801 .......... ... 717 .... .. .......... .... '''' ... .. , .... ~686,1l9 Of ... .... ,.,. . ... , .... 
Bf,,810,881 t7,!08.Sl8 .. 8T,IOi,618 .. ,., '801 .......... "~8,e:n .. .......... .... .... 
00,110,112 ... ' ...... .. .......... .'88 '''' 
98,7B7,05t .......... ., ....... ... . .,. '897 ... ....... .......... 68 to,291,958 .... '''' 

101,687.0&6 1JO,0000fI8'1 .. .... '6,8T8 .... .... 
10&,801,868 M.76B.6!O .. ... - s'u '''' 
loa.MS,816 117,480;1. .. ao.oea,O'18 . ... '001 

109.'8&.'110 8'I,8U.218 .. '1,828,501 8· ... ' '002 
no,s:ss.71f -' .... .. ' ......... .... '008 

111.sss.1T!: .,In.ssl .. 42,8tIO,7tl .... '804 

lta.5I1.0lI ?O.O8&._ .. ... ....... .... '008 

117.1r1,9al 72,78J.,864 .. u,ua,0'T7 8· ... 5 lIIOII 

111 ........ '16.809,194 .. t4,D89.'nlD 8'47 '007 

~- 78,t07.,so1 .. .......... .... '008 

llOa114,061 "' ....... .. e.,ISf1,t6t .... .... 
' ... - iG,66G.676 .. "'- . ... lD10 

117,101).670 '18,Gl'T,S2t .. ~l.T&8 ... , um 

tt IllDI1ldthR Rec!elptll'rom Seqoa Ttebt&, ~ Honea, 4'e., Uld Poe.t 01ftee MaUlS. 
., 'fbI "'artli for thl Or.t Wat.em Rail,...,. Coinpan)' "'6f"8 fur ele-Yen mQuthi ouiy, the l'omPA'lr having eb&npd tho date to ... bleb Itli accoUDuwen mad .. 

n IllcJwUDa J4N6i, ~IYed by the SQut.h·EMtem CoIDpauJ' from the Loudoa, 8rtghtoll, and Sout.h Oout. Companr, 

1661>. c 

, 
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GENERAL SUMMARY 1850 TO 1911. 

No. 2.-GESERAL SUIDlARY FOR THE UNITED KINGOOM FROli 1850 TO 1911. 

Leugth 
of 

y ...... Lineopon 

for 
Traffic. 

1800 

1860 

1870 

1880 

1886 

1890 

1895 

1900 

1906 

1906 

Mil ... 
6,621 

10,433 j 

15,537: I 
17,933 I 
19,169 ! 

20,073 I 
I 

21,174 

21,855 

22,847 

23,063 

I I 
Tot&! , Weight of r 

Number I I 

of paoeengen ! Gooda 
~ r 

(escltI8ive of I and ! 
Sea.on Minerals 
Ticket; . 

Holde ... ). Conveyed. 1 

No. 
'/2,8540422 

163,435,678 

336,545,397 

T ..... 
• 

89,857,719 

• 

603,886,025 235,805,629 

697,213.031 257,238,454 

817.744.0411 303,119.m 

929,770.909 334,230,991 

1,142,276,686 424,929.513 

Tot&! 

Capit&! 

Paid.up.. ' 

I 

£ 
240,270,745 

348,130,127 

529,908,673 

728,316.348 

815.858.055 

897.472.026 

1,001,110,221 

G ..... 

Receipto. 

£ 
13,204,6691 

27,766,622t 

45,076,143 

85,491,625 

89,555,774 

79.946,702 

85,922,702 

1,176,001,890 104,801,858 

1,189,022.102 461,139.023 1.272,600.935 113,531,019 

1,240.347,132 488,790,663 1,286,883,341 117,227.931 

Net 

I 
Expo_ I Recelpt.L 

I I 

£ £ 
• -

· i 13,187,368 ! 14.57l1,2M 

21,715,50..5 23,362,618 

33,601,124 81,890,501 

I 
38,787,9571 32,767,817 

43,188,556 i 38.760.146 

'7,876.637 I 38,0411.065 

84,743,520 40,058,338 

70,OIW..663 I 43,466.356 
, 

r 
72,781,8M : U,t48,Oi7 

1907 23.108 1,259.431.315 516.887,116 1,284,065,662 121.643.923 76.609,184: "-939.729 
r 

1908 23,206, 1,278,1l5,488 431,595,056 1.310,533,212 119.884,327 76.407.801 43,486,526 

, 1909 

1910 

1,265,080,761 499,909.791 

1,318.515,417 

120,174.052 
i 

75.037,588 : 45,136,464 
• 

123,925,565 76.589.876 '7.355,889 

1911 23.417 1.:J-.lO,'J16.99tl 523,577,178 1,324.018,361 127,199,570 78,617,824 411,581.746 

• Cannot be et:.a.teol. 
t Exclusive of .1 Miscellaneous" receipts, the amoont of which u. not available. 
~ Leugth of Line .. _meted. 
I Includes Dominal additions to ca.pitaJ on coDversioD, consolidation, or division of atocb. 

Per. P .... 
oentage eentage 

of of 
Net , \VnrkinJ 

lIeceiplo \ E.peud,· 
I<> t .... 

Tot&! I<> 
Pa.id-up j Gf'OIIa 
Capital i lIeceipto. 

I --

"38 61 

4'02 61 

4'10 M 

84 

3'67 

liTHE FOLLOWING STATElIENT SHOWS THE LENGTH OF LINE AT EACH GAUGE OPEN IN THE 

• UNITED KiNGDOIrI IN THE YEAR 1911. 

Pt .••. ft .... Itt. .... ft in.. "' .... "' .... Pt. "'. "' ... PI. .... Pt.iA. 

Gauge . - 1 '11 • • • • • It • • • 0 • 0 • • • 8t • • The toregolD, 
as are. ar. 0.-
cla .... ·e of u.. 
lJAowei MIl SaU,. 
buDioG B.a.l1 •• " 

Jlu... JI;la. JI ..... lIila. JI;la. JI;la. Jla... Jla... Jlu... JIlin • llins'le ele"u.;I 
IlDe uf IJ mU ... 

Leugth - . - .. .. • • ., . " 21 11 ...... ..... 



xxi 
LENGTH OF LINE. 

No. 3.-LuGTH or R.lJLWAYS open tor Traffic on the 31st December in each of the Years from 
1902 to 1911. 

1----------1_1002 ___ ,;. _1_903._+_IIJOf. __ ' __ 1_906._1 1906. ; 1907. 'Ii 1~.'II906. r,-19_I_O'-t-_1_9_11_'-I, 
1-'-_~~~i __ !_I __ 

In ENGLAND AND WALES ., ... I I I I 

. S;Dgle • 5,093 1 6,133 6,191 6,266 I 5,280 I 5,287 5,:01 i 5,299 i 5,331 ' 

Double 9,294 i 9,!M4 9,261 9,267 9,33.1 i 9,313 I 9,370 i 9,379 

In 8co'n.AJ<D -

1,430 9,438 

Three· -, 171 194 202 907 218 225, 238 201 287 I 201 
! ! I 

Four or more I 800 ,1 ___ 930_If-_972_-+_I_'OOl_2_~_I_'02S_-+I_I'_042_-II',-I_'07_3-ii "·1"'· i ". 
I ! i 

~~~!~~~~I~II~:~~mi~ 
----,I----~----I---_+'----~· ---II ----~I---_i 

I I I 1 I ~ - I ! I I 
-I 2,123: 2,1114 2,208 2,234

1

2,270 t 2,277 i 2,207· 2,264: 2,2.-.;; 

._! 1,408 I 1,451 1,452 1,512 1.5: !,', 1,612 i 1,515 I 1,517 i 1.5l9 

22! 22 23 27 I~' 27 l 28 28" ~ 

BiagI. -

Double· 

Three " 

2,216 

1,536 

27 
I i I 

Four or more I 27, 27 29 31 I 32! 33 33 34 I 36 

TOTAL 11-: -3,-580-1 3,864 3,712 3,804 ·!-3-,-84-I-!-3-,84-9-1-1-3-,843-+I---il-3-,838-.-I·-3,-8-1-5-1 

. _ _I i-'--~---i!---1--1-1 ___ i_
3

_,844 __ ,I ___ I_-I 

_ i ! : i 2,586 I 2.638 2,646 2,655 2,700 i 2,699 2,600 2,721 2,'rl9 2,'130 

. I 627 632 650 606 i 660: 662 668 I 667 668 668 

Three - I I, - I _I II I i I 3 1 3 i 3 3 

'Four or Dlon I - - - I - - - 1 1 

I--'--I----i----I - 11----1--1 
TOTAL 3,214 3,270 3,296 3,312! 3,363 3,362 I 3.363 3,391 3,-I01! 3,402 

i 1--,--'---:-__ 1---1--:,"-__ 1-------!'---I 

Single 

Double· 

(a UNITED KINGDOM • 

SUigle • 

lJouble -

Three -

i 
9,802 i 9,935 10,044 10,154 

I 
, 

• 11,329 

194 

i 11,327 11.363 11,.25 

110,2$ 10,283 1 10,279 i 10,284 

111,500 '11,517 111,553111,563 
216 220 235: 2.&6 2,;3 I 20. 293 

I ! : 'I 
! 

10,315 

i 11,617 

i 298! 

10,311 

1I,&l2 

291 

Four or more 
! 

I,lSi 1,173 957 I 1,001 1,033 1,060 1,075! 1,106 I 1.140 

'---, '1

1--+-.-- I-~--!I---I 1--'1---1 
TOTAL, !IlI,I5i : 22,436 \!2,634 122,847 123,063 23,108 ,23,206 123,280 i 23,387 ! 23,417 

• 'I bo deoreaae .ho~ II on. coml_ruoo With 190i 18 apparent only, a dl.lphca.llon of tW8Dt)"lII11es m the ftltQl'D8 made co 
the Boa.-d. of Trade having been oorrec~d in 1911H. ' 

No. 4.-MILEAOK OF LINE open on 31st Dee.omber, in each of tlie years from 1903 to 1911, showing for the 
United Kingdom, Ihe length of each track, together with the length of Sidings (reduc..d '" single track). 

I ~. -=... ............... ... -5 ... 'I -5 .. "'". ...... -5 ... 1-5". ~ ... i". ~". ~-; ,i" I-"'ll"/ ~';'''2! i~" ~1 8~ ~~ ~~ ~~ ~! !e ~~ :Sf ]e ~~ 11~ ~! 1!~ ~f !sJi ~.e 'ii~] jri~ I~~! 
E-ot ~E-ot ~ .. Eo- C"'" e--- rlE-t ~~ iEr- C""'e--- :;at-1 f-4r-- ::E-4 ge-. ~E-t Iii - i=:t"'I Jp::; ~:E.g~ ... .s~ 

-.--I-·-l-I--l--I-' i ,I-< I:>' "'I'" --I":-~~ 
I (du, Mil., Milu'l'Milt4, Milt.ll'IMi/ta.lrlilu,IMi!u. Mil",.. Milt •. ~Vu.Q.~lfue.g, AlU&t'IJlik8, Milt.8. Milt". Jl11u. f Milt'Il, MiI~"'I~Il'lu, 
P"'IO!,~35 1~,517 1,178, 9011 Url, 49 : 14 2 II - - - - I - - - - - I 37,2:.5 13,369 : 50,62i 

1""2,6(11 12.892 1,271/1,030 153: 83 35! 17 I 7 4 3' 2' I I - - - - 37,1101 13,733' 51,1:1< 

jll'~l'~70 12,81&, 1,3240 11,067, 170: t7 40 21 I 11 : 6 3 I 3 II, I! - - - -, 38,431 13,891 162,~ 

1
"'''3,06512,934 1,36311,091,' 186! III 47 29 17 10 6 4 3 1 I I.=~.. - ,38,87' 14,0.12 15i!,9O< 

""3,112 12,963, 1,386 i 1,103, 1961117 ,61 33 18 10 8 6 i 4 3 1 l.,::te - 1/38,013 14,145 53,15> 

""3,200 13,048 1,436, 1,141: 208 1/122 I 59 37 I!O 11 7 I 6 i' 3 1 I .. ,,;~~, 1 ~i 38,316 14~153.B6> 
"'''3,280 13,121 I,roo i 1,1.5 230 138 , 87 I' 41 1!4 14 10, 7 5 4 2 I mil"! - : 39,622 1',300 'i' 53,9';; I I! "_b'J ' 
'"I!3,:lI!tr 13,IS&! 1,617,I,I92! 2361' 143 I 70 I" 1!4 14 10 I 7 : 5: 4 3 I,=::.,J - 139,851 14,4IiO :134,311 
," 1:3.~:!3 13,907, l,lIllO 1I,200! 238 1-12 1 67 ," 20, 14 9 I 7 : 5 , 3 I,:,:~, 1 • 39,911 14,~ 154,s; 

.Note :-The tiguree for 190:$ &1-., vart1y eSLlma~, and tno.::e Jor subsequent years can only ~ taktn u 
tW"llrfU:l7lkJk!1!/ correct. 



xxii 
ROLLING STOCK. 

No. 5.-CoIlPARISOIf of the TOTAL NUlIIBER, and of the NoxBEB PEB Mn.1I of OPEl! R.uI.W.t.T, 

y ..... I 
ENGLAND AND WALES. 

Otbor V.bi.l .. attached 10 
I'_Trai ... 

------ -------,-----:----,----,--- --------
I Number 

1902 

1905 

190& 
1965 

1906 

11107 

1906 

1909 
1910 

1911 

· I 

• i 

· I 
· I 
: I 
• I 

: I 
I 

Total 
Nllmbw •• 

18,917 

19,153 

19,1&1 

19,071 

18,93lI 

19,1M 

19,819 

19,390 

19,450 

19,472 

I
, per Mile 

Open. 
I 1"23 
I 
i I"U 
l 1-23 

1 "21 

1"20 
1"20 
1"21 

1"21 

1"20 
1"20 

Total 
Nnmbw. 

42,330 
42,882 
43,056 

43,469 

44,014 

44,738 

",889 
44,898 

44,704 

44,866 

SCOTLAND. 

Number 
Mile 'Open. 

2"78 

2'77 

2'78 

2"78 
2'79 

2112 

2'81 

2'80 

2"77 

2'77 

TotAl! 
N_her. 

15,910 

18,9:.l3 
18,227 

Number 
J>Ot' Mil. 

Open. 

1114 
1'011 

1114 
16,084 1112 

16,0611 1"02 

18,192 1"02 

16,2311 

16.2.58 
16,313 

16.371 

1112 

1111 

1111 

1"01 

-------------,-------,------,------;------ . __ . 
1902 

1903 

190& 

1905 

1906 

11107 

1908 

1909 

1910 

1911 

2,388 

2,388 

2,31K 
2,399 

2,455 
2,475 

2,475 

2,495 
2,496 

2,505 

6,568 

6,840 

5,692 

5,705 

5,813 

5,965 
5,866 

5,971 

5,969 

6,028 

1'65 

1'54 

1'53 

1'50 

1'61 
1'55 
I'M 

1'55 

1'56 
1'56 

2,356 
2,390 
2,396 

2,441 

2,472 
2,311 

2,1107 
2,539 

2,550 

2,525 

--------'-------'---- ---- - -------'----

1902 

1905 
1904 

1903 

1906 

11107 

1908 

1909 
1910 

1911 

.-----
1902 

1903 
1904 

1905 

1906 

11107 

1908 

1909 

1910 

1911 

830 
&14 

880 
876 

880 

885 
1192 

898 
894 

897 

lREL\ND. 

1,960 

1,973 

1,980 

2,008 
i,019 

2,075 
2,053 
2,053 

2,052 

2,054 

'61 
-eo 
-eo 
'61 
-eo 
112 

111 
-eo 
-eo 
'80 

1,171 

1,163 

1,190 

1,202 
1,_ 
1,218 

1,218 

1,227 
1,227 
1,230 

---'------'---~-----'------'--- ------'---

UNITED KINGDOM. 
- -- ---,-------;------,;-----:-------,------,-----

22,130 

22,385 

22,443 

22,348 

22,267 

22,514 

22,688 

22,778 

22,840 

22,974 

1"00 

1"00 

119 
119 
'97 

'97 
118 
118 
118 

118 

49,856 

50,495 

50,728 

51,182 
61,848 

5-1,778 
Il'l,898 

62,919 

62,72o'i 
52,948 

2"25 
2"25 
2"U 
2"U 
2'26 
2"28 
2"28 
2"27 
2'26 
2'26 

19,437 

19,796 

19,8UI 

19,727 

19,739 

19,9UI 

19,960 

20,024 

20,090 
20,126 

118 
1111 

1111 

1111 

116 

116 
116 

116 

86 
116 

Son-The numbers in the above table refer onl1 10 .the eorriag"", "'aggone, 1_ .... &e., belougiDg 10, or hired bl 
the railway com~ 

• IncludiDg electric I_mouvea. t JnclndiDg mil motor earriagw. 



ROLLING STOCK. 

of LoCOMOTIVES, CARRIAGES, and other VEHICLES in each of the Years from 1902 to 1911. 

W~IIII of aU kind. uaed for tho &11 other C~ or W&ggOne Tot&I of VehicI .. , exciudiDg Dvey&llC8 of Live Stock. ued on the ilway Dot Veer. 
Min8l'&l., or Gen8l'&l Merohaodise. included in the precodiDg Co11ll1Ulll. Locomotiveo. 

ENGLA"Im AND WALES. 

Tot&1 Number Total Number Tot&1 Number 
Mile per Mil. per Mile Number. ~ ..... Number. 0 ..... Number. 0 ..... 

642,778 8II'M 17,H1 1'12 818,2M to"28 1902 
MI,l88 811'17 17,2G1 1'11 821,5'2 to'10 1903 
M9,Q4 811'16 17,700 1'14 62Q,567 to'lO 19(M. 

1562,728 811'14 17,789 1'13 630,070 t01III 11106 
1568,578 811'42 17,489 1'12 634,ltO to'811 1906 
569,168 811"80 18,110 1'14 648,200 to'78 1007 

672,'90 811'78 18,457 1'15 652,071 to'76 1906 
674,148 811.,8 18,M1 1'16 653,MO to'76 1909 
677,739 811'77 18,637 1'16 l1li7,293 to.,O 1910 
61j3,198 381lO 18,274 1'13 662,708 to1l1 1911 

SCOTLAND. 

149,220 41118 1,628 '43 168,870 "'32 1902 
158,220 41'32 1.688 '46 182,918 "'48 1903 
163,2M 41-28 1,697 -46 163,021 43112 19(M. 

168,157 to"28 1,680 "" 182,983 42'M 11106 
156,314 to·" 1,773 '48 1l1li,372 43116" 1906 
164,728 40'20 1,808 '47 165,002 42'87 1007 
163,089 39'84 1,I!02 ." 1113,_ 42'61 1908 
110,798 30"23 1,787 "47 161,106 41111 1909 
146,898 38"27 1,8H '46 157,H1 to'87 1910 
141,715 37"16 2,062 '64 152,390 39113 1911 

IRELAND. 

19,086 5113 627 "28 28,OH 7'16 1902 

19.288 6'90 831 "28 28,276 7"12 1903 
19,638 6'93 887 "28 23,676 7"16 19(M. 

19,633 6'93 957 1!11 23,800 7'19 11106 
19,747 6'87 963 -28 23,927 7"11 1906 
20,108 6'98 947 -28 H,MI 7-21. 1007 
20.228 6-02 946 -28 24,4tO 7"27 1908 

20.4001 6-02 943 -28 H.827 7"28 1908 
20,732 6'10 99U -29 2G.010 7"35 1910 
21,281 6'26 1.019 '31) 2G,5IIf. 7"52 1911 

"----

UNITED KINGDOM. 

I I 
711.069 32'10 19.594 '88 70D,HS I 38'11 

, 

1902 
I I 

717.694 31119 19.760 '88 807.7811 381lO I 1903 

I 
I 

'I22.1!1i8 31111 20._ 110 

I 
813.163 35113 r 19(M. 

72G.518 81'78 00.426 119 818.863 35'76 

I 
11106 

I 
731.639 BI1I5 00.1116 '89 

I 
823.d11 35118 1906 

743.995 32'20 00.860 '90 887.649 38-21. , 1907 

745,1!02 32'14 21,206 111 
I 

839,_ 38'19 I 1908 I , 
745,848 32-02 21.281 111 889.672 I 38il8 I 1908 

I 
839.M4 

, 35110 I 1910 745,889 BI1I7 21,360 111 

746.194 BI'87 21.346 111 i &to.613 35110 , 1911 
I 

NOTB.-Thollumhere in the abo ... table refer oDly to tho ~ _ looomotiveo. etc.. belonging to, or hired 
. bJ. \be rai1waJ compaDieo. 



( 

xxiv 
AU'tHORISEl)' 'AND PAID-UP CAPITAL. 

No. 6.-AlIoUllT of CAPITAL of Railway Compani .. in each dh;sioD of the United Kingdom Allthorioed and 
paid up on 3lat December, in each of the yeat'll from 1902 to 1911 . 

STOCK AIm SHARE CAPITAL. 
..... ••• ~.u -. h;;;:;;-~-'~'~- .... Year 

I Authon.ed. Paid up. Authon.ed. I Raised. An,llOr""",. I P.id np 
and Rai.ed. 

ENGLAND AND WALES. 

-

£ £ £ £ £ £ 

1902 · 81)5,866,852 727,194,717 322,418,000 276,722,981 l,l28.2'CJ,302 1,003,917,898 
1003 • I 8U>,438,038 738,397,985 325,537,360 279,218,785 1,140,970,398 1,017,816,770 
1904 · I 823,559,681 751,204,937 330,853,712 284,124,670 1,154,413,373 • 1,033,329,607 
1005 · , 828,677,907 I 780,881,527 333,770,487 287,373,408 1,162,448,374 l,048,OM.9a.a 
1006 

: I 
829,443,570 ! 788,488,869 334,458,489 291,312,725 1,168,902.039 1,059,781,394 

1007 831,057,181 , 771,281,273 336,983,286 294,869,154 1,168,040,467 1,086,930,427 
1008 833,113,178 781,228,735 337,992,866 298,009,939 1,171,106,044 1,080,1311,674 
1009 · 838,348,8l!4 784,220.776 339,654,410 299,714,537 1,176,003,2.14 1,083,935,313 
1910 · 833,128.04, 785,529,14. 338,896,854 302,179,415 1,172,0'24,901 1,087,708,5(1) 
1911 834,316.271 I 787,801,760 339,559,404 I 305,481,934 1,173,875,875 1,09a,2.'ia,694 , 

SCOTLAND. 
_. 

I I 
1902 - 124,277,639 138,899,749 41,85I,94b 35,486,966 166,129.584 

I 172,386,715 
1003 · 128;085,202 138,417,288 42,042,945 , 36,240,052 188,108,147 174,867,340 
i904 - 127,254,455 142,228,273 42,207,612 36,058,433 169,472,067 179,1116,708 
1005 128,105,631 143,188,072 42,413,162 37,506,654 170,61H,793 180,6N,726 
1908 128,337,756 148,073,303 42,.aa,l62 37,807,140 170,800,920 182,880,443 
1007 - 130,839,968 145,327,184 43,288,1$2 38,239,530- 174,128,130 183,1586,714 
1008 - 131,330,448 146,942,081 43,457,995 38,403,413 174,788,443 1116,345,494 
1009 

I 
130,961.948 146,610,806 43,586,106 38,656,169 174,548,054 186,266,976 , 

(1110 - : 130-,990,448 

I 
146,814,1166 43,595,808 38,697,850 174,5116.0M 186,512,706 . 

1911 -I 131,050,428 147,030,769 43,612,272 , 3tI,747,480 171,66~, 700 1116,778,249 
I 

IRELAND. 

I - - . - _ .. 

1902 - 32,196,422 I 28,676,068 13,449,288 ! 11,900,940 45,845,710 40,677,008 
1003 35,262,513 

I 
30,774,636 14,585,769 I 12,480,171 49,848,282 43,2.54,807 

1004 - 35,008,513 31,20';',283 14,840,769 12,571,085 50,149,282 43, 778,3ti11 
1905 35,334,~2 31,216,524 14,870,289 

, 
12,634,750 50,004,701 43,851,274 I , 

1908 - 35,479,75.1 I 31,642,616 14,813,753 I 12.778,888 50,293,506 44,421,604 
1907 - 36,380,310 I . 31,481,084 15,877,745 13,087,467 52,038,055 ,",568,~21 

1908 - 36,400,910 

I 
31,625,544 15,715.74:; 13,223,500 52,208,655 45,049,044 

1009 36,700,280 31,941,898 15,846,245 i 13,262,456 52,636,525 45.204,354 
1910 36,799.280 

, 

31,993,469 13,300,6ti'J 52,702,525 45,294,161 - 15,903,245 
1911 - 38,854,280 I 31,724,785 15,937,24.'; I 13,261,63.1 52,791,525 44,986,418 , 

UNITED KINGDOM. 
----------~---. 

-_. 
1902 - 982,340,913 892,770,534 377,717,733 I 324,000,887 1,340,058,646 1,218,861,421 
1003 . 976,760,753 907,589,909 382,186,074 327,939,008 1,358,926,821 1,235,528,917 
1904 - 986,332,829 924,840,493 387,702.093 

I 
333,854,188 1,374,034,722 1,251!,2II4,881 

1005 - 992,117,970 935,086,123 390,853,898 337,614,812 1.382,971,868 1,272,600,935 
l1J06 - 993,261,081 ! 945,184,588 391,735,384 I 341,898,753 1.384,996,465 1,286,683,U1 
1007 - 995,257,459 948,069,511 390,949,193 345,996,la1 1,394,208,652 1,294.085,682 
1S08 . 1,000,934,536 959,996.360 397,166,606 350,538,852 1.398,101,142 1,310,5.13,212 
1009 - 1,004,101,052 

I 

982,773,478 399,088,761 351,633,184 1,403,187,tUa 1,314,406,642 
1910 - 1,000,917,775 954,337,470 388,390,700 354,177,947 1,399,313,480 1,318,515,417 
1911 - 1,002,220,979 986,557,314 399,108,921 I 357.481,047 1,401,329,900 1,3"..4,018,381 



xxv 

CAPITAL OF EACH D~CRIPTIO~. 

So. 7.-AMoUNT of CAPITAL of Railway Companies in each division of the United Kingdom paid up or raised 
on 310t December, divided into Ordinary, Preferential, Guaranteed, Loans and Debenture Stock, and 
amount of Subecriptions t<> other Companies in each of the yea .. 190~ to 1911. 

Subacrlptlona to 

Year. Ordinary. 
Other Companiet. 

Preferential. GU&1'&Dteed. Loan",. Debenture Soock. 1'0 loint I To Otber 

1903 
1903 

19~ 

1905 
11106 
1907 
1908 
1909 
1910 
1911 

1903 
1903 

1904 
1906 
1906 
1907 
1908 
1909 
1910 
1911 

1902 
1903 

1904 
190.'1 
11106 
1907 
1903 
1909 
1910 
1911 

1903 
1903 

1904 
1905 
1908 
1907 
1908 
1900 
1910 
1911 

• Com· RaLlwar. 
mit-tee&. CompaD_. 

ENGLAND AND WALES. 

- , 
~ 

£ £. £. £ £ £ 

· 370,232.029 280,245,226 96,il7.463 10,719,919 266,008,062 38,478,240 

· 377,916,863 262,891,801 97,589,621 10,605,799 268,712,98/1 40,191,402 
, -.. 

· 383,619,452 269,423,895 98,161,590 10,634,523 273,490,14; 35.355.764 1 9,1!U,492 

· 388,190,438 274,1~,967 98,306,122 10,707,852 276.666.566. 35,755,924 1 8,945,644 

· 392,998,9-25 276,111,750 100,357,994 10,532,663 280,780,162 ju.686,412 1 8,534,280 

· 394,814,869 276.950.090 100.496,314 10,470,999 284,198,155 35,210,768 18,806,072 

· 397,029,471 281,21(.5"..4 102,984,740 10,485,885 288.424,054 34,476,487 1 7,901,843 

· 399,490,831 281,783,531 102,996,414 10,612,137 289,202,400 34,781,392 1 8,067,677 

· 398,194,041 284,094,979 103,240,126 10,699,732 291,579,683 34,946,176 1 7,899,334 
399,580,313 284,922,619 103,298,928 10,386,318 295.065,616 35,I94,7H7 1 7,966,179 

SCOTLAND. 
--, 

~ 

, 

· 76,193,257 '7,830,294 13,076,198 626,203 34-,840,763 2,609,697 

· 77,494,623 47,846,467 13,076,199 1,021,865 36,218187 2,574,676 , , 
· 79,333,706 49,818,370 13,076,198 1,376,630 35,682,603 860,612 1 2,729,971 

· (Q) 77,786,429 60,000,445 (Q) 16,401,198 1,344,486 38,182,170 862,884 1 2,891,801 

· 78,806,967 61,066,138 15,401,198 1,sos,170 38,298,970 860,886 1 2,908,120 

· 78,8AS,058 51,087,928 16,401,198 1,295,993 36,943,537 865,701 1 2,808,819 

· 79,073,326 62,467,1168 15,401,198 1,218,619 37,184,79& 868,913 1 2,808,619 
77,965,237 62,626,@71 16,119,698 1,193,260 37,462,919 873,081 I 2,089,801 

· 78,173,287 62,621,871 16,119,698 1,234.931 37,462,919 881,864 1 2,094,121 

· 78,400,561 62,610,610 16,119,698 1,334,863 37,412,617 886,742 1 2,094,348 

IRELAND. 

, - , 

· 15,601,582 7,061,767 6,112,729 271,908 11,629,132 821,896 

· 14,596.028 9,981,292 6,198,316 290,M81 12,189,290 680,910 
, ~ 

· 14,886,875 10,131,005 6,239,403 306,002 12,265,063 - 1 706,910 
· 15,018,781 10,188,61' 6,009,129 305,9t4S 12,3'28,767 - 1 780,910 

· 15,114,121 10,'97,226 6,031,269 306,983 12,472,905 I 63,000 1 84:;,109 
· 15,486,855 9,947,798 6,047,401 286.382 12,801,085 I 103,600 I 873,204 

15.630,601 10,247,043 0,047,910 286,382 12,937,118 I 130,600 1 882,980 
15,664.696 10,331,291 5,946,910 286,382 12,976,076 130,600 1 886,930 
15,712,493 10,333,656 5,947,420 285,182 ' 13,016,600 130,600 1 886,930 

· 15,503,277 10,336,988 6,88',520 283,982 12,977,651 152,040 1 627,875 

, 
UNITED KINGDOM. 

! I' , -
"61,926,868 314,937,276 115,906.390 11,617,930 

, 
312,472,957 41,809,833 · I 470,006,514 320,719,360 116,864,035 11,818,045 1 316,120,463 43,348,988 · i I... 73 · 477,790,032 320,373,270 117.4i7,191 12,316,155 . 321.338,033 36,216,376 J 12,660.37 

· (Q) 480,996,_ 334,374,0'28 (Q) 119,716,449 12,368,aI9 I 325,156,493 36,618,306 I 12,611j,56.'i 

· 486,720,013 336,674,11' 121,;90,461 12,146,716 1 329,662,037 35,610,298 1 12,189,509 
1 · 489,188,i82 3:>6,936,818 121,94<,913 12,003,3U i 333,942,777 134\179,967 1 12,287,095 

· 491,633,387 343,929,1~ I 12'.433,_ 11.990.886 

I 
338,545,966 135,475,900 1 11,594,44 

'03.120,763 3U,5QO,693 125,062,032 11,991,769 339.641,396 3.'l,7I!4,963 ! 11,04',101 

· 'Il2,079,8:l1 s.6,950,.06 I 125,30;,243 12.119,845 
1 

342,068,1112 35,958,540 1 10.879,381 
493,434,161 347,770,017 

1 

126,3U3, 146 12.0l15,16:1 I 34.;,455,88,1 36,233,069 1 10,678.40: 
I 
I 

AD amount of £2,326,000, previouaiy Included •• ordinory capital, has been included as guaranteed capital In the 
re'lUIUI for 1906 and llUt.aquent yean. 
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xxvi 
NOMINAL ADDITIONS TO CAPITAL. 

No. S.-AMOUNT of CAPITAL due to oominal additioo. 00 the ooDveraioo, oonlOlidatioD and divwon of the 
Stocke of the Railway COmpani .... includad in the total. in the ~og table in each of the yeerw 
from 1902 to 1911. 

Vear. Ordinary. I I'nIferential. Guaranteed. I LoA .... DebeDton Stook. Total. 

ENGLAND AND WALES. 
. _-,- .. -

£ £ £ I £ £ £ 

1802 · 62,207,440 37,127,670 18,620,984 6,!NII 4O,lI83,l68 lu,226,IOl 
11103 62,756,938 37,127,973 14,1117,267 6,!NII 40,264,840 164,3151,4611 
190& • I 63,13&,402 37,801,634- 14,197,491 6,!NII 40,812,1103 146.762,374 , 

6,!NII 4O,U6,JJ~ 1905 · 63,562,235 37,840,298 14,197,491 I 148,~1,080 

1906 : M,035,820 37,840,298 14,197,491 1,942 40,946,417 

I 
148,'I'l6,988 

1907 · I 51,460,739 37,tMO,234 14,197,491 I,!NII 40,946,268 147,140,864 
1908 · I 54,757,606 37,«UO,228 14,197,491 I 6,942 40,846,863 147.448,180 
19011 

I 54,868,519 3i,640,228 14,197,491 1,942 40,&18,932 I 147,557,132 · , 

i 
1910 · I 55,105,9~ 37.1WO,11J8 14,197,491 1,779 40,847,014 147,798,480 
1911 · , 55,857,897 37,840,198 14,197,491 5,779 40,847,844- 148,M9,209 

i 

SCOTLAND. 
_._--_. --

I 

1802 • I 33,493,045 i 6,294,920 2J7~1,650 - 8,315,787 45,825,4011 
11103 i 3&,219,589 I 6,294,920 2,721,650 - 8,315,797 46,551,948 
190& 35,057,792 

I 
8,294,920 2,721,650 I 8,315,787 47,390,149 -

1905 · 35,416,348 6,294.920 2,721,650 - , 8,316,787 47,748,705 
1906 35,949,908 8,294,920 2,721,650 

, 
8,315,787 48,282.262 -

1907 • I 36,188,725 6,294,920 2,721,650 - i 3,315,787 68,Wll,08I 
1908 : I 36,368,305 6,294,920 2,721,600 I - , 3,316,787 ",700,662 
1909 36,575,805 

I 
6,294:,920 2,721,650 

, 

3,315,787 48,1108,162 -
1910 - I 36,779,275 6,294,920 2,721,650 - I 3,316,787 49,1ll,63t I 

1911 '1 36,985,155- I 6,294,920 2,721,650 - I 3,315,787 49,317,.\19 

I I 

IRELAND. 

. 

--- --~-- ._--------------_ .. "---

I . , 
1802 : I - 81,885 141,854 - , 129,257 332,908 

i 
11103 32,980 13,203 141,854 - ! 

163,150 351,187 
190& 32,980 18,203 141,854 - 163,417 361,466 
1905 · 32,980 13,203 141,854 : 163,"7 3lH,CM - ! 
1906 - 8,310 141,854 - I 129,257 277,491 
1907 · *189,810 6,527 141,854 - 207,255 215,826 
1908 · ·1~9,81O 6,527 141,854 - 207,255 216826 
1909 *1!9,S10 6,527 141,854 - 207,255 215,825 
1910 ·139,810 6,527 141,854 - I 207,255 215,826 
19l! · *139,810 6,527 141,854 - 207,2611 215,8'J6 

I 
I 
, 

- - I .. - .- -- "-_.--

UNITED KINGDOM. 
-- - --

i , 
1902 - 85,700,485 43,484,375 16,484,488 5,942 I 43,708,212 189,383,3&2 
11103 - 87,008.507 43,436,096 17,060.701 5,942 i 43,743,282 181,t54,588 
190& 88,225,174 43,909,757 17,060,995 6,942 I 44,292,109 193,493,977 
1908 - 89,001,583 43,948,421 17,060,995 5,942 i 44,324,318 194,341,239 
1906 · 89,985,725 43,941,528 17,060,995 5,942 44,291,461 195,285,651 I 
1907 90,499,654 I 43,941,681 17,060,995 6,942 

I 
44,369,300 195,877,572 

19O!' 90,986,101 43,941,675 17,060,995 5,942 44,369,905 1'96,364,618 
1909 - 91,30'2,514 43,lN:l,675 17,060,995 5,942 44,369,994 196,881,120 , 
1910 91.745,413 43,941,645 17,06O,1IIJ5 5,779 44,370,006 197,123,888 
1911 92,70.'1,242 43,941,645 17,060,99.) 5,779 U,370,H86 198,082.547 

I , 
• N olUlDal decrease of Capital 
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RATES OF DIVIDEND. 

No. 9.-AvlIIU.GlI RAm of DIVIDlIND or Interest on eaeh Description of Capit&lin each of the Years from 1902 to 1911. 

\' ea.r. 

1902 
~ 1903 
'IDIK 
• 190 
, 1906 

'1907 
'1906 
'190 
'19 
'19 

5 

I 

9 
10 
II 

OrdiDary. Preferential 

8'51 8'31 
3'/lO 3'33 
3'46 3'34 
S'49 3'35 
8'60 3'37 
3'58 3'37 
3'24 8'32 
3'43 3'37 
3'78 3'~3 

8'92 8'49 
------------_.- ---_. 

-- -----~-- ---- -----" 

1902 
1903 
1904 
19011 
1906 
1907 
1908 
1909 
1910 
1911 

1902 
'1908 
'IDIK 
°190 
'1906 
'190 
, 1908 

5 

7 

9 * 190 
°19 
°19 

10 
II 

1902 
1903 
IDIK 
1906 
1906 
1907 
1008 
11109 
1910 
1011 

-

, 

I 
, , 
I 
I 
, 
I 

I 

I 
I 
I 

i 
I 

2'24 4'00 
2'22 4'00 
2'21 3'89 
2'17 3'98 
1'00 3'98 
1'78 3'98 
1'59 3'98 
1'58 3'97 
1'85 3'97 
1'94 S'97 

4'01 3'60 
4'04 3'IS 
3'94 S'14 
3'98 S'07 
4116 3'07 
4'14 S'32 
S'87 S'34 
3'00 3'34 
4'15 8'34 
4'18 3'34 

3'32 I S'42 
S'SO 3'43 
3'26 3'4.' 
3-29 8'44 
S'35 3'46 
S'SI 3'46 
11'90 8'42 
S'15 8'46 
3'48 8'51 
8'6~ 8'66 

Preforential 
Guaranteed. and Loano. 

Guaranteed. 

, 
ENGLAND AND WALES. 

I 
4'04 

, 
3'51 4'23 I 

4'00 , 8'52 4'23 
4'00 3'51 3'62 
3'89 3'52 3'62 
3'99 8'M 3i12 
4'00 3'M 3'61 
3'89 , 3'50 3'61 
4'01 3'M 3'61 
4'01 i 3'59 3'62 
4'02 i 3'63 3'59 

I 

SCOTLAND, 
--~---- , 

4'00 4'00 3'12 
4'00 4'00 3'19 
4'00 3'99 3'33 
4'00 8'99 3'33 
4'00 8'99 8'40 
4'00 3'99 3'43 
4'00 3'99 8'47 
4'00 3'98 3'49 
4'00 3'98 I 3'47 
4'00 3'98 I 3'49 

I 

IRELAND, 

3'92 3'75 4'08 
3'93 3'44 4'07 
3'95 3'45 4'07 
4'12 3'46 4'07 
4'06 3-43 4'07 
4116 3'60 4'08 
4'08 S'61 4'08 
4'08 3'61 4'08 
4'Oi1 3'61 4'03 
4'08 31;\ 

'I 
4'08 

UNITED KINGDOM, 

''03 3'5S ,I 4'17 
4'00 3'58 "13 
3'99 8'58 

i 
3'60 

4'00 3'59 3'61 
4'00 3'60 : 3'61 
4'00 S'61 

I 
SilO 

3'89 S'57 3i1O , 
4'01 3i1l I 8'61 
4-02 3'65 S'62 

4-02 3118 il 3'69 

Loans and I 
Debenture Debenture 

I 
All CIaoaeo. Stock. Stock. I 

I I 3'39 3'42 3'48 
3'39 3'42 3'48 
3'33 3'39 : 3'48 
3'33 3'39 i 3'47 
8'33 3'39 

I 
3'62 

3'39 8'39 3'51 
8'39 3'40 3'33 
3'S9 3'39 3'48 
3'39 3'40 3i11 
3'39 3'40 8i17 

, 

I 

I 3'05 
I 

3'05 3'1S 
3'00 S'OO 3'12 
3'56 

I 
S'OO 3'11 

3'57 3'00 3'12 
3-57 : 3'00 3'03 
3'56 

I 

,3'00 2'95 
3'57 3'00 2'98 
3'57 3'57 2'87 

, 

I 3'57 

I 
3'57 3'00 

3'57 3'57 3'03 
I I I 

,I 

, 
3'98 3-98 3'92 
S'80 3'81 3'75 
S'OO 3'60 3-72 

I 
3'79 ! 3'60 3'74 
3'77 3'78 S'75 
3'76 3'77 S'84 
3'80 3'81 3'7& 

I 3'80 3'81 3'79 
3'80 I 3'81 3'86 

I 
3'80 I 3'81 3116 !I 

3'43 il I, 3'46 3'46 
3-42 

" 
3-46 S'44 

3'42 Ii S'42 3'42 
3'42 I 3'42 

I 
8'43 

3'42 I 3'42 3'46 
3'42 

, 
3'43 3'45 

3'43 I 3'43 3'32 
3'e 

I 
3'43 3'39 

3'43 8'43 3'53 
3'43 I 

I' 
3'43 3'69 

" 

NOTIL-OD aocount of Dominal additions made to the capi~l of the ('()mpani~ ~he rates ,of diVIdend or Ultt:rest t;~ iD 
t.he .1lOve Table are lower tha.n they otherwise "'ould be. Th ... a,'erage rates of di\'ldend ur lDterest for the Umted om. 
~oulat(Ml on the oapital excluuve of Ole nominal additioll8 are M follow8 ;-

~1Ill I "46 4'07 4-6.~ 4'23 il __ ~~ __ . 3-93 1 3112 4'22 

The rat.. of intereet on loaDB and debenture stock used. for the calculations fur the above Ta.ble are the rAtes payahle. 
.-. In oe.leul.Ung the ra.tel of Dividend or Interest for theee years the estimated portion of the capital of the Midlanc:l 

ComJ>loD1 applicable \0 the .. Midland (lrioh SectiOD8) •• bas b ...... located \0 lreu.nd, and Dot \0 Englaod and W &I .... 

16Gb. J 



xxviii 
CLASSIFICATION OF CAPITAL AND DIVIDEND • 

.NO. 1O.-AlIoUNT of ORDINARY, PnEFERENTIAL and GCAILU'TEED, and LOANS and DEBENTURE STOCIt of RA[LWAY 

CoMPANIES in each division of the United Kingdom, cl88Bed acconling to the rate per cent. of Dividend paid 
or Interest payable in each year from 1907 to 1911. 

(Exclusive of New Companies the lines of which were in oourse of coDstruction.) 

Rate per Cent. of Dividend paid, 
or Interest payable. 

NIL . . . 0. · · · · 
exceeding 1 per Cent. . · · · Not 

Exceedin g 1 aDd not exceeding 2 per Cent. 

.. 2 .. .. 3 .. 
.. 3 .. .. 4 .. 
" 

4 .. .. 5 .. 
.. 5 .. .. 6 .. 
.. 6 .. .. 7 .. ., 7 .. .. 8 ... 
0 8 .. .. 9 .. 
.. 9 .. .. 10 .. 

. . . . · · · 
exceeding 1 per Cent. . · · · 

NIL 

Not 

Exc eeding 1 and not exceeding 2 per Cent. 

• 2 .. .. 3 .. 
" 3 .. .. 4 .. 
" 

~ .. .. 5 .. 
.. 5 .. .. 6 .. 
" 

6 per Cent, · · 

NIL 

Not exceeding 1 per Cent. . 

Exeeeciing 1 ~nd not exceeding 2 per Cent. 

2 .. 3 

.. a .. .. 4 .. 
.. 4 .. .. 5 .. 
.. 5 .. .. 6 .. 
.. 6 per Cent. 

-

! 

! 

ENGLAND and WALES. 

1907. 1908. 1909. 1910. 
-

ORDINARY STOCK. 

--.---.~--- --- -- -, 
! 

£. 
, 

£. £ £ I 
59,249,158 I 55,157,161 51,25.1,805 46,641,25-1 , 

8,222,062 

I 
16,217,062 13,538,716 15,300,770 

15,639,110 20,299,143 25,764,525 9,173,469 

110,748,012 I 105,657,270 109,733,688 67,329,148 

30,197,054 

I 
53,843,893 56,517,161 90,807,496 

41,167,342 16,486,702 7,881,413 :i2,570,435 

51,680,747 127,229,605 

I 
131,677,335 81,269,993 

74,940,479 1,132,348 1,075,795 
i 

54,346,097 

I 140,_ 1,9f3,461 644,020 

I 
12,000 

- 285,000 285,000 40,000 

22S,OOO - I 
486,890 694,907 

PREFERENTIAL AND GUARANTEED STOCKS . 

. -

20,116,201 21,692,297 I 20,124,738 I 16,176,958 

732,818 826,669 556,067 i 631,967 
I 

1,740,880 3,417,180 2,110,582 I 2,397,180 

113,289,927 121,017,778 
I 

112,897,341 113,271,210 

161,715,047 [59,546,955 169,907,894 175,972,974 

75,075,296 73,914,5:l6 75,334,379 75,380,924 

3,469,075 3,471,075 3,471,075 3,469,075 

2,000 --
j 

- 2,OOU 
, --

LoANS AND DEBENTURE STOCK. 

! 

I 
1,035,271 

I 
1,035,271 1,035,271 558,482 

200,000 200,000 200,000 676,789 

I 
; 

4,666 4,666 

I 4,666 4,666 

169,810,797 j 170,621,728 170,858,649 171,089,447 I , 
: 

79,601,566 82,958,020 84,000,009 86,699,581 

42,468,242 42,588,892 I 42,087,ull 41,897,079 

1,494,578 , 1,491,078 1,222,291 1,219,691 

5,400 I 5,400 I 5,400 -
~---- ---- --

I 
I 

1911 

----

A 
'8,367, 283 

60 10,011,6 

28,891,1 

59,047, 370 

300 

342 

242 

801 

9,;0 

803 

87,409,. 

29,'93, 

6'.l,706,' 

76,523, 

315, 

701, 

-

11,387,801 

6,201,967 

167,180 

113,144,468 

170,352,813 

84,477,823 

3,469,076 

2.000 

558,482 

676,789 

4,666 

171,934,638 

88,799,644 

42,249,066 

1,219,691 

-



xxix 
CLASSIFICATION OF CAPITAL AND DIVIDENI>. 

No. lO.-AMoUNT of ORDINARY, PRIIFl!:RIINTIAL and GUARANTEED, and LoANS and DIIBIlllTURII STOCK of RAILWAY 

CoHPANIIIS in each division of the UNITIID KINGDOM, classed according to the ra.te per oent. of 
Dividend paid or Interest payable in each year from 1907 to 1911--conti"ud. 

(ExolU8ive of New Companiea the linea of which were ill COUll8 of oonstruction.) 

Nil 

Rate per cent. of Dividend paid, 
or Interest payable. 

· · · · · 
Not exctMKling 1 per Cent. 

· 
· 

Exceeding 1 and noli exceeding 2 per Cent. 

.. 1/ .. 3 .. 

.. 3 .. 4 .. 

.. 4 .. 5 .. 

.. 6 .. 6 .. 

.. 6 .. 7 .. 

Nil . · · . · · 
Not exceeding 1 per Cent. · · · 
Exceeding; 1 And not exceeding 2 per Cent. 

.. 2 .. 3 .. 
.. 3 .. 4 .. 
.. 4 .. 5 .. 
.. 1\ .. 6 .. 
" 

6 per Cent. 

:Nil . · · · · 
Not exceeding 1 per CeDt. · · 
E .... dIDg 1 and Dot •• oooding 2 per Cent. 

.. 2 .. S .. 
• S .. 4 .. 
.. , .. 5 .. 
.. 1\ .. 6 .. 
.. 8 per Ceol. 

• 166b. 

I 

• 

SCOTLAND. 

1907. 1908. 1909. 1910. 

ORDINARY STOCK • 

. _---

£ £ £ £ 
4,330,890 17,811,300 18,199,759 19,157.809-

27,2i5,517 20,050,967 13,907,297 13,157,297 

9,407,258 3,324,072 9,407,2.>8 8,871,908 

30,621,839 35,769,146 35,769,146 17,838,462 

6,701,714 1,537,000 100,000 18,566,034 

250,000 250,000 250,000 250,000 

189,950 189,950 189,950 189,950 

140,890 140,890 140,890 140,890 

PREFERENTIAL AND GUARANTEED STOCKS. 

-
- - 60,000 107,250 

270 250 - -
- - 47,600 250 

8,433,775 8,433,7i5 8,433,776 8,621,545 

47,635,217 48,965,867 49,635,167 49,443,397 

9,713.925 9,713,925 9,713,9"-5 9,713,925 

7M,039 754,939 754,939 75~,939 

- - - -

LOANS AND DEBENTURE STOCK. 

----

- - - -
- - - -
- - - -

16,121,869 16,119,009 16,118, 7'.!6 18,118,026 

21,72'1,638 21,81M,371 22,140,910 22,183,198 

390,033 390,033 896,633 396,626 

- - - -
- - - -

d2 

1911. 

£ 
18,592,689 

1,927,476 

12,20'2,076 

26,246,115 

18,850,OM 

250,000 

189,950 

140,890 

107.250 

-
23Qo 

8,621,545-

49,431,891 

9,713,92.!> 

754,939 

-

-
-
-

18,117,72& 

~,232,999 

396,765 

-
-



xxviii 

CLASSIFICATION OF CAPITAL AND DIVIDEND. 

No. 10.-AMoUNT of ORDINABY, PREFlmENTIAL and GVARANTEED, and LOANS and DEBENTURE STOClt of RAILWAY 
COMPANIES in each division of the United Kingdom, classed aeconling to the rate per cent. of Dividend paid 
or Interest payable in each year from 1907 to 1911. 

(Exeluive of New Companies the lines of which were in oourse of eoostmctiou.) 

Rate per Cent. of Dividend paid, 
or Inter .. t payable. 

. . . -. . · · 
t exceeding 1 per Cent. • · · 

. 

. 
"NIL 

"No 

Ex ceeding I and not exceeding 2 per Cent. 

N 

N 

" 2 .. .. 
.. 3 .. .. 
" 

4 .. .. 
.. 5 .. .. 
.. 6 .. .. 
.. 7 .. .. 
• 8 .. .. 
" 

9 .. .. 

IL . . . . 
ot exceeding 1 per Cent. -

3 " 
4 .. 
5 .. 
6 .. 
7 .. 
8 ... 
g .. 

10 .. 

· · 

· · -
Ex ceeding 1 and not exceeding 2 per Cent. 

.. 
" 

" 
.. 
" 

NIL 

2 

3 

~ 

5 

.. 
.. 
.. 
.. 

6 per Cent. 

.. 
.. 
.. 
.. 

3 

4 

5 

6 

.. 

.. 

.. 

.. 

"Not exceeding 1 per Cent. • 

Exceeding 1 ':"Dd not exceeding 2 per Cent. 

.. 2 .. 3 

.. 3 .. .. 4 
" 

.. 4 .. 5 .. 

.. 5 .. .. 6 

.. 6 perCcn •• 

---~~----

ENGLAND and WALES. 

1907. 

£ 

69,249,156 

8,222,062 

15,639,110 

110,748,012 

30,197,054-

41,167,342 

51,880,747 

74,940,479 

1.913,461 

-
225,000 

2O,1l6,201 

732,818 

1,740,880 

113,289,927 

161,715,047 

75,076,296 

3,469,075 

2,000 

1,036,271 

200,000 

4,656 

169,810,797 

79,601,566 

42,488,212 

1,494,578 

5,400 

... ~~---

I 
I 

I 
1 

1908. 1909. 1910. 

ORDINARY STOCK. 

~- -~-- ~ ~ 

I 

£ £ £ 
55,157,161 5-1,253,805 46,OU,25'" 

15,217,062 13,538,716 15,302,770 

20,299,143 26,7M,525 9,173,459 

105,657,270 109,733,688 67,329,143 

63,843,893 56,517,161 90,807,496 

16,486,702 7,881,413 32,570,435 

127,229,605 
I 

131,677,335 81,269,993 

1,132,348 1 1,075,795 : 54,346,997 

614.020 140,600 12,000 

265,000 265,000 40,000 

- I 486,890 694,907 

PREFERENTIAL AND GUARANTEED STOCKS. 

21,692,297 I 
826,669 I 

3,417,ltJO 

121,017,778 
, 

159,546,955 , 

73,914,536 

3,471,075 

-

20,124,738 

556,967 

2,110,582 

112,897,341 

169,907,804 

75,331,379 

3,471,075 

, 

I 
16,176,958 

631,967 

2,397,ISO 

113,271,210 

-
75,380,924 

3,469,075 

LOANS AND DEBENTURE STOCK. 

1,035,271 1,035,271 558,482 

200,000 200,000 676,789 

4,666 4,656 4,656 

170,621,i28 170,856,619 171,089,447 

82,958,020 84,000,9;;9 86.699,561 

42,588,892 42,087,011 4I,8W1,(Yi9 

1,491,078 1,222,291 1,219,691 

5,400 I 5,400 
~---~ 

1911 

~~--~-

.. 
46,367,' 

lO,Oll,15 

26,891,1 

59,047,3 70 

50 87,409,3 

29,493, 

82,706,t 

342 

:142 

SOl 

110 

803 

70,623, 

315,9 

701, 

-

11,367, SOl 

967 

80 

468 

6,201, 

167,1 

113,1", 

170,352.813 

84,"7,8'.13 

3,469,075 

2.000 

558,482 

676,781 

4,666 

171,931,6.'18 

88,799,644 

42,219,066 

1,219,091 

~---



xxix 
CLASSIFICATION OF CAPITAL AND DIVIDEND. 

No. 10.-AMoUNT of ORDIN ARY. PREFERENTIAL and GUARANTEED. and LoANS and DBBENTVRE STOCK of RAILWAY 
CoMPANIES in each divi.eion of the UNITED KINGDOM. o\aased aooording to the rate per cent. of 
Dividend paid or Interest payable in each year from 1907 to 1911--<>OIIti"ued. 

(Exclusive of New Companies the lines of which were in COlll'88 of construction.) 

Nil 

Rate per eent. of Dividend paid, 
or Intereat payable. 

Not excueding 1 per Cent. 

Exceeding 1 and not elLceeding 2 per Cent. 

.. ~ " 3 .. 
" 

3 .. 4 
" .. , 6 " .. 6 

" 6 .. 
" 6 .. 7 " 

Nil . . . . . · 
Not exceeding 1 per Cent. · · . 
Exoeedinl( 1 and not exceeding 2 per Cent. 

" 
2 .. S " .. 3 

" 4 .. 
.. 4 .. 5 .. 
.. 6 .. 6 .. 
• 6 per Cent. 

Nil . . . . · · . 
Not ex.eeding 1 per Cent, · · 
E.oeec\iDg 1 and not exceeding 2 per Cent. 

.. 2 .. S u 

" 
S .. 4 " 

u 4 .. 6 
" .. 6 " 6 " 

" 
6 per Cenl. 

. 166b. 

, 

• 

SCOTLAND. 

1907. 1908. 1909. 1910. 

ORDINARY STOCK. 

£ £ £ £ 
4,330,890 17,811,300 1~.199,759 19,157,809 

27,24li,617 00,050,967 13,907,297 13,157,297 

9,407,258 3,324,072 9,407,2.>8 8,871,908 

30,621,839 36,769,146 85,769,146 17,838,462 

6,701,714 1,537,000 100,000 18,566,034 

260,000 260,000 260,000 260,000 

189,360 189,950 IS9,960 189,960 

140,890 140,890 140,890 140,890 

PREFERENTIAL AND GUARANTEED STOCKS. 

- - 60,000 lO7,~ 

270 250 - -
- - 47,500 260 

8,433,776 8,433,775 8,433,776 8,621,546 

47,536,217 48,965,867 49,635,167 49,443,397 

9,713.926 9,713,926 9,713,9"..6 9,713,925 

764,939 764,939 764,939 764,939 

- - - -

LOANS AND DEBENTURE STOCK . 

. - ~ 

- - - -
- - - -
- - - -

16,121,859 16,119,009 16,118,7'.111 16,118,026 

21,727,638 21,8901,371 22,140,910 22,183,198 

390,033 300,033 396,533 396,626 

- - - -
- - - -

d2 

1911. 

£ 
18,592,689 

1,927,476 

12,20"2,076 

26,246,115 

18,850,034: 

260,000 

189,360 

140,890 

107,260· 

-
23& 

8,621,545-

49,431,891 

9,713,926 

764,939 

-

-
-
-

16,117,721> 

1"-1,232.999 

396,755 

-
-

• 



xxx 
()1ASSIFICATION OF CAPITAL A.'ID DIVIDEND. 

No. IO.-AKOUNT of ORDINARY, PREFERENTIAL and GUARANTEIID, and LoANS and DEBENTURE STOCIt of R~II.

WAY CoMPANIES in each division of the United Kingdom, classed according to the rate per cent. of' 

Dividend paid or Interest p&yable in each Year from 1907 to 1911-<'Onti"tud. 

(Exclusive of Now CompaniOl the linea of which were in coune of eonatruction.) 

IRELAND. 

Rate per Cent. of Dividend paid, 
or Intoreot payable. 1907. 1908. 1909. 1910. 1m. 

ORDINARY STOCK. 

£ £ £ £ £ 
Nil 1,968,019 1,968,019 2,411,315 1,«4,.325 1,207,2"..5 

Not. exceeding 1 per Cent . . 966,290 966,990 

Exceeding 1 aDd not exceeding 2 per Cent. 62,480 62,480 &l,480 27,480 27,480 

.. 2 .. 3 .. 148,974 2,548,324: 2,558,938 2,409,104. 2,312,769 

.. 3 .. 4 .. 2,70'2,060 332,050 332,000 414,717 823,775 

.. 4 5 .. 5,373,520 5,373,520 5,373,520 6,873,320 6,486,570 

.. 5 6 .. 3,975,473 4,012,163 4,043,778 4,046,889 

.. 6 .. 7 .. 4,435,387 474,179 474,179 471,179 477,279 

-.. 7 .. 8 .. 350,000 350.000 350,000 350,000 330,000 

PRBFERENTIAL AND GUARANTEED STOCK. 

Nil 325,650 325,2.50 290,620 290,620 290,620 

Not exceeding 1 per Cent .. 

.Exceeding 1 a.nd not exceeding 2 per Cent. 

.. 2 .. 3 .. 4,407,091 4,443,356 4,443.793 4,445,558 4,«6,946 

.. 3 .. 4 .. 9,681,171 9,9(4,551 10,030,492 10,031,002 10,034,046 

.. 4 -' 5 .. -1,516,296 1,516,296 1,46l.296 1,465,796 1,402,896 

.. 5 .. 6 .. 48,000 48,000 48,000 48,000 48,000 

.. 6 per Cem . 
. __ ._-- - - ----

LoANS AND DHBENTURE STOCK. 

- - ... --~---. ---~--

:Nil 68,100 300 300 300 300 
Not exceeding 1 per Cent. -

.:Exceeding 1 and Dot exceeding 2 per Cent. 78,981 

.. 2 .. 3 .. 1.901,402 1,9O(,2M 1,91:1,629 1,914,963 1,928,8().& 

.. 3 .. 4 .. 9,997,607 10,184,729 10,308,152 10,344,052 lO,296,lD'l 

.. 4 .. 5 .. 1.041377 1,041,377 1,041,377 1,041,377 1,04I,~7i 

5 .. 6 

" 
6 per Cent. 



xxxi 

CLASSIFICATION OF CAPITAL AND DIVIDl!:ND. 

No. IO.-AMOUNT of ORDINARY, PREFERENTIAL and GUARANTEIID, and LOANS and DEBENTUU STOCK of 
Railway Companies in each division of the United Kingdom, cla.a .. d according to the rate per cent. of 
Dividend paid or Interest payable in each Year from 1907 to 1911.-<onlintud. 

(Exelasive of New Companies the lines of which were in course of construction.) 

• UNITED KINGDQ)I. 

Rate per Cent. of Dividend Paid, I 
or intereot payable. 1907. 

-------------------+--

1-----

1908. 1908. 1910. 19l1. 

ORDINARY STOCK. 

------~-,-, 

£ £ £ £ £ 
NIL 65,648,065 74,936,480 71,864,879 67,14.3,388 66,167,197 

1I0t exceeding 1 per Cent. . 35,.e7,679 35,268,029 27,446,0]3 29,427,057 12,906,Ol6 

.Exceeding 1 and not exceeding 2 per Cent. 25,098,848 23,675,695 35,224,263 18,072,847 39,120,685 

" 2 " 3 " 
141,518,825 143,974,740 148,061,772 87,676,759 87,806,2M 

" 
3 " 4 " 

39,600,818 65,712,"3 56,949,211 109,788,247 106,583,159 

" 
, 

" 5 " 
46,790,862 22,llO,222 13,504,933 38,193,955 35,2QIj,912 

" 6 " 6 " 
51,870,697 131,395,028 135,879,148 85,503,721 66,942,081 

" 6 " 7 " 
79,516,756 1,74',417 1,690,864 54,962,086 77,141,970 

" 7 " 8 " 
2,293,461 994,0'20 '00,600 362,009 865,850 

" 8 9 
" 

285,000 265,000 40,009 701,80).'1 

" 
9 10 

" 
225,000 486,890 694,907 

- .~--~--- ---

PREFERENTIAL AND GUARANTEED STOCK.. 

----
NIL 20,"1,851 22,017,547 2O~47S .. 15S 16,574,828 11,765,671 

Not exoeeding 1 per Cent .• 733,088 826,919 586,967 631,967 5,201,967 

:Exceed ing 1 ,,,,d not exceeding 2 per Coot. 1,740,880 3,417,180 2,1.=)8,082 2,397,430 167,410 

" 2 
" 

3 
" 126,130,793 133,894,909 125,774,909 128,336,313 126,211,939 

" 3 " 
4 " 218,932,435 218,457,373 220.573,653 235'«7,373 229,818,756 

" 
4 

" 
6 

" 
86,30,';,617 85,144,757 86,512,600 86.560,645 95,594,s.w 

• 6 " 
8 " 4.272,014 4.274,014- 4,274,014 4,272,014 4,272,014 

" 
6 per Cent.. 2,000 2,009 2,000 

LoANS AND D&BE..'fTURE SroCK. 

---------- -------

NIL 1,103,371 1,035,571 1,035,571 558,782 658,782 

Not exceeding 1 per Cent. - 200,000 200,009 200,000 676,789 676,789 

lExceeding 1 and Dot exoeediD$t 2 per Cent.. i 93,647 4,866 4,666 4,866 4,666 

" 
>! " 

3 
" 187,934,068 186,644,991 lSS,888,0Q4. 189,122,426 189,976,168 

" 
3 • " 

111,326,811 115,037,120 116,450,0'21 119,226,811 121,328,791) 

" 
4 

" 
6 " 48,899,652 «,028.302 ~524,921 43,335,~ 43,687,198 

" 
6 " 6 " 1,'94,678 1,481.078 1,222,291 1,219,891 1,219,691 

" 
61 .... Cent. 6,400 5,400 5,400 



xxxii 

RECEIPTS AND EXPE~H)lTURE. 

No. n.-TOTAL RECEIPTS, TOTAL WORKISG EXPENDITURE, and NET RECEIPTS of th& 
RAILWAY COMPANIES of EACH DIVISION of the UNITED KINGDOM, with PERCENTAGE 
PROPORTION of ExPEliDITURE to RECEIPTS and of NET RECEIPTS to TOTAL SHARE and 
LoAN CAPITAL. in each of the Years from 1902 to 1911. 

190"2 • 
1903 • 
1904 . 
1905 • 

1906 • 
1907 • 
I90S • 
1909 • 
1910 • 
1911 • 

1902 • 

1903 • 
1904 • 

~ 
I 
I 
I 
I 
1 
I 

90S ' 
906 • 

907· 

908 ' 
909 • 

910 • 
911 • 

190"2 -

1903 -
1904 • 
1905 • 
1906 • 

1907 • 
1908 • 

1909 -
1910 • 
1911 • 

1902 • 
1903 • 
1904 • 

1905 ' 
1905 • 
1907 • 
1906 • 
1909 • 

1910 • 
1911 • 

Year. 

----

I 
• ! 
, ! 

· 
· · 
· · 
· · , 
· · , 

i · · , 

· · . 
· · , 
· · 

, 
· · I 

· , 
- I 
' i 

, 

J 
I 

· I 
! 

• i , 
· I 
• I 

i 

Total 

Reoeipt.s from 

RIl Sonrces. 

--.~~--

£. 
93,369,104 
94,556,147 

95,397.455 
96,930,705 

100.288,839 
104,230,335 
102,949,621 
103,148,932 
106,347,394 

109,189,734 

12.0;4,237 
12,214,781 
12,296,869 
12,491,636 
12,752,670 
12,983,726 
12,689,248 
12,689,752 
13,104,165 
13,498,609 

4,(}J6.379 
4,117,;86 
4,139,948 
4,108,6;8 
4,186.4!.~ 

4.334,H62 

4,255,458 
4,335,368 
4.474,016 
4,511,227 

109.469,720 
llO.8S8,714 
111,833.272 
113,531,019 
117,227,931 
121,548,923 
119,894,327 
120,174,052 
123,925,565 
127.199.570 

Total 

Working N.t Receipte. 

Expenditure. 

ENGLAND AND WALES. 

~I 
~ - --- - ---_. --

£- £. 
58,;1;,999 34,651,105 
59,314,689 3;';,241,458 

59,930,308 35.467.147 

6O,75i,317 36,173,388 

83,123,063 37,165,776 

66,495,414 37,734,921 
66,468,630 36,480,991 

65,169,619 37,979,313 

66,448,499 39,898,895 

68,952,181 40,937,653 

SCOTLAND, 

i 
6,677,710 I 5,396,527 

6,738,074 5,476,707 
6,685,289 5,610,560 

6,780,469 5,711,167 
7,119,919 6,632,761 
7,480,747 6,50"2,979 

7,274,430 5,414,818 
7,200,173 5,489,579 
7,386,600 5,717,555 
7,5051,226 5,947,383 

-

IRELAND, 
--- - ~ 

2.445,509 1,580,870 
2,509,092 1,608,694-
2,556,934 1,683,014 
2,526.8i7 1,681,801 
2,538,872 1,&&:7,550 
2,633,033 1,701,629 
2,664.741 1,590,717 
2,667,796 1,667,572 
2,734,577 1,;39.439 
2,814,417 1,696,810 

~~ -- - ~ 

UNITED KINGDO}1. 

67,MI,218 41,6'28,502 
68.561.855 42,326,859 
69,172,531 42,660,;41 
70,064,663 43.466,356 
?2.781,85ol 44,446,077 
76,609,194 44,939,729 

76.407.801 43,486,526 
75,037,588 <&5,136,4&& 
76,569,676 47,355,889 
78,617,89-4 43,681,746 

Proportion ProportiOll Pronrt'on 
o Net 

of Working of Net Recei tAolo 

ExpenditUl'fl Reeeipt& P.i:l':.s Cot, 
to Total to Paid.up fixe u"jvu 

Capital. of nominal Receipt.. addiLio .... 

~----- ---------

Per Cent. Per Cent. Per Cent. 
83 3'45 4"03 
63 *3'46 "4'04 
83 *3'43 "S1I9 
83 -3'45 

, 
·'"01 i 

83 "3'51 ! ~ -."07 
64 *3'M ""II 
65 -3'38 "3'91 
83 *3'50 "'"06 
6'2 "3'67 "''24 
83 *3'74 "'-33 

, 
65 I 3-13 4"26 , 
65 3'14 ''28 
54 I 3'13 I 4'28 
54 I 3-16 ! 4-30 

56 3-08 
I 4-19 

I I 68 3"06 4"0'1 
57 2'92 I 3-96 
57 

I 
2-96 '"03 

56 3"08 
I 

"19 
56 3'20 

j 
4'36 I , i 

~-~--~ 

~----

61 3'90 3113 
61 "3'72 "3'75 
62 "3112 "3115 
62 -3"81 -3°64 
61 "3'71 "3'73 
61 ·3-!12 "3114 
83 -3·53 ·30 M 
62 "3"69 ·3-71 

61 *3114 -3°86 
62 -3-77 "3'79 

62 3'42 '"05 
62 3'43 4"06. 
62 3'39 4"01 

62 3'42 '"03 
62 S'45 4"0'1 
83 3-47 ,'W 
64 3'32 3-90 

62 3-43 ''04 
62 3-59 41!2 
62 3"i1'1 4111 

• 1D calt!ulatina these proportions, the ~timated amount of the capital of the Midland Company applicable to c.he 
"Midlan (Irish :sections}," baa been allocated to Ireland, aDd not to England uul Wa1ea. 

• 



xxxiii 
RECEIPTS FROM EACH CLASS OF TRAFFIC. 

No. 12.-AMOUNT of RECEIPTS of RAILWAY CoMPANIES in each division of the UNITED KINGDOM distinguish
ing receipts from PASSENGER ~C, from GOODS TsAFFIC, from STEAMBOATS, CANALS, HARBOURS AND DoCKS, AND 
from MISCELLANEOUS sources, In each year from 190200 1911. 

YEAR. Passenger Goods Traffic. Tot&1from I Steamboats, Canals, I Miscell.neous 
Traffio. .a'ratlic. Harbours, and 

(Rente, ToJIs,Hotels,&c.) TOTAL. 
Docks. 

ENGLAND AND WALES. 
'---£--,. ---- -------T -

£ £ £ £ 
1902 40,413,901 46,305,5.10 86,719,431 3,727,591 2,922,082 93,369,IM 

1903 40,875,367 46,658,277 87,533,644 3,809,863 3,212,640 94,556,147 

1904 41,263,612 4:6,891,641 88,155,253 3,906,479 3,335,723 95,397,455 

100II 41,564,989 47,781,542 89,346,531 4,146,713 3,437,461 96,930,705 

1906 42,634,642 49,568,560 92,203,202 4,580,672 3,504,965 100,288,839 

1907 43,548,933 52,226,094 J!5,775,0'27 4,82:J,447 3,631,861 104,230,335 

1906 44,289,592 ~,224J624 94,514,216 4,740,507 3,689,898 102,9~9,6"JI 

1909 43,919,702 50,647,426 94,567,128 4,858,804 3,722,910 103,148,93"2 

1910 45.260,60i2 52,334,504 97,595,146 4,922,901 3,829,347 106,347,394 

1911 46,308,'64 53,9'21,351 100,230,105 5,()4.'},563 3,914,066 109,189,734: 

SCOTLAND. 

1002 4,880,704 6,575,067 11,455,771 181,781 436,685 12,074,237 

1903 4,965,817 6,607,393 11,573,210 182,030 459,541 12,214,781 

1904 4,980,426 6,654,947 11,635,372 178,739 481,758 12,295,8ti9 

1905 5,014,462 6,803,286 11,817,738 177,353 496,545 12,491,636 

1906 6,068,822 6,957,353 12,026,175 102,185 534,310 12,752,670. 

1907 6,178,118 7,031,473 12.209,591 202.663 571,472 12,98:1.726 

1908 6,203.1166 6,716,135 11,918,801 197,319 .573,128 12,689,248 

.1909 5,080,603 6,836,020 11,917,523 204,721 567,508 12,689,762 

1910 5,221.43' 7,084,050 12,305,484 211,118 587,853 13,IW,I55 

1911 5,362,164 7,281,696 12,643,850 201,~ 653,115 13,498.609 

----
IRELAND. 

--------_.- -~--- -' 
1002 2,098,000 1,787,962 3,885,962 15,497 124,920 4,()Q..6,379 

1009 2,127,334 1,845,003 3,972,337 14,030 131,419 4,117,786 

1904 2,143,580 1,853,464 3,9117,044 12,3201 130,580 4,139,948 

1905 2,140,679 1,826,761 3,967,440 11,626 129,612 4,108,678 

1906 2,179,312 1,868,304 4,047,616 11,926 126,880 4,186,42'l 

1907 2,248,202 1,945,264 4,193,556 11,468 129,838 4,334,862 

1908 2,17I,2"!d 1,948,588 4,119,816 11,799 123.843 ',255,45Ii: 
1909 2.204,766 1,092,859 4,197,616 11,516 126,237 4,386,368 

1910 2,9.76,413 2,060,089 4,336,502 11,621 126,893 4,474,016 

lUll 2,264.099 2,08"2,008 4,366,107 12,780 132,335 4,511,2-27 
--'- -----.--.-~ -_._---------

UNITED KINGDOM. 
------ --------- ---- ---

1002 47,392,606 64,668,559 102,061,164 3,9"..4,869 3,483,687 109,469,720 

1903 .[ 47,968,M8 M,llO,6i3 103,Oi9,I91 4,005,9'.13 3,803,600 110,888,714 

1904 '1 48.387,617 55,400,052 103,787,669 4,097,542 3,948,061 111,833,272 

IIlo.5 46,720,120 M,4ll,589 105,1:U,700 .,33.5,602 4,063,618 113,531,019 · , 
i 

411,882,776 68,394,217 108,9;6,993 -1,784,783 4,166,155 117,2'..."'-,931 1906 · ' 

190i · , 6O,9i5,348 61,202,331 1l:.!,17S,174 5.037.578 4,333,171 121,548,9-28 , 
1908 

~ I 
61,tl64,486 68,888,34-7 110,5S~g:l3 .,954,625 4,386,869 119,894,3"J7 

1009 61,200,061 69,''17,205 , 1l0.682,266 ';,075,l31 4,416,655 100,174,062 

1910 52,iSll,489 61,'78,643 114,237,132 6,145,640 4,542,793 123,925,_ 

1011 .1 68,9511,007 83,2S5,055 ll7.2~,O62 5,2.';9,002 4.699.516 12';',199,570 



xxxiv 
PASSENGER TRAFFIC-DETAILS. 

No. 13.-COMPARlSON OF RECEIPTS (I.) FROM PASSENGER TRAFFIC ASD (II.) FRO!Ir GooDS 

TRAFFIC. 

I.-From PASSElWER TRAFFIC in each of the Years from 1902 to 1911. 

Receipts from l'asseoger Traffic. 
---- .. _---- ~------------

Receipts from P .... ngers. I Ex"""" 
YEAR. 

----- - --I L~, 
Holders of P , 

3rd CI""" Seoson Carriagel, TOTAL. 
IstCI ..... 2ndCI ..... Rnd PfU'lia.· or TOTAL. HOnJe8, 

mentary. Periodical D~,and 
Tickets. ada. 

ENGLAND AND WALES • 
. -------------.-~---- ---.----

£ £ £ £ £ £ £. 
1902 2,988,005 3,053,301 24,733,136 3,272,681 34,047,123 6,360,778 i 40,413,901 
1903 2,947,(),28 3,089,433 24,896,209 3,403,080 34,335,750 6,589,617 40,876,361 
1904 2,855,121 3,021,440 25,007,989 3,537,196 34,421,746 6,841,866 41,263,612' 
190. 2,896,415 2,816,272 25,244,69.A 3,641,109 34,598,420 6,966,569 I "1,564,989' 
1906 2,862,775 2,690,568 26,125,095 3,787,297 35,465,735 7,168,907 42,634,M2' 
1907 2,796,884 2,587,392 26,9'26,260 3,910,674 36,221,230 7,327,703 43,548,933 
1908 2,731,418 2,506,300 27,573,797 4,009,508 36,821,023 7,468,569 44,289,691) 
1909 2,747,514 2,197,127 27,224,069 4,093,248 36,261,958 7,657,744 43,919,702 
1910 2,873,011 1,917,146 '28,363,224 4,234,749 37,388,130 7,872,512 45,260,642 
1911 2,983,784 1,810,244 29,031,660 4,388,708 38,194,40~ 8,HI,352 48,308,764 

------- -
SCOTLAND. 
-~~-

1902 · , 403,255 3,157,591 369,174 3,930,020 950,684 4,880.704 
1903 , 410,163 3,206,445 372,814 3,989,422 978,395 4,965,817. 
1904 - I 410,844 3,191,044 373,721 3,975,609 1,004,816 4,980,425, 
1903 ! 411,897 3,205,541 384,319 4,001,757 1,012,895 6,014,452' 
1906 403,544 3,249,118 400,277 4,052,939 1,015,883 6,068,822: 
1907 · , 398,459 3,315,939 416,318 4,130,716 1,047,402 5,178,118· 
1908 , 383,193 3,316,034 423,969 ",123,196 1,080,470 6,203,666. 
1909 370,544 3,183,453 437,000 3,991,057 1,089,546 5,080,603· 
1910 381,414 3,273,416 454,307 4,109,137 1,112,297 6,221,434 
1911 • I 386,109 3,363,482 465,694 4,215,285 1,146,869 5,382,164 

i 

IRELAND. 
-- -----

190'2 167,996 242,137 1,163,572 71,877 1,645,582 45~,418 2,008,000, 
!903 171,109 242,332 1,170,125 76,265 1,659,831 467,1103 2,127,334.· 
1904 163,168 243,710 1,182,591 78,922 1,608,391 476,189 2,143,580-
1905 158,786 '237,924 1,178,674 81,369 1,656,753 483,826 2,140,679, 
1906 162,497 232,876 1,209,342 81,593 1,686,308 493,004 2,179,312:: 
1907 167,387 222,932 1.276,790 82.952 1,750,061 498,231 2,248,29:2: 
1908 156,552 209,082 1,221,063 84,896 1,671,59"..1 499,635 2,171,228, 
1909 153,801 205,903 1,251,072 86,397 1,697,173 507,583 2,204,756. 
1910 - 152,982 210,152 1,298,676 88,258 1,750,078 526,335 2,276,413 
1911 . 150,554 203,315 1,310,187 88,140 1,752,196 531,903 2,284,099 
--- ----~-- -_ .. -------

UNITED KINGDOM. 
- ---------- - ---.---.---~,-... - ------- - - --------- -_ ... _- -

].91)2 3,559,256 3,295,438 29,054-,299 3,713,732 39,622,725 7,769,880 47,392,606; 
1903 3,528,300 3,331,765 29,2';2,779 3,852,159 39,985,003 7,983,515 47,968,518. 
1904 3,429,133 3,265,150 29,381,624 3,989,839 40,065,746 8,321,871 48,387,617 
1905 3,467,098 3,054-,196 29,628,839 4,106,797 40,256,930 8,463,190 48,720,120 
1908 3,428,816 2,923,444 30,583,555 4,269,167 41,204,982 8,677,794 49,882,776 
J907 3,362,730 2,810,324 31,519,009 4,409,9«- 42,102,007 8,873,336 50,975,343 
1908 3,271,163 2,715,382 32,110,894 4,518,373 42,616,812 9,048,674- 51,684,460 
1!109 3,271,859 2,403,030 31,658,594 4,616,703 41,950,188 9,264,873 51,205,001 
1910 3,407,407 2,127,298 32,935,316 4,777,324 43,247,345 9,611,144- 62,758,489 
1911 3,520,447 2,013,559 a3,703,335 4,922,542 44,161,883 9,793,124 53,965,007 

~--- ---._- -~ 



xxxv 
GOODS TRAFFIC-DETAILS. 

No. 13.-COHPARISON OF RECEIPTS (I.) FROM PASSENGER TRAFFIC AND (II.) FROM GoODS 
TRAFFIC-<lonti-nued . 

. II.-From GooDS ~RAFFIC, and PROPORTION of RECEIPTS from PASSENGER and GoODS TRAFFIC, 
in each of the Years from 1902 to 1911. . 

YEAR. 

--

100l! 

1903 

1004 
1906 

1906 

1907 
1908 

1009 

1910 

1911 

-
-
-
-
-
-
-
-
-
-

Minerals. 

£ 

- 20,092,894 

- 21,890,3;6::: 

- 22,170,377: 

- 22,728,295::: 
- 23,946,547t 

25,733,857: 

24,695,478::: 

24,837,682: 

25,501,99/St 

- 25,973,67(! 

----

I!'D'! . 3,171,3R5 

1U03· - 3,213,532: 

1·90~ - 3,242,707:::: 

1905· 3,289,71St 

1906 - 3,39S,072t 

1907 - - 3,416,462::: 

1908 - - 3,233,974: 

1006 - - 3,286,074::: 
1010 • - 3,402,57Qt 

1011 - - 3,465,499;:: 

1901! - 210,690 

1903 - - 247,115::: 

1004 - 208,767::: 

1905· 256,004. 

1906 - - 255,244: 

1907 - 264,551: 

lI"jS· 266,987: 

1009 - - 281,634: 

1010· 303,7221: 

1 911 - - 306,562: 

.-------. 

IOfl2 - - 23,483,069 

10119 - - 2l5,3S1,02'lt 

I9M- - 25,671,SlH::: 

1005 ~ - 26.273,014: 

1906 - - 27,606,863: 

1907 - - 29,414,870. 

1908 - - 28,196,430: 

1009 • - 28,400,390% 

1910 - - 29,208,28i::: 

1911 - -I 29,7",735t 

Receipts from Goods Traffi •. TOTAL Proportion of Receipts 
from frOm P888enger and 

P888enger Good. Traffic. 
TOTAL General Live Stock. Goods and 

I Mercha.ndise. Traffic. Goods Traffic. Passenger. Goods. 

ENGLAND AND WALES. 

£ £ £ £ Per cent. Per cent. 

25,300,670 907,066 46,305,530 86,719,431 47 53 

23,845,14.6: 922,756 46,658,277 87,633,644 47 53 

23,840,347::: 880.017 46,801,641 88,155,253 47 53 
24,186,392:1: 867,855 47,781,542 89,346,631 47 53 
24,764,74It 857,272 49,568,660 92,203,202 46 54 
25,567,709: 024,43~ 52,226,004 95,775,027 45 56 
24,615,313:::: 

I 
913,833 50,224,624 94,514,216 47 53 

24,885,494+ 924,250 I .50,647,426 94,567,128 46 54 
26,871,175t 

I 
961,334 I 52,:134,504. 97,595,1,16 46 

I 
64 

! 

27,04~,O96::: {lO.3,581 o3,!)21.~!n 100,2.30,105 46 54 
• i 

-.----.--~--.------.-~ ~-

SCOTLAND. 

3,157,503 246,179 6,576,067 11,455,771 43 67 
3,155,148::- 2.18,713 6,607.393 11,573,210 43 57 
3,175,171:: 237,069 6,654,947 11,635,372 43 57 
3,275,611l 237,960 6,803,286 11,817.738 42 58 
3,31i,566: 244,715 6,057,353 12,026,175 42 58 
3,360,981: 254,030 7.031,473 12,209.591 42 58 
3,2'23,368~ 257,793 6,715,135 11,918,801 44 56 

3,299,588t 2.31,2.38 6,836,920 11,91'i.523 43 57 
3,420,851::: 260,629 7,084,050 12,30.3,484 42 68 
3,563,R23t 252.374- 7,281,696 12,643,800 42 58 

mELAND. 

1,237,897 330,375 1,787,962 3,885,962 54 46 
1,270,987::- 317,901 1,845,003 3,972,337 54 46 
l,m,477: 295,220 1,853,464 8,997,044 54 46 
1,288,908: 282,849 1,826,761 3,967,440 54 46 
1,300,IOSt 303,955 1,868,304: 4,047,616 54 46 
1,358,559: 322, 1M 1,945,264 4,193,566 64 46 

1,85i,841::: 323, i60 , 1,948,588 4,119,816 53 47 

l,392.600t 318,6"..5 1,992,859 4,197,615 53 47 

1,422,256::: 

I 
334,111 2,060,089 4,336,502 52 48 

1,468,822::: 306.62-1 2,082,008 4,366,107 52 48 
.. 

UNITED KINGDO}I. 

29,700,970 1,483,620 I 54,668,559 102,061,164 46 54 , 
, 

28,280,281t' 1,4i9,370 
, 

65,110,673 103,079,191 47 63 , , 
28,314,P95! 1,413,206 , 55,400,052 103,787,669 47 63 

28,749,911::: 1,3ti8,664 I 56,411,589 ' 105,131,';09 46 54 

29,891,412t 1,405,942 i 58.394,217 108,2;-6,993 46 - 54 i 3O,287,339t I 1,500,622 , 61,20'2,831 112,178,174 45 65 

29,100,52-.1:1 
I 

1,495,386 I 68,88t-1,34i 110,552,833 47 53 

29,5ii,6S2! 1,494,133 I 69,477,205 110,68'2,266 46 64 

3O,714,282t 1,556,074 61,478,643 114,237,132 46 54 

32,074,741t 1,464.579 63,2R5,055 117,240,062 (6 54 

.. t Owmg to the !'t'I\-'lfi110n of the hat of artlclee Ulcludetl antler t,he head (If MlDemla. the rece1pts from Mmerala atul 
Genoral Merchandiae for the yeara 1903 to 1911 t.re not comparable with thoee for previous years. 

166b. tJ 
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PASSENGER-JOURNEYS AND TONNAGE. 

No. 14.-CoHPARISON of NUlIBEBS of PASSENGER-JOURNEYS, NUMBER of SEASON-TICKET HOLDERS 
and TONNAGE of GooDS and MINERALS conveyed, in each of the Years from 1902 to 1911. 

PASSENGERS. 

artlCI ... Vear. 
lot CIau. 2ndCl ..... and TOTAL. Parlia.. 

mentary. 
1 

ENGLAND AND WALES. 

1902 · .1 28,310,341 68,957,624.. 943,994,874 1,0.41,262,839 

1903 · · 28,146,332 70,252,389 948,743,534 1,047,142,255 

1904 · · 27,768,700 67,581,492 957,059,688 1,052,389,968 

1905 · 29,440,794 46,980,389 975,995,149 I,OM,416,332 

1908 · · 26,818,149 39,124,567 1,025,455,588 i 1,093,398,3C» 

1907 · · 26,635,115 33,.&32.207 1,050,546,397 i 1,110,613,719 

1908 · · 24,750,344 31,085,326 1,083,751,470 I 1,139,577,140 

1909 · · 23,628,291 27,888,377 1,081,824,879 1,133,319,547 

1910 · · 23,909,316 25,124,740 1,122,642,025 1 1,171,878,081 

1911 · · 24,199,391 22,572,812 1,141,432,4" i 1,188,204,447 

I I 

SCOTLAND. 
-

1902 · · 5,219,934 - 113,526,026 118,745,962 

1903 · · 6,460,143 - 114,034,714 ll9,494,857 

1904 · · 6,689,878 - lll,714,248 ll7,404,I24 

1905 · · 6,526,902 - 110,0.;3,293 115,680,195 

1908 · · 5,347,494 - 112,384,624- 117,732,118 

1907 · · 5,316,842 - 113,838,472 119,156,314 
1908 · · 4,755,577 - 104,734,361 109,489,938 
1909 · · 4,444,667 - 97,722,893 102,167,500 
1910 · · 4,539,623 - 99,787,627 104,327 ,250 
1911 · · 4,634,700 - 102.663,006 107,297,708 

I --------
IRELAND. 

· I 1,462,102 I 3,654,.500 23,103,801 
, 

28,210,468 1902 · 
· I 

, 
23,426,914 ! 1903 · 1,462,602 3,738,.567 28,626,083 

1904 · · 1,471,767 3,732,725 23,775,136 ! 28,979,628 

1905 · 1,446,796 3,602,869 I 
I 

23,975,910 . 29,025,575 

1908 · · 1,434,514: 3,440,456 

i 
24~341, 740 . 29,216,710 

1907 · · 1,4U,268 3,265,393 25,035,621 i 29,712,282 

1908 · · 1,372,182 3,024,236 I 24,651,992 29,M:8,410 

1909 · · 1,343,094 2,929,878 25,320.694 I 29,593,661 

1910 · · 1,338,927 3,023,373 26,362,952 I 30,725,252 
1911 · 1,328,842 I 2,991,620 26,494,676 30,814,837 

UNITED KINGDOM. 

I 
1902 · · 34,982,377 72,612,189 1,080,624,703 1,188,219,269 

1903 · · 35,089,077 73,990,956 1,086,205,162 1,195,265,195 

1904 · · 34,930,433 71,294,217 1,092,549,070 1,198,773,720 

1905 · · 36,414,492 62,583,258 I, UO,024,352I 1,199,022,102 

1908 · 35,600,157 42,565,023 1,162,181,952 1,240,347,132 

1907 · · 33.363,225 36,697,600 1,189-,420,490 1,259,481,31.5 

1908 · · 30,888,103 34,089,562 1,213,137,823 1,278,116,488 

1909 · · 29,416,052 30,796,2..')3 1,~,868,456 1,265,080,761 

1910 · · 29,787,888 28,I46,ll3 1,248,792,604 1,306,728,583 

1911 · · 30,162,733 I 25,564,232 1,270,590,025 1,328,316,990 

, 

Hold ..... Min ........ olSeason 
or 

Periodie&l 
Ticket&-

ToOl. 

1500,762 267,803,622 

529,467 290,834,588 t 
5M,734 295,472,082 t 
589,789 302,269,540 t 
598,255 324,822,783 t 
810,607 349,082,139 t 
818,657 338,231,309 t 
625,398 339,982,079 t 
645,811 346,674,818 t 
887,623 352,650,146 t 

79,680 60,600,790 
78,834 50,978,134 t 
79,100 52,152,430 t 
82,9W 53,845,739 t 
89,654 56,173,230 t 
94,439 56,604,323 t 
94,379 63,143,573 t 
93,853 53,248,004 t 
113,737 54,088,802 t 

100,161 54,81iO,OO7 t 

12,158 1,656,784 

9,914 1,879,898 t 
10,030 1,9'27,124 t 
10,327 1,960,560 t 
10,557 1,981,212 t 
IO,5M 2,034,715 t 
10,766 2,049,669 t 
11,034 2,149,668 t 
11,315 2,323,780 t 
11,399 2,311,948 t 

592,570 320,081,196 

618,005 3-13,690,416 t 
1143,873 349,551,618 t 
663,940 358,075,839 t 
693,466 382,957,225 t 
715,598 407,801,177 t 
721,801 398,424,541 t 
730,278 395,357,941 t 
752,688 405,087,175 t 
779,173 409,812,101 t 

Gen ..... 

Moroh&ndioa. 

-
To ... 

100,t86,1I31 

83,833,732 t 
83,972,419 

88,187,794 

88,498,061 

00,725,133 

88,40I,t86 

87,732,982 

91,938,888 

113,840,782 

12,"',830 

t 
t 
t 
t 
t 
t 
t 
t 

12,465, i86 t 
12,563,079 t 
13,ll9,615 t 
13,455,8" t 
13,508,423 t 
12,813,320 t 
12t~,862 t 
13,201,082 t 
18,H18,730 t 

3,616,838 

3,688,013 t 
8,750,1i01 t 
3,755,775 t 
3,879,518 t 
4,052,383 t 
3,955,710 t 
4,014,008 t 
4,201,888 t 
4,306,4166 t 

116,551,439 

100,007,531 t 
100,28.5,999 t 
103,088,184 t 
105,833,458 t 
108,28.5,939 t 
103,170,515 t 
104,661,850 t 
109,341,631 t 
113,765,077 t 

• Includmg workmen B weekly til~keta. 
t Owing to tho revision of the list of articl .. included under the head of Minerala, the to~ of MiDen.ia and Gen.aI 

Merchandise 101 the y ...... 1903 to 1911 aro not oompa.rable with ~ for previono y ...... 



xxxvii 
TRAIN MILEAGE. 

No. 15.-ColllPARISON of NUKBEB of MILES TRAVELLED by PASSENGER, GoODS, and MIxED 'fRAnls 
in each of the Ye&l'8 from 1902 to 1911. 

Mil .. Travelled • 

• 
ByP_Trains. By Goods Trains. By Mb:ed Trains. TotaJ. 

ENGLAND AND WALES. 

19011 · · 189,437,611 142,912,926 423,122 332,773,659 
1903 · · 193,400,094 133,800,887 433,057 327,634,018 
lOOt · 900.362,028 129,749,934 378,352 330,490,312 
19011 · · 203,981,905 129.550.620 352,203 333,864.733 
1908 · · 911,852,828 133,107,697 324,M9 346,284,874 
1907 · · 220,102,664 138,096,912 308,679 358,608,256 
1908 · · 223,418,381 131,828,873 344,468 355,591,722 
1909 · · 223,487,437 128,529,402 372,898 362.369,7~ 
1910 · · 2201,589,457 129,151,074 413,852 358,154,383 
1911 · · 229,658,017 130,867,230 496,795 360,922,00 

SCOTLAND. 

1909 27.8«,383 21,445,267 49,289,650 
11109 27,86&,476 00,485,395 48,339,870 
lOOt 28,378,017 20,268.121 48,646,138 
1903 29,142,479 20,188.665 49,331,144 
1909 30,106,463 20,642,583 9,633 50,758,679 
11107 30,220,621 20,905,323 4,937 51,130,881 
11108 28,995,613 20,066,996 4,922 49,667,531 
1909 28,374,965 19,985,207 9,_ 48,369,976 
1010 28,4117.578 20,080,223 9,804 48,557,605 
1911 28,971,835 20,276,232 9,773 49,257,840 

IRELAND. 

19011 10,984,993 5,348,230 1,368,282 17,701,505 
1903 11,184,842 6,~.884 1,450,206 18,041,_ 
lOOt 11,287,996 6,208,015 1,4Oo},802 17,901,313 
1903 11,285,667 6,011,899 1,430,355 17,727,321 
1908 11,689,098 5,129,084 1.473.509 18,191,691 
1907 12,231,016 6,372,620 1,137.150 18,740,786 
1908 12,667,983 6.318.401 1.156.508 18,540,892 

1009 11,966,794 5,307,756 1,232,038 19,506,688 

1910 11.794,182 5.324.262 1,391,108 18.509,550 

1911 11,745,040 6,368,738 1.350,402 18,453,180 

UNITED KINGDOM. . 

1M · · 228,266,987 169.706,423 1,791.404 399,764,81f 

1903 · · 232,388,911 159,743,146 1.883,263 394,015,320 

lOOt · · SMO,028.039 165,226.070 1.783.634 897,037.763 

IIlO5 · · 9«,389,461 154.751,189 1,782,558 0&00,923.198 

1908 · · 253,548,389 158,879,364 1.807,491 "14.235,244 

1007 · · 96215M,301 164,374,855 11400,766 428,379,1122 

1908 · · 1l64,48I,977 167.212,270 1,503,~ 0123.200.145 

It100 · · .263.809.1" 163,822,388 .1.6101,740 419,246,301 

1110 · · 266,861,217 IM,655,MII 1,8If.782 423,221,538 

11111 · · 17O,275,89lI lli6,500,200 1,856,970 428.633.062 

l66b e 2 



xxxviii 
WORKING EXPENDITURE-DETAILS. 

No. 16.-WORKING EXPENDITURE OF RAILWAY CoMPANIES ill each divi.ion 

Maintenance of WAf, Works, &c., • • 
Locomotive Power·· • 
RepAirs and Renewall of CarrIages and WaggotlI 
Trame Expenlee • - - - -
General Charges • • 
Bata and Tue. _. 
Govenlment Duty _. 
SabIcrlptiODl or Donation. • • . -

{

To Empluyees. • • 
Compenaatlon For Peraonal InJUI'J to PJwengen 

For Damage to, or Lou at, Goodl 
Legs! and Parllament&r7 ExpenHI 
MlaeellansoUJ • • 
Ezpend.1ture Dot II110cated • • • 

1002. 1903. 100.. 1906. 

ENGLAND AND WALES. 

£, £. B. ., 
8.612,932 8,868,700 8.917,571 8.866,1XID 

16.062,202 15,879,664 15,OOi,OI5 lti,9l8,~U 
4,672,808 4,766.492 4,8U,1~ 4,m7" 
IT,~n8 17,726,898 17,~~,240 17,iHl'I,487 
2,189,10. 2,'M,616 2,1.&"'1'7 2,3i6,M5 
8,820,289 4,OOUU8 '.279,960 ',f6KJj27 

88'1,660 837,081 .m,1l27 8".Jl,ISf1 
Not "pa.ratel), dlat1naulahed. 

126,498 181,120 142,SS7 151,4!7 
111,121 118,~ 10'1,'712 116,024 
"2,898 894,056 B6S,67t 846,478 
2t19,lfo' 2'il,400 zr.o,661 ttlz,M' 

1,466,919 1,&05,718 l,699,810 1,686,!U51 
63,271 6O,~t &g,906 84,812 

I--':""--!-':""--

1908. 

t. 
U4~Ut 

lfJ,tIl-6,1\11 
1:!tJ~,1fJ7 

l!l,3lI!,!188 
Z,41~,~0\11 
4,4115,70' 
~~780 

JM,'47 
1~,87lt 
:tA~,1fn 
2H4,onu 

1.722,0(17 
I' .... 

TO'lAL. uclulve of Steamboat, Dock, Barbour SlId canal Bs.pendlture • 66,279~ 68,486,74r 

.,687,116 Steamboat. Dock, Barbour and canal Bspendlture 

GRAHD Tor.lL 

Maintenance of W&,/, WorkJ, &C. 
Locomotive Power •• • 
Repairs and Renewals of Carrlagea and Wagons 
Trame Expenses _.. 
Geoeral Charges • 
Rates and Taxes • -
Government Duty - -
Subscriptions or DonatloDS • • • • 

Compensation For Personalln}ury to PMI'engel"l 
{ 

')'0 Employees. • • 

For Damage to, or Losa aI, Gooda 
Lf!gal and Parliamentary Expenle. 
.lJLeceUaoeoUi 

TOTAL, exclU1lve of Steamboat, Dock, Barbour and Canal Expenditure 

Steamboat, Dock, Barbour aDd Canal Es:pendlture 

ORA.ND TOTAL 

:r.1Atnten"nce of Way, WorD, &c .. 
Locomotive Power .. 
Repnira and Renewal. 01 CUTi&ge8 and Waggons 
Tt:a.fflc Es:pemea .. 
General Charges -.. .. 
Rates and Ta.~es .. .. 
Government Duty .. • 
Subecriptlolll or Donationa - • • .. 

{

To Employeea. • • 
Compensation For Peraonallnjul'f to Pauenljl'era 

For Damage to, or Lou of, Goodt 
Legal and Parliament.a1'7 Ezpenaea .. .. 
HiacellaneoUl .. .. - .. 

8,038,671 s,_ 

68.717,~ 68,81f.~ 

SCOTLAND. 
-----.----~----~~----,.-----

1,120,'148 1,076,810 I 1,112,766 1,085,838 
1,916,007 

646,879 
1,996,163 

• 241,676 
"',800 
",m 
18,r;Ori 
2S,06~ 
83,3~1) 
26,275 

lil78,f.J6 

6,64t,OlO 

188,700 

a,m,no 

"30,466 
7tZ,QOt. 
18n,:mO 
629,623 
180,942 
121,998 

l,~,I82 1,80'9,5t7 1,887,413 
662,482 627 ,6M 640,8&'1 

2,011,470 I,006,91!a t,029,{H~ 

235,767 239,510 I 287,913 
800,634 BSO,7(t'; 888,572 

26,268 24,8112 24,922 
Not I8paratel,. dlstiDgullhed. 

18,296 18,675 18,252 
SO,WS 18,72li IS,lUlI 
88,882 80,496 16,682 
81,736 29,794 81,31Ml 

270,194 806,641 206,421 

'<2,018 

8,738,0'1. 

646,00..6 
'158,8M '68..-
681,688 
.... 26. 
'27 .... 

8,5Ul,768 

IRELAND. 

600 .... 
769,946 
172,675 
624,848 
13&,280 
126,(116 

8,619,466 

161,ooB 

8,780,46i 

607,474 
701'0,081 
177,003 
filf\b85 
13!o,!tI2 
128,4!S2 

Wot IIlparatel, dlstiogulAhad. 

1,180,016 
1,041.468 
67¥.:~ 

2,lou,lI17 
l!~"H:m 
B4i:HtO 
~,687 

18,191 .. "., 
%7,406 
2/1,Kb3 

818,892 

6,9t2,68f 

17'1,386 

7,ng,lng. 

om,8U' 
7211.212 
l~,H8It 
8t:1,1XI1 
l31J,3li6 
117,162 

e,7oo 8,688 8,471 9,331 6,588 
6,082 5,879, 8,093 5,W 0/14' 

7,680 8,118 7,52' 8,:!()4. 6,674 
16,071 26,816 18,801 88,7t!) 18,'90 
82,066 81,601 '79,7ffT 81,518 7lt,~7 

TOTAL, ellclualve of Steamboat, Dock, Harbonr and Canal Expenditure .. 1 __ ~":"=":::'''::''-I_~ .. .:. ... ~,~'7::0~+_'.:.,-: ... ~,24~'~ ___ ..... .:.-.:.'.:. ... __ 11_2~D.~ __ 
Steamboat, Dock, Barbour and Canal Expenditure • "" 28,018 2O,Di£ 18,698 17,418 19,688 

GUilD TOTAL .. 

UalntensDce or Way, WorD, etc. - .. 
Locomotive Power - -
Repairs and REnewala of C&rrIageI and Wagona 
l."t'aJftc Expenaea - -
General Char'[(ea ........ 
Batelll and Taxes· .. .. 
Government DntT" ~ • .. .. 
Subscriptions or Donationa .. • • • 

{

To EmployeeI" .. • 
Compenu.tion For Personal Injury to Pauengerw 

Por Damage to, or Lou of, Gooda 
Legal and Parliamentary hpenaea • 
Misc.ellaneOna - .. ... .. 
Ib:punditure not. allocated.... ~ 

TOTAL, uollIBlve of Steamboat, Dock, Harbour aDd Cual .Espendltnre 

Steamboat, Dock, Harbour and Canal Expenditure 

GB&lfD Torn -

2,"5,6(» 2,600,()9Z 5l.,5lWI,8u. !,6lk'>,87i 

10,206,536 
18,681,111 
5,500,072 

2O,218,2t .. 
2,561,7:!2 
4,227,598 

862,594 

UNITED KINGDOM. 

10,626,sso I 10,li9S,77Z 10,IIM,J 39 ! 10,98.''i,0.0;8 
18,498/.00 I J8,473,'88 18,'91~7 I IIt,8tl7,lV3 
5.68:!,&9 5.6:u.,UI> 6,7!,tl,tif,l 6,'J(\!,.3ilf 

20,37.),049- 20,0185,'.1118 2I",9"&,{I,O I Zl,J}67,M6 
2,590,6U ~6Jt1,,207 Z,tl{I9,.70 2,iju7,01i3 
4,492,83e "786,~ t,II3.'1,&fl f.,\tfjt,836 

362,284 854-,429 a63,44Q1' ~1'7 
Not teparately dilltinfrulllbed.. 

1",155 155,495 ltI2,1!.5 173,148 HI'l,MI 
141,489 167,975 lJU.lldtl IfB,G!..6 tat,bfh 
4~ &17 .36,001 401,002 SHU,,»> 886,Z31 
309:500 880,04] Z98-,~06 821,&111 13U,045 

1,813,020 1,&7.408 1,V8.S,lir.8 2,018,7"1 !.J1Q1,t1(J6 
63.271 60,&02 W,9UIi 6.1,812 71_ 

1--:-,--1- - -·-----I-~-~ 
1W,660,83f· 65,364,0J7- 66.89~.u" 66,.46Z,6IW. 88,897,6UP 

.I-~c:::-·I---+-':""--I-··-------
__ · __ ~':"_~~~ __ ·1_~~_'~~~~ __ .1 __ ·2~~ __ 1 ___ ·_'~ ______ 11 ___ ~~_~ __ ~ 

~ I 67,841,%18- 88,Ml,866- 89,172,.681- 70,,(llU.e63f' 

• Total, Ie&! a.mou.nt. recei.,ed by the North London Company for WOJ'.Idng other liD ... 
In 1002 1908 1901 11105 1003 

The amount. recet.e4 ..... 
£67,Ml 1A7,577 .ti7,l92 £57,080 .£58.6tJ6 1907 191'.18 ...., ............ '9011 -- , ... 

£60,771 19" ....... 



xxxix 
WORKING EXPENDITURE-DETAILS. 

of the United Kingdom in 8&!'h of the Yeara from 1902 to 1911 • 

1907. 

... 
9,'BfI,1&8 

18,6011,829 
(,,878,269 

ID,046,t26 
2,.9U •• 76 
.,380,9" 

824,670 
1&,4098 

198,'l2Q 
18',028 
89&.807 
179,591 

1,886.218 
00,041 

81,.&81.,120-

-.014,188 

88,.D6,.a· 

.. 

1.191,800 
2,285,6'" 

670,a'9 
2,185,818 

ib2,Ot. 
8112,182 

".'" 1,066 
11.716 
19,269 
28,010 
22,097 

883.6ilQ 

7,2117,88T 

18!1,S60 

'T,'l1tJ,747 

!87.919 
810.807 
17H,u~l 
MCl,667 
141,708 
180,lHo6 -1,680 

HoSI6 
9,0116 
8,UbI 

16,206 
,~ ... 

1,812,680 

...... 
......... 

-- ---_.-
11,!tUo,278 
21,6Ml,anl 
Q,:!.~(I,tl.'iD 

21,~s1t) 
?,!:IS4,2OI 
fo,s6S,l21 

3",;60 
17,186 

228,100 
101,700 
431,"70 
8UI,7'9I 

,,!d,nn 
Gi,Ofol 

'l'!,SGl,wr 

4,118,\01 

I~· 1909. 1910. 

ENGLAND AND WALES. 

... •• B • 
0,117,088 O,8f6,D80 9,626,289 

18,87(1694. 17',ObQ,oi18 17,701,Z9B 
6,351,886 M19,881 6,7fo2,648 
~982.798 18,717,486 1",019,668 
2,683,006 t,606,7G4 2,671,600 
',888,790 4.609,186 6,006,280 

818.968 80','191 196,676 
U,SlitI 18,984 18,809 

286,612 ........ 2b7,Oli6 
97.m 90,,1)9 128,616 

IOO,Ole 848,Ii07 ....... 
216,199 271,680 236,781 ,- 1,772,864 l,8a.,188 
76,808 ...... 76,081 

... 681, .... / 81,267,188· 8i,41W,CU· 

a.~871188 ......... a,Q60,U& 

.. • ........ 1 66,169',619· 8e,448,'GG" 

SCOTLAND • 
-~ - ~~ . _-- --~-~ 

1,168,225 1.180,.0. l,iZO,OOfi 
I,lS1,OSS 2.072,668 1.109,717 688.'" 67M6-& 718,625 
2,08',818 2,,069,348 2,099,461 ... .... .... ... !l6S,88. 
86"", 863,918 _S,1W6, ... "'. ".688 111.'129 ... ... ... 

19,7(10 18,uti7 28,20. 
11,86' 1 .... 08 17.2240 
27,622 10,4.2.8 ...... If."" 27 .... 86,065 

88i,600 ....... 14.0,189 

7,los.704 1.088,n8 'T,Ul,482 

U16,726 181,A1 166,168 

7,i'T.,480 7,200,118 I 1,880.600 

IRELAND. 

I 690,808 818,290 62..'l,907 
NUSl ....... 1112,8'2 
1150,189 18U,tltlO lDM91 
8U,79Q 6«,186 667,il:lO 
IS'; ,800 141,218 l,u.MlO 
182,968 18';,2110 187.108 - - -

1.078 1,"72 1,559 ' .... , .... , .... 
6,021 6.081 .6,759 
0,.07 D,tJ6Q 9,076 

17,688 17,824 11,774 
'6,H6 77,008 77,67. 

1,666,088 2,64.8,.81 t.n~8iO 

ID,066 19,885 110,707 -_._._._--
1,(I0I0.741 1,.607,7" t,'lH,677 

UNITED KINGDOM. 
-.-.---~---

11.076,894 11,140,(1)4 

'PO,9M,SIO" 

'7a,.GB'1,MII· 

~ 

lI,no,lfil 
!O,62S,81i1 

6,860,66" 
11,776,897 
8,076,7'" 
6,102,811 

8lU,'0f0 

I~'" ........ 
UI6,S9U 
BW,71J8 
282,610 

1.181,001 
'~031 

1 

I 

• 

1911. 

• • 9,8l19,&.i9 
18,<Ks,rmi 

6,9'18,Ml 
18.718,885 
1.7",217 
',691,968 

198,117 
14,8911 

2M,foY.5 
lOf.,fII, 
406,056 
24li,817 

1,868,871 
76,056 

lU,l41,48'1" 

'.110.71' 

88,261.181-

1,231,285 
2,163,764 

768,781 
2,1",909 

269,700 
86!,0Im 
~.2t9 ... 
16,0'. 
18,761 
24,7810 ...... 

846,28(1 

7,898,627 

167,_ 

7,661,. 

670,'&6 
SUI,IHJI 
216,112 
865,70& 
14.8,799 
1840,807 -

1.S77 
11.62. 
19,978 
0,188 

If,804 
....1. 

2.,798,668 

... , .. 
I,SU,U7 

11,761,070 
21,OI0.f40 
~D<lS,'" 

n.5:!8,048 
8,ldl,718 
6.n'hi,~ 

81i,8311 
17,Ui7 

293,003 
1&:!,6'ZS 
4.3Il,U~t 
2lI9,107 

1,802,.75 
76,068 

.... 171 

78,017,854· 

llatotenance of W.." Workl, dr:c. 
Locomotive Power. 
~&In and Ren.walI of o.rrt.geI aad 
TraI1lc B~en ... 
General , a.rgeI. 
RAteIII and Taxa. 
Govomment Dut-flo 
8w.cript.lollA or natlOtll. 

{TO EmployellL 
Compenlatlon Por Personal IDj~ 

For Damjf:8 to, or 
p
of, Good,. 

Legal and ParllameDtal'y zpenlel. 
Miscellaneous. 
itl:pendAtnre not aUooat.ed. 

T<rt.,u" ex:clDllve of Steamboat, Dock, Harbour and canal Bzpendlture. 

Steamboat, Dock, Harbour aDd Canal Expenditure. 

GRA.ft'P TOtAL • 

Maintenance of Wa" WorD, ac. 
Locomotive Power. 
Repo.it'IJ and Renew-ail of Carrl8gela.nd 
Trame ESC1 •• 
General C rg8l. 
Rate. and 'l'M.1lI. 
Government Duty. 
SubiorlptiODI or DonatloDL {To Bmpioyeea. 
Compensation For peraonallnjQ~ 

Fcr Damage to. cr 
PauengeT'll. 
of, Good&, 

Lepl and Parllam&ntary Bxpenaos • 
}[isceUaneoUi. 

To'l'AL, oxchul't'o of 8teamboo.~ Dock, Harbcur a.nd Canal Expenditure. 

Steamboat, DOOk, Barbour ud Canal BJ:pendlture. 

GUN!) To'l&L. 

)Iaintenance cf Way, WorD, &e. 
Locomotive Power, 
Repldt'IJ and RenewalJ of C&niqes and 
Trame EJ[~tlnaei. 
General C largu. 
Bate, amI1'&.ll:l., 
Govenlment Dutlic, 
Sublcr1ptioDi ()1' nat.iclll. {To Emplc),6eII. 
Oompen ... tion Fcr PenKlnallDj1U'J' to 

Fcr Dam~ to, or Lou 
Legal and Parllamenta.1'1 x:penl., 
Jtliaceqaneous. 

TOTUt, exclDlln of Steamboat, Dock, 

........... 
of, GoodL 

Barbour and Canal BlpondJtuN .. 

St.eamboat,~, Barbour and Canal Expenditure • 

GUlID To!'.6.L. 

M'alntenaneeofWaJ', Wort .. ac. , w Locomotl e Pc er. 
Repl\lr. and Renewall or Carrlagetand Wasgou. 
'l'ratftc Rxpen ... 
General Charpa. 
Ratel and TuOl. 
Government. Dut.,. 
SUbacrlptlona or Donat.ioOL 

{
ToBmplO~.' 

Compenlat.ioD For PerlOnal Injury to PaaIengen" 
Por Damage 00, or Lou of, Good&. 

Lepl alld Parliainentuy EXp8uII8L 
Mllcellaneoua. 
Bs.pendAl.Qr$~ alloc&tecL 

ToTil, escl.UIl .... of Steamboat.. Doet. Barbour aDd C&ul Bzpaditan., 

Steam,*" Dock, llarboar Uld Canal Bx:pendlture., 

Q .... e TO'uL. 
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RECEIPTS UNDER VARIOUS HEADS PER mLE OPEN. 

No. 17.-CoMPARISON of RECEIPTS per Mile of Railway open, from Passenger and Goods Traffic, in 
each of the .years from 1902 to 1911. 

y ...... lot I 

Class. i 
I 

P ..... nger Traffic. Geode Traffic. 
.. -.. - .-.---.-_ .. -.--.. ------f----~---.-

I I I Ex ..... ' I 
2nd ; 3rd CI... Season 'I Lpugg&f:' I Total General: Total 

and &roo 8, from from 
Parlia- ,Ticket, TOTAL. Carriages, I' P .... nger MiDeraia. Merchan.: Good. 

CI .... !, men'.~. ',Holders.! Horses, Tralli diee. ,Traffic .• -~ DogsI' and, c~ I 

TOTAL 

from 
P_nger 

and 
Good. 

TralII .. 
I Mails. i __ -'--____ --' _____ . __ ._. ______ .-2. ___ ---'-_______ ...!........ 

£. £. £. £. 
1902 195 199 1,610 213 

1903 190 199 1,606 220 
1904 183 193 1,601 2-26 
1905 184 

, 
179 1,605 231 

1906 180 I 170 1,647 239 

1907 176 163 1,694 246 
1908 171 157 1,723 250 

1909 171 137 1,697 255 

1910 178 118 1,756 262 

1911 184 112 1,792 270 

I 
1902 113 - 882 103 

1903 112 
I 

875 102 -
1904 111 I - 859 101 

1905 108 - 843 101 

1906 lOG i - 846 104 

1907 164 - 861 106 

1908 100 , - 863 110 

1909 96 I - 828 114 
1910 100 

, - 853 118 
1911 101 I - 682 122 

1902 52 75 
1903 53 74 I 

362 23 

358 23 

190~ 49 74 
1905 48 72 

, 

I 
359 24 

255 24 
1906 48 69 380 24 
1807 50 68 380 23 
1908 47 62 363 23 
1909 45 61 369 26 
1910 45 62 382 26 
1911 44 80 385 

I 
26 I 

-----_._---------------

1902 161 ! 149 1,311 168 

1903 157 , 148 1,305 172 

1904 152 , 144 1,298 176 

1900 

I 
152 133 1,297 180 

1906 149 I 127 1,326 185 

1907 145 122 I 1,364 191 

1908 I 141 117 i l,384 
! 194 

I 

1909 141 I 103 1,360 , 198 

1910 146 

I 
91 1,406 204 

1911 150 86 1,440 I 210 

I 
, 

I 
I 
I 

I 

I 
I 

I 
I 
I 
! 

I 

ENGLAND AND WALES. 

I £. 
2,217 

2,215 

2,203 

2,199 

2,236 

2,279 

2,301 

2,_ 

2,315 

2,358 

1,098 

1,089 

1,071 

1,052 

1,0.55 

1,073 

1,073 

1,038 

1,071 

1,105 

512 

508 

506 

500 

501 

521 

497 

500 

515 

515 

£. 
414 

422 

438 

443 
452 

461 

467 

477 

468 

501 

I 
I 

SCOTLAND. 

265 

268 
271 

266 
I 2M 

I , 272 , , 
281 

263 

I 269 

300 
, 
! 

IRELAND. 

I 141 
I 143 I , 

'144 

146 
I 

147 

148 

149 

150 

1M 

156 

£. 
. iI,631 

2,637 

2,641 

2,642 

2,688 

2,740 

2,768 
2,737 

2,803 

2,859 

1,363 

1,255 

1,342 

1,318 
1,320 

1,845 

1,354: 
1,321 

1,380 

1.405 

853 

651 

650 

646 

648 

669 

648 

650 
669 

671 

UNITED KINGDOM. 

1,789 350 2,139 
1,782 356 2,138 
1,770 368 2,136 
1,762 370 2,132 
1,787 376 2,163 
1,822 3B4 2,206 
1,836 390 2,226 
1,802 397 

I 
2,199 

1,649 I 407 2,256 
1,896 I 418 I 2,304 

£. 
1,308 

1,412 

1,419 

1,445 

1,510 

1,619 

1,544 

1,648 

1,579 

1,603 

868 

877 

874 

885 

884 

888 

342 

855 

887 

908 

68 

76 

79 

77 

76 

79 

79 

83 

89 

90 

1,060 

1,130 

1,184 

1,150 

1,197 

1,273 

1,9.15 

1.220 

1,249 

1,270 

it Including receiptJII for the carriage of Live Stock. 

£. £. £. 
1,648 3,015 5,646 
1,538 3,010 5,647 
1,526 3,001 5,642 
1,537 8,038 5,680 
1,002 8,126 5,814 
1,608 3,285 8,025 
1,539 3,139 5,907 
I,M1 8,157 5,884 
1,602 8,241 6,044 
1,689 8,328 8,187 

.-
882 1,837 8,200 
681 1,808 8,158 

8M 1,793 3,185 
861 1,789 3.107 
864 1,811 3,131 

873 1,827 3,172 

839 1,747 3,101 

858 1,779 3,100 

891 1,846 3,208 

984 1,909 8,314 

I , 385 556 1,209 
I 391 564 1,215 

384 682 1,212 

389 

I 

552 1,198 

389 556 1,204 

! 
404 

I 
578 1,247 

464 579 1,225 

I 411 688 1,236 

i 418 806 1,276 
I 
I 

432 612 1,283 

--

-
1,341 2,468 4,807 

1,261 2,456 4,594 

1,231 2,448 ,,586 
1,258 2,489 ',601 
1,274 2,~32 4,896 

1,311 2,648 ,,8M 
1,258 2,538 4,764 

1,271 2,5M .,i54 
1,313 2,629 4,1165 

1,370 2,703 5,007 



xli 
RECEIPTS PER TRAIN MILE AND PER MILE OPEN. 

No. lS.-CoMPARISON of TOTAL RAILwAY RECEIPTS from Passenger Traffic and from Goods Traffic, 
per Train Mile and per Mile of Open Railway, of Railway Companies in each of the Years from 
1902 to 1911. 

Per Train Mil .. Per Open Mile of Railway. 

Y"AJI. Eng\a.ud I I 
r 

EDglaDd United United and 

I 
800t1aDd. 

I 
Ireland. Kingdom. and Scotl&Dd. Ireland. Kingdom. WaI ... WaI ... 

FROM PASSENGER TRAFFIC. 
-._--_. -._---------- - - ~ .-

, 

d. d. d. d, £. £. £. £. 

11102 · · "00'92 "42117 "43'97 *49'60 2,631 1,363 653 2,139 

1908 · · etsQ'46 "42'79 "43'87 "49'21 2,637 1,365 651 2,139 

1904 · · "'D'19 "43'12 "43'79 "481)9 2,641 1,342 650 2,138 

1906 · "48'71 "41'30 "43'67 "47'58 2,642 1,318 646 2,132 

1906 · · "48'19 "40'41 "43'27 "47'03 2,688 1,320 646 2,163 

1907 , · "'7'63 "'1'18 *42'83 "48'67 2,740 1,346 669 2,206 

1908 · "'7'81 "43'08 "'1'60 *46'86 2,768 1,864 646 2,228 

1909 · · "'7'20 "43'97 "42'99 "48'58 2,737 1,321 650 2,199 

1910 , · "'7'98 ""'02 *44'40 "'7'38 9.803 1,300 589 2,258 

1911 · · *"'43 *44-42 *44'84 "47'85 2.859 1,465 871 2,304 

FROM GOODS TRAFFIC. 

11102 · "77'6\! "73'M "78'77 *77'08 3,015 1,837 658 2,488 

l00S · · *8S'54 "77'41 *77'84 *82'55 3,010 1,80S 564 2,458 

1904 · "86'69 *78'60 "81'90 *85'42 3,001 1,783 662 2,448 

1905 · · "81<'41 "80'81< "84'19 "87'29 3,038 1,789 652 2,469 

1906 · · "69'31 "80'88 *83'94 *881)5 3,126 1,811 656 2,532 

1907 · "90'82 *SO'71 *84"18 *KQ'32 3,285 1,827 57S 2,848 

1908 · · *91'52 *80'30 *84119 "89'87 3.139 1,747 67D 2,538 

1909 · · *94'65 *821)9 *86'83 *92'76 3,157 1,779 588 2,555 

1910 · · *97'81 "84'66 "89'26 *915'40 8,241 1,646 608 2,8211 

IDll · · "98'94 "S6'18 "89'" "96'97 3,328 1,909 812 2,703 

FROM PASSENGER AND GOODS TRAFFIC. 

11102 · · 6\!'U 65'78 62'69 81'27 6,646 3,200 1,209 4,007 

1908 · · 64'12 67'48 62'84 62'78 6,647 8,168 1,215 ',1194 
1904 · · 641)2 61'40 58'1\9 6\!'74 5,642 3,135 1,212 4,586 

1905 · · 84'28 61'49 1\9'71 6\!'98 5,580 3,107 1,198 4,801 

1905 · · 641)9 66'86 58'40 82'73 6,81' 3,IS1 1,204 4,696 

1907 · · 64'll1 67'31 1\9'70 82'85 6,025 3,172 1,247 ',854 

1908 · · 63'78 1\8'30 1\9'83 82'70 6,907 3,101 1,226 ,,764 

1909 · · 64-'1 69'18 U'" 63'38 11,894 3,190 1,288 ',754 

1910 · · 66'77 8O'6\! 66'\!3 64'78 8,044 8,206 1,2'16 4,886 

1911 · · 66'611 81110 68'79 

I 
65-64 8,187 3,S14 1,283 6,007 

I 
I 

" EzoluBiYe of .-ipta CD railways ill ..... where the trtJIIo ie oonveyed by mixed trairuo. 



xlii 

WORKING EXPENDITURE PER TRAIX ~1Ir.E. 

No. 19.-COMPARISO~ of RAILWAY WORKI~G EXPElmITURE-(I.) per Train Mile, 
and (II.) per Mile of Open Railway. 

I.-Compari90n of Working Expenditure (exclusive of Steamboat, Dock, Harbour, and Canal oxponditure) by Railway 
Companies pt!1" Train Mile, in each. of the Years from 190:l to 1911. 

I 

1 I I Moin- Repaira 

Traffic I Geneml i 
_~mpen ... tioD. ______ \ Le~.1 

tenance Loco-
and Rateo Govern- I and 

qf Renewals For For PtU'Ji". MiM('.e). 

YItAR. Wav, motive of Ex· i I and ment To Pe",onal Damage mentruy II TOTA ... 

Works, Power. Ca.rriages ICIWg"-~1 TaxeR. Duty. Em- In· ury or Ex- AneollA. 
and pelll'fll!. 1 

ploy.... to ~&S. 1.0", of pens... I &c. Waggon •. scngers. Goods_ I 
I 

------ --_._---

ENGLAND AND WALES . 
--------,--"7""---;----,-----,.-----,---,- .....,--.--~-- -----1--

d. 
1902 6-21 
1903 6'48 
1904 6'47 
1905 6-37 
1906 6-42 
1907 6'34 
1908 6-28 

J909 ! 6'36 
1910 6-48 

J911 6'55 

d. 
11-6(l 

11-65 
II-57 
11-49 
11-62 

12'41 
12-77 
11'98 
11'96 
12'03 

d_ 

3'38 
3-50 
3';51 

3'55 

3'63 
a-61 
3'62 
3'70 
3-88 
3'98 

d. 
12'67 
12'97 
12'95 
12'89 
12';3 ! 

12'74 
12'77 
12'78 
12'SI 
13'10 

d. d. 
1'58 2'75 
1'63 2-97 
1-65 3-10 
1-67 3-20 
1'68 3-12 
1'67 2'93 
1-71 I 2'96 

1'78 3-07 
I-SO 3-10 
I'S3 3-04 

'21 
-2\ 
-2Q 

-20 

d. 
-ou 
'10 
'10 
'II 
'11 

'13 
'16 
'15 
-17 
'17 

d. 
-os 
-09 
-os 
-08 
-13 

'09 
-os 
'07 
'OS 

'07 

d_ 

'19 

'21' 
-1M 

-19 

'20 
-19 

'16 
-IS 

-16 
-16 

d_ I d_ 

I-OS I 40-16 
l-lO 41-"'1 

j"-16 41"2~ 

1-18 4\"2' 
1-20 41-31 
1"24 41-M3 

1'24 42'20 
).')1) 41'73 

1-23 4HI 
1-25 42-6;, 

--~----~--~----~----~----~--~----~--------~--~----~------
SCOTLAND_ 

----,..-----,------,------:-------;------:--~--.------------

190'2 
1903 

• 1994 
1905 
1906 
1907 
1905 

5-18 9'33 
5'56 9-26 
5-30 S-93 
5-41 S-94 
5'39 9-23 
5-60 10-49 
5-71 10-42 

3'15 
3-24 
3-10 
3-16 
3-1S 
3-19 

3-27 

9-71 
9-99 
9-90 
9-87 
9-93 

10-03 

10".30 

1-18 
1'17 
1-18 
1-16 
1-19 
1-18 

1-24 

1-39 -12 

1-49 '13 

1-63 '12 
1-65 -12 

I 'Ill '12 
1'6.3 '11 
1-77 -11 

)909 5-86 1O'2R 3-34 10-27 1-22 I-SO -12 

~::~: 6-03 :~-4! I 3-~5 I 1~-3S 1-30 1-77 -12 

__ J_~~O _ _,. -_4 __ 1_ 3"4 __ I_~~~ __ il:~~ ____ -_I~_ 

1902 
1903 
1994 
1905 
1906 
1907 
1908 
1909 
1910 
1911 

7-19 9-65 2-45 
7-28 10-03 2-18 
8-06 10-19 2-31 
8'23 9'55 2'41 
;'92 9'62 2'44 
7-52 10-38 2-22 
7-65 10-92 2-33 
7-95 10-44 2-46 
8-09 10-53 2-58 
8-72 , 10-63 I 2-8) 

1902 I 6'12 

1903 6'41 
1904 ! 6-40 
1905 6-33 
1906 0-36 
)907 _ 0-31 

1908 6-26 
1909 11-37 
1910 0-50 
1911 (i'58 

11-23 
11-28 
II-IS 
11-09 
11'24 
12-09 
12'41 
11'';2 

1l'j2 

11',9 

3-31 
3-41 

3-41 
3--15 
3'.')2 

3-50 

3'52 
3-61 

;I'7S 
3-91 

IRELAND. 

- I 

8-54 ! 1-78 1-65 '-
8'40 ]'77 1'70 '-
S-38 I-SO 1-G8 '-
8-37 I'S3 I-il '-
8-~3 I-SO 1-69 '-
8-28 1-81 1-67 '-
S-31 1-7S 1-72 '-
S-35 ) -83 1-78 '-
8-40 I-S2 i 1-78 • 
S-66 1'87 1'75 '-

UNITED KINGDmI_ 

12'12 
12-40 

12'37 

12-19 

12-22 
l~':n 

12-29 

1~':J4 

12'61 

I-54 
I-58 
]'59 
1-62 
1-63 

1'62 

1-66 
1-71 
1-74 
1-77 

2'53 
2'73 
2-86 
2'9':; 

2'87 
2-72 

2'77 
2-S6 
2-S9 
2'84 

"23 
-23 

-22 
'2'~ 

'21 
-2Q 

-20 
-20 
-19 
-19 

-07 

'09 
-07 
-os 
-08 

'10 
-10 
-09 
-11 
-12 

-07 
-08 

-08 
-07 
-os 
-Il 

'10 
'10 
-10 
-15 

-09 

-09 
-10 

'10 
-11 
-13 
'15 
-14 
-\6 

-16 

'12 
'15 
-09 
-ou 
-33 
-09 
-06 

'07 
-ou 
-07 

-09 

'U 
'11 
'13 
-09 
-12 

--08 
-07 
-59 
-26 

-os 
-10 

'OS 
-09 

')5 

-ou 
-07 

-07 
-11 

-os 

-16 
-17 
-15 
'13 
-13 
-13 
-14 
-10 
-10 
-12 

-10 

-u 
'10 
'11 
-09 
-11 
-12 
-12 

'12 
'12 

'12 

'16 
-IS 
-IS 
'13 
-11 

'12 

-14 

'17 
-14 

-20_ 
-30 
-25 

-46 

-24 
-21 
-23 

-23 
-15 
-19 

'19 
".l\) 

-18 
-20 

'19 
-18 

'15 
'18 
-16 

-16 

• The Act .5 and 6 Vic, c, 79. under which the Railway Passenger Duty i.e levied, does Dot extend to Ireland, 

1-33 
1-34 
I-SI 
1-44 
1-5\ 

h'>7 
I 1-63 

1-63 
1-69 
1-6U 

1-12 
I-OS 
1-07 
1-10 
1-04 
/"-03 

1-00 
)'02 

1'03 
1-17 

1-09 

1-13 
1-:lO 

1-21 
1"23 
1-27 
I '2R 
1-26 
1-27 
1-30 

31-",a 

3:!'j:l 

32-13 
32'20 
32-8.1 

34'25 

34'77 

:U'9".! 
30-74 
M-O'l 

32-"" 
33-10 
34-03 
33-97 

33'24 
3.N6 

34"M 
34'3.i 
3;;-19 

30-.33 

38-~1 

3!Hil 

3D-~" 

3!J'j9 

3!.1"9'2 

40'51; 

401111 
40'&~ 

41-0;, 

41'6~ 



WORKING EXPENDITURE PER Mll..E OPE!>. , 

No. 19.-CoIIPABISON of R.uLwAY WORKING EXPEIi'DITUR&-(l) per'l'rain Mile, 
and (11) per Mile of Open RaiIway-conti'ntud. 

n. -ComparilOn of Working Expenditure (exclusive of Steamboat, Dock, Harbour, and Canal expenditure) by 
RaiJ .... yCOmpanieo"... Mil« 0/ Op<lO Rail .... '. in each of the Years from 1902 to 1911. 

MaiD.' I ~ I Co';peaaatioo. I 
..... ce f..otoo.. i Renewal8 TraIIic 

I ,,?f motive I of Ex.-
l\"o~~ Power. I earnr pea_ 

Gea. Raleo Go...,.·;-T-o-,---,----I ~ I lI' I. 

I
, and ment .Em. For al For Parlia· 1\" l8Ce i TOTAL. 

Cbugeo.. T D ~ ; P8I'8OD Damorage menExt~.lan .. us. ',' 

,i ax ... , D ••• 1,.I

Ploy..... ~l:::! Loos of penses.' I 
YOUR. 

III'S 
1905 
19O1 

\lOCI 
\lOCI 
807 

1 
1 
1 
1 
I 
lIII8 

lIII8 
110 

1 '11 

-
1902 
1905 
19O1 
llIOG 
1\lOC1 
1907 
11108 
1909 
1910 
1911 

19011 
1905 
1904 

11106 
1908 
1807 
11108 
1909 
19 
19 

10 
II 

--- -

1902 
I_ 
19O1 
11106 

.I\lOCI 
1907 
11108 
1I0Il 
1810 
1111 

, 

: 

I 
I 

I , 
I 

! 

, 
i 
, 
, 

i 
I 
, 
i 
I 

! 

: 
1 , 
! 
i 

i 
! , 
I 

k .. I Iw':'-' 
I ' 

L L L £. 
S80 1,(M7 106 .11," 
671 1,028 308 1,142 
670 1,O'.!O SID 1,141 
Ii63 1,016 SI4 1. loW 
1183 1,_ e 1,155 
l5lI8 1,166 SS9 1,197 
562 1,182 S35 1,182 
562 1,096 SS9 1,169 - 1,_ 356 1,1n 
6IJ8 , 1,118 370 , 1,218 

I 

I ; 
297 I 835 181 567 
106 , lKl9 118 519 I , 
290 I 487 169 540 ! 

2Il2 
, -I 171 : OM 
I I 

297 Ii08 I 1~5 
; 

517 
110 561 1 177 835 
104 1 835 1;4 543 , 
107 I 539 17S 539 

I I 
318 , 660 I )87 547 

I 821 565 201 562 , I , 

: 
166 , 221 68 196 
187 iSl 50 193 
182 i 230 82 190 
181 ilS 54 187 
118 217 66 186 
17$ 241 61 IDS! 
178 261 54 191 
181 I 2S8 68 1110 
188 lI39 l1li 191 
197 I 240 64 196 

, , 
480 84j; tH8 81i .- till - 807 
466 117 2f8 104 
46S 811 - 101 
47' 841 1163 112 
487 8M lI70 IH4 
.n INS IlII8 -478 S7t 271 82!1 
4110 891 ll65 9130 
IOIJ 899 298 i 1181 I 

_goro. Goods. . 
, I 

ENGLAND AND WALES. 

I 
L L L L L £. £.. I 

I 
143 2f8 22 8 7 29 18 I 

143 2112 22 8 8 26 18 , 

14j; 273 21 '9 7 23 16 i 
148 283 21 10 7 22 17 
1112 283 21 10 12 22 18 i 
157 275 20 13 8 26 18 , 
156 274 20 15 6 26 1~ 

163 2lI1 19 14 6 21 17 
165 23.:i 18 16 8 22 16 
170 2!12 18 16 7 26 15 

SCOTLAND. 

66 80 7 ~ 7 9 7 
64 82 7 5 8 9 9 
65 89 7 4 5 • 8 
83 89 6 4 5 7 B 
66 89 6 5 18 7 7 
65 91 8 6 5 7 6 
66 tH 8 6 8 7 6 
64 95 I 6 4 5 7 
69 tH 8 6 4 6 9 
71 95 I 7 4 6 7 

IRELAND. 

41 18 0- 2 2 2 5 
41 19 o- Il 3 2 8 
41 19 0 - 2 3 2 6 
41 38 0 - 2 3 2 10 
41 38 0- 2 II 2 6 

0 3 42 38 - 3 2 6 
41 19 o- Il 2 3 5 
42 40 0 - 2 1 3 6 
41 40 0 - 2 14 3 4 
42 40 o- S 8 I 3 • 
UNITED KINGDOM. 

116 190 19 7 6 22 14 
115 !IOO II 7 7 19 15 
117 209 18 7 8 18 13 
118 218 18 8 8 17 14 
12!i' 216 18 8 11 17 14 
126 210 18 10 7 19 14 

126 210 17 11 6 11 11 

129 216 I 17 11 6 II 14 
182 218 18 12 8 17 12 
ISS 217 I 1. 13 8 19 12 

I 
o Tbo A., • ....t • V ..... 79, 1IIIII .. "hiob lhe Rail_, Paaengw DD', • \ened, d_ Dol extend IDlreIaDd. 

1_ 

--- .-

£. £. 
95 3,626 
11/ 3,6» 

102 3,831 
104 3,641> 
109 3,748 
116 3,9» 
115 3,_ 
111 , 3,81S 

I 
113 , 3,870 

I 
116 I 3.9591 

- - .' 

76 1,_ 
74 1,800 
83 1,756 
78 l,7~ 

83 1,808 
87 1,895 
87 1,850 
86 1,83) 
89 1,88. 
91 1,938 

26 7M 
26 761 
24 ';i() 

25 I 758 
23 I 749 

! 

24 771 
23 ';8. 
23 

, 
781 

23 , ; 
26 821 , i 

I 82 

I 
2,91. 

! 83 2,91S 
81 2,911 
88 2,-
82 2,981 
98 3,133 
87 3,116 
tH 3,048 
98 3.098 
69 3.174 



xliv 
I{ECEIPTS PER TRAIN MILE, &c., FOR VARIOUS CO~[PANIES. 

No. 20.-CoMPARL'K>N of RECEIPTS per Train Mile from Pn.,.senger and Goods Traffic, and 
Companies, in each of the Years 

I 
YEA .. I C.le· Ce ... ral I doman. LondoD. 

I I 

d. 

1902 43'64 
1903. 43'59 
1!l(U 42'46 

1905 42'06 

1906 41'40 

1907 42"23 

1908 45"22 
IHO~ 44'91 

InlO 46'47 
d!Hl 46-5; 

1902 82'OS 
1903 87'46 
1904· 88"24 

1905 89'67 
1908 89'85 
1907 89"23 
1908 89'71 i 

1909 92'62 

1010 97'04 

IOU I 97'57 

19021 
1903

1 190~ 

190a I 
1906 

1907 
1908 
1009 

1910 

19U 

60'48 

62'07 
61'49 

61'67 

61 'I! 
61'42 

63'13 
64'11 

66'76 
116'86 

d. 

65'13 

62'29 
55'23 

57'69 

40111 
ag'51 

a7'76 

66'&2 

64'87 
65-11 

65'13 
62'29 

55'23 

57'69 

40'01 
3S'51 

37'76 

Nolt.-The reoeiptA of the lineR worked. 

I Gl .. gowl 
F I and i Gren.t 
urn~. i ~~i Central. 

! n ..... t 
Great : Great I :Sorthcrn 

EMtern. 'XorthcrlL

1

' of 
I 1",I.nd. 

FRO~I PASSENGER TRAFFIC. 

d. d. 

46'31 ! 42'17 
45111 43'16 

43'56 

45'11 

451)7 ! 

43'48 

41'97 
44'06 

45'64 

112'12 

113'43 

115'79 
123'53 

123'58 
129'34 
117"32 

122'04 

129'60 

132'02 

39'00 

38'53 
4O·I·j 

41'61 

41'77 

42'79 
43'58 

73'09 

76'04 

77'71 
78'36 

77'21 
77'87 
75"21 

7S'75 

81'11 

83"27 

d. 

38'03 

36'06 

34'97 

34'39 

36"28 

37'76 

38'16 

37'85 

38'28 

ag'71 

d. 

57"43 
57'23 

56'52 

56"211 
56"21 

00'06 

04"211 
53'61 

53'03 

53'99 

d. 

43'i5 

43'03 

42'/i'J 
42'04 

41'52 

42'17 

44"43 

"'39 
44'48 I 

44'50 ! 

FROM GOODS TltAFFIC. 

66'70 

70'48 
73'50 

76"25 
SO'62 
82'U 

85'55 

8S'52 

&0'64 

95'17 

63'90 

67113 
68'80 

69'32 
7017 . 

71'31 

70'42 

72'79 

75'13 

76'46 

66'67 
73'58 

76'16 

75'95 

75'81 
76':ll! 

76'43 

77'00 
79'g) 

79'40 

d, 

~9'05 

"'46 
48'00 

48"20 

47'67 
47116 

46"20 

46'08 

47'0'2 

47 M25 

91'08 

94'27 

94'72 
10'2'83 

102'73 
09'58 

100'32 

103'85 
100·9'J 

10'2'24 

FROM PASSENGER AND GOODS TItAn'lC, 

79'75 
78'98 

76'22 

81111 
g3'23 

85'57 

70'63· 

78'38 

84'66 
85'32 

05'09 

56';7 

66'78· 
04'32 

53'18 

04'62 

04'46 

55'90 
57'53 

58'78 

lWl5 

54'87 

54'55 

55'71 
58'68 

61'13 

61'73 

62'73 
63'SO 

66'37 

00'03 
61'03 

61'19 
61'35 

61'66 

61"24 
60'4. 
60'83 

61'89 

6~'3a 

00'47 

57'10 

57'07 
56'54 

56'24 

5;'22 

58'45 

59'04 

S{)'j;; 

.)9'77 

62'27 

63'31 

&2'68 

53'89 
63'12 

a:l'64 

til '67 

6'.!'60 

63'94 
63'77 

I • I 

Great ' hreat 
N tl i Southern (0 • i 

or 1: Anti _rea, 
of I 'Veo.tern Weetern.· 

Soot1and, , of "elODd, 

d. 

41'53 
41'88 

40'87 

40'40 

40'06 

40'04 

40'92 

40'65 
41'62 

41'65 

70'84 
74'46 

74'66 

70"26 
791.11 
7g'21 

79'77 
76'42 

79'88 
SI1l8 

51'68 

52'72 

51'73 
5'2'42 

51'M7 I 

li2'16 

5-2'94 

51'60 
, 1;3"25 

53'73 

d, 

45'07 

"'00 
48'59 

45'02 
45'43 
44·ti2 

43'70 

45'05 

46'00 

4-7'44 

71'43 

71'S9 

80"22 
81"22 

60'06 
80'43 

81'33 

81'96 

82'71 

84"00 

55'26 
04'81 

58'64 

68'23 
57'S6 

.,'03 

67"Ou 

68"29 
59'61 

60'70 

d. 

53'77 
6~'83 

61'27 

49'86 

40'24 

48'69 

40'63 

40'a9 

I!O'U 

49'82 

84'71 
69'17 

73'35 
76'56 
;8'70 
SO'09 

SN7 

84'46 
116',;g 

86'83 

liS'97 

60"23 

00'74 

60'90 
61'00 

61'30 

62'32 

62'60 
63'62 

63'92 

PROPORTION m' TOTAL EXPENDITURE TO TOTAL RECEIPTS, 

Per Cent. Per Cent. Per Cent.IIPer Cent, Pe~~ent, I'~er Cen • .IPer CeD'. ~er ~e:: P~-CeDt,', Per Cent, : P~ -CenL I 
1902 68 52 50. 61 67 65 84 55 51' 62 : 61 
1903 68 53 ·51 I 61 67 63 84 00 51 62 , Il'J 

1904 04 53 64 I 60 116 I 63 , 84 I 60 52 i 60 62 
I 

, I , 
1005 04 53 , 52 59 66 53 I 64 

! 
67 61 60 62 

, ! 
, 

I 

I 1906 00 56 61 61 ! 66 , 
6.' 84 67 61 68 62 

I 

1 I I 
! I 

1907 68 68 61 61 67 116 

I 
65 66 62 

, 60 63 , 

! I 

1908 57 50 56 

I 
61 67 65 65 61 63 60 

, 
64 

I 

I i '. I 1909, !ill 60 04 59 I 65 I 64 I 64 60 ! 53 68 I 63 
! 

1910 I I 

I 
56 57 53 I 68 i 65 i 53 

I 
61 59 I 61 60 I 63 

1911 I 04 68 I 66 I 68 I 65 
i 64 64 64 I iii 69 83 

• J ! I , J 



xlv 
RECEIPTS PER TRAL.'II' MILE, &c., FOR VARIOUS COMPANIES.. 

Proportion per Cent. of Total EXPENDiTURE to TOTAL RECEIPTS. of the undermentioned Railway 
from 1902 to 1911. 

! 
I 
I 

by the M8veral Companies are included. 
, 

London un- I London London 
..... hi .... r and and Brighton 

and York- North. South· .. nd 
IIhire. I Western. Western. Soilth 

COMt. 
-,_ .. _. -- .. -

- ---- --"--------_._--

d. d. 

46-52 i 53-90 

I 46-18 53-82 

46-39 52-71 , 

46-S7 I 52'07 I 
46-70 ! , 51-64 

45-38 51'20 

46-8/1 i 51-78 

46'02 ! 51-70 

47'61 I 52-45 
i 

48-64 , 53'39 
! 

- -- ---- -

--- ------

120"27 

130-06 

140-57 

1(6-79 

146-48 

145'67 ,-148 6, 

1""-31 

157'87 

1111'60 

I 

I 
I 
I 

90'86 

102-82 

106'57 

106-8-1 

106-21 

106-00 ... 109 .6 

118'22 

128-13 

124'09 

I d_ 

571M 
55-82 

64-68 

5N3 
53-34 

82'08 

51 "79 

51-75 

53-()5 

53-71 

.- -----

--_._-

I 
I 
I 

72-20/ 

75'76 
78112 
80-96 

70'70 

81-23 
.. 

I 

R2 S2 

8'2'64 

8.1"48 
86-7-

; 
d_ , 

I 65-30 

! 60-79 
, 

64-19 
, 

63-30 
I , 60-6.5 
! 57'S1 
, 

56'80 , 
56-75 

I 66-<>4 , 
I 54-65 

-
--. ~-

95111 

96118 
100-90 

103-59 

100"2; 

10.'63 

- " 

.-
104M 

109'.33 

112'S,j 

1l1'!·2S 

Midland 
Gre<>t North North· Midland. 'Western British. Eastem. 

• of 
Ireland. ; 

-~ 

FROM PASSENGER TRA~·FIC. 

d. d_ d_ 

43-46 39-76 44119 

41117 40'32 45'42 
40-44 39118 46-19 

40-97 40-90 44-72 

40112 40-1>8 43-3& 

41-50 41116 43"70 

41'76 41"23 45"72 

42'03 41-03 40-71 
43-35 42-30 46-31 

44-47 42-50 45110 

FROM GOODS TRAFi'IC_ 

68112 

73-40 

73'53 

73118 

72-98 
74'04 

73M 
74-49 

76'81 

78-1J.l 

73-2' 
74'07 

n'ga 

78-49 

77-12 

79il3 

7980 

80-14 

89"26 

8"-5 a 

I 

i 71 '67 

I "-35 

'i6'50 
79-31 

79-66 

79'S1 --

, 

, 

, 
, 
I 
, 

i 

i 

, 
, 
; 

! 
I 

, 

d_ 

4;'"26 

48'17 

47-38 

45-'1ll 
45-86 

45"78 
45-21 

44-71 

45-48 

46116 

95-53 

107118 
117-01 

124'03 
12,;-73 

129-35 
-131-9, 

139'47 

143-50 

146-49 

I 
I 
I , 
, 

! 

I 

I 

, 

South· 
Eastern 

and 
Chatham . 

d_ 

681)2 

68-86 

68-58 

68-06 

67"96 

67"47 

87-40 

65-89 

87-19 

67"26 

78'~ 

79-52 

80-99 

03"06 
83-42 

8.:;'58 

8652 

9i"31 
109-19 

119 '36 -

i 

, 

i 

! 
! 

i 

i 
, , 

I 

Taft 
Val .. 

d_ 

70-24 

65-;1 
6"2-11 

52'00 

~9-43 

51'SO 

51-21 

47'22 

.9116 
49-.u; 

88-41 

90"27 

89"28 
91"26 

95-12 

98-23 

9649 

97iU 
88-80 

100-41 

i 

I 
I 

I 
I 
i 
• 
, 

, , 

I 
! 
I 

I I i I i i 

.-RO~[ PASSENGER AND GOODS TRAFFIC_ 

I I 
I I 

71'2,) 69'89 60'98 71'04 67113 52"76 57-35 I 71-17 i 71-17 82-83 

72'79 

I 
70'83 

, 
73-32 

I 

60-79 1>8113 53-31 59-40 , 76'39 ! 71-20 82-17 

73-89 73'87 60-44 70"90; 57-70 53-71 OOil7 7S-19 
i 

69-64 80'00 , 
76'S1 

I 
73'u3 60116 70'52 68-27 M-54 60'96 

, 
78'97 71-:!O 76-:J7 ! 

I 
, 

7t .... 10 73'18 69-28 68-51 57'811 I M-17 60-30 ! 79'00 71-18 76-97 , , 
14'06 73'3.3 58-57 65'73 69-10 i 65'90 60-58 81-89 

, 
71-18 79'39 , i I ! ! 

76'09 73'92 1>8-59 64'48 , 1>8-63 , 56-89 i 01'76 80'00 71-17 77114 
n"22 70'18 68111 65-31 I 59-45 I 

55119 62'61 8-.!'29 

I 
71-1" 76-17 

79'12 I 78'12 60-12 I 64-81) 
! 

61-35 

I 
1>8-44 i 63'tii 8~-17 a'l1 78-51 

I , 
I 

! 
82'M i 79"2.5 i 61'00 63-90 I 63-10 1>8'30 65'08 86'12 I ';'4111 79-;2 

I , , , , I ! i 
,-~-. 

PROPORTION OF TOTAL EXPENDlTliRE TO TOTAL RECEIPTS_ ,.---- ----
~ Por Cent. I'er cenLI Per Cent. 

I
, 61 63 63 

92 63 63 

61 64 62 

6"2 63 63 
61 I 63 63 

82 64 64 

64 

8S 

69 

61 

I6Oh. 

65 
64 

82 

63 

64 

64 

64 

M 

I'er Cent~ 
60 

60 

59 

60 

59 

60 

60 

60 

60 

69 

Per Cent. I Per Cent. ! Per Cent. ! Per Cent. I Per Cent. ! I'or Cent. ' 

63 58' ~ , 65 I 63 I 58 ' 

63 69 I' 82 i 64 I 82 I ~ , 
: ': : I: : I : ; 
M 89 68 I 63 92 I 89 

~ I: : I 65 

64 

63 

63 

69 

61 

60 

59 

61 

/2 

66 

66 

55 

63 

64 

63 

61 

69 

59 

57 

57 

S; 

69 

YEA.R. 

-

1902 
I_ 

1\lOt 

1901> 

1906 

1907 

1908 

1909 

1910 

1911 

1902 

1903 

1\lOt 

1905 

1905 

1907 

1908 

1909 

1910 

1911 

1902 

1903 

1904 

1905 
1_ 

1907 
lOOK 

19O'J 

1910 

1911 

1902 

1903 

1904 

1905 

1906 

1907 

1906 

1909 

1910 

1911 
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xlvi 
EXPENDITURE PER TRAIN MILE FOR VARIOUS COliPANIES, 

No, 21,-CoAiPARISON of EXPENDITURE per Train Mile (exclusive of Steamboat, Dock. Harbour 
1902 to 

Jr.·ok. -The expenditnra of the lin. worked 

I 
I W ... tern. I' Ireland, ,Sootland. oflr.land, 

YSlI .. 1 Cal.. I Central 
• I donian.. ,London. , I 

~' I Gl:~ow ! G..- I, GreAt : Great N~~!n :1' ~~f, : s.?:'~:m Ii Great I 
urn .... , Soutb, Central Eaotem, , Northern., of _ 01 I W .. tern w .. tern, I 

, , 
----'-----'----'---'--- ------- - -- -- -----------1 

d, 

1902 5'90 
1903 6'M 
1904 i 5'86 

, 

1905, 5116 

1906, 5'90 
1907 6'35 

1906 6'~ 

1909 6'69 

1910 7'22 
lOll I 0'92 

1902 9'78 
1903 9'50 
1904 9'17 
1905 9"29 
J906 9'66 
1907 11'21 
t908 10'i8 
01909 10'50 
1910 10'66 
J911 10'98 

--

I 
1902 I 3'86 

1903 3'79 
1004 3'52 
1905 3-65 
1906 3-56 

1907 3'liS 
1908 3'92 

1909 3'09 
1910 4"29 

1911 4'36 

tI. 
1-;;7 

1-79 

1116 
1'85 

1'68 

1115 
1'41 

1'~7 

1'38 

1'83 

11115 
10 !l'~ 

10'a 
10'31 

10'79 

0'43 
81)'> 

6'16 

5'50 
4'44 

.---- -

2'13 
2-23 
2-39 

2-68 

2'74 
2'51 
2-12 

1 "73 
1'56 
2-85 

tI, 

8'\9 

8"29 

7'15 
6'9'2 

8'24 

8'93 

6'43 

7'86 
9'72 

11'47 

10'13 
l1'(K 

10'71 

10'75 
11'09 

11'52 
12'64 

11'14 

11'99 

12'12 
1 

tI. 
5'26 

0'48 
0'39 

4'85 

"78 
4'86 

"90 
4'93 

0'17 
5'37 

9'82 

9'94 

9'37 

9'07 
9'12 

10'52 
10'34 

10'18 

10'14 

10'00 

MAINTENANCE OF WAY. 
----- -- -

tI, 

4'76 

4'85 

"82 
5'22 
5'84 

6'10 

5'92 

6116 

6'26 

6'41 

tI. 
0114 

6116 

6'36 

6'40 
6-68 

6'59 

6-811 

6'43 

0'07 

6'86 

tI. tI, 

4';'" 
4'94 

5i1'$ 

5'13 

0'17 
5-23 

5"29 

5'64 

6'05 

5'93 

7'81 
8'03 

9'64 

9'82 

9'10 

7'811 
8'37 

9"29 

8'99 

11'13 

LOCOMOTIVE POWER. 

I 
I 10'97 10"20 

11'00 I 10"29 
10'78 I 10'17 I 
10'77 I 10'04 

11'47 1 10'10 I 

I 13'03 I 1(1'91 
I 13-67 I 11'08 , 

12'94 10'59 
13'34 10'66 
14'07 10'72 

._-----

11'19 

11'18 

11'00 
10'75 

10'61 
ll-89 

12'30 

11"M 

U'51 
11-:;7 

10116 

10'45 

ll-23 

9'9'2 

10'liS 

ll'55 
12'64 

11'80 

11'86 
11'92 

REPAIRS AND RENEWALS OF ROLLING STOCK. 

5'48 
5'26 

4'79 
5'36 

4'll 

4'24 

4'26 

"ll 
4'55 

5'17 

3'19 3"26 
3-35 - 3'47 

3'36 3-61 

3'31 3'72 
3'29 3'85 
3'31 3-90 

2'91 3'78 

3'15 3'66 

3"20 4'01 
3'46 ! 4"29 

3'83 
3'61 

3'52 

3'44 
3'44 

3'37 

3'36 

3'40 

3'61 

3'70 

3'10 

3'35 
3'35 

3116 

3'30 
3'36 

3'16 

3'22 
3'\17 
3'21 

2'Z1 
2'34 

2'35 

2'36 

2'30 

1'81 

1'98 
2"29 

2'29 

2'67 

---- ------------------------'---

TRAFFIC CHARGES. 

I i 
, 

1902

1 

10'42 12117 11116 10'13 12'81 I 11'46 11'83 9'57 , 
1903 10'73 12-46 11'30 10-39 12'74 , 11115 I 12"28 9'48 , , 
1904 10-36 12-30 n'n 10-48 12"36 , 11'76 

, 

12'17 9-36 
1005 10'26 121)0 11-54 10'00 12"24 i 11'86 I 12-16 i 9-86 I , 
1006 10'\l3 11'62 11'36 9'77 12'66 

! 
11 "79 

I 
11'81 I 9'44 

1907 10'41 n'13 11'97 10<)9 

I 
12'84 11-89 11'89 9'37 

1908 10'70 10'49 12-12 10'21 12'09 11'81 llH2 9'35 
1909 10'75 

I I ! 9'18 121)2 10'18 , 13'01 11"Z;2 12-35 9-34 
1910 10'83 8'52 12"26 10-20 I 131)2 11'57 I 12'39 ! 9'38 , 

19U I 10'99 
I 

S'41 12-79 I 10-36 13'53 11'89 I 12'41 9"62 
I I 

I • I I ) 

• 

tI, 

N7 
"36 
"liS 

''26 
4'04 

4'10 
4'32 

4-12 

4'22 
4'30 

8'73 

8'87 

8'79 
8-83 
8'Ol 
9-86 

10'08 

9'86 

9'34 
9'29 

1'79 

1'96 

1'92 

1'90 

1'93 

1 '98 

2'13 

2'12 

2'19 

2'13 

8'46 
8-56 
8-,\0 

8'49 
8'43 

8'44 
8-50 

8'~ 

8'fil 

8'48 

I 

: 
i 

tI. 
7'97 
7110 
8118 

9'31 

8'70 

8'M 

8'35 

8'49 

8'31 

8"29 

10'22 

10'92 

10'86 
10'111 

91!0 

10'62 
10'86 

10'36 

10'50 

10'76 

2'75 

2'14 

2'43 

2'51 

2'58 
2-48 

2'58 

2'63 

2'86 

3116 

9'03 
8-61 

8'66 
8-53 

8'\18 

8'30 
8-31 

8'35 
8'\15 

8'51 

, 

----I I tI. , 

I 
I 
! 

7'0\1 
7"22 
7'Z1 
7'18 
7'(K 

7116 

7116 

7'21 

7'811 
7'38 

11'22 
11"29 

11'13 
11'03 

11'14 

11119 
12'15 

11'87 

11'77 

ll'86 

2'00 
3'12 

3-23 

3'39 

3'43 

a'56 

3'83 

3'76 

3111 

3'83 

9'86 
10'111 

10'50 

10'53 

10'56 

10'59 
10111 

10'83 

10'85 
11'11 



xlvii 
EXPIDI"DITURE PER TRAIN MU.E FOR VARIOUS COMPANIES. 

and Ca.naJ expenditure) of the undermentioned Railway Companies, in each of the Years from 
1911. 
b]' tile aeveraI Compa.ni .. is inclnded. 

I 

I 

Lau· 
_hire 

and York. 
shire. 

d" 
8114 

7"'2 
8"S7 

8"00 

8-o!1 
6"78 

8"13 

8"25 

8"33 

8"/10 
, 

London London 
and and 

North· South· 
Wootern" W .. tern" 

d. d. 

8"" 
7"42 
7"4S 
7"14 

7"10 

8118 

8"79 
7"04 

8"92 

8"94 

8"52 

8"159 

8"92 

8"" 
8"SO 
8117 

8117 

8"62 

8"7S 

7"l0 

London 
Brighton 

and 
South 
c...t. 

---" 

d. 
7-211 

7"lil 

7"42 
7"23 

7"06 
6"59 

6"22 

6"OS 
5"88 

5"72 

Midl""d South-• Great North North· Eastern Tall 
Midland" W OHm British" E .. tern. and Vale" YBAI!. 

Irel':.nd. I Chatham" 
~-------

MAINTENANCE OF WAY_ 
----- ---,-----.- -------;------- -

d. d. 

'"03 
5"35 
6-11 

5"04 

5118 

5"07 

5118 

5"43 

5"82 

6"00 

7"14 

7"62 

7"84 

7"67 
8"04 

7"97 
7114 

7"82 

8"17 
8.42 

d. 
4"92 

5"18 

5"25 

5"57 

5-71 

5"S3 

5"99 

6-11 

6"04 
8-U 

d. d. 
6"H8 

7"32 

7"67 
7-48 

N9 

7"73 
8"23 
8"06 

7"75 

7"90 

7"20 
7"05 
7-14 
7"19 
S'24, 

7-91 

7"00 

7"60 

7"S7 

7"S3 

d. 
7"77 
7"48 

8119 
6"40 

6"70 

6"66 
6"as 

6"41 

6"97 

6"91 

1902 

1903 

1904 

1905 

1906 

1907 

1908 

1909 

1910 

IOU 

-

1- ---- -- ----~--------- ----- - --._-

U"S3 

11"75 

12"24 

12"45 
12"/10 
IS"311 

14"24 

IS"68 

l4"OS 
13"04 

3-38 

3"42 

3"42 

S"81 

8"58 

S"28 
S"40 

8"69 

3119 
S"85 

16"94 

18"48 
16"52 
16"71 

16"54 

16117 

16"82 

17"19 

17"38 

18"\15 

U"35 

11"85 

12"50 

12"27 

12"50 
IS-17 

14"33 

U"11 

12 "SO 
121)7 

S-44 

S"" 
8-73 
8-7S 
S-74 
S-78 

4-01 

4-19 

'-IS 

4"23 

10"08 

10"00 

19"49 

10"87 

10"15 
10"R4 

U-211 

10"S6 

U"07 

U"40 

2111 

2"71 
2"72 
2"68 
2-M 
2"59 

!h53 
2"73 

2-S0 

2"84 

12"90 

12"88 

12"48 

12"S6 

11112 

U"DS 

12"17 

II "SO 

U"" 
11"89 

LOCOMOTIVE POWER. 

U-40 

U"25 

10"85 

10"90 

11"13 

12"M 
12-32 

U"M 

U"23 
U"as 

0"06 
10"58 

10"41 

10"15 

10"lS 

I hill 

12"07 

11"42 

11"68 

U"75 

9"01 

9"13 

S"95 

0"05 

9"40 

10"39 

10"69 
10-74 

10"S3 

11"01 

-- ----1------ -

13"07 

U"49 

14"27 

14"05 

14"20 

13"16 

15"61 

14"31 

15"09 

14"96 

12"73 17"88 

12"26 17"32 

11"79 17"04 

U"88 16"00 

U"92 16"14 

12"67 17"S3 

13"08 18"28 

12"20 16"35 

U"S6 IN2 

11"75 , 17"07 

REPAIRS AND RENEWALS OF ROLLING STOCK. 

S"1\8 2"7S 

S"62 2"SO 

S"6S, 2"S3 

S"68 2"7S 

S"" 2"89 

8"52 2"88 

S"18 2"92 

S"18 S"18 

S"18 S"47 

Sil7 S"SS 

2110 
2118 

2"02 
2'24, 

1"85 

1 "SO 

2"00 
2"81 

2"01 

S"06 

3"01 

S"IO 

S"13 

3-17 

S"23 

3"43 
3"42 

S"43 

3"69 

3"98 

6"88 3"IS 

7"02 3"23 
7-211 3"31 

7"60 3"24 
7"87 3"28 

7"94 S"42 

8"15 3"23 

7"98 3"3'2 

8"87 S"82 

9"00, '"23 

2'35 

2"23 
2"23 
2-23 

2'35 

2"51 
2-09 I 

e'29 
2"35 

2"55 

1902 

1903 
190( 

1905 

1908 

1907 

1908 

1909 

1910 

1911 

190'2 

1903 

1904 

1905 

1906 

1907 

1908 

1909 

1910 

1911 

-~- -------------'---------------'-----'---

18"S7 

17"33 
17"34 

17"IS 

17'02 

17°14 

17"2l 

17-8. 
IS"I, 

18"19 

10"68 I 11-15 

101)7 11"13 

11 i)I) I 11"19 

10"88 11"03 

10"6& 10"0.; 

10"65 10"66 

10"78 10"41 

10"60 11"27 

10-57 1~1l9 

10"18 10-76 

TRAFFIC CHARGES. 

IS-211 

IS-43 

IS"26 

IS-IS 

12119 

IS"20 

1S"311 

IS"13 
121)8 

IS"48 

S1I4 10"07 

8"32 10"39 

8"85 10-48 

8-32 10"67 

8118 101)1 

8-28 10-87 

8-52 11"01 

8-45 11-16 

8-71 11"38 

9"11' 11"48 

I 

------~--,---------

12"6S 

13"61 

IS1IO 

13"58 

13"34 

13"'7 
13118 

14-14 

14"'~ 

14-88 

14"14 

14"05 

13"84 

13"95 

IS"83 

IS"94 

IS1IO 

IS"76 

IS"88 

IS"71 

11 "as 

11"24 
101)2 

10"58 

10"44 

10"70 

10"61 

10"55 

10"90 

11"49 

1902 

1903 

1904 

1905 

11106 
1907 
1908 

1909 

1910 

1911 



xlviii 
EXPENDITURE PER TRAIN MILE FOR VARIOUS COMPANIES. 

No. 21.-COMPAUISON of EXPESDlTt:RE per Train Mile (exclusive of Steamboat, Dock. 
Years &om 190% 

Nok.-Tho expenditure 01 tbolln .. worked 

i il G1Mrw !' (l ..... t I G ..... t O ..... t 
• C I Ce t I I G t O--t. (; ...... t ! Northern,- North Sout.bdom G ..... t VEAR ~ 8: e- n ra Furness aD rea. Ion. • ..,... I aD 

j~nlan,_ ~ndo~I __ ~ ... ' J~~~~.:~~:~ :::~~:~h~mJ_~~_fo.n_f ~'Js:,,~:"'~t_I:;n_d'_W"~~1 

d. 
1902 1"28 

1903 1'25 

1904 1"20 

1906 1"20 

1906 1"29 

1907 1"28 
1908 1'34 

1909 1'32 

1910 1'48 

1911 I 1'47 

1902 

1903 

, 

1'71 
1'82 

1904 1'98 
1906 1'95 

1906 1'97 

1907 2'07 
1908 2'29 

1909 2'33 

1910 2'34 
1911 2'30 

--~---~~ .- ;. r --:;--

2'50 3'16, 1'34 I 
2'49 2'98 1'36' 

d. 
1'59 

1'59 

1'63 

1'70 

1'76 

1'79 

1'83 ! 
1114 

1'87 , 

2'01 

d, 

1'57 
1'63 

1'71 
1"70 

1'86 

1'94 

1'00 

2'06 

2'11 

2'08 

1 ~~ T -1-::a-' --1~:11 
1'73 1'61 1 iI6 

2'60 S'22, 1'42 I' 

2"78 3'16 1'37 

2"64 3'45 1'36 i 

1'52 1'80 1'66 1'76 II 

1'9\ 1'63 1"71 

I'S5 1'40 1'69 

2'65 3'41 1'39 I 
2'42 3'44 1'44 

2'19 3'48 1'46 
2'03 3'36 1'52 

2'17 3'60 1'53 

RATES, TAXES, AND GOVERNMEN'r DUTY. 

4'64 

5'39 
5'52 

5'76 

6'25 
6'21 

5'Z1 
4'69 
4'50 

3'60 

3'00 

3"28 

3'86 

3'96 

3'74 
3'57 
3'79 
4'0'2 

3'94 
4'05 

1'71 
1'83 

1'86 

1'76 
1'63 

1'116 
1"76 
1'82 

1110 
1'8\ 

--I~~-- 3'41-1-2'-45- -.2'19 

1'98 3'59 2'66 ·2'40 

2'05 

2'08 

2'08 

2'00 

2'10 
2'22 

2'17 
2'19 

3'68 
3'8\ 

3'80 

3'61 
3'50 

3'69 

3'71 

3'59 

2'82 

2'68 
2'40 

2'40 

2'50 

2'52 

2'49 

-2'37 
-2'42 
·2'36 
-2"26 
-2'32 

-2'35 

-2'29 

-2'21 

OTHER RAILWAY WORKING EXPENDITURE, 

1'45 

1'48 

1'63 

1'79 

1118 

1'74 
1'75 

l'S6 

1'86 

1'93 

1'88 

1'81 

1 '63 

1"70 

"1'93 
-1'95 

-.'99 
-2-06 

*2'00 

*1'95 

·2'07 

·\1'12 

·\1'12 

*2'11 

I 

d, 

I'll 
1'15 

1'18 

1"20 

\'26 

1 "J6 
1'29 

1'33 

1'36 

1'37 

11112 

i'98 

8'11 

3'26 

8'28 

31JU 
8'19 
3'211 

3'23 

3'/6 

-- .. -I--~-I-----------

19021' 2'54 0'19 0'60 
1903 2'63 0"20 0'50 

2'69 

3'29 

2'89 
2'83 

3'46 

B'21 

3"28 
3'35 
3'49 

3'53 

3ilO 

2'85 

2'87 

2'94 

3'03 

3'01 
3'14 

3'00 

2'83 

3'02 

2'52 

2'76 

2'50 

2'51 

2'M 
2'52 
2'26 

2'37 
2'63 

2'72 

2'24 

2'23 

2'16 

2'17 

2'33 

2'35 
2'45 

2'45 

2'44 

2'50 

---~::--:::-- ~:~-I-~::: 
1904 3'09 0'22 1'15 

1906 2'78 0'35 0'91 

1906 2'93 0'42 I ilO 
1907 3'00 0'35 1'08 

1908 3'08 0'36 0'68 

1909 S'IO 0'24 0'68 

1910 I 3'43 0"20 0'59 
1911 I 3·23 0'52 0'u6 

__ .. -1. ______ _ 

- ... -. 
I 

1902

1 

35'49 , 35'55 41'62 34'13 38'23 
1903 36'42 I 35'46 42'71 35'64 38'41 , 
1904 35'14 I 35'73 42'65 34'78 38'01 , 
1905 35'09 

, 
35-73 42'62 33'19 36'51 I 

lllOil 35'54 
I 

36'14 42'99 33'41 40'53 
1907 37'90 33'93 44-72 34'98 42'48 
1008

1 

38'53 I 30'72 43'36 34'90 43'24 
1909 361>8 25'68 43'23 I 36'07 42'76 
1910 40'47 23'09 46'45 

I 
35'52 43'25 

1911 40'18 23112 49'76 36'06 45'17 

• • • 

TOTAL, 

I 36'75 37'12 

! 39'57 38'19 
39'62 36'25 
39"70 37'81 
40'11 37'76 
40'68 39'06 
40'39 39'68 
40'14 39'66 
40'&2 40'29 
41'43 40'19 

1 

1'91 1'38 1'07 0'91 
I'HI 

1'93 

1'99 

2'21 

2'16 

2'02 

2'60 

1'36 

1'45 
1'40 

1'35 

1'25 
1'34 

1'27 

1'25 
0'81 

0'69 
0'69 

0'60 

\1'13 

1'35 

0'93 
1'02 

1'06 
1'05 

0'93 

I'M 
1'21 

'--__ . _______ ._,C..._ 

, , .. 
I 

I 
35'30 27'82 34'47 I 36'85 

I 36'36 28'Z1 34'19 36'98 

I 
38'68 28'61 35'39 37'33 

37'86 28'37 35'57 37'46 

37'50 27'93 33'86 37'72 

36'17 28117 34'49 36'30 

38'74 29'67 34'44 39'18 

39'18 29'04 

I 
34"29 39'21 

38-77 28'94 36'00 39'47 

42'14 215-77 I 35'78 39'SO 

I 

• Datu and tuea only-the passenger duty is Dot charged in IrelwlCl. 

, 



xlix 
EXPENDITURE PER TRAIN MIJ,E FOR VARIOUS COMPANIES, 

Harbour and Canal expenditure) of the undermentioned Railway Companies in each of the 
to 1911--<lO'ntimted.· 

by the sever&! Companiee is included 

1 uu, London r London l..ondoD Midlaud I South, 
i oubire and and Brighton Great North I North, Eastern TaW 
rndYOTk, North, I South, and Midl .. nd, Western British . I.Eas~rn, ond VaJe, 

.hire, W .. tern. W ... tern, Soutb • of Ch.tllo.m. C ...... Ire1 ... d. ------_._-- . _-- ----_. ._ . 

GENERAL CHARGES, 
-_. .-. ---- --_ .. _----

d, d, d, d, do d, d, d, do do 
1'18 1 'SO 1'34 1'46 1'14 1'42 1116 1"29 2-25 2'40 
1'24 1'91 1'43 1'44 1'13 1'43 1'06 1'41 2-28 2'36 
1"24 1'88 1'46 1'43 1'13 1'42 1'08 1'47 2'21 2'34 
1-26 l'Ul 1'46 1'63 1'16 1'57 1'05 I'M 2'2ri 2"25 
1-23 1'91 1'53 1'51 1'16 hj2 1116 1'47 2-23 2'30 
1'17 1'86 1'03 1'54 1'16 I'M 1115 1'52 2"26 2'36 
1'29 1'93 1'55 1'49 1'20 1 'liS I'U 1'72 2'31 2'33 
1'34 2'26 1'55 1'53 1'24 1'57 1118 1'70 2'29 2'33 
1'38 2'33 1'58 1'47 1'27 1'.')7 1'13 1'80 2'33 2'49 

1'46 2'30 1'63 1'49 1'84 HS'; 1'18 1'84 2'36 2'79 

- - . -- -. _ .. _-- ------ .. _----

RATES, 'fAXES, AND GOVERNMENT DUTY, 

YEAR. 

1902 
1903 
1904 
1906 
1906 
1907 
1908 
1909 
1910 
1911 

---- - - --- ------ .. ._--------
2'94 2'75 
3'23 3115 
3'04 8'30 
8'81 3'36 

3'69 S'25 
3'S8 3'13 
3' 0 3'2 6 
3'59 3'48 

3'74 3'46 
8'SO S'45 

--.- . ---" - ----

l'OS 1119 , 

2"24 1'12 
2-26 l'U 
2'18 1114 
2'OS 1'09 
2*12 1'29 
2'02 1'28 
2'03 1'20 

211S 1'26 

2'31 1'29 

-_. __ ._--- _. 

"'12. 44'04 
45'76 46'62 

46'09 47'34 
46'76 46'63 
45'09 46'01 
40'73 47'S1 

47'38 48'84 

47'82 49'13 
4S'M 40'11 

I. 49111 , 60113 
, 

3 
3 
3 
8 
3 
3 
3 

'53 

'69 
'86 
'S5 
'69 
'51 
'46 

3'56 
3'62 

3'47 

1'68 
1'30 
1'03 
1'03 
1'60 
1'23 
1'38 
1'29 
1'48 
1 '\l2 

37'54 
37"25 
37112 
37'01 
87'05 
37112 
37'63 
37'21 
37110 
33'14 

I 
I 

4'S1 

5'U 
5'22 

5'36 
5'16 
4'90 
4'78 
4'83 

4'65 
4'12 

2'06 
2'23 
2'29 
2'36 
2'38 
2'24 
2'18 
2'24 
2'32 
2-26 

*1'35 

*1'38 

*1'41 
*1'44-
*.'46 
·l·~ 

*.'43 
*1'54 

°1'62 
-1'65 

1'45 
I'M 

1'72 
1'75 
1'73 
1'72 
1'81 
1'85 

1'81 
1 '81 

, 3'16 

I 
5'48 

3'73 0'56 
4115 

I 
0'35 

"05 0'62 
3'14 I 5'34 
3'40 5'16 
S'72 j o'lO 

3'03 5'15 
4'02 5'30 
4'02 5'07 

OTHER RAILWAY WORKING ElC.PENDlTURE, 
- - -~--------.--------

2114 2'63 0-28 1113 I 0'64 I 1'07 
1'68 2'97 0'61 0'99 0'53 

I 
1-38 

1'50 S'31 0'55 0'90 0'75 1'25 
1'44 3'4.7 0'00 0'64 0'86 

I 
1-23 

1'43 3'41 0'32 1'31 0'81 
I 

1'09 
1'35 3'43 ()-oI6 0'95 0'99 1'01 
1'18 S'55 0'47 0'98 0'95 I 1'12 
1'18 3'54 0'55 0'90 I 0'90 i 1'22 
1'51 3'68 0'33 

I 
0'93 0'87 I 1 'SI 

0'93 

I 
1 "29 1'23 3'72 0'49 0'09 

TOTAL. 
---- _. - . ---

43'28 38'16 

I 
SO'09 30'56 46'46 

I 
46'55 

43'35 S9'16 31'113 31'SS 48'U 46'86 
42'S5 38'78 32'00 31'49 49'37 , 44'89 

I 
42'69 38'89 31'89 32'20 49'14 

i 
45'35 

41'40 39114 31'S9 33'43 48'92 
I 

45'93 
40'54 40'53 3-2'87 34"24 50-30 I 46'37 
39'43 40'63 34111 35111 52'39 I 46'30 

39'87 40'20 33'68 35'27 51'U I 45-54 

39'42 40'82 34'50 35'79 52'82 I 46'35 

38'S7 41119 36115 36'M 53'07 : 46'24 

a'61 1902 
576 1903 
5'82 1904 
0'63 1906 
5'43 1906 
0'30 1907 
5'05 1903 
4'98 1909 
0'08 1010 
.'17 lOll 

.-----. 

_ .. • 
I 1*76 1902 

I 
1'26 1903 
0'84 1904 
1'20 1905 
1'56 1906 
J'28 1907 
0'91 1908 

I 
1'93 1909 
2'14 1910 , 

I 
2'77 1911 

------- ----

I 49'1S i 190'l 
47'69 1903 
46-23 1904 
44-24 1906 
44'92 1908 
46'74 1907 
46'55 1908 
44'84 1909 
46'41 \910 
.s°7a 1911 



RAILWAY RETURNS.-1911. 

No. 1.-0 A PIT A L, &c. 

RETURN of the authorised SHARE and LOAN CAPITAl. of the several RAILWAY COM
PANIES in ENGLAND and WALES, SCOTLAND, and IRELAND, and of their PAID-UP 
ORDINARY, PREFERENTIAL, and GUARANTEED CAPITAL, and DEBENTURE STOCK 
or FUNDED DEBT, on the 31st day of December 1911, specifying the rate per 
cent. of the Dividends for the year 1911 on each of the said Capitals; showing 
also the Loans outstanding on the 31st day of December 1911, classified accord
ing to the several rates per cent. of Interest; and the Capital subscribed to 
other undertakings, whether such undertakings are on lease to, or worked by, the 
subscribing Company, or are independent. 

NOTE.-Th. figur.s in italics, III regards the year 1911, on pages 2 to 45 show the amounts by which the 
Capitols of the Railway Compani.s have been nominally increased by the conv.rsion. consolidation, and 
division of th.ir Stocks. In c.rtain ..... s th. consolidation hili resulted in a nominal d.crease, th. 
amounts by which th. Capitals w.r. 80 d.creased b.ing specially noted. Th. amounts of Capitol 
printed in Roman type includ. th. nominal additions and show the sums rec.iving th. rates of 
divid.nd stated against tlt.m. 

18Sb, A 



2 HAlLWAY HETUIINS.-1911. 

------------------------------------------------------
No. I.-AMOUNT of CAPITAL, &c., upon the 

XOTE.-The amount1'l lty whit·,. I hp CH1,itAhi of the varion. .. Companie.. ha\'., been fI(lfIll"nlly if1l'"'" .... 1 l" 
'l'het'e Amouut .. tU'8, in alll'ILMeJiI, in~ludffl 

AUTHORISED CAPITAL. l'AllJ·ur SroCK AND 'SHAll:. 

\----------------,------- -'-

NAME OF CoMPANY. 

Ackwtlft·h Light.. .. 

By Sh .... i By LoaJU! -
and I and 

Stock. I De.benture 
1 Stock. ! 

£ 
! 

£ 

132.000 44,000 

Tot&l 

£ 

176,000 

Ordinary. 

£ Per 
cent.. 

Alexandra (Newport and South Wales) 3,280,000 
Docks a.nd Ra.ilway. • {

'I,ooo,ooo 
1,093,700 4,373,'750 

330,t6ot 

Nil 

Aluminium Corporatioll I~td. (Dolt:arrog 
Light Railway) . .•. 

A vonmoutih Light -

Ba,ry . . - . . 

1l" -) .. .<; i:' a :.:; J Vale of Glaruorga.n . . 
i:="'~ 

Barton and Immillgham Light . 

Bideford. Westward Do! andAppledore. 

Birkenhead (vested jointly ill the Great 
Western and London and North
Western). 

40,000· "0,000 

21,000 : 28,000 13,230 Nil 

f m,O!. 6i 
1,155,226- 4 

4,730,000 1,729,000 6,0&59,000 1,166,226t 2~ 

1,1,155,216 + + 

573,000 133,000 756,000 5.13,000 4 .... 

Worked by the "Gre(lt Oer~tral.' 

I , 
80,000 14,186 94,186 80,000 Nil 

2,500,000 
i 

2,550,000 1,941,506 4 
IM,316t Nil 

PreferentJ&l. 

£ 

1,620,000 

19t,l60 

1,284,291 
698,760 

90,000 

-

~ 

'14,I,S 

..... Po. 
oeut.. oeut.. 

4 4 
5 a 

4 4 

. -

. . 

Bishop's Castle - ThiH 1 ine is in the bands of.a Receh·er and no rot'lll'lUl of capital are available. 

Blackpool o.nd FI .. twood Tramroad 

Bradford CoI}IOr&tion (Nidd Valloy 
Light). 

Brecon and l\lerthyr Tydfil Junction • 

I , 
It<O,Ooo I 60.000 240,000 150,000 

86,000 86,000 

1,272,500 [1,001.83812,274,338 

I 

135,000 i 4J 000 I 180 000 
I'! ' 

I 

{ 

264,360 

I • : 

I i 
75,000 I 2U I 

Nil 

! . I . I 

i 

I -

6O,OW' 

4 
4 
4 
6 
4 

I 

. I 
I 

~:I 
5 , 

Nil' 

! 
41 : 

Guar&qteed. 

£ 

-
.. 

-

-

Po, .... 
"" ... t. ,~, 

. -

. -
- -

- -



; 

RAILWAY RET1:Iu'is.-HIll. 3 

:JIst December, HIll.-ENGLAND AKD WALES. 
~nve",iou. oollJWlidation. OT rlh'h'ion of tlleir stocks are given in ilA/ia heluw the totall'!., 
In the fil(1lTe8 given in Romau type. 

('APITAL. CAI'ITAL RAISED BY LoASS ANO 
Dt:OY.NTVRE HTOCJt. 

-- ~------------ -

Loan •. 
! Debenture ! 

Total Stock. , Total - -- -: raised by Paid-up 
~ -

Stock and 'S ... 
_ .) ~ .Loa.ns 
,= EI and Share Amount. ~!! Amount. Capital. !.lI .lI Deben~,," 

='::1 ri!"sl Stock. 

s:. I:. PM £ p." £ cell'" CIIot. 

- - - - - -

2,620,000 - . 511.787 4 5U,787 

I l.u.(}()(~ - - - - -

I 
1 
I 

-I - - - - -

I , 
I 13.230 -- - - I -' -

i 

I 
, 
i 

i 

3 1I,=,0:1l 5,039,51. 23,1I5~ 1,243.146 

PAID-UP CAPITAL, 
SUBSCRJPTIONSTO IXCLUDBiG LoANS & 

DEBKNTURE STOCK.. OTHKa COJlPA!'fIBS. , 
"--- -- - - ~~ 1-- , 

i 
• Total i 

Total 
OD 3bt ON 31_ 

December. ~. 
19U. 1910. 

I 

I:. I:. 

- -

3,131,7871 e.96$,lE7 

1#.oooti 14~,I)()01 

! 
! , 

-

I 
-

I 
13.230 1 13,110 

6,:lS2,663 6.;..~rlSi 

, , 
REIlARKS. 

To Joint i To ?ther I 
' Railway I 

COut- 'Co I . ' "I-
mlttees. paoiee. i 

I 
I 

£ I:. 

- -

- -

- -

I , 
i 

- I -
! 
I , 

- -, , , 
: 
1 

- -

! 
i ... I{RaIl'" .ulbo ...... DDdor IJgbt BaUwa:re Ac1, 1898.. 

No capital bad beeo rai8ed I 11.& Decembv. lUll. 
.. 

1 flD addition k) paying in 
I on CaplLal the l'ompa.Dl 

...... .... '1 l!"fi'OL for BoJa]r.ies. 

; fNomiDal reduetJob 01 Capital 

I 

i i 

• Amoullt of C.pital _bleb t he 
to 

• 
('Ol'por.aUoo ue aaUtoriled 
apply CO the purpoMS of til 
rall".,.. At Ute 81 .. Decem 
bel', llnl, \be cuostruct.6oD 
the rail ... ,. bad DOt 
commenced and DO C-api 
bad been deJlol&e17 aU .......... 

i f Ratl,"" authorl8ed under 
l Llgb' Ball..,. Act.,liI96. 

... 

• Preferred ('.QDTeJ't.ed. Ord 
S'""' .. 3i 

11~45,!1t6 5,779 3 1!l~.05S f!04,831 1,4.."iI),063 $ 

I 

31 

1 ,433 •• '1S7 - -

I 

II t Defened Con'f'er\ed Ordina '1 

De

Rent 

' s ..... 
IiI Par\ly Preferred; paRly 
: I ferred.. 
i , ,Beee"N forcoaversioa of 
i- " ........ 

I 53.,000 - - 12'7.(MlO 127,000 
I I , 

I i 

I 
1 : 
I 

SO,OOO 14-,186 ~. - 1-&,166 -I 
I 

I 
2,300.000 - - - -: -

I 
: , 
: 

I 
1110,000 4O,\.lOO 6 - -I 40,000 

{ 150 S! } - $S.77ti 36 - - eo,a 1,.5U() 3f 

1,147,71' I4,O~;;t 6 9OS,6H • VI7 •• 48 

P,874 - - 46,11&: - 46,118'. 

135,000 - - Q,OOO • Q,OOO 

, 
660,000 6(;(),QQ() - -

! , 
I , , 
I 
I , , 
I 

0&,166 9~@; - -

2,3S0,000 
: 

~"5.-;O,OUO - -

I 

I 
190,000 I 190.(J()O - -

, 
i 

$.1,426 I t;Z,i_16 - -

I 
2,0S5,463 I !.V8J.-Ib:! - -

8; ... 3;; .• - -

180,000 l!ifJ.(J()() - -

A2 

I 

! , 
! 
I 
I 

I 
! 
I 

ID ... .... , equal proptR1.iooII bet • 
r-.-...._ d1 ..... 

: the 0DaI pan.i~ iD wbich 
I Uneia'tf:!llC.ed. 
! t.Amoobc. reoeJ'fed. OlD 

'~ ~","d'" ---' or1~ited and 00 wbidl DO 
: 4hideod it. paid.. 

I 
1 
i 
I 

, 

bAIo_ed bJ Ute ~ 
' bias ITp.kI ou.l til Sioki 
rhd

"'; .. '" • - '" = 
rqlld prior '" n.& 
lil!.. 

1·......,.---t ,--... pt~ .at.. OIl ..... , 
f '''''-. : ~0GWIal cIec:nue. 

TlM' Ibw '- worbIf ..,. the I ('..-It&.ee uI &be "Load 
III:Id~Sh-W ..... - ... -lII. 

1GD, -... l ...... ··eu.~ .... 
u.~"'.Danel ~ 

• 



4 RAILWAY RETURNS.-1911. 

No. I.-AMOUNT 01 CAPITAL, &C., Upon lh. 

NOTB.-The &motlntM by which the ClI.pita.18 of the vario1l& Companies ba.ve been rwt"innll" int!1'OUt!l119 
TheMe amountf' aN, in all ()AIIM lncludnit 

------------------.---------_. 
A UTHORlSED C APIT AL. l'Am-up STOCK AND SIUJtI. 

NAME OF COMPANY. 

Brighton and Dyke 

Butilcigh Salterton 

UUITY Port and Gwendreath Valley 

Ca.mbrian 

• ~ a 
~ 

""\ 
E 

Mawddwy J,ight 

"i Ta.nat Valley Light 

~ 
I;: 

Vall -

Total. 

Ordinary. Preferential. 

-e I il By Shares By ~d I 
I and Debenturei I Stock. I Stock. Amount. - = ' ~~-d j Amount. - >._, 

~S!I 

;; - ;; I £ I ;; ,p" I I C6bt. 

_ Worked by tI~ Londenl, Brighton, and Sout/, Coast. 

I I I 
• Leased to tl", Londou and Smul,· JVcstCI-n. 

59,650 150,000 209,650 
, 

I 
I 

• 3,500,418 3,729,894 7,230,312 

v,ooo 

I 

· I 19,000· 

i , 

·1 20,000 

i 

9,000 ! 

I 

29,75Ot

r 

I 
6,666 I 

I 

-18,750 

26,666 

( 25,350 

111O,o5ot 

[1,421,446
1 

l -

4,051 

20,000 

76 

Nil 

Nil I 

Nil 

Nil 

£ 

33,120 

16,7(J(lt 

.,919,6iS 

129,757 

P .. 
c~nt. 

5 

- i 
I 

\Veli-lhpool & Lla.nfair Lightl 21,000 

i 
26,000 ! 15,06[, Nil 

\ 'Vrexham and Ellesmere 

Cannock Chase a.mI Wol verhampton 

Cardiff . 

Central Essex Light • 

CentraJ London 

(J/w,mwood Forut . 

•• 230,000 I 
• 80,000 

I 

! 

74,666 i 
26,600 I 

• I 5,362,100 .! 2.400,999 

178,000 89,000 

304,666 

106,600 

7,763,099 

267,000 

180,000 

70,500 

2,600.000 
500,000· 
2OO,ooot 

_ [1,823,420· 
• 3,480,000 1,086,000 4,.66,000 \ 688,29Ot 

\ 688,290l 

I • 

31 

Nil 

2 
4 
3 

1,000,000 4 i 

I 

I' -

41 

~r : 
ClJut. I 

, 
:'\ iI I 

I 
.Vil 

i 
- I 

I 
4 t 

I 
I 

46 

Gno.mnteed. 

£ 

,-

Po. 
, ('lint. 

_ : 
i 

- I 

- I 

i 
- I 

- I 

.... -
I 

~ I 
- ,i 
" .. 
:1 

- ~ f 

Cheshire Lines .l."ommittee 

I Wu,.kod br the LOndi auti Nort Wut<1'7" 

These lines are the joint propeTty of the" Great Central," U Great N orthem." and II M.idland'· n ail 'I 

j $ '] ~i 
.., ".1l Southport and Cheshire 
1!.= ~ Lin.. Extension. 
,:,.:;..= = 
::;~o 

1;:6'"" 
City and South Loudon· 

Clayton West and Dorton Light 

Cleat.or and Workinp Junction 

I
I {288,OOO Nil I 75,000 2i' ! j 

385,000 200,000 585,000 1 I 

3,480,000 

60,000 

517,200 

, 15,000 Nil. 

1,118,000 4,598,000 

14,500 74.500 

172,400 689.600 

.,480,000 ' 

218,010 

, 
I 

III I 
-I 
4J1 

860,000 

167,700 
70,000 

4 i 

41 • 



RAILWAYRETURNS.-1911. 

31st December, 1911.-ENGLAND AND W A pre cunJinud. 
ooDvel'8ion, coWlolidation, or division of their stocks are giVeD in italics below the totals. 
in the figures given in Roman type. 

5 

----------.. - -_ .. __ ... _--,--------;-----,-------
CAPITAL RAI8ED BY LoANS AND 

DEDBNTUR& STOCK. 
PAID-UP CAPITAL, 

INCLUDING LoANS I; 
DEBENTURE STOCK • 

CAPITAL. 

Total 
Pa.id-up 

Stock and 
Share 

Capital. 

. Debenture 
Stock. I Total -----i raised by 

l ~ Loo.os 
·_';1 :_...il and 

Amount. I Q ~ I Amount. '. Q ~ I Debenture ,HI '~S~ Stock. 

Loo,llR. 

Total 
·on 31st 
December, 

1911. 

1:2~ :=~I 
------'--+-' --+-

£ £ 

58,470 ( 80,000 
l 4,345' 

4,001 

15,171 

20,000 

( 
11.500 
6,000 "\ 2,750 

, 4,500 

1,666 

15,065 \ 

280,000 

6,001). 
5,7.'11i 
3,194 

300' 

Po, 
coot. £ 

4 60,000 
6 

, 3,100,937 

?,250 

11 3,000 

S! 
SI 3,000 
S~ , 
6 I 

58,000 

70.500 6,47" 6: 

l 4,300,000 

3,333,300 

6,160 " 

~ i 2,:::::: 

-I 
i 
I 

926,000 

Pel' 
cent. 

4 

4 

SI 

I 
I 

I , 

2 

4\ 

4 

£ 

3,191,828 

151,W/ 

7,250 

24,750 

4,666 

5H.OOO 

12,633 

S 2,033,:100 

8 888,338 

4 9'26,1)00 

£ 

202,815 

12G,750t 

6,532,952 

:18[.,::06 

11,301 

39,921 

24,666 

8~,I33 

1l,3.'l3,300 

383,33$ 

4,309,300 

Totol 
on 31at 

December, 
1910. 

£ 

;J02,815 

126,7501 

6,507,i70 

f!81,f06 

10.469 

:!.4,66tJ 

;19,079 

~ss,ooo 

S.1,13.1 

G,.1.f.1 JUO 

383,88,' 

8,9SfJ,OOO 

Companies, t.I,. Capital ... inoluded in the Returns of t.I",.. Compani .... 

363,000 200,000 3 200,000 663,000 563.{)()() 

15,000 15,000 15,()()() 

I 
ll,330,000 I - 681,tt!9 4 881,829 3,011,829 8,971,816 

I fJ3,710 I - 1:18,400 31
1 

133,400 :)9'1,110 .fj9!,110 

SUBSCRIPTIONS TO 
OO'HER COMPANIES. 

To Joint 
Com. 

mittee!. 

£ 

To other 
Railway 

Com
panies. 

£ 

REMARKS. 

{

4 L"npltall&ed value of Rent
l!bllrgel. 

t SomlD&1 Decreue of Capital • 

.. Capitaliled nlue of Laud 
It.ellt·chlUltei. 

j
'10 atldltlou to tho authorillCtl 

capito.l &hewn, 1\ free grnnt· 
amounttng to 9,OOOl. wae pro· 
mised hy H.Y. Trea8ury. '£hli 
grant "M to be proport.ion· 
awly reduood If the rotal 
espendlture on t.he BaIlway 
WAI lea tllrul the original 
eeUmate of :W,SOOl. The Hnt 
moiety of .,6OOl. baa been p:lid 

l
and appliCAtion hal been made 
for the balance. 

The authorised capital tncludeti 
the lum of 8,000l. authorised 
to be IIdvanccd to the Company 
by various Load Authorities. 
At tho Slst December, lOll, 
6.000l. had been 110 advaDced 
on tho security of Debenture • 
Stock. 

Rallw"y autborlsed under the 
Light Railways Act. 1896. 

A capital lUlU of 2Z,000l. baa 
beeo granted by the Treuur" 
"ho have allO ngreed to lend 
the ColUpany 6,ooot. free of 
interest. These· aluollIlte .,.. 
1I0t Included III thu return . 

• Including ',oool. subscribed 
by local authorl~les. 

t IIiCludlng !U,'501. advanced 
by local authorities.. 

J 

Ballwny Authoriled under the 
J.ight RalIWD\1 Act, 1800. 

Th" Compnny 1118 in addition 
reeeived from the Trea.aury a 
capital 111111 of .£17,500, &Ild " 

l
ilian of .:5.701.1. Illterest 00 
the loall II pnid at the rate of 
8J ~ C8ol. per aooum. 

·C:allltllli&l:!ll V:allu. or REnt
.~ll&l'I.'L'1I. 

{
* PI'!..'furt'od Ordinary Stock. 
t Sco..'<1wl Pr~ferred OrdillUY 

:stu.:k. 

I{RAII'Way anthorlaed under the 
Light Rall".y. Act, 1896. 

No capital bad beeu raiaed at 
Slat December, 181L 

I 

{
'. UndMded Ordinary Stoot. 
t Preferred OrdllW')' Stock. 
l Deftlrrttd Ordln&rJ Stock. 

Incorporated hy the Cbeah1re 
Linea Act, 1867. 

I {IIa1''', a.,borieed ..... "'" LiRht. Rathn Act. 1896. 
I No capital haJ beeu raiaed .. t 
, In.l. J.>occmber, HilL 

• • 
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NAME OF COMPANY. 

--~-- _. 

RAILWAY BETUBNS.-HIll. 

No. I.-AMoUNT of CAPITAl, &0., Ilpon th, 
NOTL-The amounts by which the Capitals of the variotlB CoDlp&lliM have been .~1KIIIy inc~ h1 

Theee ILIDQunte are. in all ca.sea. inol"d~ 

AUTHORISED CAPITAL. PAID·UP STOCK AND SRARI 

-- - -
I lJrdinary. l'nderent,ial. Guarantoed. , 

. I 
~- - .-- - - -

By Shares By u:r" , , 

.. ~ .1. and i Deb:ture i Total '" 1 ;; ·_1 - = I Amount. ~'S~:'S~ . Stock. : Stock. ! Amount. : Q ~ ,Amount. ! .." 0 '" .'5~ !tp:-:'"ti 
I '3· ... -0 t 

l~~~h .~·;:1.!·1 

I I O!.~ '~I .::!.~ ~.~. : ~ iii ~ C Q 
.. 

I ~ 
I, £ Po, Po, £ Per £ '" oent-. cent . ..... cent . .... £ I Po, £ , 

leobury Mortimer and Ditton Priors 96,000 32000 128,000 86497 Nil - .. - - - .. , , I Light. 
c 

Coo kennouth, Keswick, and Penritb 336,000 110,000 445,000 307,479 I 2A 25,000 5 6 - - .. 
, 
I 

Co lne Valley and Hal,tea.d - 86,790 432,185 518,975 61,200 Nil 25,590 5 Nil - - .. 

rringhRm Light - 14,000 4,6117 18,667 12,000 76

1 

- - - - - .. 
1 , 

rris - 15,000 5,000 20,000 15,000 Nil -- I .. i - .. .. 
I 

Co 

Co 
, , 

rewkerne, South Petherton and 66.000 22,000 9.5,000 I, 
I - - - .. - - .. .. 

Martock Light 7.1100* , c 

Croydon a.nd Oxted .Joint Committee The line jg the joint property of the "London, Brigbton,:mll Hout.1 l'OIl"~" IUld IISouth·EMtern' 

I 
600,000 I 200,000 1 800,000 D ... meVaUey 

• 
100,000 4 455,000 11 4 

1 1 
I leptfonl Foreign Cattle MA.rket Uailway S('-'~ nnder London Corpora.tion. 

27,000 1108,000 

"'~ I '''''"' - ., 
See 'f A1uminium Corporation Ltd." 

Derwent Valley Light • 

Did.eot, Newbury a.nd Southampton 

Dolgarrog Light • 

81,000 I , 

I 
947,760 I 

Nil 7,498 

638,240 

5 Nil 

5 Nil 

Do\'er amI Deal Cnmmittee 
I I . I 

The line is the joint property of the II London, Chatham and Dover ., and" South·.Ett.l-tci"II .. 

. . I I I 'I I I. !, 
.} Theseraihvays are tbc property of, and are iOrked by, M"""',Guest, Keen and Nettlefolds, Limited 

12,000 I 4' 1 

Dowlai ... 

Dowla.is Extension· 

Easillgwo)rJ. - 13.500 4,500 18,000 

En,.'4 and West Yorkshire Union 248,000 100,600 348,600 116,434 1 130,998 4 • 
EllSt Kent I.light - 240,000 120,000 31;0,000 

East Lincolnaltire - Lea8ed to t'M uGreat orthern," 

3,240,799 Nil 

East London • . 3,2016,000 2,579,000 5,824,000 

840,699 Nil 

Eaeton and Church Hope 89,600 70,000 169,600 
I 

29,727 I Nil 59,900 5 Nil 

I I 



RAILWAY. RETURNS.-191l. 

Slot December, 1911.-ENGLAND AND WALJ/S-continud. 
conversion, COIl8Olidation, or diruioD of their st.ockB are given in italica below the tot&la.. 
in the figures given in Roma.n type. 

CAPITAL. 
CAPITAL RAISED BY LoANS AND PAm-up CAPITAL, 

DEBENTURE STOCK. INCLUDING LoANS & 
------jl------:---:------~---------- DEBENTURE SroCK. 

SUBSCRIPTIONS TO / 
OTHER COMPANIES. 

Loan .. Debenture -----,----1----,----
Stock. ,Total Tot&! 

Paid.up --~
Stookand 

c~~t::::1. Amount. S 1 
d 

I: 

86,497 

83'4479 

86,790 

12,000 

15,000 

£ Po, ..... 
27,000 6 

I I raised by 

Amount. ~ 1 'I' De~" 
I~j Stock. 

£ p., 
cent. 

90,182 4 

£ 

27,000 

90,182 

887,1165 Nil 481,880 
61,845 6 

3,300 " 3,800 

6,000 5,000 

• Total 
on 31st 

December, 
\911. 

£ 

113,497 

422,611 

518,670 

15,300 

20,000 

Total 
on 81.1 

DecembBr, 
1910. 

£ 

113,086 

~t,61J 

618,670 

10,000 

Ha.ilwa.y Companies; the Capital is included in the RetUfD8 of those Companies. 

12,784 

945,070 4 
6 
8 

I ! I 
180,000 4 

8,068 4. 

49,502 
166,000 

788,000 715,000 

8,008 

883,1186 1,298,958 1,i98,956 

To Joint 
Com

mitteea. 

£ 

I . : 
Railway Companies; the C.apita.1 it inoluded in the Returns of those Compa.niee. 

! 1 ! I : I I I I' 
There iB no separate Capital for the railway", which are Dot open for public tt'R.flic. 

I 12,000 I 4,000 ,I ',000 

67,906 Sf 
28,600 4; 

91,-'05 

260.000 
172,920 

9,1111!,M6 

21 2,649,466 3. 
4 

16,000 16,000 

33Il,837 888,837 

5,790/!6Ii 

IU,OOO ~I 53S,lOl 1,r.",700 l,s'n,700 
401,101 4 

70,000 UI9.627 

To other 
Railwa.y 

Com
panies. 

£ 

. 

{
Railway authorised under t.he 

Light. Railw&.YB Act., 1896. 

{ 
·Capltallsed value of Ren~· 

. charge.. 

{ 
Bn.llwtiy authorised under thtl 
LJgb~ RaUw.,. Act., 1896. 

I
Rallway authorlaed UDder tho 

LI,ht Rallwa1l Act. 1896. 
No capft&1 bad been raised a 

\ Slit December, 1911. 

/ 
.• Amount authorlaed to be 

ndvanced to the Company 
1. hy local a.uthorlt.i.ee. 

{

Railway authoriled under the 
Light .Railwa)'B Aet.l896. 

Lint! nut open tor public trafHc 
()U Sbt December, IBll. 

{

Line worked by thA .. Oron.t 
Western" 1\])(1 .. I ...... ul ... ' '11".1 
Soutb-WetMro" CompaDlel. 

{
Line 1I"orhd joinU, bJ tiM' 

"G1"M& Weatenl" aDd .. Lou-

t don an~ SoutJa West.em 
l'um.,..,lu_ 



8 RAlLWAY RETURNS.-1911. 
------------
No. I.-AMoUNT of CAPITAL, &:0.. upon Ih. 

NOT£.-The _onnle by which the Capitola of the varioaa Compani .. he .. been ........ wlly in.-l by 
Th81J8 amount.. are, in all OUM, includ •• ll 

-----------

NAJIK OF CoMPANY. 

AUTHORISED CAPITAL. PAIIJ.UP STOCK AMP SHAll. 

, 

!ByShe .... ·By~1 
I S::::,t ,Debentme 
, . Stock. 

----- --------------.--.. ------~ 

Ordinary. .. P~~~ti&I.. In n ......... teod." 

AmOllDt. ~ 1 . Amonnt.Js ~ i,~ 1 . Amollnt. ~ ~ 11 S 1 .l 
tE~! 'fJ,!:.!l·i5~~1 'H:Eihl 
O:Q,.., .. ';/!i ,Ii! ,,-' !~O:Q ,o:Q l!I 

Total. 

--.. -----~ ---I - ---I-----::----,-------:-! -'I ----;---,-1 -'--1 
i 1 

I 
Per Per Per i Pe Per ! 

£ £. £, £ ceD~ £. MOL oent. £. I' .. ~. I .... 
"A!IIW&re end Ha.mpstead 

E:ut" . 

EXlllouth Docks and Ra.ilway 

Ft"lix!'Otowe Dock and Railwa.y 

PeRtiniog 

F"iHh~,"U&I'fl and Rosslnre H.ail\Vay~ And 
Harbours 

( 

Yorcett . 

F ..... e oj Dean Central -

Fruhtoater, Yamwutl,. and NN17KJrt 

I'ttm .... 

Glin Valley Tramway. 

G01'8edda Junction and Portmadoc 

Great Central 

360,000 I 1211.000; 480,000 18,335 Nil - - - - I - ! 
I I I 

28,000 I 6,000 i 34,000 

Wm·ked b1l the"Greal Wutt't"n." 

60,000 

1.00,000 

I , 
176,186 I 

1 

2,371,500 

34,200 

I 40,000 I 100,000 

50,000 1 200,000 

I 
44,000 ! 220,186 

i 
822,000 i 3,194,000 

11,400 45,600 

JY in'ked by the II G,'eat Western: 

30,000' Nil ,I 

30,0001" Nil I 

130,000 I I 
86,186 

1,000,000 Nil I 
1 

34,200, 5 

10,000 
.a,OOO 

WtWked by the If Isle of Wiglll Central,'" 

5,771,~75 2,429,489 8,201,364 
p,642,OOO ' 

l -
, , 

46,100 64,400 { 18,300 

16,016 i 

, i : 2,100,750 

113,750 

, , 
Nil i 

, 

i 
26,377 

8'67~1 -I 
This line 18 not workmg and no returns are! aVAilable. 

I 
! i 
1 

36,183,489 i24,393,356 60,576,645 

5,318,490-
5,339,53Ot 

1 

Nil' 366,698 
Nil I 4,8!1O.000 

: 6,9M,OOO 
8,100,000 

, 
'i' 4l 
5 5 i-I 

I I 
- 1I,I36,8:a ~ 

I I 

5 

3i 
4 
5 
II 

4 

4 

- I 

3! 
4 
Ii 
i 

I 

179,125 I 
f64,O:'!S . 

448,980 I 

1,797,4:28 1 
1,066,083 I 

1,118,300 I 
872,000 

_ i 

- I 
i 

- I 
I 

i 3; , 
, 

4 ! 
~I 
Ii 
6 

, 

.1 

• .: '. 

4 

.. 

6ee olio tIle It Manchester, South 
Junetion and Altrinebam," and 
U Oldham, Ashton-nnder.Lyne, 
and Guide Bridge J unetion." 

, - I 100,000 _,lOS I 
81,088 
50,794 

If 
III 
6 I 

Light. 

f
Ba.rton and Immingham 120,000 

'YheorkGed hy• Humber Commercial Rail· 1,800,000 
• res l way end Dock. Centrel. 

North LiIldeey Light • 195,000 

Sheffield District· 300,000 

Great Central ""d Midln.nd Joint· Com. 2,()(OO,OOO 
mittee. 

40,000 160,000 

399,996 2,399,996 

65,000 

109,900 

i!6O,OOO 

499,900 

2,000,000 

),600,000 

73,000 Nil 

If 

- I 
5,160 

5.'5,000 
100,000 

, 
5 
6 

- j 

300,000 

I 
- 1 - I 

- j - ' 

2,000,000 



RAILWAY RETURNS.-1911. 

3ht Deoomber, 1911.-ENoLAND AND W/oLD-continud. 
convention, eonROlidatiOO, or dhision of their .toeb are given in Nalic8 below the total". 
in tbe figures given in Roman type. 

CAPITAL. 
CUlT AL BAJBED BY LOANS A.ND PAID-UP CAPITAL, 

SUBSCRIPTIONS TO DEBBJ(TUBE STOCK. INCLUDING LoANS It 
DBBENTUBE STOCK. OTIlKR CoMPANIES. 

~ .... Debenture 

Total Stock. Total 
Paid-up L .. Ammro~ ~J 

raised by Total Total To other Lonna To Joint Stock and MId J!,0D 310t on 81at Com· Railway 
Share 

Amonn~ ~j Debenture ecember. DectJmbt.rt mit;t.ee8~ Com. 
Capital. Stock • 1911. 1910. paniell. 

..e 
I 

£ £ 
p., 

I: 
PM 

I: I: I: I: cent.. ..... I: 

18,335 - - - - - 18,335 18,33.'; - -

- - - - - - - - - -

80,000 - - 40,000 5 40,000 100,000 100,000 - -

130,000 - - 22,000 8i 22,500 152,500 153,500 - -
, 

139,186 - - 2,000 , 14,000 153,186 163,186 - -
12,000 4i 

2,138,351 640,000 31 6f',OOO 2,776,351 1,086,.'51 - - - -
'. 

34,000 - - - - - 34,200 34,£OQ - -

6,521,875 -- - 2,296,123 3 2,296,123 7,817,998 7,817,998 - -
47S,Si5 - - 065,681 8 565,681 1,044.057 1,044,057 - -

42,393 { II1.9IiO 46 } - - 18,100 00,343 60,548 - -2,200" 61 

8,679 - - - - - S,6i9t 8,679< - -
\ 

31,225,5119 4-1,450 , 9,8118,000 36 21,672,771 52,898,230 61,598,280 5,558,048 349,496 
10,0001: , 79,577 , 
13,3431: 5 11,367.341 4~ 

300,000 5 

478,185 - - - - - 478~5 478~85 - -

- - - - - - -. - - -

1,800,000 - - 653,000 4 563,000 2,:153,000 !,14S,s.u - -

133,100 - - 33,1W.~ , 4 33,_ 166,305 16.'1,910 - -

300,000 - - 1«"t!6 I 4 IH,32IS 444,326 W~XI - -
, 

~,ooo,OOO - - -
\ 

- - 2,000,000 . I/)(}(),OOO - -

B 

II 

REMARKS. 

{Line not oren tor public tramtt 
on 8l!t ecember. lun. 

r'-~--to take over the undertaking 
of the" Ravenglalli8 and Eak· 
dale" Com • 

The "Ellkdaf.:·',V' Company had 
uot milled any caplt.ai at Slst. 
Decem~r, 1911l!ud the rail-
war was not be g wurked by 
them. 

{.preferred Stock. 
tDeferred Stock. 

are wor ed under agreement;. 
ChI. Com~ •• ," 11.00 t. 1""0'" 

by the .. Great Sout.llero and 
Western" Company (Ireland) • 

• 

f ""o'tall'" vo'ue of Lau .. 
llellt.-chargee. 

t Nominal decreue of capital. 

{''''''f''''''' 0""0'". St",k. tDtderred OrdinlU')' SLock. 
t Capit&lilMld \'0.IU8 of R~l)t-

charge&. 

{RoI,wa, .uth ...... und" tho 
Light Railway. Act, 1t'96. 

The expenditure OD thtl COD-
Itructiun of thU line WU Old 
out 01 monin at!\'aoced to 
the Barton and lmmlDgbalD 
Comp&n1. 

{RaIlWa, authorised under the-
Ught BaU •• YI Act, lW6. 

I Thtt Une f. Jeued to and w('!(ked 
\ by the ., Oreat Celltn"" abtl 

.. llidland " Cow.~nlt'lt. 



10 RAILWAY RETURN8.-1911. 

No. I.-AMoUNT of CAPITAL, &c., upon I 

NOTE.-The amounts by which the (''''pital. of the vari01l8 ('<>mpani .. ha, ... been "omiHaJlylnol'ell88e\ 
TheRe amonnta are, in all 0IU't8fI, inclut 

NAME OF CoMPA.NY. 

Great Centr&l ILJld North Staffordshire 
Committee. 

Great Central and Nort;h W .. tern Joint 
Committee. 

Great Central, Hull and Barnaley and 
Midland Commitiee. 

AUTHORJSED CAPITAL. PAID·UP STOCK AND S ..... 

Ordio&ry. PreferentiaL G11M1Luteed. 

Total. 
By Sha.res By Loans 

and and 
S'--k Debsntore 
~. St<JCk. 

£ I £ I £ 1£ Ip"l £ Ip·'IP" £ Ip"lP< I I cent. cent. C.D~. cent. olin 

The Line is the joint property of the ClGreatCentml" and II North St&ffordl!lhire" Railway Cornpallia 

Su sepa.rate entries under d Manehesoor. South JODctioD, and Altrincham" and U Oldham, Alht€! 
ma.naged by the" Great Central and North Western" Joint Committee. 

The line ill the joint property of the U Great Central,"n Hull and Ha.mKley" and CI Midland" Ra.iJw 

: 15,3~2,886 I 3R 2.865.000 31 31 5.'44.627 
! 1l,Hti6,708 4 ",' 6DO,OOO 

Great Eastern .. 37,909,221 19,077,144 56,986,365 

~c .s~ .} ] ~ j London and Bla.ckwa.n .. 2,587,180 857,000 3,444,180 2,329,86G 

( 11.224,039" 
7.4S2.61JOt 

94M.84O 
Great N orthem - 48,935,929 17,426,772 66,362,701 948,H40 

Horncastle 

Nottingham &nd Grantha.m 
Rail \Yay and Ca.nal 

Nottingham Suburban 

Stamford and Essendine . 

See al80 the II-Midland and 
Great Northero RailwaY8 
Juint Committee~ n 

600,000 

48,000 

1,014,000 

250,000 

140,000 

Great Northern and City • • !l,OIO,OOO 

• 600,000 

17,620 65,620 

265,000 1,279,000 

79,648 329.648 

44J,000 186,000 

654,216 2,664,216 

(ktat N (W/n of E"flland, Clare"" .. and 
Har/lepool Junclton. 

Leased to the I. North Ecutern. II 

G ..... tW .. tern • 77,203.012 28,182,073 105,435,08- J 

I
I 

Exeter 198,000 186,000 I 384,000 

600.000 

48,000 

1,014,000 

250000 ' . : 

'780.000-
780,ooot 

I 
36,097,5901 

#f.785t 

196,500 

Forest of Dean Central - - No return with regard to capital available. 

Lo.mpeter, Aberayron and Now 120,000 
Quay Light 

Liak ... rd a.nd Looe • 74,000 

Port Talbot RaiIwa.y and Docks 1,300,000 

Princetown 60,000 

40.000" 190,OO()j 
30,000 

30,000 10.,000 

500,520 1,850,520 

20,000 60,000 

22,497 I 
I 
! 

631,5f!t 

250,055 

4 6,940,000 
21 16,2.'"15,260 
2f 675,000 
6 

6 

31: 
i 

lu: ! 
3 

I 
Nil \ 
Nil 

16,000 
3,000 

5i 11,936,753 

#6,787 

Nil 

i 
I 

Nil ! 20,203 

Nil 

6 

Nil 

, 
I 

I 
43,851 

600,000 
i 

3 
4 
U 

4 
6 

6 

5 

5 

4 

3 
4 
6 

4 
5 

6 25,6116,621 

6 7.t6,09.1t 1 

! 

Nil 

1 

6 



RAILWAY RETURNs.-191l. 

310t December, 1911.-ENGLAND AND WALJ:S CIJ1Olimud • 

.oGnvenUoD, COIlBOlidation, or division of their stocke are given in ttalit:8 below the totals. 
in the figures given in Roman type. 

11 

CAPITA. ... 
CAPITAL RAISED BY LoANS AND 

DEBENTURE STOCK. 
PAID-UP CAPITAL, 

11NCLUDING LoANS AND 
:----~------._=__:_--___;,_---I DEBENTURB STOCK. 

SUBSCRIPTIONS TO I 
OTHEIl CoMPANIES. 

LoaD8. Debenture I-------~------~----_.-----
Stook. 

Total 
Paid-up 

Stookand 
Share 

Capital. 

Total 

~ 
raised by 

Q.oJ Loana BnJ 
Amount. !! Oebentur cd Stook. 

-Total Total 
on 31st on 31st 

December, I Deamber, 
1911. 1910. 

, 

I: I £ IP"I' £ IP"I I: I I: cent. Ullut. 

tJJe Capital is included in the Returll8 of thOle Companies. 

To Joint 
Com. 

mitteeA. 

£ 

i 

To other 
Railway 

Com. 
paniel. 

£ 

under.LYD8, and Guid~ Bridge Junction;' Compa.niea. The uu:lertakings of these Companies are 

Companie.; the Capital ill inoluded in the Return,. of those Companies. 

3fI, 189,221 

1,661,768 

2,679,1l2O 

44,374,66D 

600,000 

48,000 

1,014,000 

250,000 

140,000 

1,1560,000 

7#,09~ 

196,560 

~7UO 

29,880: 5 

16,000 I 3t 
1,620'! 4 I 

- I-

i _ i 
9,800 ! 3 : 

19,800::' 41 

I 

1 ' 
18,06~.778 '14 118,216,896 54,405,117164,976,608 

6,000 4i 
2,660 ~ , 

8.,427 1 6 

913,8991 4 

814,000 41 

15,236,563 3 

- I 

604.,216 4 

15,265,449 

6,044,11. 

17,620 

, 
£,681,667 I £,680,sn 

3,393,1l2O I 6,693,920 

69,640,118 169,6£4,130 

! 
I 

I 
8,58!I,E89 

660,000 

66,620 I 

1,014,000 I 
I 

250,000 

149,800 I 

2,064,016 

8,573,801 

600,000 

65,6eo 

1,011,,000 

~50,000 

1,084,016 

21\0 41' 1,713,471 
27.733*) 4.1:14.970'~4 

121,70>2* 5 1,009,494 
4,6'..~.317 
2,911',960 

26 I 2il,ol37,161 99,028.025 
4 , 
4! 
~ 
5 

4~27l! 4 
131,904* 5 

176.176 

47,005 

743,09~ 

372,736 S1t,736 

1,681,225 45,000 

8,018,718 ! 466,692§ 

1,917,9"29 

REMARKS. 

-capitalised value of Land Rent,-
j -Preferred COnverted Ordinary-

1 
Stock. 

tDeferred Couverted OrdInary 
I Stock. 
,Capitalised value of Land 

I Rent.-charges. 
fSubscript.loDI to RaUw!\y and 

, ot.ber Compnnios. 

{

-Borrowing Powera (ZOO,OOOl.). 
eserelled by t.he Great • 
Northern Railway Company. 

·CapitaJlaoo vaJue of Bent 
charge!. 

ACCOUDta to 31st Janua!'J. 1912. 

j
-l'1'.PltaJlaed valne of Rent 
ch~. 

I tNom'na,,",,,,tlon o'e.p'ta1. 

I 
'I f -The Interest to which tbil 

Stock II eutiUed ia non. 
: cumulative. For the year' 

11 
ending 311t. December, lUll, 
Interut "'lUI pal,l at the l'Mc 
of 1. per cellt. ~ annum. 

1 

f
ltnllW1t.J Inthozikod under tbe 

Llllht Railway .. Act, I~ A 

1 
f,urtion of the line wu upenro 
or public tr&tIlc on lla,.. l'!tb 

, um. 
! -Amount. anthorUed to be 

Il advauM by 'f1lriuus Jocal 
authoriUea. 

69,861 93,8.51 

tThtl Trealury have also agreed 
to lend! to the l\'mpauy SO,ul)ol 

, .ubj~ to ear1&iu cuoditloua.. 
650 I 

1,2lIO,000 

69,960 

196b. 

19,900 '6 
100· 6 

460,620 

20,000 

1,690,620 ! 

79.960 I 
B <> 

1.690,5~O 

79,960 

1 

*C&pnaliNd. \'&Iue of Rent 
cb&Tges 



12 RAILWAY RETUR..'lB.-19U. 

No. l-AxovNT or CAPITAL, &e., upon til .. 

NOTE.-The amount.; by which the Capitals of the various Compani .. bave been """"1UJlI,lnc........t II:; 
Tb88e amonnm are. in III CMeA, mcludel 

:SAME OF CoMPANY. 

G rea.t Westem--cont. 

!2~ 
~. 

Rbondda. and SW8.Il8e& Bay - · 
>':,E 

Rosa and Monmouth 8 · · · 
wi ee Teigu Va.Jley. . · · ;:S 
Q$ 
£~ West Cornwa.ll · · · ... 
$~ 

<:> West Somerset - - - · 

See also II Birkenhea.d," II ~ton 
and Church Hope," .. Ha.mmer-
smith a.nd C~." u Shrew8bu~ 
a.nd Herefo ," U TenbufY. ' 
"Victoria. Station and Pimlico," 
U West London II and" Wey-
mouth and Portland." 

Grea4 Western a.nd Great Central Joint 
Committee. 

·wendra.eth Valleys · · · 

Halifax and Ovendon - - · 

Hammersmith and City - · -

Harborne 

Bayling Railway •• 

Hohufield and Southowram Light. 

Horncastle 

liull and Ba.rDsley-

W'orked hfiarthe} South Yorkshire 
Hull and os- Junction. 
ley. 

HuH and Bamsley and Gre.'\t Centra.l 
Joint Committee. 

Huntber Commercial Railway arul Dock. 

• 

I 

I 

AUTHORISED CAPITAL. PAID-UP STOCK AND SHARI 

Ordinary. P",I-..tial. Guamnteed. 

BySharee By Loans 
and Total -to and _" f-:~ .-! .,; Deben~1ll'< "01 Stock. Amount. n~ S~, Amount. Q" Amount. E- • Stock. 

~h II .!~ S11 !~~ ~i5 1::3 ~;5 ~ is 'j 
I ___ .. 

£ £ I £ £ Pe. £ .... p" £ .... 1 .... 
ceut. cent. ceu,. c.nt. .... 

978,000 326,000 1,304,000 421,650 6 605,360 G 6 - - -
I 

160,000 53,000 213,000 80,000 IH 80,000 6 I 6 
, 

I - - -

I 132,740 78,300 211,GW 15,140 Nil 72,000 6 Nil, - - -
1 

045,493 - 946,493 - - - - - 8OO,Ililll ,~ .. 
81,IffiO 5 6 

4 4 I 154,000 4.1,330 197,330 67,800 2f 76,200 - - -1 
1 
j 

I 
i 

2,500,ftOO - 2,500,000 - - - - - 2.500,000 !l~ 31 

, ! i , , 
170,000 56,000 226,000 100,000 Nil - - - - - -, 

I , l 

The Line is the joint l)ropp.rty (tf the "Great Northero" and U Lq,nouhire and York.hiro" 
I 

, 
I I I , 
I 

340,000 i - 340,000 - i -

Worked r lite "LTn and Nrth . Weal"" •. " 

Leased to 0/£ "London, Brighton. (tltd Soullt C(}(Ut." 

ti4.000 28,000 112,000 

lVorked by tlw "G"cat Northern." 

5,400,000 4,343,946 9,743,946 3,300,000 3 

210,000 10,000 220,000 

-

750,000 
625,000 

I 

I I 
I 

- - 154,()II() 5 5 
ISU,UOO 

I 
- I 

, 

I 
I 

!if ;; 
-I -1 210

,0001 3 

The I~e io the Tnt properr of the 

Worked by the It Great Cent,.aI." 

.. Bull j"d Barnsley" and" Grat Central" R&ilway 

I 
I • i I 



RAILWAY RETURNS.-1911. 

3lot December, 1911.-ENGLAND AND WALE~i"ued. 

(!onvenion, coDBOlidatioD, or diviHion of their stocks are given in italics below the totals. 
in the figures given in Roman type 

CAPITAL. CAPITAL RAISED BY LoANS AND PAID·UP CAPITAL, SUBSCRIPTIOlfS TO DEBENTUR& .sTOOfi.. IlfCLUDING LOANS AND OTHER COMPANIES. 
DEBENTURE STOCK.. 

I Del)8ot1U'8 1.0""". Stock. Total Total 
raised by • Paid.up 

Loan. Total Total To Joint To other 
8tockand ....... 1- .. and OD 31st on 31st Com- Railway 

Share Amount. d c~ 
D.b.n~"" 

December, Deoemb<r. mitte8l!l. Com· 
CapitaJ. AmOUDt'I~] 1911. 1910. paniea. 

0:;. Stock. -
£ £ p" £ Per £ £ £ £ £ 

ctlnt.. "".~ 

927,000 35,000· 5 272,000 4 307,000 1,234,000 1,f84,OOO - -
160,000 47,300 31 - - 1i2,734 212,734 el~,734- - -

5,434· 5 

87,140 - - 64-,200 4 , 64.250 151,390 161,390 - -
882,393 - - - - - 882,393 881,398 . - -

144,000 - - 40,000 • 40,000 184,000 1,94,000 - -

2,300.000 2,000.000 ',600,000 

100,000 33,300 G 33,300 133,300 

. Hail way Compaui&l ; 

I 
334,000 

I 

I 1 

'.676.000 67.920· 5 1,.,\7~,947 3 3.646,867 8,321,867 8,196,867 616,96Ot -
2,000,000 .t 

210,000 1.614 4 - - 1,614 211,614 tll,M6 - -
I 

I 
COlUpauit~ ; t.he co.pitR.l is included in t.he return!!! of thoae Companies. 

I I 
i I 

I 

13 

REKARKS. -

.Catlt.aJlaed value 01 Rent-
C "l'KeL 

·Ca~taII8ed value 01 Hear.-. "' ... 

{
The lln~ Is worked jointly by 

tne "Oreat Western" and 
.. lletropolltan" CompanlM. 

( &n.,II.Y aut.horisetlllnder the 
Light Rntlways A.ct, 1896. 

1 Nu CAlli(.1l1 bnd been raised at. 
\. S18t Docember, 1911. 

{ 
-C:~!.~1 ,.1Il.0.8 of Beat-

tS per cent. Ilnd 1 pel' CE'nt. con 
ttugent !t.ddttiunal illterest. 

UnclullIlIg oU,5uOl. to BuU 
Joint Dock CommIt-tee 



14 RAILWAY RETURN3.-UIlI. 

No. l.-AMoUNT of CAPITAl., &c., upon the 

lIOTB.-Th. amonnUi by which the Capitalo of the vano .... Compani .. ha.e OOoD """,ifuol/" In'- lor 
Th_ amounUi are, ill aU _ inolud" 

~.--.------.--------~--'~--~~~ 

NAME OF CoMPANY. 

Isl. of Wight· 

[Sl. of Wight Central -

" Fre'lhwater, Yarmouth, and 
""" il Newport. "'0_ 
l~S 
,.!(":Q 

~~~ I ~ - ~ Newport, God.hill, and St. 
.... Lawrence. 

Cent and East Sussex Light 

Headcom Extension 

• 
(ing's Lynn Dockl! a.nd Ra.ilway ~ 

:irkby Malzeard Light-

:nott End - , 

AUTHORISED CAPITAL. 

475,412 216,811 892,223 

282,000 

178,000 

120,000 

135,000 

115,000 

415,250 

27,000 

180,000 l 
I 
I 

354,356 836,355 

94,300· 272,300 

40,000 180,ooo{ 

85,000 200,000 

115,000 

150,000 685,250 { 

9,000 36,000 

51,688 211,668 

177,100 16,801 i -4 

80,480 Nil 193,005 5 

92,081 Nil 42,000 5 

3,950· Nil } 
58,0'25+ Nil 
58,025.1: Nil 

59,762 3 

80,108 Nil 
82,281 Nil 

160,000 Nil 

14,200' 4 
135,000 4 
20,000 5 
4,750 4 

45,000 4 

Nil 

Nil 

4 
3J 
Nil 
4 
II 

~a.mpeter. Aberayron 
IAght. 

and N ... Quay 
I 

Worked by th. "Great West"""." 

ancasbire and YorksbiJ:e 

] 
iii J Liverpool, Southport, lof Preston Junction. 

-0 

~ 
'" 1; 

U) 
~ 1 \ West Lancashire 

.... 

• 54,220,282 21,924,798 76,145,080 

and 198,744 

686,186 t 686,186 

18,821,4711 41 25,400,900 
2,884,300 

100,000 
286,375 

3 
4 
41· 
U· 

: ! 2,5116,012 1 

4~ 
6 

6,706,450 S 3 614,114 

198,744 as •. 
IO·88d· 

153,7711 Nil 3(10,000 
232,416 

Nil Nil 
10.. 110". 

7 ·31d·,7·3Ido 

-, 

8 8 



RAILWAY RETUBNs.-19U. 

3lat December, 19l1.-ENGLAND AND Wups runt;n""". 

, 

I 

, 
I 
I , 

CODV81'l1ioD, consolidation, or division of their stocks are given in ttalietl below the totals. 
in the figureR given in Roma.n type. 

CAPITAL. 

Total 
Paid·up 

Stock and 
Share 

Capital. 

CAPITM. RAIRED BY LoANS AND 
DEBENTURE STOCK. 

PAIp...UP CAPIT.u. 
urCLUDIli'G LoANS AYD 

DUENTtI'RB &rooK. 

Loans. 
Debenture 

Stock. Total 
------;-- ~ - - -~ I raised by • Total 

I I Loa.ns on 31st 
1- i !- il and December. 

Amount. i ~ t: Amount, I; c Debenture 1911. 
1:0 ~ • ~ Stock. 
I~- j::ri)oool 

Total 
on. 318t 

Dtumber, 
1910. 

-~~. ~- ~ -1~~J 
£ £ £ £ 

273,515 

134,081 

120,000 

59,762 

115,000 

311,689 

49,760 

60,091,057 

7,640,614 

198,744 

686,186 

6,050::: 

10,000 
3OO,ooot 

-

-

-

5 

5 

3 
3 

1 

I I I 

I -
I 
i 

I 
-

-

200,750 , 

37,000 

119,955 3 
125,000 , 

322,820 

70,000 'II 
20,000 all 91,377 
71,377t 6 

1',400 , 39,500 

19,000 4 19,000 

1'9,000 'II 149,000 

50,500 , 50,500 

19,887,749 8 2O,lIIi7,741 

4,131,664 6 4,161,664 

- - -

- - -

645,018 

B$O,90! 

596,335 

159,500 

78,762 

115,000 

'60,639 

49,760 

210,500 

70,3(8,806 

11,476,188 

198,7" 

6116,186 

I 

!JO,90t 

696,185 

169,600 

78,76' 

115,000 

4601639 

49,750 

.10,500 

70,648,806 

11..176,888 

198,744 

6861 186 

SUBSCRIPTIONS TO 
OTHER COMPANIES •. 

To Joint 
Com· 

mittees. 

£ 

110,200 

-

-

-

To other 
lIa.i.l wa.y 

Com
panies. 

£ 

602,000 

-

-

-

15 

RJrnARXS. 

r 
"Preterred Converted Ordinarr 

Stock. 
tDererred Conyerted OrdtnM3 

t Stock. 
.Capitallsed value of Rent· 

chargell. 

{
"capitalised value ot Rent,......,. 

{

.TheeompaDY 11 also authorised 
to raille the SWR or 20,0001. by 
an luna or Debenture Stot;k. 

t Ioterest Dot paid. 

{
"OrdinRI'J Share&. 
tPrererred Shares. 
lDeferred Shares. 

}
RaIlWa,. antborfHd ouder the 

Light Ranway. Act, 1896. 

{

BaIIWAJ' autharbed under til.. 
Light Bo.ilwaJII Aot, 1800. 

No capital had been raised at 
Slit December. 1911. 

l'",n,mnm Rate. ,_. f"'Pltolliod v.I •• o. tond ..... 

(.under Act eo.t 81 Viet. c. 1:10, 
the line WM TeSted In t.he 
Laneuhire and Yorbhlre 

) Company u from the lit 
July. 1897, lubJect to the' 

\ paymcmt of a rent charge in· 
crvuing annually tor !O yeaJ"l. 

f . Under A" '" ... , VI". " ,,., 
the line w .. Velted In the 
Lancashire and YorbhLre 
Company .. from the lit 
lui, 1897 •• ubJect to t.he 
paytnellot cd a rent charge In-
creaaiog anunally tor 20 J8&1'1 l! 577,7061 Seonnd Do ... " ... Stack e:rchaDged tor 19t,DH9l. 
ulteMblre and Yorkshire 
Ban wa,. S per cent.. Deben· 
ture Stock trow lit. Jill,.. 
11107. 



16 RAILWAY RETCRNs.-19ll. 

No. I.-AMoUNT of CAPITAL, &c., upon \II 
NOT&-The UUouDta by which the Capitals of the varioue Companiee have been 1KnninaJlll hu~l'OUt, 

TheM amoWlta Are, 10 all .... melu.1 
----------------,-------- --

AUTHORlSKD CAPITAL. PAID·UP STOCIt AND BRA 

Preferential. 

NAMK OF CoHPAlrY. 
I 

By Shareo By Loan. 
d and 

S:!'k. D.bentnre 
St.ock. 

Ordinary. I 
Tot&I. ArnounL 1;1~I-Arn-onn-L-,-t-'Sl....,..· ~-l-.' - ~;l~l 

~S·~ ,U~ f~-l l~i5,.;!! ---+------..£--il-£..---!-I -':-£ -+-1---';-£ --+----=-.... -i--F£--+-",..,..... £ I .... I .... ' c.ot. oao'. uvnt. oent.. i oql 

Lak and Manifold Valley Liglot - - Work«! Ot.l 1M" North Slqjordll ....... ! 
I I I I ;' 

• workedbvfhe"iandsout".wue.rn·"i I ; Lee·OfI.t"~·Solcnt • 

Li8keard and Loot • Work«! by the" GrMJ We.dem .. , 

1 ,. 

, 
Liverpool O,"erhead 680,000 226,500 906,500 500,000 IM,IM2 5 - I - 1 
Liverpool, Southport. & Prestoo ~hmctioa Unuertakings incorporated in the" Lancashire and Yorkehire" Company. For Capital Ire unw 

I I 
L1andilo and Lampeter Light · - 110,000 33,000 143,000 - - - -

I 
-

Llanelly and ~ Iynydd Mawr- - - 80,000 45,000 105,000 59,300 Nil - - -

Loncion and B '",,"wall - - · - LtJalled to tlu U Great Etut"" ... , 
I , 

LondQ" and Gr,(7Itrich • - Worked by the .. South EM ..... and Chatham &1I .... g Companiu Managing C .... mit/"_" 

London and North."· estern - - 191.083,233 42,905,620 

" " Chamw ood Forest .., . - - 158,419" 53,000 

~ 
1li! 
~$ 

~Ii .,,:;: ! 
"" Harboro 100,000 ... .= e - . . · · 83,000 
k~ . 

~:;i 
k Z 
Q.., 

.s 2 : 
-.; 

I Mold an :! d Denhigh Junction - 325,000 247,000 

"' l_. ...l 

ire Union Railways&Ca.nal 389,()49 -
SUOi80 "B irkenbead," "Manchester, 

South Jnn ('tion, and Altrincham, n 

":Korth a od South·"\\l'"estern June· 
tion." • Oldham. Ashton·nnder· 
Lvne.and Guide Bridge Junction,"' 
"ShTf'wsbn ry and Hereford," "TeD, 
htlry,'" and " \Yeat London." 

_ ~,888,8IJ 
133,988,8;; ) -I 

(1,950,140 

211,419 126,190 

183,000 55,990 

672,000 7;:~ 76, 
74,000::: 

389,1149 389,049" 

6i 23,080,620 
4.793,011 

6i 4.119,Je4 

Nil 32,229" 

3 -

Nil 100,000 
Nil 
Nil 

3lTo -

I 

I 
5 

-

5 

-

4 16,100,406 
4 

4 3.3!,f~86 

Nil -

- -

Nil -

- -

I 

.. 
< 

! 

- • 

, 
- • 

, 
, 

- J. 

, 
- • 

, 

! 
I 

J 
'I 
" I I I i I 
;1 
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318~ December, 1911.-ENGLAND AND W AL_ctmIinued. 

~Y OODvtmrion, COIl8Olidation, 01' division of their stocks are given in italiu below the totals. 
m the figtuell given in Roman type. 

CAPITAL RAISED BY LoANS AJl'D 
CAPITAL. DEBENTURE STocK. 

. ---.~---

Loane. 
Debenture 

Tot.al 
Stock. Tot.al 

Paid-up I ~ raised by Loans Stock aod _..& .oJ and Share 
AmoDllt. .!! i Amoont. .;; i! ,Debenture Capital. 

~~I ~jl Stock. 
---j.- £ ,.." £ Per £ 

cen'. ..... 

854.942 190,000 4 -- - 5106,1500 
16,1500 4i 

U Lancuhire and York'hire. JJ 

- - - - - -
60,800 - - 45,000 6 46,000 

85,862.800 167,001· 6 139,022,302 3 30,180,803 

9,393,660 - - 9'£84,938 11 9,t84,933 

158,419 - - 63,000 1\ 63.000 

66,990 38,348- I> 20,466 1\ 68,814 

326,000 12,216§ II 40,000 5 259,2111 
13i,OOO II 
70,000 II 

389,040' - - - -

I 

! 
I I I 

100b.. 

PAID~UP CAPITAL, 
INCLUDING LoANS AND 

DEBENTURE STOCK • 
~-

Tot.al Total 
on 31st on St. 

Decemoor, D~, 
lOll. 1910. 

-- .. 
£ £ 

861,442 861,4# 

- -
104,300 104,300 

126,0.;2,153 115,041,616 

18,678,5.~ 18,618.4~ 

211.4100 '44,119' 

114.804 116,370 

084,2111 584.115 

389,040- 389.331 

c 

I 

SUB9CB1PTIONS TO 
OTHER CoMPANlES. 

To-Joint 
Com-

mitt.eea. 

£ 

-

-

-

1,6.~O,758t 
974.95ot 
622,728§ 
-

-

-
I 
I 

-

- , 
! 
i 

I 

To other 
I RKMABKS. 

Railway 
Co-m-

panies. 

£ 

-

J Railway authorlaed Dnd81' tb 
) Light- Rallwap Act, 1896. - No C,,~W had been talsed. at 

81at ecember. 1911. 

-

charges. 
r:CnPltaU.ed yalue of Ben' 

18a,200t tCoDvtirted Dcbenttmll. 
2,200,506: 10ther Subse:rlpll.onl. 

1 OO.OOO~ l'E)[)WDded for I\dditiollal works 
_ ' Oli lea.aed llu~, 

-

-

-

-

" Advance. 

{-IDclUdlnK82,229l, ofPreferenc 
Stock, aut.hOrised b,. t 
Cuurt. of Chancery. 

.. 
be 

I {' caplta""d nlu'!! of Rent· I charges. 

i 

I 

f: . t"ndlvided Stock. 
I t PretefNu stock. 1 1 Deterred Sklc.k. 

• Cllpitallsed value of Ben .. -. 
{ • During .he J..,. I.n, 282l. ot 

the capital,.. .. convened in 
London and Nort.h Wei 
Ra i.l W&J' Stock. 



RAILWAY RETURNB.-1911. 

----------------=-~------..,' 
No. I.-AMOUNT OF CAPITAL, &0., upoD ,: 

NOT&-The amounl8 by which the CapitAls of the variOUl Compani .. hAve *n """,,,,,,Ii, 1 .. _ j; 
Tbeee &mountll ant. in all ('Maw inalad! 

N Al\ll': OF COMPANY. 

! 

I 

L ondon and South-Westem . - -

Budleigh Balterton - -
Lee-on·the·Soleut - - -.. North Corowan - . · · 

;j Launceston and Halwill 
SePMate Capital 

~ Launceston and Delabole 
Separate Capital 

'" Wadebridge Separale Capital ~~ 

~J Padsoow Separate Capital · 
~." 
~ 

" Plw:ooth, Devonp0rt, and Sooth· .g estern Junction 

~.s 
Salisbury lI&ilway and Market 

H01lllO 
Sidmouth . - - · -

• .su also " Easton a.nd Church H\\p:.'" 
"Weat London Extension." and U ey-
mouth and Portla.nd " 

L ootlon, Brighton, and South Coast -

Leased to or worked { Brighton and 
by the London, Dyke 
Brighton, and 
South Coast Hayling Railways 

See also Ie West London Extension" 

, Okatkam, and DrnMr · 
odOD Corporation (Foreign Cattle 

Market. Deptford, Rn.ilwo,yj 

Lon don Electric . - -

L ondon, Tilbury, and Southend 

moon and Barnstaple -

a1vero (Fnnicular) Light 

anchestcr and Mdfonl 

L 

M 

M 

-
-

-

-
-

· 

M &ncheater Ship Canal and 1Cailw&y 

· 
· 

-
-
-

· 

l' 
AUTHORISED CAPITAL. PAID· UP STOCK AND Stu. RIj 

..' ii 
" 

I 
Onlinarr· Preferential. 

, 
Goal'&lllee<!. ! 

BySh ...... ByLoana 

Amount ~] 
r---' -----;r- , and Total. :5 ...! '.,;1 and Dehenture SOOck. SOOck. Amount. j~~ l~t~1 AmounL l§jt1 . IS'" . 

, ~~l d~,:i!A!.1 ,,;s Ai 
! 

7,1:,:12'2·1 

.... P .. ... ·1 ; P .. I 
£ £ £ .,. ... £ ..... C8U& • £ ...t. I, 

6 7,075,398 31 3i 7117,980 , 
7;1:l.',030t' 4 lO,M4,8"15 , . , 

15,97H,891ISI,2'20,285 
i ,2'25,030:::1 2 

35,241,394 1 1 1 
'~7 ,2£5,030 I - 950,9# 4 4 145,631 4 

60,000 20,000 80,000 60,000 , 3 - - - - -
30,000 10,000 40,000 30,000 Nil - - - - - Ii 
85,000 58,000 143,000 - - - - - - -

150,000 50,000 200,000 75,000· 4 - - - -
I 

- " 75,ooot 2 " 
187,000 62,000 249.000 l~i,OOO 3i - - - - - , 

150,000 50,000 200,000 42,000 Nil - - - 108,000 3 , 
88,000 - 88,000 87,500 3 - - - - -

i 

875,000 264,000 1,139,000 360,000 2! 200,000 4i 4i 187,000- J I , 
( 

17,000 4,800 21,600 13,400 5 1,000 8 6 - - . 
66,000 22,000 38,000 59,230 4 - - - - - f 

~ll ;87 ,500- 61 9,572,310 6 6 1,956,880 6 i 
3,705.050t 6 I 

24,227,600 8,037,024 32,254,624 t706,050: 6t 

- 318,59011 5 5 116,765 5 

I 22,030" Nil } 72,000 34,000 106,000 24,940t Nil - - - - - · I 17,925~ Nil 

58,000 21,900 87,200 44,120 - 16,000 6 6 - - · 
I I 

Worked by tke "South Eaate1-n and ChatlUl". RailtDa1l CompallMA MtMCaging Cawmittu." 

- 35,000 3Jl,OOO - - - - - - - · 
12,HOO,ooo 4,400,000· 17,200,000 . 9,3i!7,940 1 3,150,000 4 4 - - J 

: ,~ 
r,11l,Il40 6 1,804,100 4 , - -

4,717,450 1,586,000 6,303,450 ; ~I - 450 • • - -
"! 

85,000 63,3:10 138,330 84,96ij Nil - - - - - !~ 

10,000 5,000 J5,000 - - - - - - - · 
Amalgamated with e to Great 'Western" .... from the IstJnly, 1911, node!' Act ef 1 and 2, 0.". 

, 
'! , 

, 
r,06I,230 31 Nil} 

, 
9,061,230 9,51~000 18,573,230 3,997,448 Nil - - 1 3,999,961 5· Nil . 

fl 
'1 

I 
I 



RAILWAY RETURNS.-191l. 

Slat December, 1911.-ENGLAND AND W un rtmIinued. 
ooDvenlioD, consolidation, or diviaion of their Itocb are given In italic. below the totals. 
in the H,K11re8 given in Roman type. 

CAPlTAL. 
CAPITAL RAISED BY LoAKS AND 

DBBENTURE STOCK.. 

PAJD.UP CAPITAl.., 
INCLUDING LoAN8 & 
DEBENTURE STOCK. 

SUBSCRIPTIONS TO 
OTBBB COIIPAlflBS. 

Loa.na. I Ds~t~ Total 
Total 

Paid.up 1--- I . ra~ by 
Stock and _ ... ~ ... an/ 

pI • I~.l! S $ Stock. 
J!haretal Amount. 0 ~ I Amount. o! Debentnra 

~.s .s 

£ 
40,462,583 

8,811,604 

60,000 

30,000 

100,000 

187,000 

150,000 
87,500 

847,000 

J4,400 

69,230 

21,726.775 

101,8£611 

64.805 

60,120 

12,477,1140 

£ 
28,0361 

3,000 
2,000 

ci:t.! £ 
4 !14,939,7HI 

I , 

: ',581,986 

3 ! . -
-i 

.... 
cent. £ 
3 14,967,817 

, ~,681,986 

- 3,000 
- 2,500 

60,000 , 60,000 

62,000 

50,000 

221,000 4 221,000 

3f 
22,000 

I 

5 

3,600 

22,000 

12,007~ 5 ! 1,306,239 • 
16,869,602 4i 

i.187,S48 

35,000 

I 
-I 

J 
21,900 

3,941.106 

4 
5 

24,450 

21,900 

36,000 

3,941,106 

Total 
on 31st 

December, 
.19U. 

Total 
on $1It 

Decembf!Jf', 
1910. 

10,904,590 10,19t,![;Q 

63,000 63,000 

32,600 3t,500 

200,000 

249,000 

200,000 
87,500 

100,000 

149,000 

100,000 

87,500 

1,068,000 1,(l68pOO 

18,000 

81,230 

18,000 

81~.10 

28,013,623 18,337,198 

101,8£5!' 5:)1,82;1 

89,345 89,345 

62,020 8e,oeo 

36,000 35,000 

3,915,940 - J,3.'W,OOO 

-i 
4 ],336,000 5,251,940 5,151,940 

460 - 16,000 4 

84,968 

Ch. XV. 

166b. 

27,300 4 
16,Il00 4i 

f 6,OOU,(I°O 
1,30.')9,000 

~ I,OIlH.lKlO 
II. 5,ooot 

31 ) 3. ~ 
4 f 200,000 
" &;0,")00 

10,000 15,450 15,4050 

43,200 128,168 

3118,012.000 

41 
17,070,639 17,070.639 

I 
I 

I 
c2 

To JoiDt 
Com

mittees. 

674,480 

Tn other 
Railway 

Com
paniell. 

£ 
431,070 

1~ 

RE)lARKS. 

J 
·Uncnnnrled St.o/)k. 
tPrercm:d GODYerte.i ordioarr 

Stock. 
tDc:l'rrOO. ConTerted OrdlDar,.-

1 ftIOC~. l{'apiIAJI"~t1 \'41118 01 Lama 
Rent~IiIU'KI$IJ. 

{
-Preferred stock. 
tDeterred St.ock. 

'.*On&nmteed Stock 01 the ('zd~ 

J 
aOOck BcJlamt6 Undertaldng of 
the Comp&llY. o.uthurl8ed by 

) 

the compauy'a Act 01 1902,. 
and by t.be .Bere Allton 1l.1Id. 
Calltoek L I g h t Railway 

\ Ordllrlo of lB06 a,ud 1'1NKl. 

{

*UDdlvlded Sto.ck •• 
f'Prelefred stoo 
!Deterred stock.' 
IfJCapltallBe(1 value 01 La,ml 

Rel.lkbargca, 

!1~omiJUI reduction of CApital. 

{

.onliDRry 81\Ilr08. 
U·reterretl II IllI :share& 
tHelen'cll Uall ShAI'e5. 

f 
Borrowing po .... en .rter reo 
ductlou by 226,QUI. In respect. 
of t.he Cll.pltallsed value of 
rent.-cb~rgtlj4. aDd ot Int..:l'fltt 
Jlald on capital during COD
at.rnct.ioo. 

{

Railway aut.horlsed lIlider tho 
1.I1l'ht Railway. Act. 11'DlI. 'So 
rnplt.alilad hl'llo nllknl at Slst 
December 1011. 

-Subject. to theprovialona of MIC~ 
t.ion l't of tbo Mancheater Ship 
Canal (ll'inance) Act., 1901, ... 
folio," :-" All Proftta of t.b. 
CompAny.fter payment of the 
dlvhhmdH 00 Co~Klrntion pl"I.'fer-

t:~=-:~~h~?b.,ra~1~',fhl; 
&II tolloW'l ~-l'wv-thJrde t.o t.ho 
huhlen of the prefert:Dce abare. 
IUII",1 UD,~er the Acts of ISSS And 
1887. one-thlr4 to thfl ordinary 
aharoholdl!l'L Provldod th/l.L 
wheD the Bald two-thtrdl due to 
the holdcnII of the preference 
&bArN lsaul"d under the .&.l'" 
of ~S86 and 188'i .ball in .I'V 
Jen.r amount to two hnuu!td 
woul&llIl poundt, all theh'Pwlt
hue prutita of tb."\t year ahn11 1-0 
l'IItoyable to the onlloary aha ....... 
holden." 

I
t capitalised vl&Jue of Land Bent.· 

ChAl"Ilea. 



20 RAlLW AY RETl.;RNS.-191l. 

No. I.-AMouNT of CUITAL, &0., llpoQ ~ 

NOTE.-The amounts 'If which the Capit&la of the var10U CompaniM have heen "o".,nal1r mCr8\a 
TheM amount. are, in all ca.sea. inclad. 

AUTHORISED CAPITAL. PAID-UP STOCK AND 8 ... \1 

i~:S-h,r"--'-B-y-.. -~--a.ns-'I-T-O-tal.- .-----O-rd-in-"-~-'--g-TI-_-_-p-rof-_-r-~-n-Lia-I-:I'~-... --'II----G-u-aran-I]-_-~-, '-", 

I S;:;:'k. D~;:t~ AmonnL. ~.lJ . AmotlDL.1 il"S i I ~"* ~ Amount, i:i 0"* ,"0 ~ 
NAME OF CoMPANY. 

.,'-." ~ .. "'."" ,2.'j'- 31' 
I I OlS'!j U§ lO!i5' k3;!;5 ~A 

£ £ £ £ 
hr Per Per I Per PI 

cont. :£ ceut.. c.o&;, £. oent. 01 

ldl } Trafford Park • 
~.t'~:a-::am 

124,000 • 165,000 61,590 41,000 

l'tlanche8ter South 
Alt.rincham. 

Junction nnd The Ca.pital is provided jo:)intly by the U London a.nd. North W08tern" and "Great Central " Railwi 

I 
Mansfield 

llb.ryport .. nd C .... lisl. -

Hawddwg Light - • 

Merriva,le Light.. .. 

• 
Mersey -

260,000 83,333 333,333 30,482 

777,800 I 110,900 888,700 775,800 

.. Worked by the U {hmbrian." 

12,000 6,000 18,000 

{

1'412,263 
.. 3,510,000 1,898,300 5,408,350 

an',983 

, 
'" 

I 
4 30,822 4 

2,000 

1-

I 
I 

Nil 649,107 3 Nil .. 
Nil 188,,15 8 Nil 

Methley Railway Joint Committ.ee The line is the joint property of the "Grca.t Northern,"" La.nCB.8bire and Yorkshire," And 4I:N~ 
) 

Metropolitan: Railwa.y Ca.pita.1 .. - 12,504,103 5,166,939 17,671,042 5,732,062 

Surplus Lands Capita.J!. - 2,640,915 

See also" Hammersmith and· City," 

{

2,640,915 

2,640,915 

',640,915 

Ii 6,017,335 

2, - - -

Metropolitan and Great Central Joint Ca.pital provided by the (( Metro olit&n" and U Great ('.,entral'J RailwayCompa.ni6ll. 
Committee. 

M.t.ropoliLnn District -

Itichmond Extension . 

100,000 26,000 126,000 2,765 

J 3,235,000 
- lO,6~9,166 3,886,374 14,575,640 

350,000 350,000 

Nil 

Nil 1.500,000 4\ 

1,470,000 I ~ 
qi 2,116,666 

1,435,747 
- 576,608 

350,000 

, -

1

1 

j 
I f 
1 ' .. - -

" , 
3 1\ 4 _ 

8 • 

MetropQlit&n and MetroJ.Mllit&n District 
City Lines and ExtensIons. 

Lines owned by the" Metropolitan" and .0 Metropo 'tan District" Rall,,'ay CompaniM; the Cal." 

Mid-Kmt (Bromky to SI. Mary Oray) . W,,,.kcd by tM .. South Eaatern and Clvdlwm Railway Companiu Manng;ng ComnrAtu<," 

Midl&nd' - 151,621,07342,279,638 

m f Tottenham and Forest G&te- --!l 
..t""S Yorkshire Da.les . - - -
~ Se< also the "Midl&nd and G ..... t 

lhl t North.m Ra.ilways Joint Com---;::s mittee," II North and South 
== Westem Junction," and" Mid

land {Irish Sottions)." 

600,000 200,000 

63,000 21,000 

'~9,117,672t 
193,900,711 '38,931,392t 

800,000 

64,000 

13"66~,741 
225,000 

44-,996 

2~ 56,007,869 
at 

- 19,766,891 

21 

,,< 

2 

225,000 , 

8,694 41 

'I 7,588,166 

150,000 

tl 

3 

1'1 



RAILWAY RETURNS.-1911. 

'3lst December, 1911.-ENOLAND AND WALE.S--<:ontinued. 

~ conv8t'HioD, ooll8OlidatioD, or division of their stocks are given in italiu beloW' the totals. 
in the figures given in Roma.n type. 

. CAPITAL RAIBED BY LOANS AND PAID-UP CAPITAL, 
CAPITAL. DEBENTUR& STOCK. INCLUDING LoANS AND SUBSCRIPTIONS TO 

----- -----~--- .. ----. DEBENTURE STOCK. OTHER CoMPANIES. 

. 1 
Debenture 

. 
Loans. . , Stock. Total 

21 

Tota.l 
Paid·up 

.--- .. -----. raised by 
Tot&1 Total To other! RElIARKS. 

:! i Loans To Joint 
Stock and I_~i I_~ and on 31st on. 31st Com. 

Share Amount. I = ~! Amount. : ~ rDebenture Decamber, Duembtr. mittees. Capital. IH II~] I Stock . 
1911. 1910. 

. -
£ £ 

Po, 
cen~. £ 

p., 
cont. £ £ £ £ 

~I,fi90 - - - - - 51,590 51,690 -

Compani ... a.nd is infUded i. tho Rerum. of lbo •• Compani ... 

61,904 - - - - - 61,304 - -

777,800 1,2OOt 5 107.905 4 108,895 886,695 886,696 -

- - - - - - - - -
2,061,870 742.31\4 3 1,528,342 3,589,712 $,589,711 - - -

785,988 4 
i 

- r IU6,198 - - - - 616,198 616,198 -
.Eaatern" Railway Comp,a.nies ; the Ca.pital is included in the Returns of those C"..ompanies. 

1\,7~9,397 50,000· 4 4,850,278 St 4,927,726 16,677,123 16,631,813 1,004,104 
27,463t :; 

2,640,916 - - - - - 2,640.915 8,640,915 -

',695.118 - - 470,681 St 470,681 4/)66,799'1 ~066,799"1 -

2,766 - - - - - I!, 765 1,766 -

9,737,413 - - 2,174,200 4 8,885,826 13,148,238 13,IJZ,5/j! -
1,211,6'JO 6 

.. 676/iQ8 - -, 6U,OOO 4 60p(;0 636,508 636,508 -

-I J ·360,000 - - - 3110,000 150,000 -

I I I I 
is iucJuded in the Ret-urns of those Companies. 

159,146,49 - - 41,378,014 21 U,378,014 193,1124,507 193.113,163 12,160,298 

61,018,798 - - 1I.7691~ 1111,769#1 73,78S~ 1S.78S,ntJ -
Il00,000 - - 188,000 4 188,000 188,000 788,000 -

63.090 15,000 31 - - 15,000 93,690 67,Ufi -

I 
: 

I I 
i 

Railwa.y 
Com. 

panies. 

£ 

-

-

-

-
-

-

-

-
-

-

600,000 

-

-

694,186 

-
-
-

I . 
{. Interelfi at the rate or S per cent. 

annllID waa paid tor the :rear ending 8 
lI&rcb. 1Ul1. 

{LIne lIot open tor public LnfBc on 3 
December, 1911. 

lot 

{. MInimum Rate. 
t Capital.i.led value of Land Rent-charg ... 

{ Rallwa.y autboried under the Llgbt 
waYI Act., .tsoo. No ca.pitaJ ha.d be 
raiaed at 3111t Decembel', 11m. 

Rail· 
en 

• 

r Tonnln.bl. Dobentu .. so", •. "'P'Y' 
18Lh JUlie, 19$3. 

t CaplWi"ed value of Land Rent--cba.l'g 
t Under the provillioneof the ~Ietl'Opoli 

111&1I ... y Acto.'''' and ,..,. the .. '" 

blo ... 
tan 
lu. 

w""' l&.luU pro erty of the Company 
leparated Trom the RaUwa.y Casital. 

,NomirurJ a.dditioll to the who e of 
.. Metropolitan" CODlpaD)"S ca.pita.l. 

fdl wu eoulltlt.uted alleparate undcrtalL 
under Act ot 180'6, • dividend at the 
o.)t ., per cent. g::r annum being goaran 

h, .. 
mI. ..... 
pany l by the "lIl laud" RaUway Con1 

under the lIetropolltan Diltrict Rail 
.A.ct of 1878. ··Y r The ",p.1AI of "'e 'mh _'on. of t 

1IidIAnd RaUwa7 18 here includt!d, b 
the e~timat.od amount. thereof bu 
excluded. from tbe total caplt.al tor 
land aod Waletllh01fb 00 pagt! 30.. 

t Prelel"1"M. een"t"ertled Ord:inary SWct. 
l Delcrnd C<llll~ert.od. Ordinary St.ock. 

he co, ..... 
""g. 
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NAMF: OF CoMPAlfY. 

RAILWAY RETURN8.-· 1911. 

No. t.-AMOUNT of CAPITAL, &c., upon the. 
NOTE.-The amouDt.f!I by which the Capit&ls of the various Companies have been twminnJl,l/ ine~ 

These amOROUl are. in all ouea, included 
.----..... -------

AUTH PAlD·UP STOCK AliD SHAn ORlSKD CAPITAL. 

BySb ..... 
and 

Stock. 

------~---

I 

By Loo.no I 
and I 

OrdinlLl'J'. 

Total. 
Amount. o@ 

Pr..fe ... ntia!. Gu&l'&ll~. 

I~ 
Amount. il I I I 

.,; '" I J I '" ;" I Debentul I Stock. S~l ~ I 

£ I,~~I £ I Pv £ I o,,:t. , 
- - -

i 

~~l]t:o Amount. !'S 1 i~~ 
0li:S 1:>!i:S i 8j~ 1;!i:S' -.-----------cc-----l Per Per ----+.::,p.:.:r:.L'..,p::'.-r~ £ out. cauL £ I "nt. , eMnL 

lidJn.nd 0.011 Great Northern Railways l,20(M)OO - - 11200,000 I, a I a 
Joint Committee. 

lid land and North-Eastern Committee The line IS the Jomt property of the" Mldland It and uNorth Ea'loom" Haihvay C-olUpaniea; th 
(Swinwn to Knottingley). 

lidlnnd a.nd South Western Junct,ion • 

l,id-Linc{)lnshire Light-

lid-Sull'olk Light 

[ilford Ha.ven Dock and Railway 

rold and Den-bigh Junction -

[wnbles Railway a.nd Pier -

[newell Hill 0.0(1 Palace 

eath and Brecon -

eath, fontanlawe, and Bryn-AmaD 

cwport, Gods!, ill, and St. La1m"Ql.te 

idd Vallry LiIJht-

>rlolk andSull'olk J ointRailwaysCom. 
mittee. 

)rth ami South-Western Junction 

.. 
J 294,267 Nil 337,464 5 Nil 165,334 S a 

802,072 1,394,783 2,196,655 I . II l 4l,334 • 

120,~ 40,000 160,000 -
i 
I 

225,000 75,000 300,000 63,590 Nil 71,710 4j Nil 

140,000 46,000 186,~ 74,230 Nil 

Worked by the" Lrmdo'lf, and North-Wutern.'· 

106,000 I 35,330 I 141,330 I 47,183\ 7 24,900 4 4 - - -

Undertaking vested in the" Great Northern" aa from 14t.h August, 1911, ondor Act of 1 au 

684,790 698,566 1,383,336 {25_6,23O Nil 400,402 4 21 !!67t463* 

558,000 I 186,000 744,000 1,250 Nil 

Worked 1u the" Isle of JVigltt Central." 

See .. Bradford CO'f'1'01"'tion." I 
The Capital is arovide~ jointly by the •• Great Eastern Railway Compauy" aDd the" Midland aD 

..:"-::-:-': I ~~ " 
Worked by tlu II London and Soltth~ JVeatern." 

(31,917,991 61 16,071,227 4 4 8,507,284 • • 
Irth~Ea.stern . 62,316,986 27,178,863 89,495,849 

l 399,eOO 6! eOO,625 4 4 818,674 4 4 

!;'.J: . {Great North of ~I.nd 74,900 • 74,900 41,875 3 13,725 6 6 16,918 41 'i 
.. ~ ~ Clarence and H epooi 
~ Z "'£ Junction. 
S C1)~ ScariJoroug-h,Brldlington,and 250,000 83,333 333,333 244,240 2i 

~ 

~~ 'Vest Rlwng JunctioD. 

rtlt Lind,'1J Light Worked by the II Great Central." 

rth London 3,255,000 1,080,766 1.,335,766 2,034,400 5 700,000 • 4i 
See al80 .. North a.nd South Western i 250,000 4i 'i 

J UDct·ion." 
3,183,922111,417,395 

I 3,594,650 41 3,082,483 3 3 1,170,000 5 6 

,tb Staffordshire 8,233,473 I 80,140 41 1,051,33.' 3 3 

'( I ;.!:: 

Vall'yl 
.... 

Manifold I.~ Leek and 20,000 27,000 I 47,000 15,395 Nil 
I J.o Light 
~~ 
:! I I 

IZl : 
I 
I 
I 

th Snoderland Ligb* 31,000 
I 

10,333 • 41,333 14,900 Nil 9,920 4 lr>iJ 



-

RAILWAY RETURNS.-191L 

31st December, 1911.-ENGLAND AND WALES--wrUinud. 
~ CODV8I'RioD, oonaolidation. or division of their stocks are given in italic8 below the totaJa. 
in the figures given in Roman type. 

CAPlTAL. CAPITAL RAISED BY LoANS AND 
DEBENTURE STOCK. 

PAID-UP CAPITAL, 
INCLUDING LOANS & SUBSCRIPTIONS TO 

23 

--- DKBENTURE STOCK. OTHER COMPANIES. .. --~":-I-·D~'=i~';l-TOt&! 1--===:.::::..:.:=:.:::-+---,----1 

p~ld~p f- I I lra~y REMARKS. 

Stock8Dd . 
Share'S" - ~ a.nd 

Ca.pil.8.1. Amount. cp ~ Amount. S ~ I'Debenture 
~~ I.~ Stock. 
I - 1=-

11'~000 I ~ 1':~i'l ~ I:~'I ~ 
Capital is included in tho Returns of those Companies. 

797.065 9,000' 5 417,877 3 1,094,783 

135,300 -

74,230 -

72,083 -

2 090. V" cii. LXXiX. 

666,032 -
167,463' -

1,250 

I
, 4i6,7R9 , 

-
, 191,117 Nt. 

96,614 3 
i 90,867 NN 

i , 
-I 
-
I 

-I 
I 
i 

-I -, 
I 

50,000 31 

46,461 5 

187,471 

60,000 

Tot&! 
on 31st 

December, 
1911. 

£ 
1,200,000 

1,891,846 

1!8,806 

185,300 

119,711 

72,083 

1,337,653 
331,lUl" 

1,250 

Total 
on 31~1 

Du:.ember, 
1910. 

£ 
1,soo,000 

1,891,848 

~f!8.806 

185,300 

119,711 

72,088 

1,337,663 
331,211 

1,250 

TQJoint 
Com

mit,t:.eea. 

£ 

To other 
Railway 

Com
pa.nies. 

£ 

~plt&ll!ed wue of 
cllargtll. 

Rent-

{

Railway aotboria~d under the 
Light RaIlWllll Act.. 1:;00, 

No capital hAd be"'D railed at 
al,t December, 11111. 

'Railway authorl,ed under thft 
Light. RailW3)'I Act ltilJ6. 

{
Undertaking worked by the 

Swanae& Improvoment. and 
TramwaYI CompallY. 

·Nomlnal reduction of CApital. 

tine not open for publle t.rallle 
on 3lat December, 1011. 

• 

:, Great Northern Railwaya Joint Committee." and is included in the Retuma of t.hat 

, 128,600 -

I 

66,496,502 - - 24,093,030 3 24,093,030 

1.418,399 - - 6,599,940 8 6,699,940 

72,618 -
244,240 - 72,000 4l· 72,000 

2,984,400 - - 6.600 , 987,466 
980,966 41 

7,847,138 - - 2,845,990 3 2,846,990 
1,OSI.,I7~ - - 809,08!J 3 809,089 

16,395 9,000 8! - - 1,,428 
4,9"..8 81 

24.S2\) 6,300' 6 8,300 ~ 9,600 

128,600 118,600 

80,689,532' 80,116,981 

72.018 71,518 

316,240 316,140 

3,971,986 3,971,886 24:,l.33 

IO,6V3,I23 101&93.U3 219,029 

1,891~ 1,891,l6S -

29,S23 !!9,813 -

U,_ .f4.4!O 

, 

[

.under tbe Companies' Clan"88 
ConlOlidation Act, 18015, the 
Compa.ny created allare ca..pital 
in lieu of loan capital. The 
line la lea.sell Joilltly to th~ 
.. London &rid North Weatllrll" 
.. Midland," and .. North Lon· 
don ., Companies. 

(

InclUIUng OS,fo60l. to Sunder· 
land Dock Compauy, 5,0001. t(.o 

398450. Hull South Bridge Company, 
, 160,0001'. to Bull aod Nether· 

-
-
-

-

-

la.uda Steam ""hipping Com. 

l pany, Ltd., anti ~.5UOl. to WII· 
eon', And Yorth·EaJltern RaJI· 
way Shipping Company. Ltd. 

{

.BorroWiUg po.e .... exerclled hy 
tbe" North·Kalitern" Com-

"

an)'. and 8U10Ullt includtttl 
n.l.he retllm 01 that (.lgwp&uy. 

CMbdlllnm rate. 41 per oem. 
mulmum li per ClInt.. 

JRalIW'" .uth ...... d no.!" .... 
I.I",ht Railw&yl ~ 1896. ... 
capltal ... mot 17 . baa been 
~t«I by t.he 'l'l'euury wbo 1 '0 .... 10" 'be Company 
7.,5ld. U Q wblch int.ereat II 
paid at t~ rabe 01 S per oent. 
)tIr pnum. Theao &DlOUDM 
&nil Ht iadu(ed 'a &.be returu, 

'caplt.1I18d ftllle 01' Land Reat 
ebarsell. 

The t'.owpaDJ' was IDoorher&ted 
toJuoe,lW2. Inl&w:t eCom· 
paDy obtained an Order IlOder 
tho I4ht a.u ... ,.. ..let.. ltuli, 
authort.hag tbe line to bot 
1I'urked .. aUght Hail •• y, 

II The Order alao allthO!'iw aD 
extension, and tbe AUi1oa: 01 
" .. liltt.ioaal CApJ~l. 



24 • RAn.WAY RETUR.'iS.-1911 

No. I.-AMoUNT of CAPITAL, &c., Upon th ... 
NOTK.-The amoUDU!. by which the Capit&Ja of the variou Companies b&ve been nominn/lr int.'J"M.I'e.l 

Theae Amounts are. in aU cuee, includ .. l .----------------------------------.-------------------------------

NAHK OF COIIPANY. 

North Wal .. Narrow Gauge: 

Moel Tryfan UndertakiDg. _ 

;;ottinglwm and (}rom/lam Bail""'l1 
and- Canal. 

AUTHORISED CAPrrAL. PAID·UP STOCK. AND SIIARl( 

/------,---------1-----,-----------,---------
i : Ordinary. Preferential. I Guaranteed. 

BySharool BY~I TotaL I---------I------:-I .. -~--I_--'l!-i---:f-~-,----
S::t. 1 DeShetocnk,ture, cll:3 ""'... ~ c c ii Q 1 

I AmonnL ,!:;l--dr Amount. ="5i ';~ .' Amount. 15s:i ~~-d 
'; i:l!~li lJ~ i:l!dSl i;3:l!dS~i5'i 

£ £ £ Por £ hr Per £. -I J».lr -Per 
oeDt. 08nt. cont. cut.. cenL 

106,000 I 64,000, 160,000 
Nil 17,390 6 Nil 

- I , -
I I 

Leared to thtuOreat NortAem." 

Nottingham Joint Station Committee - 1,260,000 1,170,200 3 8 

Nottingham St,fmrban - W ","ked by Ihe "Greal N orlhern.' 

Oldham, Ashton-under-Lyne, and Guide 
Bridge Junction .• 

40,000· 

I 
I 
I 

O:r;ford and Ayles""r!! Tramroad - _ 

Pad.to .... , BedruthllD and Mawgan Light 

lV O1'ked by the II Metropolitan and Great Central Joint Committee." 

100,000 I 25,000 I 125,000 - - - -

Penarlh Exlension - Leased to the ,. TaJ! Vale." 

Penarlh Harbour, Dock, and Rail1MY - Leased In the H Taif Vale." 

Penllwyn 

Plymouth and Dartruoor 

Plymmtth, Devonport, 
Wutern Junction. 

and SouIh 

Portmadoc, lleddgelert, and South 
Snowdon. 

Port Talbol Railway and Do"'" - _ 

PrillCeto'H,'n -

Redruth and Chaeewater 

Rhendda and Swa",eaB~!! -

60,000 20,000 80,000 37,622 Nil 

176,000 47,000 223,000 35,000 Nil 

Worked by 'lu: II London and South W wen"." 

318,000 106,000 I 424,000 60,000 Nil 

Worked by lhe" Great W .. t.,.,..' 

IQ7,210 2IM,700 3H5,91O 55,610 Nil 

Workul by the II Great Western." 
I 

49,500 7,500 57,000 49,000 Nil 

{
75,000 
66,000 

105,370 

5 
5 

3 

I - Wrwked by lhe "Great Western.' 
I 

{ 

187,8S9 
436.803 
363,1971 
363,197: 

10,398 
36J,191 

-Nil. 
9 

993,090 4 ! 

Jtbymney - 2,584,090 772,166 3,35~256 4 
5 

RoBS and Mcmmowth • 

Rowrab and Kelton Fell Mineral- -

st. Austell and Pentewan Rai\ ..... y, 
Ha.rbcur and Dock 

&d,,""ry BailflXl!1 and Markel Hln,.. -

9 
§ 

Workedliy flu II GrMt WeatN'n.' 

39,000 I 13,000, 52,000 36.230 Nil. 

P",'ale properly. (No ,fated wpifal_) . I 
WU.Lfd by t/tr" Lo",d9fl and S()IIth· U·'~tn .... " 

i 
f57,090 

40,000- 4f 

} -

Nil 

• 

, 

4 i 
i 
I I 

4 I 1-
I 

-I 
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RAILWAY RETURNS.-1911. 

31st December. 1911.-ENGLAND AND WALES-tonlinued. 

by OO1l,"union. CODIWJidation, or diviBioD uf their stock, ue given in italiu belo,,, the totals. 
io the figures given in Roman type. 

CAPITAL. 
CAPITAL RAISBD BY LOANS AND PAlO· UP CAPITAL. 

SUBSCRIPTIONS TO 
I 

DEBENTURE STOCK. INCLUDING LoANS & 

I --- DEBENTURE STOCK. OTHER COMPANIES. 

Debenture 
Loa1Ul. Stock. Total i Total ----.-- raised by 

To other I . Paid,ull I Loan. Tot&! Total To Joint Stock and 1-'& I _.& and en 31st on 31st Com· Railw.y I 
8h&l'9 Amonnt. : = ~ I Amount. S ~ Debenture December, DecembeI', mitteas. Com- I 

i 
Capit&!o '!!I S~ Stock. 

1911. 1910. panie •• I 
~- , 
i .:: I ~-, , 

: ;; ;; l'et I ;; Por ;; ;; ;; ;; ;; . cent.! cent • 

83,366 - - 39,477 4 43,040 126,_ 116,405 .- -, 
3,663 5 , 

I -
I 

- - 8,940 I 4 8,940 8,940 8,940 - -

I ! 
I 

I 

i 
I 

! 
, 

l,iiO,200 - -I -
I 

- - 1,170,200 : 1,170,100 - -
I 

i , 
I 

I 

I 
, 

I I 
i I 

I 
060,000· - - - - - 40,000·\ 40,000 - -

I I , 
! ! I 

i 

! 
- - - - - - - - -, 

i I 

I 
I 

37,622 37,621 I ~7,622 - - - - - - --

I 176,000 - I - 20,670 4 00.6;0 196,670 196,670 - -
1 

I 

I I 
! I 

00,000 - I - - - - 00,000 60,000 - -
, 

I I i 
I I , 

I ! 
UO,960 1,000"1 5 88,723 3 89,723 250,703 S:0.708 - -

I 

I i 
I 

49.lSO(\ - - 7,Il00 5 7,Il00 67,000 61,000 - -
, 

I 
421,699 2,3",178 - - 4 '21,699 2,785,8';~ 1,570,~3t - -

i I 

670.68.." -. - - . - 630,683 6~,9Jl -
I 

-

I I 
I : I 

i I , 
86,230 - - 10.000 • I 

10.000 46,230 46".10 - I -i 
, 

I 

25 

REMARKS-

{The .tatlon I. worked by th 
"Great Central" and "G 
Northem" Compf.lliel. 

• .... 
r'ThllIlD'" v .. ,.d jointly In th .. OrMt Central" tloUd "LondO! 

and North,W8lItern" RaUwa 
Companl_ With the excep 
tlon of the .£40,000 here Ita 
-held In 10,000 Ibarea by pri 

.. 't'Ilte ahareholden-the whol 

• • 
1 ... 
• l ofth •• uthorl ..... pltal, viz. 

£8f.O,OOO by aharea and .£106,6 
b,. loaD', waa aubacrlbed an 
ralud 7t the two Companies 
and II Doillded In their re 

'um>. 

00 
d 

{Ball"" ou'bod... un'" .b 
Light Railw~' Act,l898. 

No co.'ttal ha been ralaed a 
Slat. ecember, 1911. 

• 
• 

{Line Dot 0Een ror public tram 
OD 8lat eoember, 1911. 

, 

[''b' lin. I. boln. ""D.tm" undu an arrangement by th 
.. 
• North Wales PoW'er ~d Troo· 

tlon Commn,., Lt.d.. that Colli 
~n,.. tak n~ tbe Shares an d 

o 
In 
• 

\ b.D'U'" D paym.D" Tb 
actual construction Wl'l8 
abeyance at the end of til 
lefor 191L 

{.CaPltallll!d. ,..Ine o! Ron -. .. 

{"Dhi .. D. """'.. .. 1st .1anllal'J. un2-
tPrefernttlOrdinary Stock. 
lDefernd Ordinary Stock. 
,Partl,. !'nfened: partl, 
!"' ••• 

, I , 
I I 

I I I , I I 

166h. D 



26 ~ILWAY RETURN8.-1911. 

No. 1.-AlIot'loo' of CAPITA~ &e., upo. I 
N<l'I'E.-Tbe amounts 11y lIo"hicb tbec..pitals of the Y&rioua CompaniM ha .. e been f&OMit.,.Il, inere:.u 

Th.., anIOUD~ a.ntr. ill all ..... ihclNl 
--------------~-----------.-------------------------

I AUTHORISED CAPITAL. PAID-UP STOCK AND Sa..: 

\----~-.-I----;-------------I _ ~roiD~~ __ Pn!_fenm-,--_tial~, __ ' 

B:~t::~:II' TOt.aI,~ '_"g ! .; ~! ~ - --1-;C1' Stock. Amount.. C>:S • Amount. E'!~ 1;:5....:! Amount.:c ;~i;:E . 
. _____ . ___ 1-__ '---1 __ -:-__ -+-,,s_s_ii..j.---..cl-=!-=~-'-~-S-lJ:...-!:__, __ ..J'L:.~ ___ ~ ___ ;5...l~':":~~ 

NAMK OF CoMPANY. 

Saundergfoot Railway and Harbour 

£ I £ i £ £.=-.. £ !:' .. :!:. £ .!:tl:: 
17,500 I 8,000 I 2.';,500 17.500 Nil - - I - - - I • 

Scarborough. Bridlingt.... and W ut 
Rid'"9 Junction 

Workod bg the .. NortA-Erutem.' I I 
318.000 1 106•000 I 424,000 _ _ _ _ i_I _ I 

; - II -
- Workod by the .. Gnat C",IraI: I I 

Seaforth and Sefton JunctiOD 

Shrewpbury and Hereford - - -
.. Great "'-estern" and .. London 

and North-Western)1 Compa.niea 
in reRpect of the" Shrewsbury and 
Hereford )1 

Shropshire -

Shropshire and MODtgomoryshire Light 

675,000 

2.000 

675,000 

181,600' 606,600 346,169 Nil 

5,750' 7,750 500 Nil 

Shropahir< Unwn RailtCag. and Canal- Le<Ued ta the U Lond... and North-Wat ... ,,:· 

Sidmaut! 

• 
Snailbeach District 

Somerset aud Dorset 

- Workod by the .. Londo .. and SOIdA- W utern.· 
I 

20.000 6,600 26.600 20,000 Nil 

- 1,867,000 1,289,513 3,156,513 652,294 Nil 
360,000· 3j 

35,655 
175,880 

I 
- I 

i 
I 

- I 
I 

I 

i 
4i I' Xii ! 
6 Sil l 

i 
I 

50,000 
62.';,000 

I 

South Eastern WOf"ketl '?Y t.he U South Ecutern and CluJtIwm. Railway Compal~iu Managing C(JmtIMtt~~." 

41 
8 

i 

~ I 
! 
I 

I 

South Eastern and Cbath&m Railway Line owned by the II London, Chalham and Dover" aad .. South Eastern" RaiJway Compan.; 
Companies Mana.ging Committee 

London and Greenwich - 1,084.260 233,333 1,317,593 861,540 

London, Cbatha.nl a.nd Do,:"er - 19,263,819 ll,lal,646 [30,384,465 11,259,282 

Mid-Kent (Bromley to St. Mary 
C",y\ 

70.000 23,000 93,000 

SouthE ... tem • 25,120,265 9,277,2(6' 34,397.so1 

Su aha fC Victoria Station lUld 
Pimlico. Q 

61,550 

(1,743,120 
4,153,050+ 
4,153,000: 

49§ 
\ 10 

Nll 

4 

4 
6 
2 

Nil , 

222,720 

2,440,000 
722,000 

4,011,_ 
2,172,_ 
2,640,820 

6 I - , 

280_000 i 
124 313 ' , I 

! 
i , 
I 

I 
984,:JOO I' 
800,000 

I 
i 
I 

" • 



RAILWAY RETURNS.-191l. 

3lot December, 1911.-ENGLAND AND WALE8---1:OnIinued. 
~y OOnVel'Mlon. OOIl8Olidation, or divilioD of their atocks are siva in italica below the totala. 
lD the nguree given in Roman type. 

I 
CAPITAL HAI8ED BY LOANS Ali'D PAID-UP CunAL, CAPITAL. DEBENTURE STOCK. INCLUDING LOANS &: SUBSCRIPTIONS TO 

DEBENTU.RB STOCK. OTBKB CoMPANIES. 

Loan", I 
Debenture 

Total Stock. Total 
Paid.up I raised by Total Total To other REMARKS. 

Stock and Loans onSlet on 81,t To Joint Railway I-~ ~~ and Com· Share 
Amount. !~ Amount. ~j Debentllnl December, Docembtr, mittees. Com. 

Capital. Stock. J911. 1910. pa.nies. 

F.5 $.5 

~ .: Per 
£ I Per 

£ £ I £ £ £ i 
c.ut. iceut. 

17,1500 - - 8,000 6 8,000 25,600 15,500 - -
, if 0 Cap'l.4' had boon r., .. d by I thil Co-mpllDY at Sblt Decem· 

ber, 1I~1l. but LD pllJ'Buance or 
the powerl eonfert'l;ld upon I them ~ Section 71 of the - - - - - - - - - - Great antral Railway Ac~. , l' ...... h. 0 ..... C.ntrol Com· 

I pan hnd applied capital to· I w~ tb. ""."m,t1un 01 .h, 
Seafort baud lSelton Campau,' a 
raU".,.. 

I , 
675.000 - - - I - - 875,000 676,000 - - I 

: 

I Ir IDt'ud'u~, "'.0001. a •• hor'," under t e ShroJllhire and 

3fa,IoD 53,800 5 { 12,440 4i } 129,015 475,174 481,734 - - ' Montsomer)"ahire IJa:bt Bail-
62,775 5 I wal0rder, IMD. 

Bailway authorlt&e4 under the II Lls:ht Railway. Act, 1896. 
Line opened (or publlc tradle; 

500 - - 5,750 46 5,7150 6.250 170 - - -\ on AprU 1Sth, 1911. 
~ I. Amount authorillOO to be ad-
I nooed by varloUilocal authl). 1\ rlt! ... 

20.000 8.300 41 I - - 8.300 26,300 16.300 - -
·Batb BJ:tellAloD StGek. In addi-

, [ .~.~~,~-,-
I SUer cent. the bolden of the 

• k were pald::or. 1·6Sd. per 
cent. for tile ,ear endlng Slat 

I October, 11111. 

{ 200.0001 
tThele atoeo are entitled to a 

N 
muirnurn rate of Interut. of 

1,223,829 - .. 221.002t 1,232,380 2,456,209 2,./56,»09 - 12,000! 5 l.&l' cent.. per annum, pro-
168.0001 ·1·'------643,378 company are aUUl.clent to pay 

Incb rate. 
! The company PIIoYI s.n anDlial 

I 
i lum of 3141. by WilY of Rent· 
; charp, In respect of land pur· I that.d. 

t SUblC1:!0n to :Bttl'DhaD\ , , ! Tldal boRr ComIMWY. , 

I I , 
I I I 

t.he Capit.al is included in the Returns of those Companiea, 

1,084,260 69.000 , 34,600 36 224,860 1,309,120 1.309,120 -
131,260 , 

f 1,1500 n l,lftUOO 3 l 19.260,49'l 1.800 1.250,000 36 r 1(),3611,76( 29.6!9,2G2 99.696,980 168,638 -1. 242,114.6 
, 1,221,352 4 

6,493,862 '6 

81,MO { 8.100 , } - 23,000 ",650 84,550 - - I 1".900 " -

~8I1O,964 2.010.850 S 8,664,"1 3I!,'85,4011 436,378 - J -Subject. to • redl1ctlon - - 3£.486,.,06 260.000l. 00 accounl. of ReI! 
17S,000 31 cbar(t81 granted by UL 
680.766 36 Company. 1 tPrelerred stnck. 1,456,086 4 U)eferred Stook. 

1.600 .. ~\ock In III'I'Mn 01 aalJ. 
&,3&2,_ 6 

of .. 
• 

! I 
I 

166b. »2 
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No. I.-AMOUNT of CAPITAL, &c., upon t 

SOTE.-The amOUDta by whieb the Capital. of the varioD CompaniM h.,-e been rwrninnlly Inonat 
'fbeae amounte aN. in all CMea, ioelQ.lJ 

-------------,--------.-------------------------
I AUTHORISED CAPITAL. 

NAME OF COMPANY. 

Soutbeod and Colchester Light . · 

1--------------- - -- ---------------------

I 

1 
By Shares By Loan. 

and and Total. i Stock Debenture 
I • I 8tock. 

I 
' I 

i 

f .: 
, 

.: 

I 
~ 

100,000 i 33,333 133,333 
, 

I 
i 

Ordinary. 

-~ ~
..., 

Amount. ~~ . 
,.:,'S:""=' 

is'!. 

.: ... , I ceot.. 

I 
- -

Pref .... ntia.l. 

Amount. 

I 
I 

- I -
9,000 I 6 

Guaranteed. 

£ i .;~~. I, ,: 

I - i 
, 
, , 
i 
, 

- - - I 

G - - I 

South Yorkshire Joint Line Committee line is the joint property of the" Great Central,1I 
included in the Retum& of those Com >&IIi ... 

If Great Northernt II Lancuhire "' 
Suuth Y (JI'ksMre Junction 

Stamford and E8$endine 

Stocksbridg" -

.. Workt!d by the II Hull and Barnalt'fJ." 

· i IV orked by tlu "Great Nort"""': 

Stotteecion, Kinletand Billingoley Light 

• 
Stratford. upon· A ,'on and Midland 

JUIlction. 

Sutton Bridge Dock 

89,000 23,000 92,000 

3O,(){)I') 10,000 40,000 

600.000 200,000 800,000 

I 
270,OOO! 89,966 359,986 

i 
· I 120,000 I 50,000 170,000 

·18,8311,777 ! 2,047,229 110,878,OO~ 

Swansea and :r.rumblea ~ 

TaffValo' 

I ! I 
CD ,I Penarth Extension 

'.SGS 
cOl 
~> 

1 ~ I Penarth Harbour, 3 \ Railway. 

- I 15,000 I 5,000 20,000 

Dock, and 

Talyllyn 

Tanat Vall"J Light 

Tarporley Light 

Teign Vall,y • 

Tenbnry • 
" Great Western" and U London 

and North Western" Companies 
in respect of the Tenbury. 

Tottenlw.m and Forut Gal. 

Tralfortl Park 

772.000! 257,000 1,029,000 

15,000 5,000 20,000 

JVorkecl by the II Cambrian. " 

80,000 \ 20,000 80,000 

Workcd by llu "Great Weat ...... " 

30,000 I 
! 

30,000 

33,000 Nil 

588,177 2 

114,840 Nil 

40,000 8f 

5,192,500 , 
8,tll"SOO 4 

15,000 an 

772,000 

15,000 Nil 

36,000·, 5 

- I 

5 

, - , 

17,200 8 ' Nil 

75,500 4i 4& 

3,102,711 4 4 

33E,344 4 4 

, 

I 
• 

- , 

I 
- I • 

• 

- I • 
I -
I 

• 

- I 
I 

• 

4i, 41 

I 



RAILW.AY RETURNS.-191I. 

31st December, 1911.-ENGLAND AND WALES-continued. 

by oonvenrion, cOD80lidation, or division of their "tock", are given in itaJic8 below the tot&ls. 
in the fib"llTeM gi,'cn in Roman type. 

CAPITAL. 
('AI'ITAL RAISED BY LOANS AND PAID-UP CAPITAL. 

DEBENTURE STOCK. INCLDDING LoAIfS AND 
:-----J-~~-.-~- -------------1 DEBBS.""" STocK. 

I 
SUBSCRIPTIONS TO 
OTHER CoMPANIES. 

Total 
. Pa.id.u!J 
Stookand 
~hare 

CfL1Jit.aJ. 

£ 

15,000 

48,9\0 
'Y orkehire, 

·69,000 

686,177 

132,().IO 

8,296.211 

",546,844 

772,000 

15,000 

so,ooo 

'-- I Debenture I 
~all8. tltook. I Total 

. _~I ~~ ra~:y 
A mount. ; ~ I Amount. .! ~ IDebenture 

• .!I • .!I Stock. 
=.E I:::::": 
p" 

cellI.. 
£ Po, 

cent.. 
£ 

• Total 
on 31&li 

December, 
1911. 

£ 

16,000 

Total 
on 31at 

December, 
1910 . 

£ 

To Joint 
Com· 

mittees. 

£ 

{
700' 4 
sao' 6 

12,000 
5,740 

II North 
~ } 19,076 87,986 61,786 -

" Midlta.nd," a.nd 
! 

Eastern" Railway Companies; the Capital is 

I 
4,000 I " 

1~000 15_ 
I 

85,000 5 
4,070· :; 

3Moo 4i 
2,700 5 

30,000 4 

- 1.526,268 3 

£07,191 " 

6,000 4 

77,510 
179,0&00 

1;;'000 84,000 84,000 

89,070 615,t47 

37,700 189,740 I 169,740 

• 
30,000 146,500 145,500 

1,526,253 9,~1.469 9,753,801 

fJ01,Z91 3,7ii4,135 3,154,135 

6,000 20,000 fa,OOO 

257,000 1,029,000 1,0~,()()O 

16,000 15,000 

30,000 SO,()()Q 

To other 
Railwa.y 

Com· 
panies. 

£ 

29 

REMARKS. 

No capital had betID. railed a 
Slat. Deoember, 1911. 

(

Ra1IWQ authorlled under the 
L1ght RaUwaya Act, 1896. 

'lba Company'. Soutbend ~ 
t.rict .. parate undertaldllg II 
included In the 'l'ramway. 
Beturu. 

Line not open for public: tr&1lI0 
on Slat December, 1911. 

"Capitalieed value of Bent
oh....., .. 

{
" Dividend guara.nt&l'll b, 

Hean. Samucl Fox and Co. 
Limited. 

{

RIlIIW&Y authorised under the 
Light RallwaYII Act, ltrod. 

No capital had beeu rallied at 
Slit Decembel', 1911. • 

• C.pltalll8d value of Land 
Lot-oharge&. 

{

The CUlllpan, baa grantlld Rent.· 
cbarpI to the amount at 
DSl. tW. per annum. The lundl 
are 1D.umclent to pa, theM 
chlU'8e8. 

{
Undertaking worked by the 

Swawea Improvementa loud 
Trawwa,. Cumpany. 

{
"In addition to paylug interest 

all capital, t.he CompaDl' paid 
1l.3SSl. r"f RoyalUes. &:c. 

Account. t.o tlle 80th September, 
lOlL 

{

RalJwaJ authorised under the 
Light. Baliwart A.d, 1~96. 

No capital had be~D raised. aI. 
Slat. December, lill. 



30 RAILWAY RETUH:SS.-1911. 

No. l.-AMOUI'o"T of CAPITAJ.., &c., upon till 

NOTE.-The amounts by "'bieh the (.'a.pita18 of the various Companiee have been fUnIt.IUJ/I" int'l'tlMtd 
Tbeee amouotl' are. in &11 ~ ineluded 

--------------------------------~----------------------------" 
AUTHORISED CAPITAL. PAID-UP STOCK A~D SHAI.. 

~--,--~--'-~~' 

I OnIinary. Preferential. Guaranteed.. 

By Shares By Lo& .. 
and and 

Stock Debenture 
• Stock. 

NAME or CoMPANY. 

Total. 

I i 

i £ £ I £ 

. IV orked 1 tl .. "Barry." 

"I 51,000 1 16,900 67,900 

• I Worked by the U Cambrian." I '. 

YaI, 0/ Glamorga.tl 

Vale of Rheiclol Light 

£ 

61,000 

Victoria Station and Pimlico · i 412,500 137,500 550,000 225,000 

i 
I 

JJI''el,1a.pool and Llanfair Light · I Worked by tlu "aa .. bria"." 

Per 
ceDi. 

9 

£ 

130,000 

I 

ic~, 
I 

Per 
eeD~. £ 

i 

Per ....t. 

-',' 

w .. t Corntoall 

lVest Lancashire 

I
i 

I i 
./ See under "Gnat wueern." i 
· Utukrtaking incorporated in the u/.anctU.laireand Yorkdwe" Hallway Company. Pm' Capltal let unde, 

West London 

West London Ext.ension 
• 

'\Veston, Clevedon and Portishead 
,Light Railways. 

W ... t Hiding Committee (W .. t Riding 
, and Gricnsby Railway). 

Wut Somer6et 
West Somerset Mineral· 

Weymouth and Portland 

Whitechapel and Bow . 

Wicnbledon and Satton • . . . 

Wirrel 

Wolverha.mpton and CanDock Chase 

180,000 180,-000 

555,000 185,000 

101,000 40,700 141,700 28,809 

Line owned by the U Great Central" and 

I I 
Leased to the U Great W utern~" 

75,000 i 30,000 105,000 42,500 

75,000 ' 26,000 100,000 75,000 

1l260,OOO i 395,000 1,655,000 1,200,000 

360,000 116,666 466,666 5,360 

854,000 I 322,570 1,178,570 
{ 290,870 

160,000 90,000 250,000 168 

Nil. 4 
4t 

Nil. f' Nil 

101.180 
64.000 
16.200 

-t , { 
20,000 

3,130 
~ 

II Great Northern " R&i way COluIN1.I1i~; the Capital .. 

5 32,500 6 6 

4/. 

Nil. 

Nil. 

11 283,600 :,1 • 9,530 46 

Nil. i~ 

I i 
Lineowueci by the ,e LondoD,Brighton, and South Coast" and flSoutb·Eastem" na.ilwayCompani8IJi Woodside and South Croydon Joint 

Committee. , 
1 I 

, 

I 
ru:ham and Ellumere . . Worked by tM U Cambrian." I I 

I I , , 

Y IIrksliWe Dalts . . . · W ... ked by /Iu .. MidlmuI." ! , r , , 
I 

I 

~II I-~ i --I 

339,5511,40< 2S4,ir.!-2,51~ TOTAL ENGLAlfD A!iD WALES~ • /"34,316,271 1,173,875.67- 399,580,31l - - - ! 103,298 92& - ~ 

I I 66,857,897 - S7 ,641J,19bl - - : 1-#,197,491 - -
, . 

i . "J Es:clU81Ye of the estunated capItal .of the lriab aectiOIlB .of the lrbdlaod Railway Compaoy, which J8 JDcluded m the tot&I. for Ireland. Su 
• asterisk Dote to Midland, page 21 . • 



RAILWAY RETUR)lS.-1911. 

31st December, 1911.-ENGLAND AND W ALlIS-eontinued. 

~y eonvendoD, consolida.tion, or di vision of their stocks are given in italw below the totals. 
tn the fignJ'ell Jriven in Roman type. 

CAPITAL. CAPITAL RAISED BY LOANS AND 
DEBENTURE STOCK. 

PAID-UP CAPITALJ SUBSCRIPTIONS TO 
INCLUDING LoANS & OTHER COMPANIES. 

",-~---~-I----=--T-ri;;;;;;;;t;;;';;-II----I~D~EB~E~"::TURE~~S~TOCK.~~+::'::=:""::;:":::==-1 _. Debenture 
I Total Lo&ns. Stock. Total 

: Paid up ~ ~ raised by Total Stock and Loans on 31st 
Share il ;l and ~bor 

C&pl't&l. Amount. I-§ J: Amount. ~ I: Debenture 1911 t 

~j .>j Stock. • 

I 
I 
I 

I , 

£ £ 
Pv 

£ 
Por 

ceDt. "'n~ 

61,000 18,900 4 - -

365,000 - -I 132,322 4lI 

U LanclUhire and Yorkahirc." i 
-I 180,380 

565,000 

1,675 4 - - I 
14,lIOO 5 I: 
13,169' 3! i 

included in the Ueturll8 of those CompanieM, 

75,000 

75,000 

1,200,000 

684,000 

158 

I I I 

16,000' 6 

93,.130 4 

I I 

30,000 5 

14,250 4 
10,760 41 

369,000 4 

184,756 3 
2,000 " 

17,666 3 

i 
I , 

£ £ 

18,900 67,900 

132,322 '8j,322 

180,380 

665,000 

29,244 81,183 

30,000 10i,000 

25,000 100,000 

- 5,350 

230,186 814,185 

17,666 17,666 

158 

the Ca.pit.a.l is included in the Retuma of those Companies. 

I I 

Total 
onl1at 
D~, 

1910. 

£ 

61,900 

487,8£1 

180,380 

565,000 

79.608 

105,000 

100,000 

1,575,000 

813,135 

17,(166 

158 

To Joint 
Com

mittees. 

£ 

-

-

To other 
Ra.ilway 

Com
panies. 

£ 

-

-

10,OOOt 

31 

REMARKS. 

flDO and StaUon I ..... to Oh • .. Gl'08.t We.tern" and .. Loa 
do~ Chatham and Dover' 
Ba ..... y Compawet. 

{

.AmOUOt. auth01'laed to be Bub 
IICribed by the o1t'Ding Com 
panles :-Grea.t Western 
London and North Westeru, 
London and South Western j 
and London, Brighton anll 
South Cout. • 

{
• CapltallJed value of lad 

Reot.@arget. 

• The Company', LIne 18 dOled 
The Interest on the Debenture 
Stock and the Di'ridenlh on 
the Onlinary IUId Prelerentlal 
capital were paid out 01 Iwna 
received from the Ebbw Vale 
StIlel.ll'On and Oaal Compan" 
Limited, &I UMIl' of the line 
under an agreement II&Ilctioned 
by Act.oU"thJune, lS1W. 

t AdTanced to W .. tcbet Bar
hom Commi .. lonen under tbl 
Watchet Harbour Aot, 1860. 

{

Line worked by the "Grl'At 
Western" and "London and 
South Weatem" Companlea. 

{ ... ~ 'f8Jue of Ben 

Line Dot open for public tram 
on But December, tG1L 

{
une DOt. open for publlo traffic 

on Slat. December.IGll. 

17117,801,760 IO,386,3U 

1101,1J.QS,58f 6,119 

35,194,787 7,9.56,179 TOTAL ESGLAND dD 
WALBS.'1 
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NAME OF COMPANY. 

A rbroalh and Forra," • 

Aurand Maybol •• 

Bankfoot Light 

Dreck;n and Edzell IM/ricl • 

Ca.ledonian 

~ Arbroa.th and Forfaf • 

j 
~ 

Brechin and E<lzell District 

Callander and Ohan . 

cg Ca.thcart District 
:5 
f Dundee and Newtyle • 

"i 
-l! 
~ 

i 

Killin . 

Lanarkshire and Ayrshire -

] Solway Junction· 

RAILWAY RETURNS.·-191l. 

Ko. I.-AMOUNT of CAPITAL, &c., upon thl 

NOTE.-The amounts by which the Capitals tlf the various C.ompanies lune l..eell nominally inC'-f'8lUIfH.l I. 
These alUount"! are, in all l~8M, includ.~ 

AVTBOBISED CAPITA L. PAID-UP -STOCK AltO SHAal 

----,---,..---1-----.------ .------
1 __ Ord_ ina_ n_:_. _I PrelerentinJ. ! __ UuarnnteOO. . 

By Shareo By Loans 
d and 

an Debenture 
Stock. Stock. 

Total. .." -= A 0'" 
mount. !.£ ~..: 

,~s1 
- .----1--- --

i~"~·~~·1 ' 
• LetUM to the II Gla8g&W and SOl,tlt. JJ' utern ... 1 

Per 
cent. 

21,500 7,168 28,686 
I 

• Worked by the II Oaledonian. u 

• 46,194,317 12,687,633 38,881,850 

• 250,000 

• 42,500 

• 1,078,900 

284,000 

• 140,000 

27,000 

700,000 

148,872 

16,666 268,666 

14,166 56,666 

359,600 1,438,500 

194,330 478,330 

3O,O(J() 170,000 

9,000 36,000 

350,000 1,060,000 

148,8i2 

19,876 ~il 

4.389.784* 
14.0';6.250t 
14.076.250:: 
2,508,026§ 

276,666:', 

14,076,250 
2,784,692 

189,950 

37,.500 I 
427 53() 

284:000 I 

31 
sR 

Nil. 
Nil. 
Nil. 

Nil. 

51 

Nil. 

Nil. 

31 

111,650 !l,\l',J 

20,783 I Nil. 
I 

535,350 21 

148,872 3 

I 

l:i_~._-= I~ I] ~i ' 
11:: 0 =.= ~ . '1=- ="-1 

Amount. !;!~ 'S~i Amount. S:~ :;:1_ 
I';~~l'~~ I 1· ... ·:::.:1·::·, 

£ 

12,886.547 
1,639,8110 

1,475,001 

{ 

305.000 
187,770 
47,200 

i.t ... ~ CO:;~r.:l J 
- -- .. - ---

Per i Per I 
oent. ClInt. 

, 
5 

46 . 
4 

~ I 
- I 
- I 

4 
5 

4j 
2! 

Nil. 

- I 
I 

- I 

£ 

9,268,154'11 

40,000 

} -

Per P. 
cent, oeol. 

j 
1 

Callander and Oban .. I 
Ca.mpbeltown and Maebrihanish Light' I 

Worked by tM II Caledonia"." 

26,000 8,500 34,500 
1 

23,304 Nil. 1 , 

I 
Cathcart IMllid • 

CrolIla.rty and Dingwall Light -

Dornoch Light 

Dundee and N ewlyl. • 

Edinbllrgh and Bolhgal< 

" 

• , WCI'I"ked by the If Caledonian." 

• 21,000 46,000 

23,500 7,500, 31,000 , 
.. LeaHd to the" Caledonian." 

• ' L'tcu~d to 1M co North lJritYlt." 

_ i 

i 
I : 
i 

13,106 Nil. 
I 

- I , 
I 
I 



RAILWAY RETURNS.-1911. 

31st December, 1911.-SCOTLAND. 

CODV8n1ion, CODltOlidation, or division of their stocks are given in italics below the totals. 
in the figures given in Roman type. • 

CAPITAL. t:'APITAL RAISED BY LoASS AND PAID-UP CAPITAL, 
SUBSCRJPTlONS TO 

DEBENTURE STOCK. INCLUDING LOANS & 
---- - -- DEBENTURB STOCK. OTBBB COMPANIES. 

Loam. Debenture - . - -----~ - .--

Total Stock. Total 
- - ---- - raised by Paid-Up 

~ .. liS ...s Loans Total Total To Joint To other 
Stookand and on 3lat on 31at. Com- Railway 

IShare 
Amount. !! Amount. 3 j Debenture December, Dutmber, mitteea. Com-

Capital. 
&!.s Stock. 1911. 1910. paDies. 

~ 

- -
Th~ 

.. -----" - ---- - -- ,- ._-

£ £ £ 
Pe, 

£ £ £ £ I £ . 08l1t. cent • 

i 

I 

I 

I , 
I 

{ 3,3.')0 :} 19,870 722 - - 4,072 23,948 i 13,819 - --
I 

! I 

I i 

I 

, 

69,121,50; - I - 11,400,O:U 4 11,406,624 70,fi78,191 70,1198,811 ··95,7110 l,42i,520 

10,518.838 - - - - - 10,~18,8"8 10,1188,958 - -

229,950 - I 
! 

- - - - 229,950 "9,950 - -
37,500 - I - - - - 37,600 87,500 - -

967,lIII0 - - 286,200 4 286,200 1,203,810 1,.58,810 - -
284,000 - - 167,330 4 167.330 441,330 441,880 -- --
111,950 - - - - - Ill,600 111,650 - -
20,785 6,000 Iij - - 6.000 ~785 16,786 - -

635,3110 - -I 223,000 I 4 223,000 760,3llO 760,850 - -

148,872 - I - - - - 1<18,872 148,/fTt - -

28,3Ot - - 6,000 & 6,000 29,3Ot 19,1104 - -

- - - - - - - - - -I 

I 
I 

11,108 1,i52 • 1,759 If,81R1 14,868 - -- -

I 
1Mb. E 

33 

REJlAlIKS. 

.Balh,,"1' antbortaed un or tb 
{ Acc:ountato81stJanua:z,10l! 

e 
Light RaIlway. Aet.l8YG. 

Aocountl to 81.t J'antlal'J'. 1911 
·Unconver~ Stock. 
tPreferred Convened Oldl 

Stock. 
tDefel1'flll Converted Ord .t.oclc. 
,Deferred Ordinary stock No.1 
~Dererred Ordinarr Stock No.2 ..; 

• • d 

'!fin this amount are Includ 
two sums of 690,515l. an 
28S,28&l. Half tbe InLerea 
on the fonner aUlD tl refunde 
to the Caledonian Co~n 
bJ the North t ~. 
Company. and halt the In 
tel'elt 00 tbe Jatter b, tb e 

ten> Glugow and South Wei 
Company . 

•• Subscriptlon to Portpatrl .. 
4: Wlgt,ownabire Joint Rail 
w.y. aa Ihown 10 the Com 
pany'l publlihed ha.lf·;Jeat 
&OCOunt.l. 

Aocountlto7th lIanh, 1911. 

ACC01lllbto81ItJanUU'Y,lDll 

Acoouut.l to 81at January,Hllt 

Accounte to 31ltJanual'J' ,UtI!. 

Aocount. to soth A.prll, 191,!. 

AClC01IJlIA to81lt JanUll'J'.19lt 

ACCOUlltlto31atJanuary.191 .. 
[The So,way Jun,tlOD Rail"" 

la .uted In thB Caledonia" 
RaIl ... , Company. b, Aot 
,. li9 VIet.. c. 1st. The Ao 
alao caocell all prevloual l .... tin ....... 01 .he Com 

58 

• , 
pany. ami autholiaea the luu e .. • of 1i8.8721. 801,,.y Ralh, 
(CIledonlan Guaranteed) 
per cent.. Annultloa Stoat. 

{ACOOUDtatoSlltJul1,'911. 
RaJlway autboriled under lh 
Llsht lLallw..,. Act, l8UO. 

e 

IRalh'Q I.uthorlsed uoder tb 
LIIh' fta,Uwaya Ace, 1811 • .. 
A c:a.plLalluDl of n,(IO(Jl., DO 
Included I.D tbe foregoln • • e ftgDl'tla, II ~kd b, 'h 
TnR-W'J. wbo haTe -IlJO'OIIIi to lend theOomp&Dl. 
10m of 16,ooot treeot iDt.erw1; 

No capital had heeD ra1aed a 
lilt Decf.mber, 1111. 

• Am01lll' authon.ed kJ be .... 
nnced ., *be ~, " 
Yarlo. Local Aut 'lea. 

, 
he ..... f BaUWQ autboriaecl WIder' 

lJirh' JLailwa,.. Act.. 1 
A SWD of If,OOOI .... paid 1 the Treuur7 towardl ca.t at CODItrGctJoa. 

Aoouv.DU t.u :nl' Aupa&.l81t. 

J:! 



34 RAILWAY RETUB.'!S.-1911. 

No. I.-Axoo. of CArnAL, &e., upon the 
NarK-The amounta by whieh the Capitale of the variou Compani_ have been ,.DfIIIittnll, i~ 

The-e amountA are. in aU cue., indudM 
--- --- ------ ---------.----------------

Al"TRORlS£D CAPITAL. PAlD-t'P STOt""K AXD SHAaK 

Ordinary. Prefel'l'IDlial. 
NAIlK OF CoMPANY. : By Shares By;:;ru. 

and Debentore 
Stock. Stock. 

Total. 
Amount. 

s £ £ £ £ 

FalklaoJ Light 00,000 6,606 26,666 1,331 Nil £!2: I) Nil .. ; 

Findhom 9,000 3.000 12,000 
, 

Thill line is Dot working, and no retul"IW are a"aiJ.ble.. 
, I 

I 

FtJrl4 aNd Clyd;: JflllctWII Lm«d to ilt~ .. SoriA Brili.Je." I 

' .... 14 Bridg< . 
I 

Worked by tI .. .. -,"orlll BrilWo. 

6, lftfi,27W! 2l 810,10' 3 3 i 2,26(1, WO I 4 
Glasgow and Sol1tb·"-estem 1.3,00 I, '; II ",~19,9i7 119.8~J .6.'Ql 6.106.2"10+! N2J ! ",&U,I,gl 4 4 I "",) 2JO+ 1 • ~ " 

';,JQ6,r,(I I 53~I 4 4 Itr7/T.1O 4 
4#':';0 I Xii 

~E.: . 
- ~"E 

34,.'iOO I ~~ES Ayr and Maybole 31,:;00 :1.1.;;0.10 7 ,;:.:;:X~, 

6~"=:::= 
~-:z a _ 

Gla..."'SOw District Subway 1,5tXi,OOO 17; . .JoO ' 1,tr.;,500 ';00.000 ~ 1 (61,41)0 4 4 

1.()'j4.6. ..... • , 3 1,1121,293 4 4 I,~IU 4 
, 1,li'i.176 t ' I 

39;,396:;' Nil 
Great :Sorth of ScotJand 6,G..i.'i,S91 1,;28,065 8,333,956 

, 

11,177,476 I lSJ.';':.! j 4 4 JJJl;M; • I.. SfI';.,.1fJ#i I Xii 
I 

·f8!.U30 3\ 3l 
515 .• ".J 4 4 

5,:21,113 2.710.69'2 7,933.805 2,56(,383 21 513,6:)0 41 41 ! j6.0(.) G 

I ,"-'),011() 5 5 
00,_ 6 6 

Highland 

Iuvergarry and Fort Augustus 2-58,(100 1 86,000 I 3U,OO'} 230,000: Nil 

i I 
Worhd b. flo< .. CaJ""""-.o KiU ... 

1 , 
136,000 : 

, 
45,300 I 181,300 131,9S0 : 2} Kilsyth .... d IIounybridge 

, i , 
JfPorl:aI by 1M .. Cal~~IQlt"" n 

lAaderLigAt- II" on,d by flo< u X ort4 BritUA. 



RAILWAY RETURNS. -1911. 

31st December, 191 I.-SCOTJ.AND-continuM. 

by CODveJ'BioD, consolidation, or divitJion of their .toekB are giveu in italiu below the total •. 
in the JigtlJ'ell given in Roman type. 

CAPITAL RAI8ED BY LoANS AND 
DEBENTURB STOCK. CAPITAL. PAID-UP CAPITAL, 

INCLUDING LoANS & 
-/----------------1 DEDElfTURB STOCK. 

Loanp-. ! DeSbenture 
Total __ took. Total ! 

SUBSCRIPTIONS TO 
OTHER CoMPANIES. 

To Joint 
Com. 

mittees. 

To other 
RaUwa.,. 

Com. 
pa.nies. 

35 

I S~!p,;~d Amount. ~t Amount. r;1iII~ ;::~~r. i D:Jl'!. 
I~ ~, I~ ~ Stock. 1911. I 1910. 

1- £----£-,!:r £ o!:.,---£--'.--- £ ----:-
. .. _----_._----

1,763 

20,4.06,331 

roZaS,SBl 

34,600 

1,21l,400 131,1110 

6,064,933 64,813 

230,000 

131,980 

166b. 

I - i 

I
i I 

I 

I I 
4.,487,360 I 4. 

! ' 
4,467,350 

i -I ! , 

I 

50,801 

I
I {2OO,OOO 

_ 1,577,846 
390,033 

80,000 

ClI,300 

I -
I 

I -

IJ 131,150 

I 
4 1,673,681 

I 
, 

81
1 \ 4 .)l2,217,879 4. 
I , 

'I 80,000 

ClI,300 

£ 

1,753 1,100 

24,873,681 

7,t6S,981 roZ6S,SBI 

34,Il00 

1,842,550 1,3#,050 

7,638,614 

',110,561 ',099,661 

6,871,122 

J10,000 !10l)(J() 

175,280 175,UO 

E2 

£ 

{

RaIlway authoriled UDder the 
LtSht RaIl •• ,. Act.. 1800. 

LIne Dot OpeD tor public ttamc
on BlIIt December. 1911. 

{

ACOOUDtI to Slat January, 1911 
-Preferred Ol'dloary Stook. 
tDeferred OrdlnaQ' Stock. iJ 
lDefened BLock. 

{

ACOOUllti to Slat JUU&1'J,1912. 
• Borrowing powers trauaferre4 

to Olasgow Ii: South Weat.em. 

Account.. to 311t JIU11lft1'1,1912. 

i 
A~oonte to 311t JanU8l'7, 1912., 
A capital sum of 5,OOOl. W .. pail 

by the Treaaury to this Com 
p&DJ town.rds the coat at 

I conat.ruct.ing the FraaerbufKb 
'I and S" Cornu Light Ba1J. 

war.' 

l
"~W:~d Converted Ordioary 

tDeterred Cooverted Ordioary 
Stock. 

lDelerred Ordlna.ry Stock, No 
2, enUtJed to participate Pllri 
pauu with the Ordlnary 
Stock In allY dividend beyond 
fj par cent. " 

I{
ACCOUOt. to Slat January, 1912. 
In Utll loho Company's line W'U 

'WW'ted by the North Brltlah 
Company until October lUst, 

I wben it ... clOled to ~c. 

I 

I {
ACCOUJllt. to Slit Juuary,lat!.. 
The liDo lA worked joJatlJ by t.be 

Caledonian ADd ~onb. Brlt.lab 
Com ....... 
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ME OF COMPANY. 

-~ --~ .. 

Newburgh a nd N m·th File . -

Nortb Brit;" h . -

Ed inburgb and Bathgate 

F orLh anri Clyde J onction 

~ 
o 

Z 
orth Bridge o F .z 

G ifford and Gan"ald 

L aDder Light . 

. 

N ewburgb aod North Fife 

RAILWAY RETURN8.-1911. 

No. I.-AMOUNT 01 CAPITAL, &c., upon til< 
NOTK.-The &mount. by which the Capit&lB of the ",arioM Companiell h .. ,os been "o".;nally inc ....... 1 

Th8MEl amountlt Are. in all ~ included 

! AUTHORISf:D CAPITAL. 

i- -
I 
!B SI i By Loans 
, y 1&re8 and 

Total. I and I Debenture 
1 Stock. Stock. 

I 
£ 

I 
I £ £ 
I 

I 
I 

- JVorkul' by tire" .iYoJ"th Britiah." 

I 
I 

- 49,545,144 19,139,946 : 6~.685.09 

I , , , 
1 
1 

, 

- 250,000 ' - 250,000 

" 

, 

192,000 64,000 ; 256,000 

, 

- 2,425,000 808,332 3,2.'13,332 

- 76,000 25000. 1 
100,000 , I 

I 

-I 48,000 15,000 63,000 

, 

.1 lSO,OUtl 60,000 I 240,000 

----_.- _ .. _--_._--_.- -

PAID-UP STOCK AND SHAIII 
._- --

Ordinary. I 
I 
, 

~ i, 
'_.: I 

Amount.. I;~ .1 
~~l' 

Per 
£ .... t. 

1 , 

r 9,578,336 • 3 
,12,OU(),821 t Ii 
" 

11t,ooo,821 Ii 

250,000 5 

106,390 7 

- -

100,000 :Ii 

47,090 Il 

120,000 ' Nil 

Preferential. 

Amount. 

£ 

I 

2.'10 
7,623,775 
2,646,738 
5,330,262 
1,411,603 I' 

563,3;9 

1,770,461 I 
e,381,364 

4,520 I 
16,4110 

80,000 

11 
3 
4 
4~ 
5 
6 

3 
4 

6 
0 

4 

It 
3 
4 
4\ 
5 
6 

3 
4 

6 
6 

-

~il 

64,000 5 .; 

I 2,325,000 ' 4 4 

I 

I 

and Portpatrick 
Committee. 

"'iltoWDBhire Joint 491,980 188,000 679,980 - - 491,980 

Solloay JUlrctwn 

Wick anu Lybster Light 

'fOTAL ScoTLAND • 

I 
- Undertal.:ingtranllfcrrcdtotM U Cakdonian" Company by Ad o/6th July, 1895. , ' . , 

- i 47,500 23,333 70,833 42,515 Ii 

, 
I 

For Copital, lie,: 

131,050,4 43,612,272174,66'2,7()( 78,400,5611 52,510,5IJ--:---'~6-,1-19-,69S-i --: - ~ 
,

i'----I----!----:---:---' 

36,985,1551 6,...~-I,.9.tG1 ~,711.6Sd. 
, , i 



RAILWAY RETURN8.-191l. 

3 lot December, 1911 - ScoTI.t.ND-eonIinued. 

by ooDve1'8ion, conaolidad.on. or division of their stocks are given in italic8 below the totale. 
in the figo.res given in Roman type. 

CAPITAL. 
CAPITAL RAISED BY LoAlIS AND 

DEBENTURE STOCK:. 
PAID-UP CAPITAL, 

INCLUDING LoANS & 
- DEBENTvRE STOCK. 

I 
~- --- Loa .' D-;'bentllnl 

us. : Stock. ! Total 
I p;rJ':!p I------I-----~-: .... illed by 

S'S~.:'d ~ .; i loa "'! ~ • Total I Total 
on 3h1t : tin. 31,t 

Capital. Amount. I~ l Amount. 'IS j IDeben,,,,. 
~ .! oS. Stock. 
I -1 i--

£ £ 

I 
I 

I, .. " I' IceDt-. 

J 

I 

£ 

December. ~ Deumber, 
1911. I 1910. 

I 
£ £ 

SUBSCRIPTIOS'S TO ! 
OTHER CoMPANIES. 

1----,---1 I ' 
TJ't Tootheri o OlD Railwa.y 

<;om- Com-
r.uttees. panies. ! 

i 

£ £ 

37 

REMARKS. 

fOO 
1.424. 

181,565 
47,8M6 

666,720 
11 l,5!tO 
](-",005 

i : 3 i16,1l7,326; 

~t i II 
31 I I 
3i 1 j 
3' ' I I 

3 ;17,231,876 66,387,020 66,30SP45 685,348 669,828 } Accoullta to net JanUAfJ. 191:11 • 
• Preferred Ordinary !-it.ock. 
t Deferred OrdilUU'J Stock. 

16,161,646 
ai I : 
- 3,165,485 I 3 I 3,165,485 

I i 

- • 

260,()()O 

191,390 

I 2,:tl5,OOO I _ 

I 
I 

100,000 

I ! 
I 47,090 

! 

13,500 ; :Ii 

i ~ I 
, I 

Ii! 
iii' 

1110,000 

I 491,980 11~ 31 
I 

I : 
! Hrwkr IlCal«iORia ... .. , 

I 

I 42,515 

I -, 

I I 
I ! 

61,5951 ~ I 61,595 

I I 
I 
, 

723,333 723.333 

13,500 

I ! 

60,000 I • 60,000 

778 

19,418,131 19.408,1:11 

250,000 250,000 

252,985 e5£,981i 

3,048,333 :1,049,33:1 

)00,000 lOO,{)()O 

60,590 60,590 

240,000 ~40,OOO 

49'1,758 

42,615· 

---1------_-_1_11---1----1---.-

Acconots to 318t J&nUUJ. 191~. 

Aeeount. to 31et. JaDUarJ. 191:1. 

J
ACOOtlDt. to 19th Oetober. 1911. 
The UU8 1.1 worked as a Ll«ht 

!lallny UDder the Ughl 
RallwaJlll Act. lS96. 

1
* Under the Compan(('!lI ("Inuae. 

COnsolidation Act, Ib-l5. t.he 
company bu (Teated shan> 
capital In lieu 01 10llJ1 
capital. 

{
Railway anthorlaed under the 

Light Rail • .,. Act., 1800. 

Account. to 8lAlanual"J.I911. 

1'47,r.1O,!'!l; 1~'S631 -137,U2,6I'jl -i 46,Wl,7.., -I 3,11;,7tr. ~ 

'--~--~~--~--~--~--~--~--~--------



38 RAILWAY RETllRl'lB.-I91l. 

No. I.-AMOUNT OF CAPITAL, &c., upon th 

NOTE. -The amoun'" by whicb the Capital. of the vario ... Componieo ban beeo nomilo4lly in ........ 
, Th_ amount. &re, in .. n oa.s.. iD6Iudll 

------------

SAMIi. OF CoMPANY. 

Ardo 

AUTHORlSBD CAPITAL. 

I 
I I 

By Sha,... I By f:"'1 
and ' 

Stock Debenture' 
. ! Stock. 1 

, , 
I ' 

TotoJ. 

;: 

360,000 

Ordinary. --1-- Preferential. 

£ 
p" 

clint. £ 

PAID·UP SrocK AlfD SIlARI 

Gu ...... teed. 

I 
PO' I .... 

cent. , cren', 

I 
1 -

- I 
I 
I 

90,000 I 45,00b, 13U,000 I 61,634, Nil 

,I ' 
. ! WorW by eli< "Cork, Bandon, and South Goa8l." Baoo'Y Extension -

j 
! 

Belfast and County Down - - . I 

(Su also Downpa.trick, Killough, and 
ArdglaBB, p. 97.) 

Caatleblo.yney, Keady and Armagh 

• 
eentrol I-reland Railway' 

1,081,09] : 

i 
I 
I 

408,666 I 1,489,757 1
233,330 ; 

6i, 50,000' 
, 248,1'1 

3 _\ 17,000 3 

I, I 
Undertaking v .. ted in tbe "Great Nortbern (Ireland)" aB from lot July, 1911, under Act of' , ; I' i i, '! 

See tmder~1I Great so:uthern and WCBtern." J : J 

i i , 
City nf Dublin J'llnction 

I 
. : Sec finder II Dublif" and Sotl.lA EClltern.'~ 

ctonakilt:1 Extension _ r Workul by the II Cork, Bandon, and South Coast. II 

i , 
Collooney, Ballin.. and 

Railways and Piers 
Belmullet 11,500,000 750,000, 2,250,000 300

1 
Nil 

, 

Cork &nd Macroom Direct . 136,000 99,168 235,368 92,060 

i 
( 240,000 ! 31 

Cork, B&ndon, and South Coast . • I 713,008 287,957 1,000,965 1 - I (S .. alao Baltimore and Skibbereen. i 
and B&ntry Bay Extension, p. 97.) 

I 
, I 

"T-~- . , 

70,000 105,000 30,000 'I Nil - I 35,000 
~.,. = , 
.. =0 
,,~CJ - ... iii ~ 

"'.:/" ~ ... rZ :: 8 oil! Clonakllty Extension 40.000 : ID,OOO 60,000 25,000 2t 

I 

::Ork, Blackrock, and Passage 
1 { 53,600" Nil 

225,940 2OS,33O , 431,270 3'.!,37()t Nil 

I 
32,370:- Nil 

::ark City Railwayo 100,00]0 50,000 : 150,000 100.000 Nil 
I 

I 1 

::Ounty Don",,'8l ReilwaJ1l Joint 
I , 

Commhtee S .. under Midland (Irish Sectiono), pp. 42-3-

I I I I 

_ i 

44,150, 6 

{ 333,199 4 4 
4H.000 Nrt 6, ' 
15,37()t Nil 

40,000 :; :; 

15.000· :; 6 

28,000 I , Nil J 80,000 , Nil 
1,600 : :; Nil 



RAILWAY RETURNS.-1911. 

31st December, 1911.-IRELANIJ. 

h1 OODversioD, oonaolida.tion, or division of their stocks are given in italiu below the totals. 
In t.he figures given in RoID&D type. • 

CAPITAL. 
CAPITAL RAI8ED BY LOANS AND P AlD· UP CAPIT AL, 

SUBSCRIPTIONS TO DRBENTUBE STOCK. INCLUDING LOANS AND --- - - --- . - ----_ . DEBENTURE STOCK. OTHER CoMPANIES~ 

1.0 ..... Debenture 
Total Stock. Total 

- -~~~- raised by Paid.up , 
Total I Total To other 

Stock and Loan. on3bt Oft. Sla' To Joint Railway 
Share 

Amount. ~! AmounL ~! and December, ~ DecM7lher. Com· Com· n.bentun mittees. CapitaL BB BB Stock. 1911. I 1910. panies. 

I .!l .!l I 

! ---- .. 

£ £ Por . "'. £ Po. 
.on • £ £ £ £ .e 

- - - - - - - - - -

I 61,634 - - 28,199 4 28,199 89,833 89,888 - -
! 
! 

; 

I 974,431 3,788· 5 { 138,000 S } 362,454 1,336,885 1,883,785 220,666 4 - -

1 Geo. V., chap. vi. I 
I I 

I 
1 I I i 

i i ! ! 
1 I I , 

i , I I 

I 
I 

I , 
I 

I 
, 

1 I • , 
, , ! 

I I 1 
I I , 

300 1 
, , _i SUO 300 

I .- - - - - -; 
1 i I 

I I 

I 
I 

4 i 1 , 
136,200 -. - 76,630 75,630 211.~ I Bl1,8S0 - -, 

i , I I , I , 
I 1 
I 

I I 
25,875-636,569 - I - 247,957 , 'I 247,907 884,526 884,St6 - I I 

I , 
I 

, 
i 

, 
8,957 i 41 - - -I 8,957 $1957 8,957 - -

! 
i 

I 
, 

I , 
I I , I 

I .1 I 701000 - 35,000 i 3ii1OOO 1001000 10;;,000 -- -i 

I I I 
, 

I I I I 

i 
41 I 40,000 - - 20,000 I 20,000 60,000 60,000 - -

i 
, 
, 

! 
I , 

( 182,590 : 
4 '} aG,94:0 60,000 , 31.10 . 4!: 200,3:10 426,2,0 #6,1170 - , -i t 2,500 4~1 

I 100,000 I 
100,C)(](1 - 1- - - - 8·'lJ.60 - -

, 
I 

, 

I 
1 I 

I 

I 
I , 
I 

I ; 

39 

REMARKS. 

{ No Ca.~ bad been railed 
Slat. mber, 1911. •• 

1 rCaPitali... ""I.. 01 Reot.-cha.rgea. 
Land 

! 
, 

, Llile not open lor public trnl 
l 011 Slat December, lOll. ", 

~--.~--bt the issue of Stock. a 
S ares, the COlUl'Imy h 
received & free II'rallt 
15,00)1. (rom the GOVC1"Dm 
towards the eonatnlCtion 
the B&ntry Bay Ext.ensi 
Lin~ 

~I 
.d 
a. 
of on, 
of 

OD 

of 
3.S7!>l. to the Bantry 11&, r-··--· RW&QlIhip CompRny. 

t Doe. not rank for tllvioleJ ,d 
h. 
h. 

10 .. 

untU tbe debt due to t 
&roIlles, taken over from t 
lien Valley Company. 
been paid off. 

I 
I 
1 

(BuoDJaI Guaranteed Sharea. 

! 

1 ·Undl'rided Sbarea. 
"t fPrden-ed Bharea. 

: Deferred Shares. 

I ( LIne not OpeD :lor pnh 
!, tnftlc aD SlA Deeember,l~ 

II. 
II. 

i 
i 
, , , 
I 



44) RAILWAY Bl!TURNS.-1911. 

No. 1.-AIIOUNT of CAPITAL, &0 .• upon lb. 

NOTH.-The amouniA by which the Capitala of the various Companiea have been nmniMlly inc,.. 
TbOle amOlluto ...... ill all ...... \""Iuder, 

AUTHORISED CAPITAL. PAID'UP STOCK AND SHA.ID 

NAME OF CoMPANY. 

I 

By Shares By LoBns
d 

i 
d an I T I 

OrdiDary. Pref.rential. Guaran~. 

- ]-: -
an Debenture: uta . "'tS 

Stock. Stock.! Amount. OS "'!: ' 

i i~ 1 
!--... "'! '" 

~.,; I Amount. : e-sl ]~ . ~-a i-ai Amount. j ~ 1 . 
C is is ~l: IU~.dl 

~----+----L-+---'~~-7--~--+-1 

£ £ £ £ 
, Po .. • o. 

Dublin and King"&IJJIl· • _ Leased to tM II Dublin and 80111/& /G(utern." 

I ( 966.900 
• 1.430.557 1.381.220 [2.811.782 

I 
Dublin and South Eastern • 

~ 189,810* -

City of Dublin Junction · 300,000 150,000 I 450,000 25,000 N U 

New Ross and Waterford Extension 200,000 100,000 300,000 

I 
:E~ 

,S.5:5 el 
350,000 I ]~dl~ D ublill and Kingstown · ..,,,,I'd! 110,000. 460,000 350,000 i~ 

..= =~ 
~ .. I 

Dundalk. New ry, and Greenore . 451,000 I * I 451,000 387,600 N 

I 
iI 

• 
Great Northern of Ireland • 7,152,514 2,603,188 9,755,702 

5A 

Great Southern ... d Western • • 10,318,510 4,233,010 14,549,520 5,325,520 4i 

Central Ireland Separate Under· 
taking 

... (southern. 

iU1. ... =~cu 
~"J.I ~ , 
... :5 Tralee and Fenit· • 'I 

(S« alao Atbenry and Tnam Exten· 
sion to Cla.remorris, p. 44; Col· 
looney and Swineford. Clare
mort'UI and Swineford, Beadford 
and Kenmare. and Killorglin 
and Valentia, p.97.) 

207,480 

201,000 

45,000 

00.000 297,460 27,480 2 

181,000 382,900 134,220* N U 

15,000 60,000 13,850 N iI 

i 

I 
i 

I 

£ 
Per Po, ..... ..... 

483,587 , , 
'17 " " 

50,000 I 4 Nil I 
I 
I 

I 

I - - · 

- · · , 

_. · -

1,510,885 , 4 

61310 " 4 

1,398,786 4 4 

- · - , 

I 

67,850 I 5 Nil 

I - · · 

, 

£ 
Poo, 

oent. . 

- -
- -

225,000 • 

100,000 • 

- -

- -

889,270 4 

141,864 4 

2,898,184 4 

- -

I 
i 

- I -

I 
00,000 I 6 

, 

Per 1 .... , , , 

-... 
: 

• I 
" 

J 
I 

, 
....; 

I 

,~ 

~ 
j 
i 
" 

" 
" 
i • 

" 

.-

6 

,.' 

j 

I 
I 



RAILWAY RETURNS.-HIll. 

31st December, 1911.-lREuND-cOftIi", .. d. 
by conversion, OODMOlidation, or diviBion of their stocks are given in italia below the totals. 
in the figuree given in Rowan type. 

CAPITAL. 
CAPITAL RAISED BY LoANS AND PAID-UP CAPITAL, 

SUBSCRIPTIONS TO DEBElfTUBE STOCK. INCLUDING Lo.,-NS & 
-- ---- DEBENTURE STOCK. OTHER CoMPANIES. 

Debentnre 
Loans. , Stock. Total I Total , raised by 

, 
Paid-up .;rota! , Total To other 

41 

RBIIARXS.. , , I' Loan. To Joint 
St04~k and _~I I_...i &Dd on 31at I on. 31st Com- ~~:;;~y I SllRre 

Amount .. S j I Amount. 1 Q ~ Debentu" 
December, D.c.mIJer, mittees. Cal,ital. 1911. 1910. paUles. 

'oS = I .H Stock. 
! 1--: 1--, 

I P., I 
, 

£ £ 
Po. 

£ £ ,ee.t·

i 

cent. 

I 

-ll,031,2'lS 1, ...... ,557 - ! 4 1,031,220 

139,693' - -I 77,998 4 7';,998 

I 

I 
300,000 - -I 130.230 4 130,230 

100.000 - - - - -

850,000 300 Nil 61,000 31 61,300 

3ijj',OOO -- - - - -

8t4~.{)oW - - 2,299,776 4 2,299,776 

148.164 - - I 1£0,300 4 1;..'0,300 
I 

9,618,469 - - 3,Dil.834 4 3,974.834 
, , 
I 

I , 
:t7,lSO - , - - - -

i 

I 
I 

901,NjO 69.51» ! , 34,S03 4 104,897 

I 

51 
i , 
I 

43.1150 15,OnO . - - 15,000 

I 

I 
I 

I 1 , I I 

I 

i , 
I 

1Mb. 

£ £ £ 

I 

2,481,782 £,461,78!! -
61,696· 61,,595· -

430,230 ,f30,tSO -

I 
100,000 lOO,{)()O -

I 

, , 
I 

411.300 411,300 - , 
; 

3I!7,500 387,500 -

8,726,820 8.7!O,40[) 152,tWO , 

268,464 ~.464 -

, , 
13.593,303'113.593,303 - , 

i 

27,480 I 
I 

fi ..1St) -

I 
I 

306,267 \ 306,267 -
I 

I 
58,S110 1 58,85,J -

I 
I 
, 
I 
i 
I 

i 
i 

I 
! 
I 

F 

£ 

-
-

-

-

-

-

2,OUO 

-

000.000 

--

-

... 

I 

} -NomiDal nductlouofCapl .. ,. 

I 

{-Borrowing powen (150,0001 
tranafe1Ted to the LoDd 
and Nort.h-Western Compan 

.) 
on ,. 

(itA .urn or150,OOOl. ... reee! 
by thi. Company rrom t 

ved 
he 

• t OOTen.mant ID reIIped or th 
Collooney and l:laremo 
Unea. 

rna 

1 r'·o'o ........ - .. , "'p''''. which dividend.t t.he rate 
6 per cent, per annum 
formerly guaranteed. ' 
~tee ezpi.red on SO 

QUe, 19100 

• .f 
w .. 

"'. ... 

, 
I 
I 
I 

i , , 

I 



42 RAILWAY llETURNS.-1911. 

No. I.-AMoUNT of CAP[TAL, &0., upon tJ 
NOTB.-Tbe amount. by which the c..pitall!l of tile various Companiell have been ttomiAaJJy inerea. 

Theee alUoun"" are, iD all l" ...... maladl 

AUTHORISED CAPITAL. PAID-ur STOCK AND SMAI 

Total. 
~AMK OJ' CoIlPANY. Jly Shareo' By Loans ' 

d ' and , 
S~k : Dehenturel 

. """,. :itock. 

Per Pilr Per i 
cen... £ ; cent. cent.. £ £ £ £ 

I 

I 
Lat"'kcnny • • i 'Yorked by, tlu:" Londo"derry and Laugh Sunlly." 

I I 

Listowel and BallybUDioD (Mono-rail) . 

Lnndonderry and Lough Swilly • 

I , 

22,000 

170,000 

150,000 

11,000 I 33,000 

I 
I 

44,385: 214,38. 

! 
123,0(1) 273,0110 

22,000 Nil 

51,319 7 

57,155 Nil 

Midland Great Western of Ireland • I 4,761,980 2,4:.'2,955 .,184,946 2,370,000 3 
(Sre ako Ballinrobe and Claremorri., I 

and Loog:hre&a.nd Attymon, p. 44; 
and Achill Extension; Ballina and 
KilIal8.; Galway and CHfden; a.nd 
'VestportandMalJaranny, p. 97.) 

Midland (Irish Sections) i 
a,nnty pone.,,1 Ra.ilways Joint I· 452,000 

Comnuttee. ~ 
715,000 

Northern Counties Committee- : 4,183,000 1,525,000 5,7OS,000 
I 

I 

51,60lt 2i 
40,811: 3j 

66,[68t 2~ 
42,964: 311 

NetD Eo,. and Wat..-ford EzUn8i"" Su umkr II Dublin and South.EaaUrn." 

Parsonsto","o and Portunma Bridge 

Sligo and Arigoa -

. I 

. I 

i 
Sligo, Leitrim, and. N orthem Counties. 1 

I 

85,000, 21,600 I [06,600 

, 

180,000 i 

I 
I 

200,000 i 
I 

90,000 270,000 

290,000 490,000 150,000 Nil 

I 
Southern JJ" orked by tM U Gt'eat Souther" and W utern. " 

49,8211 

1,074,600 
300,000 

248,263 

5 

4 
6 

',035,843 2l 

50,000 6 

; I i I I 
I Worlad by the" Our.mty DfAugalRa.ilwaYIl Joint Oom.mitu.e.'-

4 
6 

21 

21 

Nil 

I Por'~' 
CflQt.. ! (!elll 

10,000 , 

, 

110,371 21 

17,61(1" 4 

34,468 21 

, 

g, • 

21 

iii I I 
-1 Worked by 'M .. Gr<at S""/Mrn and W ut........ ' I 

i 58,000 [9,300 77,350 48,000 I ~ 10,000 5 5 - _. i -
Tmlu and Fenit • 

Waterford and TraDlore 

./'as-,-w,-. -,;: 15,815,74<; 51,008,0"-5 15,391,047 --!'-IO-,aao--,!I88-
I--1-- "gl',oro r--r=:-

I 139,811J<1 - i 6,5i?' - I =: 1.,1,854 -:-

-4------------______ ~ ____ ~ __ ~~~~~_._~~--------~------~----~------
, Nomlbal mfeaetion. of capital. 

TOTAL· • 



. 

RAILWAY RETUfu'<S.-1911 • 

. 
3ht December,·1911.-IRELAND---<:07Itiflud. 

IJy oonve",ion, consolidation, or division of their .tock~ are given in italic& below the totals. 
in tbe tignret5 gi\'en in Roman type. 

CAPITAL. 
CAPITAL RAISED BY LoANS AND PAID·UP CAPITAL, 

SUBSCRIPTIOSS TO I DEBENTURE STOCK. IYCLUDISG LOANS & 
OTHER CoIIP.ASIES. i 1---- -- DBDKNTI.:'RE STOCK. 

Debenture I - --
Loans. Stock. 'Tota.l 

, 

Total 
'ro other I Paid-up , ---,---, I raised hy • Tota.l Total , 

I ~ns To.Joint Stock ""d on 31st on 31st Railway I 
Share '_..J' '_.I and December, December, Com- Com-

Capital. Amount. • ~, Amonnt. I· ~ I D.ben~nn 1911. 1910. 
mitteea. panies. , 

i~~~1 Stock. I 
-- ----~,- ____ '=-1 __ " :~-

I:: I:. 
Pflr I ... , 

couto. I I:: ceut. I:: I:: I:. I:: I:: 

I 
211,000 11,000 5 - -I 11,000 3:i,OOO 33,000 .- I -

I I 
, 

I , 
110,944 18,400 3i I 17,750 31 42,000 153,4114 159.49-1 - -

! d,"'OO 4 I 
, 

67,165 85,000 4 i - - 81,760 144,905 1#,905 - -
2.750 5 I 

I i 
I 

4,196,836 - - 1,376,927 4 2,347,966 6,544,80'2 6,541,758 - -
769,339 4i ' 
201,700 4i I 

I 

451,047 - - 262,284 211 ~62,284 713,331 709,932 -- -
I 
I 
I 

137.806 - - 100,300 4' 100,300 238.106 £38.106 - -, 

I I , 
',179,443 - - 1,523,620 2l I 1,523,320 fi,i02.963 6,(j9~,400 -

I 
-, 

I 
- - -, - - - - - - -, 

, 

I 
-- - - - -, - - - - -

I : 

i 

I i 

'{ 100 000 
31 1 , 40:000 " : .IlN6 "til 486.781 436,781 200,000 - - - -~ 71i,HKI· 
" ! J - I' 

6j ,t«M)- 4 , 

I I 
I 

, , 
, , 

I I 
I ! , 

i 
! 

68,000 13,100 i 
' I 

- - 13,100 71,150 'lZ,3JO -- -
, 

, -
\!S3,982 _ IllI,9i7,651 - 13,2(11,11.13 63.806,';08 U,llM41 15:2.040 827,8';'5 

43 

REMARKS. 

{-Eltlm.ted Capital. 
tPreferred Stock. 
ll.leferred Stock. 

• &rooin. GUU'MI&eed Shart:&. 

{-F.lumate-d Caplt.&l. 
tPreferred. Stock. 
lDelured ~tock. 

{Th'U.' ......... _on 
ot hI a Creditor In JanUAry. 
1819, and baa been cloted for 
tratIlc aJnce that date. 

{!'1ft car:!:! bad beeD railed Q. 
'1.1i mbar.100,1. • 

{-rh' I ........... hlob ...... 
amOWlte are 8Dtltled fa Don-
cumulat.lve. J'or the ye 
ending , .. t December, 1911 
lntel'elt at the rat.e of ! 
pn oe.nt. ... paid on 
78,8811. 

TOT.U .. PO.MG,07G 
8,";71 - -i .u;~5S - lOi,'DS ~1.s.&."ti tlij~'!6 I 

1661>. F2 



RAILWAY RETURNS.-1911. 

No. I.-AMOUNT of CllPITAr. &c .• upo" tho 

NOTE.-The amountM hy which the Capitala of the "adou Co1Dpa.niM have been "Q". .• llall~ in~~ h: 
'lh888 amounts are, in all CAMa. in~htd • . 

I AUTHorusim CAPITAL. PAID·UP STOCK AND SHAH) 

----
, Ordin"')'. Preferential. l.Iuaro.nteed. 

NAME o;r COMPANY. , By Sha ..... 1 By Loans . , . 
! ~nd ~ and Total. r :5 . '_ "C 1-1 ~l Stock i Debenture =5 ... ~"Sllce..; -, 

• i StA>ck. Amonut. ! ~ "! Amount.l]j'l! !~t Amount. "s .", 
E ~. ~~ I Eo is I,;! i:i ~ is i , 

LIGHT RAILWAYS AUTHORISED UNDER TIm 
Per ..... 

2,000 Nil. Athen", and Tuam ExteIWOIl to <-,a.re.1j I~'(JOO I £! I I~'ooo I 
mOITlA i 

Balliniscarthy and Timoleague Junction See under Timolea.gu., and Courtmacsherry ExtenlioD. 

Ba.1linrobe and Claremorris 

Bessbrook and .Newry Tramway 

Uray and Enniskerry 

Camckfergus Harbour Junction 

Cavan and Leitrim (Limited) . 

Clogher VaUey 

Cork and Muskerry. · · 
• 

Donoughmore Extension · 

Louihrea aud Attymou . · 

Newry, Keady and Tynan · 

· 

· 
· 

· 

·1 
I 

·1 
· 
· 

· 

· 

Schull and ::;kibbereen Tramway and 
Light Railwa.y 

Schull aud Skibbereeu T .... mway 
and Light Railway Extension 

80llt!. Clar. (Limited) · · · · 

Timo18ll.gne and Courtma.csherrl 
Extension. and .Ba.lliniBca.rthy an 
Timolea.gue J UDction. 

Trale. and Dingle . · · · · 

West Clare (Limited) · · · · 

!~ .j} 
!; '~l~'il South Clare (Limited). · 

.,Q 0;,:3 . 

icklow Tramway· · · · · 

TOTAL . . · · · · 

, 
00,000 ! 

I 
I 

20,000 i 

71,000 

7,500 i 

300,000 i 
i 

]50,000 i 
75,000 j 

35,000 1 , 
70,000 

200,000 

67,000 

1,500 

6,500 

35,0110 ! 

5, (JIl{) I 

-

, 
, 

- I , 
i 

-
! 
I 

75000 i, , , 

-

-

90,000 

26,500 15,000 Nil 

106,000 25,000 Nil 

730 Nil 

300,000 

150,000 

76.000 - -

35,000 3,000 -
70,000 - -

275,000 - -

57,000 - -

1.500 - -

Worked' hy the II W ell Clar~ (Limited)." 

!Jli,OOO 
I - ! 3'>,000 - -

I , 

I 
70,000 - , 

I 70,000 30,000 NIl 

180,000 - ]80,000 16,500 I Nil 

, 

140,000 - 140,000 20,000 i Nil 

Private undertaking. 
I 

1,602,000 121,500 1,723,500 112,230 I -
GRAND TOTAL, IRELAlIID · · 1at>--,280 15,937,245 52,i9I,5"..5 r;.5O'd,277! -

139,81f1'1
i -

-
-

-

-

-
I , 

-

-

-

-

-

10.336,_ 
6,D27 

i 
I 

Per I Per 
ceot. I cont . 

- I 

I 
- I - I , I 

i 
- i - I 

1 
- I -

, 
, 

, I 
- I -

I - I -
I 

- I -
I 
I 

! 

- -

'- -

- -

- -

- -
- -
- -

£ , 

98,000 1 

71,&10 1 

6.500 

193,085 

123,310 

76.000 

30,000 

64,446 

-

57,000 

-

311,000 

40.000 

163,500 

120,000 . 

, 
I 

Pe. I "'I cen~ ceo, 

, i " 
I 

II 

- , .. 
. 

• • ,i 
5 b , ,. 
5 

" 5 ~ 

6, ~ 

, I • , , 
I • G , • ~ 

' ' , I 
- • ! 

.; 6 
\ i , 

- • 

, 

r, • 
r, ; 

4 • 
4 • , 
, 4 

" 

._---
1,067.48'} ! - · 
5,884,520 1---- --. -

141,854, - • 

• -t Certain lines authorised under theae Acta (such as the Uublin and Bleumgton Tramwar) run entirely, or almOlt ent.lrely. &long pabh.e ' 
.. . led' of '0.' Rai!waYL' A ""boidiary liot of Ligh. Railway" which - " 

:" .l.'Ii omma. r uctwa capllllW. 
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31st December, 1911.-IRlCLAND-<ORtinud. 

coDversion, oollBOlidatioD, or division of their stockR are given in italic8 below the totals. 
in the figures given in Roman type. 

CAPITAL. 
CAPITAL RAISED BY LoANS AND 

DEBENTURE STOCK. 
PAlD'·UP CAPITAL, l}{' 
eLUDING LOAN'S .um 
DEBENTURE STOCK. 

Tobal Loans. I Debenture T tal 
Stock. __ ,_~~ b 

Paid.up 1----
Stock and 

I ,,__.nw-.. Y • Total 

Share 
Capital. 

,_ . r ~. Loans on 31st. 

I Q~! Q~~ and 
Q) December, 

Amount. ~.! Amount. .....8 Debenture 1911. 
I&; ~ ~ Stock. 

Total 
on 31st 

Dteember, 
1910. 

SUBSCRIPTIONS TO ! 
OTHER COMPANIES. 

I
, I 

To other I 
To Joint I' Railway 

flom- Com.. 
mittees. I t panies. I 

REMARKS. 

TRAMWAYS (IRELAND) ACTS, 1860 TO 1883, &c.-
£ £ Per £ Por £ £ £ £ £ ... t. C'Q~ {LIn' wo,ked by tho G .... , 

100,000 - - - - - 100,000 100,000 - - Southern and Weatern. 
ACCOUhta to t.he Slat. October, 

IGIL 

rooo""ta to the '10' O,"bor, 
71,640 1911. - - - - - 71,640 71,640 - - Line worked bJ the Midland 

Great W uteI'D. 

Ui,OOO - - - - - 15,000 15,000 - -
(Line authorlled by the B1'8y and 

BnnilkelTJ LIght Rallway Act 
25,000 - - - - - 20,000 15,000 - - 1886. The RaIlway i. partly 1 con.tructed. but 11M DOt. been 

opened fO!' public t.ra.mc. 

7,230 - - - - - 7,200 7,180 - -

193,085 - - - - - 193,085 193,08; - - { AOOOUDH to the 8181. Uctober. 
1911. . 

123,310 - - - - - 123,310 US,SIO - - {ACMQbta to the 80th Septem. 
ber,1911. 

;5,000 - - - - - 75,000 75,000 - -
33,000 - - - - - 33,000 3S,OOO - -

{A .... n .. to .be '''' O,,,b,,. 
1911. 

54,445 - - - - - 54,445 54,4# - - Line worked by the MldlaJUI 
Great W6IItern. 

ftn ••• thoriaod by tho Y.",,·. 
Ktl8liy and Tynan Liftllt - - - - - - - - - - Railway Act, 1900. No caJl tAl 
had been r&laed at 31st 
Deoembur, 1911. 

57,000 - - - - - 57,000 57,000 - -
Thl. capitAl "'lUI authorised In 

connection with ~ extendon 
of the Schull and Skibbereen 
Tramway and LI~bt Railway, 
but the oo.t of 1. u extension - - - - - - - was met out of the .. Il1sh - - - Diltr6Ba Fund," which was 
ra18ed by yoluutary su.bacrip. 
tl~ and no portion of the 
I, ., for which there is 

I 
I\uthorlty. ha.s been miaed. 

35,000 - - - - -- 35,OtlO I 35,000 - -

r-"~"'-'" I 
IbllS, the Tl'elUlnry redeemed 
theil' liability in respect of the 
dh'ldend on the Ouarante<.-d I 
Capital b~ the payment of 

I 
80,OOOl, T leGuarante6dCapl· 
tal of the Company Wa... 
redueml by a like &monnt. 
Should the n.11wa,y be closed 

70,000 - - - - - 70,000 i 70,000 - - 1 ~ '-"'--" bAronies which, jointly with 
the TreMury. guarallteed the 
dlvideud will be HabIt! to pay 

! to the Crowo an &.ouual sum I "'luI\! to 8 f:r ceut. on tb~ i SU,OIXll,. lUI ong .. tbe linlll' I ",mal~ ct.,,<I. 180,000 - - - - - 180,00l) : JSO,OOO - - { ACt.'OUhta to the 8la' October, 
lUll. 

- - - - - 140,000 I 140,000 - - j (A('Cf)unt. to the SlAt October, 
140,000 j \. IOU. 

i 
! 

1,179,710 - - - - - 1.170,710 1,179,710 - - TOTAL. 

31,7:M,71!.'1 283,9112 - 12,977,661 - 13,:161,6:13 «,9>16,418 #5,-!94,151 152,040 6'J7,t!75 
GRAND TOTAL, IRELAND. BJ$U - - IV7,1tiS - to7,!:5J U5lJU ;!1~,&16 

, 
ro&d8. PartaeulanJ of the oaPlt&1. etc., of .nab lines wil! be found in the Ret.urD of Ul:itreet. and Road Tramwa.{8 And Ltgh' .. 
... ted in ot.h ... Companieo 10 gi ..... in Appalldix II: (p&ge 97~ 



RAIL WAY RETURNS.-1911. 

No.2.-LENGTH OF LINE, TRAFFIC, GROSS RECEIPTS, &c. 

.-~----

U,ETURN showing the LENGTH of LINE, NUMBER of PASSENGERS and QUANTITY ot 
GoODS conveyed and the GROSS RECEIPTS therefrom, upon the RAILWAYS in 
ENGLAND and WALES, SCOTLAND, and IRELAND, during the year 1911. 



4R RAILWAY RETl'RNS.-IDl1. 

No. 2.-Length of Line. Traffic. Gross Ucceipts. &0. 

YEAR ENDING 31sT DECEMIIII 

NU)l8KR or MILl.:! 
l'kA vKLum lty 

TIlAINS. 

-------,----.---.--------------;-----;--~. --
I
LHNGTH OP Lnt ;g 2" GOODS 

1/:.0;,> PASSBNGER TBAF:rIC. 
Ilf Mult8 open Q;;: TRAFFIC. 

BAllE OF COMPAX\', 

on ~E-< 1------- -------~- ~"-----
: 3l11it December, c: ~ NuuDlm or PASSBICGBRB ,i,s 

1"11 ~ ~ COMV8'i&D (e.lcilulve of 8ouon u ... ~. 
I 1>. :;,;s and Periodical Ticket.). ~.! .s ':----_-1 g ~ t-----,------·--r ,. i; i iI 

f .i- , :ij.!!=~ ~ilO ~ i j ;S 

I ~ ! S~ : .5i ii~ ! ~ i 

_____ .Ie.-~=-! +i ::::j+=i~j=-!!___=t i _t.,,:_ +-::.I~_\__.:...E~.:...i~.:...j+.:...i_'_-.::.l--:----I-l 
, Ii"'.-. ' 1 ...... Ton.. To .... 

Aleul\llra (NC'wport tLnd Houth Wale!} Docb anti I ~ - 9 IU' ,775.,ZOfi 670,'l76 62,w.!. 
Railway. 

1 • B,170 m A yonmonth ~lght • i -
&,'" .. 2 66 28; 1(;,6"2(1 

I 
6OB,n.~u 1,088,1140 i 

(including the" Va.le or Glamorgnn.") 

rrQr~d by tlu Gmd. CentraL 

Bldeford. Westward Ho! and Appledore 888 Ut,," .. '[-I 'I '/ s l 
: : Lld ;~r'i ":'1''"' :::r ::'10-:;:: NO~~~;7"'m. 1 

BlRckpool Bud Fleetwood 'l.'rfLflU'()3d (Jo;!ectrlc) • j Sse pages 68-0 under Electric RallwaYI. 

Birknlluad . 

Hishop's Castle ,,8881 

1 

BradtOl'd Corporation (Nldd Vnll'!')' Ltll'ht) II 1 , i 
(Return fOl' year ending 31&t Ma.rch, 1912.) J - 0 6 8 6Z6,-

...... 
SreooD :nd Marth),r Tydftl Junotlon • • • }I I I : 

(InC"ludlng part ot tht: "Brecon and Merth),f I Z;, 82 59 107 5,98O! 10,79. 098,081 I.Oli.75~ 
and Lundon Zlnd North· W eatenl" Joint) I I ; 

Bridflloo/n' • • WorJ:td bv tIu SomeTliet and Dur'lIr Joint CommitUt. 

BrigMrm and DI/k,. 

Budle0'1. Saltf',>f(m 

Hurry Port ami Gwentlreath Vtllley 

Cambrla-n • • • • • • • • • 1 

i Worud I}}I th~ Londo'll, Brighton, and Soutl& CotUt. 

• L«f.ud to tM London and South.wutern.f ,.. .. .., 

•· ... 1 

1,.10.127.168 [ 

I 
... ''''PI·I 

12,8UJ 

lthtotl. 

268,178 

au,7t!O 

I .... 

110,986 i 

'O,IH 

1 

! 

161,&71' 

1,& ..... 

~~ 
.7,,,~ 

I 
" .• Ii 

, ..... , 
688.1~ 

(Including the" Mawddwy LIGht," Nantmawr ~' 
HrllDch of the "SIU·op8hire." "Tanat VaUey f' 
Light," "Van," "W1:18111JOol nod Llanfair 1 

Light," and the" Wrell.ham auti Elleamere.") , 

- !I 21 I 21 Bl - I 136,687 

.1 "'1 283 
377 41.308, .. ,10': "as ..... 646 621),[I28! 207 .861 ,167,nBb '~,118 l,tI6I,88I 

C8.nnock Cha&e and W{liverhamilton . - I 6 I {I -

18jl l 14 120 ,",,' I 
1i16,8S0 

i 
- 17,009 11.001 

146,579 

Su page" ~8-D under Electrio ~iJW~YJJ. 
Cardiff • 

Central London (Electric) 

.. .67U187 1,212.,(112 

Chamwood Porut Wnrked liz' tM London and f,·ortII·W~.urn. 

Ch .. 1>1 ... L'Dea CommItte.· • • • • l I 1 I I I 1 I (1ncJudlnR the" fIouLhport aud Olle8hlre LiD8II) , 1201 18, 1'2 41\1' 450,i8i - 9,98t,265 10,385,002 19,718 ,748,928 :3,188.36. .618,lt8 1,80(1,301 ! .... 1".4f1 
Blltenaion.") I . j . 

City and South London (Electric) . • • • II S~e pug-ell [.8--9 untlttr Electrio Railwftys. ! 
Cleator and Worklngton Junction : 12 18 I 80 59 818 -i 186,'75 J96,298 142 ,240,'62 99,23" "':1 106,8Of I 214,611 

Cleobul')' Mortimer and Ditton PriOJ1l Light 

Cookennouth, Ke!wtck, Bnd Penrlt11 

Colne Valley and Haletead • 

CGrringl18m Light 

Dea.rne 'Valley 

neptford Foreign Cattle Market. RailwAY 

DidtJt)t, J.ietDbury and S01JtIIarnpk>rl 

Dover a:ld Deal Committee' 

1)0 .... 14111 - • • - • • -
(Including the I. DowlaiB EItemIOD.") 

KaatDgtrold • 

'1 -
I. ' 

• I _ 

i 

l 
i 

l~! 12 

21i 31 f9 

10! 19 2.') 
i 

8 'I a • 
11 j' 1l 12 

6 17 !! 00 

2<. 

7,.M 

''''' 
180 

Su under" London Corporation:' 

21.961 

}j,DS? 

427,749 

1~,678 

.S,S 

1.5,171 

46.,1"" 

WorW by the GreQl Wutern and J.ondQJI and SUlKh·Wtltem. 

"'. 
• s 

• 

• I 9 9 1 21 111.8691 43,8091 !l30,850 I 486,0181 68 1 
· i! ! I ' :So public 'raflle. The HDe III prt't'&te property. 

.! - ! 2 S .M I tf.6861 2.2121 27,.3Q21 811 

","~ 1 

128,239 : 

",81. 1 
I 

2.028,' .. , .. 
I 

.... ,178 1 

178,786 

•• 121 

'0,226 

62,856 

"'" 
2,5201 

2U,061 

18,110 

U4,038,. 

Ci4,648 

•. 7681 
...... 1 

I 

I,.., 
21 .... 

I .... 

8 .... 

tIS,7" 

111.160 I . .<&1 

! , 
1111:«1-

(a) Including 15,616 miln roo by lilil-ed Traine. 
(b) Including li,M9 milftl run bJ' Bail ilutor CruTlIgea. 

(r) Ineluding 16,m mtlel run by Mixed Trlbll. 
(d) Includiog £78 for SpecJal TralJlI. 

,''-
.,. .. " .. . .., 

U.I • 

l6,lt11 

08,7'" 

141.117 

)1,105 

, 



RAILWAY RETURNS.-l!,ll. 

:ENGLAND AND WALES, in 1911. 

!EXCEPT WHERE OTHERWISE STATED. , 

BBCBIPT8 (GROSS) I'ROH PASSENGER T&.U'PIO. 

~ iA"S 
B.,.tl"T8 nOli PUII •• oau. 

I' Ui 
Ij h~ JI ,!1!lt 

~ '~'l "il 

!f "a A 
~ ~ 

~] 

JI g s 
~~ 51:1 .. ~l· ~~i=i ! ~ :; ~ ~~ .. ;i ,. 

i • B B JI. " /I JI. 
, - - ~lU - ',Ut - -
! - - .- - - - -.. , 2t'lt6 62,25fl ',m 4U,211 8,871 .. , 

18 - 1,04:9 .. .. 166 88 -

l' m ... I 1,161 16' II 

.. - SO. 1 86' m 8 

... 81 27,6'i2 ... 10,'" 8,118 as 

- - ,,'61 1.667 .,311 1 .. .. 
.,tll 6,515 129.188 .... 1 US,&T6 80,'" • 1.'160 

- - - - - - -.. - 2,186 BI' ,U2 .. -

11,"10 - ....... 70,556 871.667 el,07'i "1 

81 - 1,'68 ... 8,118 , .. -.. - ... - 86' "" -... 1,,",, 1&,'798 1,096 10,08& 2,'1151 '" 
181 - ..... !!OO ',088 1,'" " 

(4) 81 - 17 810 m 1 -.. - '" sa 860 118 56 

I - -- - - - - -

.. 1,100 0.'16 50. IUU ... .. . 
.. ... 1 .. sa .BI 1 .. IS 

1.66b. 

• 
RECBIPl'8 (GROSS) 

I'lWH GOODS TB.UTlC. 

~ J 
J ~ 
.l!" i 
~ ! 1 I" 

J 
.!i 

~t .. e is • 
= .!! 
;:; :. 

JI. B /I JI. I/. , 
1,1U 1,'" - 56,let ...... 
- ,. - 28 .. 

68,S&5 U,624 ... 201,581 J03,6;a 

.. ... - - a. M 

1,710 1,807 111 ... ..... 

'TI 8,1~ 8 l,In .,lU'1 

81,'88 17,680 1,6111 67,8f.9 88,670 

•• '82 8,'S6 - 1.,65tt 18,1012 

lag,US ='5..9& ....... 66,978 US,83! 

- - - 6,MS ..... 
~6U !t,OJS , 2'1,807 61,&0. 

• 54,OM GOO...., 6,107 121,583 .'8,0lI0 

8,702 8,8as • ...... 01,"", . .. ... 00 ..... .,9d ...... ';,821 ". 8.tt!: 18,021 

0,018 7,817 ... ..... 11,111. ... l.6" - .. ..... 
1,018 II< - 780 1,1(18 

- I,3O!l - 81,870 ... 175 

I 
l&.!t8 802 j 01 !,081 ..... 

I 

1) 
I ... o. I 171 I 1 ... 

G 

:i • • I il 
t· ." ~~ 2" 
~~ • 5a ~i 
~= ~= =~ j E~ 
~= ~ 
" :. 

II. /I 

228,4g8 8,008 

- 11 

361,812 8,346 . 
- 1 .. 

- 111 

- , 

- 6,626 

..... ... 
- ',871 

- 2,269 

U2,618 17,887 

- 87,116 

- 1,822-

- .. 
- 700 

- 1,852 

- .. 
- 1527 

- 1 .. 

- ..., 

- '" 

a 
• 0 

= n .... 
!~ 
,,~ 
." ." si! .. 

/I 

Z97,"49 

" 727,176 

".00 
',lSO 

'.ssl 

126,101 

29,613 

an,S!! 

',802 .. ..... 

1,U9.'IKIO 

49 

NAMB OF COMPANY. 

Alexandra (Newport 
South Walea) DockI 
Ralhr-Q'. 

AYonmouth LIght. 

au j ... 
, 

Barry (locludlq the .. V 
01 Ol&morgan "). 

Barton. and ImmingAcm 
Light. 

Bldet0':i Weatward, Holo 
.~ 

d 

Bi, 

BlIhop'. CUtle. 

Blaokpool and J'lee 
Tramroad (Blectrlc). 

Bradford Corporation (lfld 
Valle, Ught.), • 

• 
Dracon and Hertbyr 'l'J 

Junotlon, 
dill _Ur. 

Brighton and DN-. 
• udkigA8~ 

Bnrry Port aad Gwen*'-... 
Valle, • 

Comb ...... 

Clmnoclr: Chue au 4 
WolftrbuDplioD. 

CardiO'. 

CeotnJ. Londoo (Eleo&rle). 

Chamwood Porut 

Cbeehlre Llntll ColllDllttee . 

'City and Sonth Londo • (Elect-ric). 
OII,W Cleator and Wor1dngto 

Junction. . 
u 

6,496 

011,068 

1 ..... 

"I" 

!,7" 

&5,lI02 

18.601 

..... 

Cleobu17 lIolttmer &Dd 
Ditton Pr10n Light. 

Cookermouth. K.ee"lck.u 
Penrlth, 

d 

Coin. Valley gd HalItead 

CmT\Do .... L1sh~ 

""" ... 
Deame V&lle,. 

Deptford Foreign Cattl 
Market Ban •• ,. • 

l1id«Jt, NftIIbt&ry and 
II",P,,",-

Doftt &Dd Deal CommJ 

-.. .... 
Dowlab. 

KulDgwold 



RAD.WAY RETURNS, 1911. -No.2. LE.l'iGTR OF LINE, TRAFFIC, 
--- -~~-~~---~-- ~---:------.---;-----------.-----.-----

! LDftII_ 

"-udWedYOIbbInUoJao -

NiDltrse Dock and ItaDw., 

....... -

• 

!,; 
un ......... -- '" -. 

~: I-------------r--

... 

BnDcbllDeWOlbd." .. OreM ....... 1 

! 
'i'I""" ..... l!II,'" ,. 

- ---.- -

J 
:II 

1' .... 

.... '" 

-

I 

i 
) .. 

i 
- .... ... 

.,.,... - .... 

.... :...1 
i 

1,101 .... ... 

..... n_ ....... I~ 

, I 
i I 

"""~r- ~T"""'-'~ 
, : 
I : 
! 
I I 



IROSS' RECEIPTS; &C., 'ENGLAND -AND ·wALES-'-COntinuea • 
. 

&8CII1PTII (OB088) ROil ..... NGBB TBAn'lc. JL1WBlPT9 (GROS't-
:noM OooDS TlLU' C. 

I 
! U 3 .2 1 u I ..,. ... no.P .... G .... -"i j. '" .cr ! a 

I .... 1I0 Jl 

h i ~l' I ]j j" ;; - Ii ~ d 5 i Ii gJ :l~ !i ~\d~ ~ 
.. ! 

~ ~ JI~ ;1· .§ 
I j 

I ~~ • 0 i ~d~ ~ 
.. ii I a :!!~!< ~ I ~ ~ il .:! ~ 1I 

" .. .. " .. .. " " .. .. 
I " " - - - - - - - - ".11 - ' ..... 20,869 

... ... ...... 11484 11.&17 ' .... - 28,'" ..... ... 8.181 10,878 

, 

- - - I - - - - - - - - -. 
I - - - - - - - -- - - -

, .., - '~77 ... ..... "'" '" 6,007 741 - 6,"" ';,&68 

- - - - - - - - ..., - ..... ..... 

f,BDI" ... ...... ..... 11~'" ...... ' .... ItO,_ J!l,1t22 .. ... IlO,m SI6,tDS 

II - ... , 1107 - 80 98'1 .,. - .. 086 8,669 

aa,6~ - SM,'fO 116.1160 I,OU,148 386,8\10 '1,802 1,4.17,'16 1,290.997 iU,87j ~082,1SB .8'e.~1 

.. - 7,111 87_ ~ .. , ..... 17 11),058 II .... .. G,TIM .. .... 
- - - - - - - - I .... , 70' 1,871 

I 
171,111 ...... 1,056,106 ja,.176 1,726,118 .,6i1 ... ... ~ .... , .. ~, .. ,. ...... 1 ...... 6 , ......... 

I 
• I 

i I 
I 
I 

1S7,OM 10,198 1,.,"' ....... I,Hl,tlt tal,. &SatlO 1,'10,178 '.~"6 ".180 I' ........ s,8to7,'IMU 
I 

i , 

I ! 

I 

I 
, 
i 

I 
, 

I 
I 

.. ~m 1,813 .......... .... ". ...... ,.. l,!6':,sr. , ...... 6,80~'" ~"··"·I"··I" ~ ....... 7,-." 

I 

I 
! 

I I 
1Gtlb. 02 

:f • " * • :l ~ • 
~ 

~ 

,::: 0 

= Ii . { Ii Ed • .. is .-~2 i~ = h !';: 

n * - «0 
:l~ ". !~ ~~ 

iii" ~~ .. 
" " .. 
- 1,119 ... """ 
- ' .... '1,684 

- - -
- - -
- .. , ,~ ... 
- ... "M! 

...... , 18,99' ......., 

- .. '.498 

2&1,1'6 ...... ' &,275,000 

. 
- ... ...... 
- .. 2,001 

....... 1IS9,'iGt ......... 

..... tD4,371 6.009,GIIO 

801_1 ....... ',81I,U& 

I 
I 
I , 

, 
, 

j 

I 

I 

I 
I , 
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NAHB 0)' OOHPAMY. 

Baat and Wea' Yorluh 
Union. 

BtUt LituolnthiN. 

But London (lolnt Com 
rnlttee). 

BadOn elnd Church BOJJf. 

.8 ....... 

BmlOuthDocband Ball" oy. 

Felh:ltoW'e Dock ADd 
Railwa,. 

i'OItlnlOS· 

Forcett. 

PtJrUt of DAn C~ 

F'tuhura.ur. l~ AI"'JhOIdA. 

N """"" . ......... 
Olyn Vane,. Tramway. 

Gonedda Junction and 
J'ortma.d.oc. 

Great CentraL • 

Great Central and Hid 
lolnt Committee. 

Great Central Imd Ko 
Statronlahlre Jolnt Cq 
mlt.tee. 

"It ... 
Great Central, Hnll D 

Rarnller and Jlldla 
CommiU,ee • 

Great JWterD. (0). 

Great. Korthe",. 

nd 
nd 

Great N'ortb.ero IDIt' 
(Kb'otrlo) 

cu, 

(MIlt Nor,A oJ Bngla 
Cla.rMlu. Gad BG 

.... -Jvaalwa. 

Oreat;W ...... 
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NAllB OF C011PA,,"Y. 

GrM« Wuum and Grelle Cemral Joirlt CommUtu 

awendr&eth Valle,.. • 

B&U.fu 8Il4 OvendeD • 

BtJylin.J RaUWtlII' 

Btn"nCfU'U. -

Bu)) .nd BamBley 
(lncJudltlg t.he" Sout.h \'vrkabire JUlldlOtJ.'·) 

Hutnbfr ComfMrcial Bailt.CtJY and Dod: • 

ble of Wight . 
III. of WI~b' C.D, .. I - • - • - "} 

(lnclu Ini' the .. ~elhYillter, Yarmouth, and 
Newport," and" 'e""°port, God8bUI, and St. 
Lawreoce:') 

Kent and Enlt SUller Light . - -
Headcoru Extension • 

Klns'. Lynn Docks and Ranway . 
Knott End . . . . 
LAmp.ttu, Abe1"llyrooGnd llj~1J) Qu II Li!}/d 

wC'l'Ibtre and Yorbhlre • • " • 'l 
(Including t.he" Llverpool,Southport,and Pres· 

ton Junction" and t-he .. Weal. LancMhlre. n 

Also part. of t.he "Axholme," "Halifax and

f Oveoden," "Nort.hUnlon ""Prelton and Lo:og. 
ridge," and "1'reaton and Wyre" Joint Lloea.) , 

teet lind JlllniJol4 VaUty Light 

LeMm·tM·Soknt • 

.... 
baftll " 

.. .0 -. 1J. ••• w)ln.. 0= .... 
opn 00111& 

Nt"MBKR. or MIura 
'1B..Hi.LL&D SY 

T&A.lJrfa. 
~-------------------r---~----~----I~--_r----T-~ • 

GOODS 
PAMRXOB& TLU'PlC. TJIA)"PlC. 

.- NUJloa M P.uwnODI ~s Deoember,ll11 
o· -. Co.vna.n (esclbah'e of SeuoD 00 .. 
0- aDd Pvlodlca1 T1cbtA). ~l. ... 

i o. -E.: ~o , 

1 l 
-~ i b hJ!! •• '8 • ~. 

iie •• o' 
t •• n ~.E ~ :0 
• ,,; ~ ~i ~ ~ i 

.... 1 I ;; j'i § ! • ~~ ~ • I fi U I .. , i I 

I I Lta...l I I I I 1 2' .... f 2' ..... 
r.dudd in tlI~ rltuml Q/ tie GnuJt lfemm Gfld Great Qmtnzl. 

-1818161 - i-I - I - 1-111~'''1 
Included In the retural or the Oreat lfort.bem and Lancuhlre and Yorklblre. 

WOI'W joinUy by tM Gr.' Wutnn lind JldropoliUm. 

W01'W"" tlae LondDntmd NOrlA.WubIm. 

LItaMl '0 tIaf LondIm, Brighton, find &utA Cocu'. 

WorW bIJ til. Chet NortMm. 

.'/"/0112951 ,.8"'/ 
Workfd by 'A. CrnGC Ven'ral. 

I IS " 19 .',408 2~.088 721,776 

. •• ,. ,. 27,1116 121),808 861,B65 

- 16 16 Ie f - 8 8 • 8,101 - ...... 
- - - - - - -
- II II 18 goo - 11'!,ISli 

WorAdby the Great Wemm. 

118 ,m,l69 I 
9'11.0'10 2SO 56,291 

800,188 8 .. lU,&li7 

87AlB1 I • 15,786 

- - -
118,.(135 "" li,289 

1,967 

8I7,!6t 

0,296 

4n,S88 

14,106 

-
18,781 

J 
I 

J 
I 
1 
j 

0,146 

'86,861 ),611.450 

187,610 11,0.6 

....... .',000 

11 Iud 

.- -
!2,O17 6,{I2e 

o,uo 

...... 1<'1 

I ... .,. 

1 

-, 

... /.. '.112~":1'1""" 3 ....... ' 

WM'ied by tM HurlA StGffordl1tlr •• 

WorUd bJI till London df SouU'~We'twn. 

,j,b39,iii:18 68,Wir.,.I!62 67,200 lS,900,S8j 7,&62,281 1!,706,31D5,0U6,350 17,801.' 

. ! W(".ied by tile Great lVuttT1l. 

• See pages 58·9 tlDdfiF Electric Ballwa,s. 

Lkteard lind Looe • 

Liverpool Overhead (Elcetric) 

IAwrpool, Southporl, and PmtOll Jundion 

Llane1ly and Mynydd Mawr '. 
(Ret.urn for the year eliding Illst Od,ober, 1~11). 

Loondon and Blat:kwfzll • • • • • • 

London and GrU111uich 

London and North·Weatem· ., 
(Including t.he "CharDwood }'orcllt ""had,. .. 1 ne," 

"Hold and Denblsb J1UlctloD," IlDd "I\hrop
.bire union." 

Abo part of t.he "Alhby and Nune&ton/,"Blrkeu. 
head and Bmnchea."" Breeon abo. Merthyr 
alld l,(,ndon and Nort.h· Weatern Joint," I· 
"Great. Nort.hern and London and North 
Weltern JO. int.,"" Nort.h Union," "Preat.m andl Lungrldge" "Preston andWyre""Rhymneyand 
1ir.nt.ybwob," "Shre!Bbury and Hereford," 
!. 8hrewlbqry and \\ ellip~J1~ "Shrewsbull 
and Welahp60I," "Tenbu'1'," II Vilio of ToW). 
41'Weat Lohdo~," "WeB~ ¥l1ldop :&XieIJ.tlOIl," 
·'Whitehaven, OlllAtor, Ilnd :&gfemoD'." al1d 
"W~e~~ ap.~ ~ipora E~\e"UlIlon:" 

London ond 8outh·w .. tem • • • • -1 (Including tIle" Hadlelgb Salt8rton." If Lee·on· 
the 8oIent;' "Nort.h Cornwall;' .. Plymouth, 
Devonport, and Boutt.· W estern Junction," 
(escept. the llere Allton and Cals10ck Lip"bt. 
ltallwa,), Tumch"pel Branch of the" 1'1,... 
mouth &fld Dart.moor," .. Salilbury Ball",,,, 
and l(arket. Boll8oe," "Shawlord Junctionl 
Line" (part of t.he Dldcot., Newbury, and 
Southampton Railway), aod .. SldmonU1." 

AiIO balf the "Eaaton and Churcb Hope," 
a.nd the" We)'1llollth and Portland!, and 
part of the" Weat. London Extension:) 

Exclulh'e of the "Waterloo and Cit," Line, for 
wbich lee pagea 68-9 under me~ric Railway •. 

.London Brighton and Sonth Cout· • " "} lIn~lnding tbe .. Br,lghton aud Dyke," and 
tRa,llnp Railways. 
AJ,8o part or the "Croydon and Oxted," 

'.Weat. London BItenaloD" and "Wood· 
.t4e and Sout.h Croydon.") 

UnderUU:ifll/ incorpOf'lIttd in tlu Lanea8kir~ and Y vrbln'rt Compczny. 

- i "1 12 115 1 - I -
1Alu,d to tile Great BfUt#rn. 

15,468 .. .... 

I 
1,",1 ... 1 .... 5,60 1,245,075 3,300,(05 69,OI{1,781 7U"5Z~ 04,647 f,S,{I\}IJ,796 It,1W,OO5 ~,705,2S(, 17.467,424 '8, 1~ 

: 

003 SOl OM 2,218 2,(010,920 t,644,404 63,515,898 68,071,217 24,'lOO ,341,779 2,68'Z,083 [u,.64!},8'2f, 4,'29,880 tOp1V,&'Xl 
(,) 

l,tRi, i72
1
2,872,814 84,818 ,115,753 ,1,tGO,I85 1,(187,682 1,ffO-1,':"!.e 1a.~,. 

I I 
(a) IDCludiDi 7,&OJ milea nID by mlud tnIoL (b) Inclodlng Bempta for the cam..ce of J.ift 8t.oek. (,,) lnolndlD,380,4GG mllea nm by Ban Motor Can. 
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BBCEJP"l'& (0808&) J'BOlI PABSBNGEB TLUPlC. RECEIl'TIl (GROW. 
DOH GOODS T&.U' C. 

123 

J BmmPIII no. PAEP'OIU. 

{I r" i ~i 

b ~,;:h ! ! , l~ ~ ~ ~Jjl if " 

t f ~~ ~ ~ ~'i~ , ~~ "'1 1 l!!a ~~j.; :I" m od 

h~ d ~ ." s J U h ~I :i!~m ~ ~~ 
/I /I /I /I I. I. " I. " II .11 II 

- - - - - - - - •• - 2,861 ~.OO 

818 - 1M" IlO7 17,786 9,499 108 27,498 ....... 1 .... 880,89i 6104,616 

..... 7,178 11.1176 .. , ...... ',19/; '611 82,966 1,867 .. 8 .... ~ ... 
1.'/85 6,218 18,187 1 .... ...... 8,716 ,.. 81,0" G.411(b) - ,,8!lO l!'~'191 

{: -. .... 7 10 ..... - ,. .... , & ... .. '" 8,&78 - .,. - . " - • .., . " .. '59 , .... 
- - - - - - - - - - - -., - 1 .... 54 ..... 811 - .... , 1,667 81 837 ..... 

07,6&6 1 ...... ,M6,2f,() ".,077 ......... 297,les 26,802 2,MIO,9'11 Z,08B,766 U,116 1,870,688 8,406,269 

- - - - - - - - 8/J69 - 10,116 18,2U 

&1.4,206 4211.DSO 8,714,880 624,014 .~ ...... 1,8011,986 i"OJl51 t\8BJ,lfll i"""'" 19't.l8r1 8,609,881 ~.07"'" 

_875 ....... 2,OUl,n8 nl,ltO ......... 60&1,720 ...... 8,602,0211 ,066,10& 46,7&9 '~1Z! 1,601.&85 

....... ....... 1, ....... ,",,o,,, ...... 100 ....... 111.100 2,A!4,AS6 617,!'11 11",,62 ....... ....... 

.' ~ l 1 • 4<1 0 

~ 

U f Ie ~Ii 
8,8 ~ ~e lid ll~ 

~ .. "'" 
00 

I d ~~ 
.~ 

s~ 
Ii'" .. ,jj 

" II II 

- • ...02 

110,309 17,57& 700,137 

." ..... .. .soo 

- ',IS! 47.967 

- 221 e."" - 18 2,21:19 

...... - ".069 
- ... 5.191 

428,491 218,M2 0,728,27S 

- - 18,2406 

2S'i,Q15 SOfo,'ilIe 10,"48,698 

6&2,000 llf,602 ~'j10,1s:t 

18Oa.oo .... " . l,ifoO.,l'n 
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NAMB OJ' COMPANY. 

Great W'uUrn c:md ~Gr "" ... Cent1'al Joint C'om,,.iU 
Gwendraeth Valley .. 

BalJIu: and Ovendebo. 

HIHntnaJ'.tmitA /lnd C!',y • 

.llartome. 

BlJyling R4il'lOlJ!I" 

Borra«Utle. 

Bull and Dam!!ley. 

Btlml.Ifr CommM' .. -iu' l/u; • 1DG1I and Dock. 

l11e of Wlsht . 

lale or Wight Central. 

Kent and BaIt Stwe:c LiSh 
Headcom Extenaiou • 

L 

King's Lynn 
Railway. 

Dacb an • 
Knott Bnd • 

LtJmpd'M', .dbtm~ •• NnD Qua" /Agile. 

Laneuhire and Yorkahlre. 

Lui 400 Jf'anifold Yallt: 
Light. 

lAe·on-.&.\e-SoUnc. 
• 

Lilkeartl M&d Looe. 

Llve~1 Overhead (B' 
trlc. 

Li verpoo', SoulhPorl, a 
Pruton JUfUJtion. 

... ... 
Llanelly and M1oyddlll.w ,. 
London MId Blackwall. 

London and Grtenuri.cA .. _ . 

London and NorUl'W8Ite ... 

London and South· \VOIte 

Londoll, Br1Ihton,a."l.! So" "'_I. tb 
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}fA.nE OF C01IPANT. 

London Corporation. - • . - . } 
(ForeIgn Cattle Market, Deptford Banwo.r) 

Lo!Idoo Electric • 

;LUGTB o. L1$ 

I III .am.. open ... 
I BlIt December, 

'OIL 

000"" 
't&Atr'IC, 

Loudon. TIUJlll'J. and 9ou.theDd • 

trnton and Bar&ataple 

3',077.980 ",400" 11,668 682,611 

..... 
Manchester Ship Canal and Railway. 

(lDcludlng the" TraHol'd Park.") 

Maoch8llt.er, South Junction, and Altrlnebam 

MarfPOrt and Carlisle -

MtWld.dU'/l M'lAt • 

12 IU 46 166 

9 1 10 sa U2,666 UI7.800 8,590,898 

29 14 " 100 

)feraey (Electric) Su 1J&8'ea 68-9 onder 'RJ.ectrlc itanwafa. 

Mathie)' Joint RaUway , 81 - I el14' 2..851 - 800,088 

)[et.ropollt.an I Su pagea68·9under Blectrlc li.n.lIwaya. 

lIetropollt.n God Great Centrallolnt Commlt.tee "1: Indo I ded 1111 t~eIRetW'D1 • of the11letrropolltan and 
(lnchtdlng tho" Oldani Gnd Ayleabury" Tram· ..,...) 

Metropolitan Dl,trlot . : See pqee 68-9 under Electric RalI.a,... , 
MetropolltRn nnd Ilet.roplilltaD Dlattlct City Lim. Ste pagel f,8.{l under Electric Railways. 

99,'768 

B,1XI1,819 

676,486 

....... 

, 

','" .. , ,9i9,48'i 1,167,669 

778,981. 1 'T8,W 

610,488 197,&08 

reat Central Com~olel. 

and ''''',.,'on, , 1 I I I I 
JH4 Ktmt (BrM1lley to St. MMJI C,tJy) I Wor.ted by t/~ bilfdh·HdIUffl a1Uf ChaUutm RailWGJI CompanlM 114ntJgVng ConuniltH. 

1I14hmd (d) - I 

(lllt!'Iudlllg' the .4Fume81 and 1I1dl"nd" Joint ' I' 
LIne, "Tott.enham and Foret&. Gate," and 
.. Yorkshire D&1ell." 

Atao half t.he" Asbby and Nnneaton," "Clifton 
XXt.etllwn," .. Grell.t Cent.raJ. and ~Jirlland," 
the .. Great Weatem and MJdJand" trom , 
Ma)vernWelll to Mah'ern Link, "Midland 1,134 398 1,552 f,l:lb::' 800,766 
alld Nortb-Eastern Conuultt.ee," dOtley and 
lltle1," "Severn and Wye aDd Severn 
1Ir1~"; and part or the" Balesowen" I 
and' Tottenham and Bampatead Junotion " 
,Jaint LtD8&.) I 

1 
'9,639,868 ftO,689,817 61,236 1.780,MlO 9,481,06 

JrUMtlRR 0,. MIt.U 
T&A VILI.SU BY 

TILUN8, 

"' .... 

" 

' ..... 
1118,0'11 

(.) 

. I 
al 
I 

. ! 

58,1IfI 
1 

801, •• 

.,Itt 
1 

r I 
II-",! 

I 
~ .. , ... , ...... , ........... ~ 

\ 
I 1 

, 

(llIc]udinst haH the "Norfolk and Suffolk 79 11& 1940 337 2',907 

Mldl.n!l and Great Northern RalI.w"ya Jomt Com-}I 
mittee. 1,870.771 1,896,878 628 ...... , ' ........ 7C06,7Z1 

.Joint Line.") 

){tdland·and North-Eastern Committee luclQded In UIIl Return. of the Midland a.od North-Butera Compaalel_ 
(Swln\oD t.o .K.notttogle1). 

)lldland. an1801lth-Weatern Junction 85 :SO 65 11150 18,918 ....... 181 lto,810 1l1'.H8 tea.!l8 168,892 10111,681( • 
(Including the "Ludgenball and Tldworth.") 

M.itt Suflolk Light. 

Wford Ha.ven Dock Imd Railway (Return for t.he 
Year ending 80th September, lint.) 

Jlold Imd DtnbigA Jundion I 

- .. 21 .. 'OIl - ",'" 1W,708 

- , , , • - - - -
I 

Work«l"" tA~ London aM NOTCII.JVur.ena. 

.ll'tnnble. RaUwoll and Pier I Worked by 1M SItIan.w& I~. aM f'rdmtN ... Oompany, 

Neath and Breoon (g) • : 8! 87! "'J. "l2,786! 1,186 I '88,961 
NeU1jH)f't, GodIA&ll Gnd St. Lou.rmo. . Worktld kt tAe ,k of igla CeIitnIl. 

North and 8outb-Weatern 1unctlon· • • 1 I j I (Thla Liue is worked b,. • Joint Committee I 

of the .. LoudoD and North,W8Itern," , 1 'I 5 18 1,29f. 10,019

1 

'16,869 
"Mi!IIA.nd" and .. North Lo.ndon" Bail.....,.. 
Cornpaniea.) ! . I I 

, I 
60rlA COMl"" - I WorA:ed ~ rAe ~ondon..ftd8outA..W"~"II. 

(Including the .. Great North of England, 
Clarence, and Hartlepool Jnoctloo," and the 
c. Scarborougb, Brtdl.Lngton, an4 Weat RIding 

-
-

.. 

l!orlh-Eos"m - - . - . . . i'!1,285j ... I", .. f, ... 1,202,880 
JWlcttOO." r 

AlIO balf the If Midland and North·Eaetem 
Committee"; lLlld part or the .. AKholwe , .. 1 

69,770,BU tRl,978,2lO1 81,145 

and "OUe, aDd Dkle} " Joint LInes.) , I 

10,486 19,781 

8,781 ',M16 

! 

I 

'~'I"I 67.,BfB 

~I . .. 
! 

... ., ,~... ",02(1 

",'" 

Norlh M7IdJlcy Light I Jl"Mi:e4"" Uu Gnat c.ntnll I 

North Lbbdou • ,,' -/" I .. I ..... ~ ',;""',.. .......... .." ... ,.,. ... '''' ~,,,, ......... ......... _ .. "' ... 
(0) Thil is a atngle Une, iii rlll'lObgi 2 chains In length. ' 
(b) In addltioo to the traJIlc 00 the CArYl, &mouotlng to 9,108.8101 COllI of mineralll, aad '."'usa toga 01 geueral merchaudiM, on "bleb dnea, IOIbI. and wharf .. 

"ere paid to the Compan" & very large trame, of which no retUl'IlJ are made, paued free alons the Caaal 1A pllnoanca of .,arlou NCu...:. embodied 1D &be 
)lallclu!$~r Ship CanAl CompanY's Act of Parliament. 

(c) The gOOIb tralfte is carried. la tbe trains of the Compa1llnul1l(f the line. 

ld) Eloluive of the t .... rac and receipts or tbe Colla'-' Donegal &ail .... ,. loln& Committee ad &be Kldland. (IriIb 8eetlou). lor wblcla _ ........ 

I 
c) Incloding 23,876 miles run by mixed tralna. 
(I) Including 2!.667 mil. nm by mbed traina. 
W The Campall} atate tbat incorrect tlgurea with I't'1tU'd to the number 01 ~.,. carrted were " ... hi their retarns for 1Ino aDd ...,enI )Wft'foaI,.,.. 1"h 

to'I"ft('t ftgure. tor 1010 aree now given I.lI follon :-OrdinarJ 11ckese {ant aDd I8D:Ibd. e1-. conect .. prntoulr abowu:. tbird du .. GI,Z"; 10 ..... m.... ...... 
or ferlodlCAI tkket, total number, 1,03S. 



OROSS BECEIPTS, olc., ENGLAND .tND -WALES--contillued. 55 . 
RECF.WT8 ~R()8.~) ~ !f • BBCIUl"l'8 (0lI0II8) ROll l'AJ!8,,"OEll TJU.J'PlG. PROM 00008 RAJ'J'lC. 

= ~ a 
I 

c. 
·1 .. 

iIi !,l"S .e • 1'.''' r. ~ BOX P ..... aUl. j,'!!P '§ ii Ed § '" .:! .. -_. 

~ 
"~l a ;~ .J 

.il 
lj iii .e f"O]i ! sa NA.:HK 0' COMPANY. 

H~ -. it H .! ~~ 

r • il ]f! 
~ 

.. 00 

RO , If ;J~ 8'Ej a :t § !" j! ·e , ~ !~~ "'lIaa j ~ ~~ "' .. 
i .!I .. J .. ., ~ .. 

:II J il ii • .fIXl:B ~ oS ~ ~i iii :,q :,q :,q 

/I. " " /I. /I. " " /I. /I. " " " " " I/. , LondOtl,CUtAam.,GfICI ~ 

- - .1'- - - - - - • - - • - - • I.oDdOD Corpont.kmj!(lNign 
cattle Market, pUor4 , Balh'~. 

Londoo ....... 

10,'" - .... 1186 ~'o.'" ....... "'t80 1186 ....... 111,468 8" ...... l4.7,m " .... BI,lt8 _.048 Lobdon, nIb1U'J'. and Boulh· on.. II.n. 
"" - I.". IS ..... 811 .. 7 ',In l,N! - 117 ~ ... - 117 ..... Lynton -.nd ,aple, 

- - - , - - - - - 82,4078 17 ~, .. 116,251 794.'18t ... ,.. 9'l8,'fl!:1 Hanchener ShIp Cant and Ball".,. ' 
, ..... ..... .~ .• ' tIl,888 ...... ',1111 270 ...... ...... ... ,~ ... 18,110 - .... , 14Z.816 Manch8lt.er, BoaUl J'uncUOtt 

and .lltrlncham . ... ..... - ..... ...... ..... 1,128 .... ... ",'" 8"" .. ..,. ' ..... - !" .. Ult,OiO IIarJpon and <Jar1We. 

Mallld'cI.., LigM. 

J(erMJ (Electrto). .. - ,,001 182 ..... 211' - ..... '''81 87 0.&16, .~ .. - '83 18,178 MetbJ97 lolnt BaUwGJ'. 

)[etropolltan. 

Metropolitan ud Great 
Cebt.raJ. Joint. Comm.lt.tee. 

1IetropolitaD Dlat.rlc\. 

I 
Metropolitan and Metro-

politao Distriot. OU" LlDeII 
and &teuliou. 

Mid K~~ (Bromlq to SL 
1Ir1f1/ Croll). 

• 

I1f,806 , - l.'106,91f ....... ......... .. , .... ~ ~ .. ~ .. .. -' ..... ' ",1V8, 7!1I1 tI,681,!8t 106,868 ....... 8,809,806 H1d1aDd. <d) 

~ ... - ...... , ..... too,liG ",.,e 70S 1116,"89 : U9.0s'7 ...... ...... ....... - ..... ....... ){Im_nd and Grea.t Nor'hem 
llallW.,.1 Join' CommtttH. 

Kldland abd North Baatem 
Commit.," (SwiDt..on to ...... ,.. 8'/,'" " .... "on Xnotlinl'le7). ' .... - ..7 ~,., ...... ~7i1 l~OOO - 1,475 102,141 Midland and Soq&h.Weakrn 
Juoct.ion. 

• - ' .... - ',006 8'/' - ',8'11 ..... .. , ' .... .~ .. - , . 6,'" llId Suffolk IJght., 

- - - - - - - - lIDO - m 56. - .. , 1.177 Milford lIa,.en Dock and 
Ball.a" 

Jlold and DmbigA JUJICtiofi. 

J(tlfnbl •• RailtGo~ aM PW. 

... .. 11,'70 ..... 18,078 ' .... ... .... " 8,080 .f? ...... ...." - 1,141 .. .... Neath aDd BreooD. (g). 

NW!p(Jf"t. God&AaI ..... 
L<I ......... 

so. 

• as 1,461 .. ' .... '" - ' .... .. - ... '81 - 1,'" 8,8'10 North and Bouth.w.tero 
luoctioD. 

NrwfA ComtlJlClll. 

181."1 - ......... 270.181 ,,"1,141 ....... 70.197 ......... 8.-,914 loe,406 3,611,4''1 .. .... 217 ' ...... 226,016 10;nre,,114 lforth·ButerD. 

I BartA L'""""r LifAt, ..... 11,0&4 116,401 ....... 1~.5e 11,M'1 , . ....... 14'1,"1 1,'" 87,04'[21e.me - ...... ....... Korth loadou • 



56 

JrAllB 0)' CO&IPAliY. 

North Starrordlhlre • • • • • 
(lDcludlbl Ute Leekand MauUold \"81181 Light) 

North SlIDderlalldLlgbt 

Korth Walel Narrow Gauge 

NoUu'lllt4m and GrcnthMJI R4Uw!lrI and CClfldZ 

RAILWAY RETURNS, 1911.- No.2. 

7,001,801 

.... 01 

CO,688 
•• 

LENGTH OF LINE, TRAFFIC, 

lU,6!D ...... 
...,. 
,.., )fIled. 

Mb[ed • 

NOUing .... _....... • 

Oldham, AJhtoq·under-L1ne, and Guide Bridge 
.lunoLion. 

w~r i ~ r- f"":.::· .... 11 "',887 '.008.775 '.!!!' .... ,.. .~.. 181.87' ...... .... .. 

WorW by t/uI N4!lropoIUan and Gn4l. c,fltl'al Joint Commie,.. Osfard and AJllubu"1l Tramroad 

PencH1h B~n. 

1 tNUed tD fAa "['al V «II. pfnMtA HarfHmr, Dock, and RaUuwlI 

PlJ'lDouth and Dart.moor (b) • 

• L ........... T·lyot.· I 
-I lll l1 l 11J - - - - - '2,"" - - - -1 

Tin lim (e:utpt til. tre 4flfton and Cal8toc1' Ligh' RaUII1ON);' lIaMf e.o And uorled' bN "" Ltmdon IInclSoulA W.""., 

Bere Allton aDd Calat.ook IJght 

Portmadoc, Beddgelert, and South Snowdon (e) 

Port Talbot Railw.y and Docb • • 

~ .: ': .: I'~~~ =! ''''~''(d)1 '~~ _8 ';:: 12.: = :: .. :~ 
} Included In the ret.urn of tbe Great Weltero. (Including \he" South Walea Miuoral.") 

PrirwloWl\ • WorW by fAa Great WutMn. I I 
'.1<8 10,lN. Bedrutb IItDd ChAlewater 

RAondd4 IIn4 SftlGRUa Ba.y 

Ilhymney • • • • • • • • } 
(Including art of the .. QUfLker'. Yard and 

Me.b1l'," ¥. Bhrmne, and Naot,bwcbt au(t 
"Taft Bargoed· Joint Linea). 

- 1,01'01.:1 -

:~W7j: I ... r: ".611 8........ 8.",,'80 ..... ........ "'.<30 407 .... 1,BOt,86' •• ,.,.. ... 

~ 
Boa lind Jlonmouth 

Rowrab and Kelton Fell Mineral ~~w::rr~· = ...... ...... .. ... . .... 
i 

s...o 
8t.Autell and PentewaD Rallway,Harbour.and Doek 

(Return for the loar ending 29tb 8ep~mber. lUll). 

Salll,",,,, BaUUlGII Gnd No1'", BOUlt 

SauDderafoo\; Rallw.yand Harbour • 

l'orW by IN London and SoutA-W'utern. 

;~L~~ L:L..:..I - I 
W' orW by tAl Gr«Jt OMerai. .SMIfdd _rid • 

Sirtwbu'71 /lnd B erVord 

'Shropshire (J) • • 

Sbropshire and Montgomerrlhlru LIght. CD) 

SlarfllJ"'irt UnUm R4illDtJlIl and Canal 

Sid ...... 

·1~11W~T~~~ind.~:'W:008 
LUJMd to tile London AM NOf1h..W'..um. 

WorUJ by fAa I...ondtm IJfId SoutA.W'uten.. 

8nallbe&cb Dlstrlot 

Somenot and Donet (Retnra for the Year endiDB} 
81.t October, 19U). 

(Including the "Brtdgwater.'~ The line. are 
worked by a Joint Committee of the" Lon· 
dOD aDd Soutb,Weltern" and .. MldlaDd" 
Companie •• ) 

8ouU&·BGlWn - - -

• • 8 

«6 61 106 179 2O,m 

....90 

17 .... 

...... ' .... 
618 087,790 coa,B" ....... ',887.6Ol 

Soutb·Butera and Chatham ltalh,ay CompaDlell 
)(anl&'ing Committee • 
. .(IncludIng - the .. London and Greenwich." 

~y)..:·l1td.Kent (Hromle
l to St. Mary 556 7' 629 1,688 1,876,181 5,96,,002 u,2OJ.,!88 59,lIOIt.m. 5,688 ~,OiJ JJBlI!lY1 2,867,188 t,6Of,'Ul u,J7J.,.d1 

IAlao part of the "Croydon and (b:ted" 80dJ 
.. Woodiide and South Croydon" Joint Lln8l. 
aDd of t.he .. ""lctoria8tatton and Plmllco.") 

"SouUipon.'Itd Ohuhire LiM' Bmtnrion. WorW bJI Me MtAin Linu eor.nm.uc. 

..... .. ...,. ::;;:::t:Un.Commlt~· : : ~:r:~lp:l-~~-~=:--:= 
SoufA YorbAiftI Junction • • WnW II,- t4e ull-flAdllGmtlq. 

• 
" ......,. ..... 

~ .... B"""'.... . .\ W,,,.W,,,, ... _ N.......... I I 
"""bbrldge • • • • • - I .1 .1 .1 - I - - - _ ... ...,...... _ '.'" ..... 

ta) Including 6O.71l& anile' run by RaU Moto". (b) Bxchulve 01 the Turnchapel Bra.nch, which II worked ." the London and 8ou:th Wen.ra CompaDJ'. 
(e) The Croeeor I18CtlOD (a horIIe tramroad) ..... the onl,. portirm of th1a Company'a Une open for trame lD 1011. (d) The CompaDTItate thai iba oamben ol n..." 
an.i of third-elUl paMeDg'Ift carried in 1910 were S!. and 96,762 retpeeLlyely, IDfltead of 167 and &8~8ft, "Ihewaln the Camp."y'. ret.uru 101' that ,eat. e,) IDclocU~ 
48,638 mllffl ruo by mixed traiDfl. (f) The Santin ... ,", BraDoh-tbe ool, portion of ibe vompaoy'. Une opeD for tra1!lo-U worked by tbe Cambrtan BaU_, 

I Olnlpaoy. and the trll1lle. receipt&, etc., of that B~aDoh a~ included in the reLDl'Ila of the CambriAn Comz-,D,. (g) lJDe opened far pqbUc tn.1Ilc OD A.prlJ 18tb 
1911. (h) Bxeea8 <d nmt.l payable oYer leDta r ~celvabie-. .. . 



GROSS RECEIPTS, &C., ENGLAND 'AND wAiF.s--continued. 

llBCEIPl'8 (OB088) I'BOIl PA88BNGBB. TRAJPnc. BBCIIIPl'8 (OBOOS) 

J'ROM GOODS TBAPYlC. 

Ii Ill'S ~ . I '§ 
B'IOmPft noM PA88DODS. -... 'liS " 

I :oi!' j a 

If b ~ U !z-oh ~ 
3 3 ". - U j 'olf"~ 

I 
." 

_"8 
i,~Bii .. ! 

~ ~ 
.s. 

jll 
.. . 

I n d~ 
3 1 if ~~ 
m ~~ 

~ 
!~ ~~l! • 

~ ! ij,l ,h ~~""!XI"" ~fj ;i ~~ " -". £ • "- • " , " £ • • • "-
6,881 IUSi 178,230 27,3C7 ....... 67,989 .. OM 28~jS9 """ .... "0," ... ..., ....... .. ... 80 .. ... ... .. ' .... '" t. . .. ... ,. - ... • Ol. - - .,. ". - 1,421 t,8<O 

14' ... ' ..... 1.7(18 . ,'" ,.. 12. 10,200 6,O'U 110 6,5" 12,310 

- - - - - - - - - - 006 ... 
• I. - 0,'88 11 .. ,,' . " .. Z."IH l,ias "I .. 0 2,861 

I - - - - - - - - , .. .,. '00 -I 
I , 

- - - - - - - - 'OS - I 2,276 !,4C1~ 

I OIl! 0,"" ...... . ...,. ,~ ... 10,280 ... 8li-,1i!! ...... '88 ... ~ .. 286,587 

I -
1 

- - - - - - - - - ... ... 
- - - - - - - - .. - 1,132 1,19\) 

- - - - - - - - - - <as ... 

I 
- - - - - - - - - - - -

IB - ",", - 1,'" 80 - 11271 ... ., ... ... 
I 

- - - - - - - - .. - ... m 

',tt'1 - '11,000 ... " n,'" 21.2Ui ',SOD lOO,D37 71,'100 .~ .. 6),819 187,!S6 

I 

I 
....... ~,~61r6 400,lI01 .. """ .... t~768 IM,oI8l 8,HUO,U$ ,....., 9O,68S I 400,SN l,ln.* 

I 
I , 
I 

, 
I 
I 

I 

tID! 
I 
I ft. - ... '" ,. ..,.,. 60S SO ..... 1.210 - ',029 .. - ''- .. ,..,. .... - 1,532 ~ ... 'I 16,141 j !O.187 

I 
I • - - - - - - - - 1,!U -I ,,71.1 .. .., 

II 

~ • :f 
~ " c. 

~ If'; 
~ . 

If o· •• • . ~ • : '" t:f 
~ '0 

~8 iL; •• ~ .. 
E:il " -
;; ~~ 
0 .. ~ • 
" ::;= 

£ • 61,iDS 407,069 

- '" - '28 

- 9'/' 

- 1,4072 

- ... 
- .. 

'29 .. 
- ' .... 

- -
1,518 -

12. -

- ... 
- .. 

- -

- ~"" 

....... 'IJf11,D6'1 

- ... 
- Dr.ltil(A 

- , ,S! , 

~ 
~ 
< 

~ • 
= .. 
~E I ,,;! 
I" o· 
0 0 
,,~ 

"0 <" , 
~, , ,,£ 

£ , 
l.o63,iOO 

2,178 

2,'" 

..... ' 

2,078 

.... ' 
.68 

~660 

8'74,l!9O 

... 
2,7\).'1 

." 

... 
~"'" 

m 

!U,962 

6,SS6,Ug 

..... 
" .... 

. .. 

NAME OF CU 

Sorth Starrordal lire . 

North Sunderla nd Light. 

IUTOW Gauge. 
nd GrallfhGlll 

S ortb ". ales N 
Nottingham II 

Oll«-t. Railway and C 
It'otfingha,n St Wurban. 

Oldham, Albton • lWder·Lyn& 
dg& Junction. and Guide BI1 

Q-zJordand ..ty ",bury 2'Mm. 
,ood. 

Pmarth Bztelll1l" m •• 

PffllITth Harlxlu r,/Joc;J;,tlnd 

artmoor (b).. 

1'Q1I}lQrt, and 
J,mctj,m. 

RailtDtJ1/. 
PI)'IDouth and D 

Pl,lJ1lOtltll, ]).> 
SUflth· Jl"t",'tt,." 

liere .-\IIiWD a nd Calstock 
Light. 

Port.madoc, Bed dgelert, (mil 
(c). lSouth Snowdoll 

Port Talbot Rallwll.~' Ami 
Doekll. 

Princd01CB. 

Rednlth and ell asewater. 

RAondda anti St 

Rb,ymnel • • 

ROrl and MOil mouth. 

Itowrah and Kelton Veil 
1I1neral. 

St. Austell and Pent.ewau. 
ur,and Dock. RAllway,llnrbo 

Sal~b"nJ Rail 
,lIarttt Ilrn ... e. 

mlY '1M 

RaIlway and 

dJin,rml,olld 
mdum. 

S:lIll1olel1lfoot. 
llarbour. 
ScnrlXJro~,Bri 

Ir",,! R' ill!] JI 
SllediUd D"tn'ct. 

SIII"OtDBbtuy Gnd Htriford . 

Shropahlre (J) • 

~hropflhtreallll ~ 
shirO Light (0) 

Iontgonu·ry

" RailU'ay~ S::,';jt~~.U'lif' 
Sid'A01IUt. 

SnaUbeacb Dlat nct . 

Somerset and Do 

SoutA·Bcuum. 

South·Eastern an 
Railwayl'.om 
hl& Cowwltr.eo. 

SoutAport and 
Kst~ 

SomA WGlu Jli. 

Sootbwold • 

South Ycrklhlre Joint Line-
Committee. 

So""'- l·cwWi,.. 

.)"I4,,,tord lind B 

7,DOD I Stcc:bbridp • 



RAILWAY RETURNS, 1911.-No. 2. LENGTH 01' LINE, TRAFFlO, 

LDO'l'B o. Llx. 
1M Mn.mopenoo 

8lat December. 
1811. 

iii 
I 
1. tralford.upoo.Avoo and }Ildland JunctioD .1 .1 .. I • .\";;;1 ..... .. , .... 1 2i1,901 

~.'ttGnua Gnd Alumbltll.. • • • • 

"waolea. ]rnprovementa and 1'nI.mw8:yB· • } 

F
~ (Including theuMumlJlea Railway and Pier," 

and the" Swanaea and MumbJea.") • I 
'aft' Vale • • • • • • .. • } f (lncludlng the" Penarth EJ:t.enalon," and 

~ "Penarth Hn.rbour, Dock, and Railw.y ") • 
i~ alyUyn (for the year ending 80th September,19m 

~'afWJl Valley Light - -. 

~.'eign VaUey· • - - • 

, 

" 52 

• • 
124 387 

, , 

4l~OSl 1 

tl1.11M j 

WorMd by tlu Cambri4n. 
Wor.l:ed by thf! Great Wutoml. 

m,DiS 1,236,181 

2(}l,912 8,104,900 ... 21,7-&0 

Worked' by tire Great Wutnn lind LondOll III~ lffJrlA· We-dun. ;'eMU'" 
L' 'otUnAam /lnd Forut Gau 
1: ','(J$cwd ParI:· 

• Worked by the MidltJTId. I : I 
R"orUd by flu Ma~ Ship C'4nal ComPIIUll. 

Worked by the Barry. I I . I !i"GkI o/Gla.morglln. -
~ ale of &beldo! IJgbt - - I 12 I 12 , •• , '.972 - U..... , ...... 

Warked bri the Cambrian, 

I 
I 

I .. r ..... I 
178,669 

1,081.1 SO,766 

880,854 ... n. 

8,611 .oo 

-ll{TlIRItR np' MR.. : 
TlU VELLIm 61' 

TH.A1N8. 

~ • 
~ i 

1 
"M" 

I 
164,620 171,187 

1 
! I 

86,'" 91 ... .11 

lUred, 

14,1)00 I.Uil I ".' :·"an. 
: -ictoria station Q:ud Pimlico-
1 'tllhpooland Lkllif4ir Light 
~ :ut Com1l'GU· • .. • 

Li,,~ lind StlltUm WuM. to 1M GMll Jruttrn, IItwt London, C'h4Cham. GtId Douer RailtDaJl CMIp/lIiIu. 

rut London 

· ::.:.~ ,;::~.=~:: I 1 1 I I 1 I 
• Undertaking incorporated in the LIIn«Uhire lind Yorbhire Company. 

I..uued to 1M We.t London EmtUion, I I 
• Lim tDQrUd by u~ Grult Weltem, Lon.dtm and NtIrlh·W,.um. LmufoM.aNl Suu ·W .. t.m. Gad 

~ _"eloon, Cle't'cdon, and Portl,bead Light. Rallw.YI 21 !21 If I 20 I 2,008 11'18,119 I - I 180,727 10 6,170 .i6 

. :- rOut Riding Cctnmittee 

·uISome"" .. 
"tellt Somsnet Minerai .. 
;"'eymout/I and PorUand 
, lbl*bapel and Bow -

!Irral 

Included in till; ffiuNI,II oj th, GrfCIt VnUmlllnd Grud NortMm . 

• L«ued to w GrMI If' utern. I I 
Li .. ,I""". I I L.. 
WorW by tA. GrwIt U'utvn and lind South·W~. 

Su below under Electric Railway.. ) I 

I 

I 
Brlnhton,. 1. 

MLuIl. .J". 

, , 
111,7114 817# • • If I 8] 171 (() I 007,128 , - 2,9&2,06' 8,119,177 8,108 461,666 110,2840 107,238 

',JOdWU and SOllth Croydrm Joint CommiUu lru;luded in 1M rdum. of the LO'I'Idon. Brighton, 1In4 SoutI& COMt, and 1M 8uuUa·lftutnra. 11M C44th4m RaUtDaW emn,.' 

Warud by th~ CGmbrian. # 
'Qf'bhire Dalu • • - • WorW by u~ Midland. 

TOTAL (exclusive of Electric L.IDes. l IO;7o.I~li~:J.~i~ ~ m,~ 8i&,"850,1JJZ 82,861 -: .... --c.-.. + .. --:.,".-:-.... -,f,...-:--...... -:-:-:'-:-:68 180,708,868 8tO.~ 
eepArately .bOWD below-) J "tv .... r rv'u .... '."'''' 

LINES WORKED WHOLLY OR MAINL 

';;ladtpool aDd Fleetwood TramrOlul 
~ 
-'antral London 

:lty IrDd South London , 
,Jreat Nol1.hem a.nd City 

:' 
' .• Iverpool Overb-.d ld) • 

r...ondon anti Soulh-Weatel'n (Waterloo and 
l' City Lille) • .. • • .. .. 

.:.ierae)' ••• 

" 'lIIetropollte.n • • - • • • 1 
~ (Including baH the .. Hammersmith and 
~ City," and halt the "l1et.ropoltt.an Alld f i Great Central JolDt ..I.J.D.e."'" 

f1etropo"taD D1atrict •••• \ 
';! (Including the .. Richmond," II BaUns," and \ 
; .. FIllbam." B:nenaioUL) J 
• 
dotropollt.aD &Dd Metropolitan D18t.rict Cit)' 

t Un. &Dd ExteDIIlOllL 
i 
.1 
,·.'lli~pel aDd Bow· • , 

, 
• 
8 

• , 
, .. 

1 

• 

2 

· -.. 5 

.. 

, 
~ TOTA.L ELIIC'rBIC t 131 10 

~~------------~~~~---f. Oa.um TOTA.L, E!rWLL~D ,UfD WoUoKS 10,836 5,3e6 

8 , 
8 

• 

." 
21 

18 , 
1) 17 1,100,4Z5 

2 .. • 
52 

(, 
3,004-,986 8,OOf,D8& 467 

(, 
a7,6S0.1~ 8T,6S0,198 1,912 

(, 
24,f05,o& z.,406,Q85 2,810 

('J 
D,it3,8f6 9,768,8&6 4,865 

9,985-.678 11,182,108 1,IHU 

(r) 
a,GOUiD 8,6lH,610 2,02"1 

(, 
~,S03.162 19,808,l82 3,068 

, 10 1,215,oaa 48,260 H\621.f51 11,879,754 6,od 

.. ""'8 
's, ... 

2 5 15,522 

, f> 75,!l88 

77,854,031 .......... 1311 .... 

(f) 
70,067,8fH IS,ltS 

MD,i:26 ., 
21,'W!.788 21,278,78S 6PIIT 

141 851 7,M5,goo J~sz.f91 365.875,.18fi 173,861,866 86,76! 

16.!O1 .2.n" '>"hf.l,;wl~6n.6JJ l.UJ.4S!.Hf l,188,!CN,ft7 887 

212 

2,131,962 

281,610 

...... ' 
1,676,597 

1,-&840,136 

117,079 

1,129,106 

918,047 ',1.68,240 

24,778 ......... 

- 100,,686 

....... 

..... 
1,816'" 

1,408fo,11 

m'-" 
1,128,11 

.. .~;rt 

162,762 ',81l,(U 

- ..."... 

......... 111fT"'" 1'0- ......., IIW'f-R 

~"'I .. ,,,,,,-,., ,........,.,lJO ........ j.oo ...... Z:l 
(6) lneludiDg "96,795 pules roD by mixod tra!DL 
(C) OnlJ 0Ile clau of ticket iBIued. 
(Ii) The Company includt:$ in lte return. two mUa of tnLmw.y., the len ..... _ .. - Iiram. 11111-- .... -~ ... ~ ~... Iocl-'" ••••• ret 

accounU 81 Rg&I'da these t.raol'llra)'B being avaUn.ble. ............ - ~ ........... an - ........... 1II'D, DO ~ 
(III) ID~ludes U,Ur.,Bt. po.8St:DgenI conveyed a' wonuDell's farel, 
(f) 7,1)08 01 these ~Dgen tra~e~let.I 'l.nd claM over1)~ ChlUlllf of the llel;rop)UY.iI DII&d4:a.nw.,: 
(g) The Company rc.-celved ill addu,lon .eU,5&I Kd for ront ot hQU&C:a, etc. • 

~. (It) hcludl.nJ(.~rece1ved as Rentafrom Sorplua Proper",. 
~ Tho ..:omuuttee &l5o recetnd .£140, .. 76 M from real. • 

• 



lGROSS RECEIPTS, &0., ENGLAND AND WALEs--continued. 59 

BBCBIP1'8 (GROSS) J'ROH PA88&NGEB TRAI'FlC. lLBCEIPTS (GROBS) !f 
< ~ 

I'BDH GOODS TBAn'lC. • ~ 

il !f • 
liBS 5 

~ ~ d i i ~ 
= &.aJIlPJ8 OOlil P48SBlIOIRS. 

Ii -..!!f , lid E hi I ... Ed .... S 9 ;: ~~ i:l ;;;;;: 
-' t ! tfj .... .9....c, go 

i 
g &;0 .. o. NAME 01' COlJl>ANYr ·r ~o.81 •• ~ ... ],! .. x~ • ". , ii ~ ':;111:1= " ~~ ~8 ! .§ll~ ~ ! ~t 

0 

!~ 
... 

e. 
~~:i ~ 

•• 
~ ~ U "If g03~8 ~ E~ 

... 0 0 ! 

~!! I ~~ "'II 
6~ ~~.: U ~:!' .. ~d -. ~~ 

~ H =i~!'; .' : ~ ~! •• ~S 1 ! :!i.e . " U • ~= ~o Ii !rI~j:: .. .. ;;S " == ,.,]l 

I , 

" .. " " " I- " .. " I- " I- .. " .. ... - 7,808 171 .~88 2,210 .. 10,71. 1i,810 1,18< P,", 8 •• 938 - '" 40,108 Stl'll.ttord • ~n. A YOU on 
!Urlland unCtioD. • 

Slronutl and Jlu",bZ, •• 

7 .... 9,Sn BOO . ~ ...... ... 21' 28.2U1 .. - 1,728 1,827 - 6.078 81,129 SwaulleA Improvement. an 
Tram,,"IlY·· 

1,001 6,369 164,2'i6 29,005 I ...... 24,118 ~I" 222,497 ...... 1,149 ....... 000.424 111,081 ..... ...... ' Tall Vale. 

- 18 ... - .,. - - m .7 27 .. 17. - " "60' Talyllyn. 
Tallat VaU6y Light. 

T.YaU.~. 

T4'nlmry. 

Tortenlio1l) and Foru' GiUt 
Trafford ParI:. 
Valli oj GlonwrgtlD. 

I .. - ',679 - .,201 .. eo ..... 880 - ... 7l!S - 21 ',008 Vale of R-heldol IJght . 

I 
V.n. 

, 
Victorid Station tlnd Pimlioo 
WeZ.hpool.t Lkl1\fai,. Lighe 
Wen Cornwall. 
Wut wnctM',i,.,. 
WIPe London. 

rowA Coad. Wut L&ndan B:neMI7II . 

117 • ,180 - .. 8,420 116 - 8,536 .. - ... "" - 50 ..... Weaton. Clevedon.and Portia 
heal! Light RailWAY'. 

Wed Riding Comoliltu. 
West Sonuwut. 
We!lt Somll'B8t lUneraT. 
Weymouth <and Portland. 
Whitechn.pel BOd Bow. ..... - 88,200 11,860 "' .... ~ ... 86. 64,0113 2.006 - 8,169 IO,I6li - 1,'119 68,802 Wlrl,.!. 

II'cmagiul7 Cormnitt-M, Woodsidtl and S(Jllth CrVyd6' 

;:;; ~ ....... l...m'7" 

Joint Cml1mitt .. #'. 
If'Te:J:ham and Bllt$Jne". 

\ I".,.,hi ... D,'". --------- • TOTAL (e:ccht!llv., nt 
4,08O,.!OS 16,26&,'172 '1,108.081 """m 4S,SSt.Utl 26,9lIO,1UCi 90&,596 !6,916,92!! 63,818,4& ,O&6.~ ;,.696,484 05,I!87,'106 {Electrlo Llnel lapl\l'!1fell 

shown below·). 

:Y ELECTRICAL POWER.· 

- - 8",00110 2,000 Si,84l - - 8'1,Ml - - - - - - 87,841 Blnckpool and }l'leetwood 
l'mIDl'OBd. - - 169,769(1 ., ... 282,OO? ... - 263,662 - - - - - .. ,U6D 28S,OOI CeptraJ LondoD • 

- - 10!,,,~ 10,480 liB,DOS 1,180 - 1';",088 - - - - - 10,S'!5 184,018 City and &luth London. 

- - 81,O)'U 17 ,"ill 78,'" - - 78,492 - - - - - .,087 82,!J59 Great Northern and Cfty. 

I ..... - 60,539 0,271 70,8&6 U6 - '16,610 - - - - - 2,f3!l '18,9'6 Liverpool Overhend (d). 

- - Sf,'nOc 501411 10,460 - - 80.659 - - - - - ." 81,891 London and South·Welter' 
(Waterloo and City Line). - - '100,I6:id U,mll: 711.'177 - - 711,'1i7 - - - - - 4'i,231 769,008 London lUectrlc, 

ltc.al8 1.088 OO,tlS6 18,400 101,622 ..... 1M 10&,'121 - - .. .. - ",2m 100,9', l\Ieraey. 

41,D!2 816 Ml!,O'i6 112,020 7 ...... ...... '" 'iss.rep 51,Sftli ... !IO,nl 102,002- - &'I,sa7 (g; e5,2:t8 ~1) Metropolitan. 

",1" " &SS,Ull ... "'" ooe,l~ ...... - In~018 , .. - 4,118 ',000 - $1,010(11 662,82S(h) Metropolitan Dlltrlct. 

..... - 87,M\) G,m 77,110 8" - '1i042i' - - - - - 8,298(1 8O,'i25(i) Metropo1ttn.n and Metropu 
lUan Dlltrlct Clt1 Lin .. " 
and Extenliona. ... - 00,405 6,6\1 6"IST I .. - 87,';51 - - - - - !,2'i4 00,986 Whlteehapel and Bow. -

1 ... .- 1,490 't,~3,9"~ ........ t,O!9,e.'tO "'''''' S07 !,9'18,..>;t5S S~.051 ... ~".!l.4e 107.883 - 217,6I3! 3.,sO!,m ToTAL ELrrRIC'.t - -11- - -t.-.7:!W 1,81I\S"II9.OS1.600 '868.7{)g S8.,IN.~t 17.~70j Dtu.,Bf6 ".'i6 <7"'~'" ~Mll \Ili,071.6'itl 63.,921,561 ,O&&.~ ,9U,O!!t; IOU 180 ~84\ GIUND TOTAL, EHGL.UIlI 
"I AND WALlS • 

• 8H t note below, 
t Tbll total tndudes a portlOD 01 &1M lebiUt. t.taIIle. ek., of oenaln Un. worked by .t.811m. Ob the other hand, thl:' length, etc., of certain linea worked partry 

bf eleoc.rlcl" an not. Includ-.1. . 

IlltIb n 2 



(if) 

!IIAUR 0" COMPANY. 

drbroa&A and For/a,. • .. .. .. 

dlJI' and Mtlllbok 

laDidoot LljZht 

"reehit!. and Edztll DiAtrict 

JaledonllLD • • • • • • • ·1 
cludin~ the "Arbroath and Forfar,"· Bre· ~h~ and Edzell District," "callander and Oban," 

"Cathcart District," "Dundee and Newtyle," 
'Killin." "Lanarkahlre and Aynhlre," and the-' 
~lwllY Junction"; 11.1110 half the .. G18IIJO~ 
\nd Kllmanlock," "GlUI/.'OW and Paisley" and 
"Gla.,,"oW and Renfrew DlAtrict·'; and part ot 
~he .. Kllayth sod Bonnybridge" Joint Lln6lo) . 

~allGnder and OfiliA' • • • 

'-mpheltoOwn 8mt ],Iacrlhanlsb Light. • 
(Retunl tor the year ending Slit July. 1911.) 

)ornoch Lhlht . • • • • • - • 
(Re,um lor the year ending Slit A.tIgWIt, 1911.) 

%nd~~ CJ~ /I't'Wtllle • 

RAILWAY RETURN8.-1911. 

No. 2.-Length of Line, Traffic, Gross 

THE FINANCIAL YEAR OF THE ScoTcH RAILWAY CoMPANIES, 

!-: 00008 NUWBBR or MILa 
".Co> PASSENGEB TB.A.J'I'IC. TBAJ'.rIC. TlU.VE.LLBO BY !.DaTIl OJ' Lllca 

IlIllILUopen OD 

Slit. lanDar1. 
~a 1--------------.-:--�---,---1--.· --!~.~~ .. -- '-
.~ . 
~:: NUllBD or PA8Qlfd1lR8 _.0 

.... OOIf'VKY.II (eXclusive of a..oo !! a 
g ~ and Periodical Tloket.). - I:J!J' 
~~ ~a~ 

I--~,--,--I~ ~ I-~-.---r-.. ;;--,----I"C-;~ 

I
, .. i~ ~i~ 

lin gi if~.· 
1:3! !S~ i ~~! cf~-< 
~ i ~ ; g~ 0 II - t';~ i ~-

I ,8 r ~ ~ ~.::.! f.!;; .... t'4 

19L!. 

LJ ,. L.1:1. i 
LMMd to Ute Gltugowand SoutA·WegUm, 

;:L.: L:!.j.. .. - ...... .. 

ao,7S!:,819 83,288,8Z2 00.466 

Worktd by 1M Caledoni4n. 

-I 6, 61 '1 76, .. , 26,000 1~993 .. 
88,Mta •• 

j 
" 

1'"",. 

... ., 

67,14,0 .. , 
8,178 .... ' 

J 
I 

0,Il10 

16,678 

.,.96 

' .... ' 

12077. 

rdinburoll (lnd Bathgate' 

"'orth and' el1lde JUIU:IMiI1 

10rt1& Bridg' 

• LMlt.d 'o flu N ortA British. 

1idord antI Garvald Ligf,t 

LtMed to the ... Vort.h BririMh. 

- WorW try w N rn1Ja BritiJJh. 

Worked bll u,. NorlA BritWi. 

llasgow 8!ld South We8k>l'D • . - } 
(helmUn the" Ayr a.nd Maybolo"; 

abo hnU ege "Gln.sgow and Kilmarnock," 
"Ohl.8jluW and Pa.III~·(,Y" and "Glaagowand 
Renfrew ])1strict" Joint Lincs.) 

'20 ". 466 l,ltU 509,362 18,281,717 16,7U,on tUN ,10fJ,S98 1~7ao ,fi68.28S 2,W,1111 7,401.,U7 

'lasgow D-t.trlct Subway 

:reat North of Scotland- -
(Including the" Buckle Extension.") 

[ighIand • -

.s, 

418
1 

, .. 
8&1 528 

...... 
. Wor,bd by tlte Caledonian. 

76,478 

- Worked by tM Cakdonicm alld North BrilWt.. 

- Wor"" by tAe CClltdonl4n. 

....... Uo .. · • - - WorUd bll t1u Nrn1" BritilA • 

rewbvrgh and North F(j, - - - Worki' "" tM North BritWl. 

forth Brltlab - • • • • • - , 
(Including the "Edinburgh and BathlP!-te," I 
lortb and Clyde Junctlon,," "Forth BrIdge," 
Gilford and Garvald Light," .. Iuvell,'8.rry \ 
nd Fort AuguatWl" ro the IIlat October (d): 
'T"auder Light," and "Newburgh and North 
rUe"; alao part. of the "Kilayth aud Bouny 
,Eldge ") -

IOrtpatrlck and Wlgtownshire Jolot Committee· 

'ollDQrI JundWn.· .-

~Iet and Lyblt.er· • - • • • • 

'" 

• 

I 

I 
~ 1~ ,~21~701 

I 
79 82 1,,200 I - ! .25,902 

ro tk CGledoni4n C01lIpGMy. 

/I61.'18IJ .....,,788 

2.128,'118 Of. 

"1,108 Of,087 69,076 

... 1ft,1& ... ... 
(&tumtor t.be year endlng 29th Febrnary, 19l2..) 

Undntaking trtJtu!ern - "I It 16 

r-----r-r--r--~---+---1--+--1---~_+--~-~-1 _ m 
• 1,599 !,21E 8,815 7,7 ... f,68t,700 !I02,M3,OO6I07.m:70e 100.111 st,86O,(lO'j 8,sut. t!78,23! .%.&7.84' 

(4) Inc!udm!:! 2,fOfl.687 mUM run b1' minerai ,ram.. 
(6) Includiug 9,77S mllel run by mu;ed uaiaL 
(e) Ooly ooe clau 01 ticket i88U~ 
(d) Uoe clu!td from the alit October, IDU. 



RAILWAY RETURNS.-1911. 61 

I Receipts, &c., SCOTLAND, in 1911. 

:: EXCEPT WHERE OTHERWISE STATED, ENDED ON THE 31ST JA!.'UABY, 1912. 
,--,--~-- -------------

RECEIPl'8 (GB.088) :i 
~ RECElP'l'8 (GR088) FROlI PASSENGER TRA.l!"1'Ic. ~ , FROH GOOD8 TlU.FJ'IC. ~ ~ ~ :i 

" 
- t>. ~ ~ • • 

"'1 i~.s .! • ~ If~ I'i ~ 

~:f If, ~ 

Ii BaBIP'I'8 no. PAB8J1.0JlRl. 

l,r li~! !.; 
~ 

- '" ~o ~<l Es: 
~=11' e 

., 
!" 

Ii 
0 II ~" :!:i m3 NAlIE. 0' CO}(PANY. 

! 

11 .! $:]1 i! ~' .,. 
I, t s· , 

S m~ .... 
t! 

.0 
-gJ" ~ t 

0 0 i= ~a II g~ 

;1 --83- I ~~ 

I~ 
-. ~~ e ~ 5~ j ~~ ~ 
0" • ~" ~ 

, 

~ I~! Jf~ 
e s8 

i 6~ j~!. ~t 
~ g! ~~ 

" 
.. _~:5 ~ .EI ~ ~al 

I, :Ii II II = .. )II :01 .. .. 
i 
I • • .. .. " " " " " " " " .. J! .. " I .d.rbrOGtlJ and 'orta,.. 

Ayr and Jl«ybol8. 

1 - ,W 21 82' 78 - ... 881 .. W6 OS, - • '" Bankloot Lilht. 

Bnchi,. "r&d Edtdl Di4!ri 

164,.27 - 1,102.,7840 212,827 l,&29,6S8 856,1n 7...., 1,958.610 1,320,710 78,881 I,81O,OU 2,~og,Ol! 161,62' 319,IIOS 6,180,&511 Caledonirw. 

CCIllttfldm' ""ad Oball. 

1,682 - , .. 67 1,857 '7 , 1,9" S7 - 1,012 1.0&9 - , ..... Campl'cleown and 
ba.ni.lb Llgbt. 

1I1lohr I. 

CatMart Di4w~t. 

'1'1 - '/6' I. 78' 21. .. 1,062 ••• .. 160 an - 27 1,750 Domoch Light. • 
Dundtllll 1Ir&d N~lJJtul., 

BdiAblU'gA -a: BatAuau. 

FortA <1M cr,dI J.lUticnt. 

Forth Brid(}f. 

Gifford and Ga"Nld Liglt. 

".800 - 6tlM86 69,968 67~746 118.,758 1'I,tHII 8tO,6&l 387,011 ",760 UB,8IIi 98S,8.e .as,liil Hi,lOO 2,OOS,s:.s Ola.j;u"" ILUdSouth·'Yelk m. 

- - 60,86!l(. - eo.'"" .. - OO,8U - - - - - 6,'" 67,801 Olug!)'W DlatrlctSub .... ay. 

IO,OU~ - 101.078 11,016 Ut~lQ6 ,&,01\6 26,810 268,'7It Itl,M6 16,70'1 8'1.'7' 2!6,rm - U,12S 518.129 Great ~Ol'th of Scotlmnd. 

81,100 - IV6,8iS 7,tOO ~S4.D80 80,707 ...... 860,S'6 126,186 26,US 19,if6 ........ - 15.,660 fiM.768 Btghhmd. 

KiUin, 

KcwJIh dlld 80""1IIIridg .. 

i I LAnark .• Mns alld .d.yrlhu-.. 

IAUAlrr Light. 

N"«JIlr'!J" lind NoreA JtVe. 

! 
180,848 - 1,1112.,~ \64,581 1,'98,:!S.a JI<'..3,272 ",801 1,SS1'i,flO7 1,U',9f'" ... 77. 1,1116,779 3.135.,'93 l,4~0 182,5" fi.l15,f2S North 1trWIh. 

..... ; - I&,UI ... !:l,W lo.iUl 6,U! 87,600 " ... ',ito 11,"0 ...... - ~n~ ... "'" PortJ'llltrlck a.d Wfgto'll 
shirt) Juint Commltt.ee. 

... 
Solll'all Junctio .. 

18 - IOn n '.781 171 • ','" ... .. .. ... - .. ..... Wick aDd L,Nter. 

• 
~""16. - &363,'82 .. 65.GIM ',1115,_ .. ~ ... 211,000 .... , .. ......... 1152,876 1,..e6,'9IiI 1.181.696 !Gl,Me ftM,llfi 1.'98,1108 To'I'.lL SOO'rLAlfD. , 



6:? RAILWAY BETURNs.-191l. 

No. 2.-Length of Line, Traffic, Gros.~ 

SAllE OF COM.PAliT. 

£aUyea.atl~ 

Belfast and County Down • • 
(Including the " DowDpatrlck, 

and An.Iglaae.'")- -
~U10".s.,,, } . . . 

LD'0l'H OJ' LlJ'1 

II' Mn.u open 011 

81at December, 

1911. 

22 68 80 12' 188,397 818,VOO 2,68S.66O 3,195,947 

CUll of .Dublin Junction • - • • Workedby 1M Dflblintlnd South ECilfern. 

• Worked by tlu Cork, Botuion, and Suurh ColJ.ft. 

Cork and ~lacroom Dlruct • 

• 
.. 

(Including the "Baltimore a.nd Sklbbereen," 1 
Cork, Bandon, and South Coast· • • • } 

"Bantry Extension,"" Haut?,: BayExtellllion," .. .. 109 52,680 

:md "ClonakHty Extension. '). • • 

Cork, Blackrock. nnd Passage - 2 " 
16 20 118.117 

County Donegal Railways Joint Committee· • 
(Including the .. Strabane and Lett.erJUlllUY,") 

1 110 III 121 6,117 

IG,lW8 15&787 184,962 

434,8&7 

866.67. f7e-,7St 

24,m 870,82'7 40G,SiB 

YEAR ENDING 31ST DECEJlBER, 

.. 

2 .... 

72 

182 

6i8 .. 

r ..... ..... 

140,605 

1 ..... 

r""". 
8,6.n 

I 
I 

I 
Mbld ~,.I 

I 

II 
....... ,1 

I 

97,696 84,684 214,832 1l1'1,2f1 41J1,867(o) 

11,819 08,7tJ1 

2b,70fJ &6,4~ llind. 

Dublin IIDd South E.W!!Itern 29 182 161 217 269,758 l,896,711 8,370,896 6,036,W 1,748 
(Including the" City of DublIn Junction," 

"Dublin and Kingstown," .. New Roas and 
Walerford Ext&nalon" Ilnd .. Wicklow Tr.a.m· 
wllys. ") 

Dundalk. Xcwry, Ilud Oreenore • 

Great :S-ortllem or IrelAnd • • - • } 
(Including the "CastieblayueY, Kead7 and 

Armagb." to the 3ot.b June (1'» - -

O1'_t S.outhern and v..-estern of Ireland - • -) 
(Including the" At.henry and Tuam Extension 

w Claremorrill," "ClsremOlT\.sand Swineford," 
"CollooneY and Sv.indord," "Beadlord 
and Kenmare," .. KUloI'!!'lin and Valentia'''j 
"Sflut.iJem,·' "TraJee and Fenlt."; and the 
" Fi.8hituard IUid Rosalare RailwaYII and Har
boura" ComplUI,'.llnea in Ueland. ) 

Letlerkmny • 

LlItowel and HallybunioD (mono.raU) 

Londonderry and Lough 8wllly- .) 
(lnclndlng the "Burtonport EXWDaiM'''f 

.1 Co.rndonagb Extenaion," and ''Let.t.erkenny.'') 

Jlidland Greo.t Western of Ireland - • - • 
(lncluJillg the " Aehill ExtenBioEJ" "Ballilla) 

and KilIala," "Ballinrobe and t.:14J'eIDOrrls," -
.. Galway and CUfden," .. Loughrea and) 
Attymon," aud I. W_tport~dllallanul.a1_") 

lUdland (IriBb Sectional -

.. 26 80 ..... 6,77G 175,492 190,709 

164 827 120,!fil 511,325 6,365,B14 CI,997,610 

2<0 881 11.121 1~3! 1...... ....180 6.571.587 ,,008.21' 

I 
Worktd b1/ t/u LimdqnJu'lI alii LOUfIh Swillll. 

16' 

I 
i" 

• 
.. 

• IU 

99 102 

ssg 785 

"" ... 

4,068 

7,397 

".201 

61,500 1 

506,598 i 

...... 
648,4.0 

U8,301 1,536,8i9 l,7M,8O'l 

.. 

1,157 

• 
177 

340 

1,439 

12,.62 33,i78 76,486 20,027 110,787(4, 

6B8,319 I,Oos.768 2,841,724 1,221,028 -&.062,74t 
(r) 

0Z7,l81 I,U6,m ,7115,2Il2 2.143,(l68 6,m.aa 

4,&89 I 1,771 , 
, 

)flxed 

I : 

414,761 

!J hed 

486,768 29&,100 
(V) 

m,fJ8.4 12/,31),1. 

.... ," 11•7_ 

(a) lncludlnll: S1-,440 mUes run hy Rail Motor CllITiag",- (b) Inc1ndlnfl' 2'J.r:.oo miles nan by mis-ed tram., (e) InelDdlng 00,8uf) miles run by Dlued trnJ,. I 
(d) Inc1udill~ Bolli4 miles niB by mind traina, f'!) Inclurliui! ID~.OOJ mile! run by dteAm Ibll Motor Can and 89,lal mil~ run by Blectrle Tram ... ",. .... n. I. 
(j) Vested iu Great :Nortlllni Ballwa,. (Ireland) al (rom the l.U July, Unl. (g' lDclwliDg 41,U88 mllee ron u18team RaU Rotor cantage .. 



RAILWAY RETURNS.-1911. 63 

Receipts, &c., IRELAND, in 1911 • 

. EXCEPT WHERE OTHERWL~E !nATED. 

--- --------_ .. ---- ---- - • 
RECBlPr8 (GR088) FROM PASSENGER TRAJ'J!'IC. RECEI1'l'8 (GROSSh ~ ~ 

FROM. GOODS TBAF C. • :i ~ --- "- -- ~ ~ ~ 

lA'S • 11. o'l Q 
~ 

RZOMPTII .fROll P488SlfO.R8. .. 
! 8 ~; i! -~l "l!!] '" r iE 

2 - ~:li If 
~. ~ ~. NAME OF COMPANY. t ... 

j-8 
,e~ 1f1;]t ~B - =11 ~j ! n ,,0 .! !!: • ;gi,l ~! ~:f i<! -

I 
!> !Q 

g5 1;'8 .. H "~Ba ~ 
• =i U ~I 

~ ~ I~ !! sa h ~ ~" ",0 

E" • ~! ~. ~~ ,e .. IS" ~d~ 
m 

~.c ~~~ ~I ~: • • !~ iii'" ~ll l! 
.. ~ ~ ~ I • .a a I; .. ;:; );I );I 

" " I. " " " " " " " " 4 .. .. .. ... ... ',m .. , ~ ... ... zoo ~, .. 1,4096 14' 831 ~27' - .. 6,068 BalIycutle. 

, Baftl", B:ztffllion. 

8,'" ,~.., (17,684 10-,612 '06,681 11,557 ..... 121,m8 ~ ... ~ ... lO,b72 ...... - 18,oe7 J'lt,04S BeUaat and County Down. 

, 

I 
City of Dublin Junctiv1l. 

ClontzJ:ilty B2lUn8irm. 

I 
• OO 1,166 "'0'1 ... 7,720 1 .... 12. ',080 1,8n ','" l,oMl 11,86' - '60 21,100 Cart IlDd Maeroo1'll, Direct. 

• 
' .... - 14,728 lin. 83,,65 ' .... 6,660 ... "" ~ ... 7.'j~ 13,128 58,S7'I' - .. 1 U ...... Cork, Bando., aud South 

C ..... 

.... , - 7,766 ..... '8,006 ... '" 11,986 l,78G 100 - ','" G,9S' .n ...... Cork, Blaclttoc:k, and Pauap 

..., 1,967 11,4018 .. 16,075 t,m BOO 18.67G ,~ ... ..... 2,217 17,792 - ... 16,988 CoDDty Donepl Rail,,&: 
Joint Committee. 

Dubl.:n. tiM Ki"ll!ldOlm.. 

18,04 88,i7V 81,008 18,'" 117.481 .8I,iIOII U.78i' ' ...... .... " 12,791 , ..... 88,202 - 10,228 ,""m Dublla au.d Sout.h EBItera. 

. " a • 1,168 " ..... ..... 60 7,168 O,1Sli 1,0(17 ",. 11,128 - .. '" 1',2017 Dundalk, Ne~, aud 
Greeu.ore • 

to. .. , 61;996 ....... 1&.610 4",761 ", .. 8 87,10'; ....... ~,., 62,677 88,700 CiSJ,H3 - ...... l,l1~liO Great Northern of Ima.ud. 

&\011) '7,'25 4n;b It.·t:!,; 661.018 129,!99 67.mB '138,1'1, 618.082 1~" 00,," 760,Of.0 - 11.'66 1,601,780 Great Soutber:a IIDd WeRe 
of ....,.,. .. 

rD, 

I 
r..t~n"... ... - "'706 '" ',010 'SS , .. t,tJ9 ,., • .. , "" - SS ,0'111 Lbtowel u.4 BalIJbunloD... 

,oo ..... It,894 ... ' ..... a,8!O ~ ... 13,3'6 ' .. ,., 1,0-'8 1,Ioa 17,019 - ... .. ..... Londondeny and Lough 
SwiJly 

... .., ";811 Ijl,661 , ... 908,108 " .... ...... ~1lI8 ..... 11 78.40£1 ...... ....... ..... 12.481 ....... HIdlaDd Cheat W.tfftI 
lrellolld~ 

0.1\'8 l~oaO 117,m 1'010 ,..,,.. ...... ..... ' IIG,IM us. ... ..... ... ... I~OfO - .&&,761 Ili,8';"i I Midland (1rtIb. 8ectIoM). 

, I 



64 

NOtE frY cmrPANY. 

811'::-0, Leitrim and Northern Countiea • 

Strabtlm ond LetterkMIny • • 

RAILWAY RETUR~S, 1911.-No. 2. LENGTH OF LINE, TItAHIC. 

PASSBNGER. TRAPFIC. 
LB1'I'M'H 01" Lnf. 
I1f lULU opeD on 

Sbt December, 
1911. 

--~-------- -~----.--

.. 1,926 8,419 U2,6S0 .. 
Worktd by tI". fkt4C &uUaem MId W'uUm. 

WortI'll bll tIu! CDUflty Donegal Railway. JtAnl C'OOlmiUu. 

nOOlt.~ 

TR.U"FlC. 
NUMRKR or llILF.:\ 

TH..AYEtLKD BY 
TB.AJ.JIi~. 

------ -1---;----

[,.230 61,i36 

J 
I 

(;O,9:!7 

TrtJl#Je dnd Fetltt • : ) W~j ~ fA, Gr;j s.:l':'~: WU:" 2l8~7 ".,'" 
Wwud l!y tAil Grt4f SoutMm Ofl.d Watern-. Til, I"tliluooJ,l' 

Waterford and Tramore 

Wot4W/ord and n'trfm-d LiM 

DB 8,107 
I 

Mixed. 

! 
4iit,17!. 

tire port 0/ rile Fi"'tltlonl rrlld R(IIl.laff RaUtf'Oll' aftd' 

! Irdlcrford, Dtmf1llTTRn and JAmal»'t', and Fer· f I 
m.Yf1 alld LUl71wre Liftu. 

, 

TOTAL 

.iJ thMIry and T1!a11l R:ru111<i(m to C'lart:l1wrrU

Ballini¥oorthll atlff TinIQit!o!JTfl' J1tllctiun .. 

BaUinr,,¥ o-nd tJlare-mrrri~ 

I I I--I---!---I---t--I---I---I~--I---t--I --!~---! 
(b) 

,M5 1,208,824 2,919,3!7 2'},644,665 2!M70,816 11.208 2,2211!.&17: 4,186,871 11,712,.816'! &,Mg.881 I;,8."\fi,lX1 6il 

LIGHT RAILWAYS AUTHORISED UNDER THE 
WQf'ked bV the Gnat ~r;;Ofdllern lind Wutem • 

Work,4 by tJu Midla-nd Gnat Wemm 01 Ireland. 

l'cslihrook nud Newry Tramway (Electric) .. .SU below under Elect.r1c B.aUW8Y •• 

Cnrrickfergm Barhour Junction 

('.aVRIl and Leitrirn. Limited. (Return for the 
year ending 319t October, 1911.) 

Clogher Valley Railway. {Return for the yea!' 
tlndingSOth M>lltember, 1911.1 

f'..ork and MuBkerry 

Dnnnughmore Extensioo - .. 

LotIOllna and .Afl!mum _ 

fkhllU and Ski)'l'ereen Tramway and Light 
ltailway (Including 8kibbereen ElteDllion). 

&tI~h CiaR, Limited -

Timoleague and ('ourtm:l.c9herry Extension and 
.8&l.U.niscartlly and l'imolcngue Junction 

, TrIIJee ILDd Dinglo 

I Weat Clare. Llmit<-'<I. &turn for the year 
endiuJf Sliit O"lober, 11111. (Including the 
.. South Clare," Limited,) 

TOTAL .. " 

rook alId Newry Trnmw8Y -
TOTAl., Light Railways, Ireland 

GUilD ToorAL, lBELAteD -

-
-
-

1 

•• •• 
I 

- 1 18 18 

t 

53 

.0 

1. 

6,780 

D,U6 

68"" 

...... 
lls.BOS 

248.876 

I) I D {) 1,1108 -, 41,.5Ob , , 

w~r ~ r :WF· r'l,~;r O~I'd·:;,0<6 
Worlcd by the Wut Clare, Limited. 

D • 1. 8,7011 
CA) 

87,861 

72,cna 

122.449 

817,141 

42,918 

66,1l88 

41,06." 

79.098 

1 " 
87 

58 

88 

67 

..... 
el."77 191,8116 216,SZ3 

.. 
• ,. 
• 

• 

8' 

18,181'> 

]8,919 

'.,,", 
0,172 

1,266 

18,"'" 

660 

10,110 

t9,518 

lO,flS 

6,41f,rl 

4,1&1 

12,113 

2£,483 

I 
lllsel!, 

:mxed. 
lUxed. 

26'''''1 
8.'-'_'0 I 

MIIed. 

Mixed. 

"'" 

2.8li 

... 
",006 

76,(1';(1 

17,Dfo' 

18,181 

!1.472(C) 

...... 
106 .... 

----I--t--I--I-- ---/---1---1----+-----
1 ""7 228 2118 119,218 861,8611 980,661 )81 76,mlO 118,893 

,-

LIGHT RAIL WA Y WORKED 
- i • • • 3,106 I 72,203 1 88,556 168,DM 10 9,0111 - 11,850 : - ~,;08(1P) 

I 

72,298 I"."" 88,2lf I MI8.0f08(/)! 1 i ... '" ... 122,818 l,l"',52L -191 86,Sn lU!,OO3 8I!T7 

en 12,780 

, 
lI:j~ 5,8b6,781!1 

(gJI 

'."" ~91 1,328,6102 2,991,620 I ...... '.,' aO,Blf,88 11,M ... 11 .... 4,800,565 18,II!i8JbU i 
• Certaiu linea autborlsed uuder these Acts (su(h 118 the Dubliu and BleuiDgton Tram_BY) "10 entirely. or almOllt. entirely, along public l'I:Bd.. Partl(.'Ulan of tbe 

Capital. di;c .. of such lines will be lonnd In the Ret.UrD 01 .. Street a.nd )load Tramways aod Light Railway",." .A aUbaidilll')' U.t uf L18bS. JUU"6),a whleb are vt;:Ito.:d lu 
otbor Companies ia given in A~lIdix K. (p. t)'j). 

(a) lnclullillP: W,-4/1j miles run hI mixed trains. 
(b) IncJurllllg 7~,450 " 
(c:) Inclndlng 1.5,000 
(d) ['40,004 .. 
(e) 17,&>8 .. " " 

(f) Includlng 557,052 mila run II, mh:ed tralna. 
0) .. l,a50,IIO'l".. .. 
(/l) Tbe numt,er 01 Urlt cllUl8 puaenaen allowb In thil CQmpaoy'. return tor .. 910 

w.a tor ab. mont.b.touly. 



GROSS RECEIPTS, &C., IRELAND, IN 1911-rmzti1l1Md. 
- - - -----_. 

RECEIP'f~ (GR()S.<;-)-----~--r---.---",------

FR031 GUODS TlU.FFIC. ... ~ ~ BBCBIPT8 (GROSS) I'ILOM PABBBNGER TBAFn(~. 
z ,;:~ .. 

-~-----~·~~--------7--,__--1~------- .-- i:J " 

~; ! 
~--

if 
---"-- .e

l 
.e J~ 
~r! ... i 
... 1:. d· ~i oll .. 

R.amPI'B DOl( PAfI8BlfGmuI. 

£ £ I £ 

8,&&7 1511 I 10,111 1,'" 

, 

, 

! 

t,O';'8 ..... ... ;,880 ... 

.e 
" --I ~ ::00 

r 
.. ' 

~i~l! 
",. 

.~ 
~t.8 a: :a ...... ~s8: 
~~J~' ., 
)1-~"1 .!:J 

- '" -~-
£ I £ 

4&O! l~unfj 

• 
I 

1. 7,88'7 

I 
I 

, 

j 
~ 

~ 

i l • .9 

I 

" § 
u. 
• • 

'-- ,. '" ----

I ;:; 
~-~ 

£ £ £ , 

18,058 a,os, j,S ! 

I 

• w,1 

I 

, 

.a t ~ 
~ g~ ,,5 Es 
a ~z !iii:: .g ~~ .~ 2~ 

t1 :I <>l c::t-t 
~ ~i i:J lB~ 

SAllE 0-' COYPASY. 

~~ :a.:;) ~~ gZi 

_~~ _i~ _ i~_ jl 1 ______ . __ _ 

14. 

.,111 1--'8 

" 
2O,09t Sligo. Leitrlm, and Northern 

Couutl8l. 

711Jlu lind PMU, 

~.nO Waterford and Tramore. 

{ 

WtJtInford and Irt:l:foTd LiM 

WrJtrr/ord, DungarMn and 
Lixlnqre, and Ftn1lt>!1 ami 
Limwu, Lint.. • 

forOOIlr:,' em.".ny', U"""rlaki"ll" I I I i 

: I.-J 
" .... ;-r ~'60 ;;;-~ ~~ ~~"'" ....... 11-~-2-.. -.20-,.J.-... - .. -.. -.-il-80-I-.1-0l1 ~.~ 1-~-.. -'-.Sl-,+-1-2.-' .. ...:..jf-13-I-."'-.-I--•• -.... - .. -o-1 TOTAL. 

TRAMWAYS (IRELAND) ACTS, 1860 TO 1883, &0.* 

, I 
I 

- - - - - - - - - - I 180 .80 
, ... - .,'" .08 ..... ... .0 ',5'0 '.600 I,'" 1,41:- S,Gll 

40'1 - ..... 26 8,482: . " '00 .,IM' ..... ... ." 5,o.<m 

l,'ig(1 - 4,'148 .... ..... ... - I 
, .... ~,.. "1)6 , ". S,I03 

" - 078 •• ,,. DB - 882 ". S! .. 000 

I 

I 
416 I 

, 

101 - 1,<a72 Sl 1,'004 l22 - ..... 1,8'j7 i - I I,m 
I 

I 
, I I 

860
1 

110 - ... - ,\!() 1!1 \!() i .. , .~ I SO 006 

,.I .~ I 1\04' 01. - -B,722 ..... ... ..... ....... 'I'M! ',01.2 , J ..... - ..... 12,081 1,1"8 1,1.100 i 14,,01" ~0071 1,766 1,:nO: 9,Oi3 

I , I 
J i 

.... " I ml ~~I 1.0Ut ! , 
--,---: 

- ..... 1

1 
" ... :W,1!8 21,191 8,488 .1.812 j ss.t.SS , 

BY ELECTRICAL POWER. 

a~1 ~ 
10 , .. - • "" - I - ';"01 'i&1 

1 

~lItl'J! 666 Yo ,OM .. , ....... , ... l,Gi1I - "",01 ..... ' 5,5;:1 lSt,11i17 

! 
Ml,II6f !OIl.S16 1,810.U17 .,""" l,761!,lDtI .. , .... IM.&lS ~ ....... . ....... DJ.&! .. I Illf,SG! j~os:!:.OO:i 

168h I 

" • 
- .99 

- ... 
- 14 • 

- .. 
- • 
- 18 

- .. 
- .81 

.. "tI 

- I •• 
"I ". 

... ",,1 ....... 

.A tAt'll"!, /'I lid 1'fll1f11 RzUlui(. " to CllJremarru, 
Bflilinlitcl1l11.y It Ti,1Wkagt 

Junction. " 
BaUi"rtJx: and Cl(l'1f1Wrri ... 

BeMbrook lind Newry Trnl ,,-
way (Electric). 

208 1 Carncktorgua Harbour Jltn 
1 tton. 

e-

15,&06 ' CaYan and Lelt,rlm. Limited 

..... C10sher Valley RaIlway . 

10,892 Cork and Yuakerry. 

1,63' DonoughmoH Extensioll. 

, LOfl.gAt'M am .ott ftumoo. 

3,381 I Schull and Sklbbereen Tr" m-
way Rnd Light Rail.ny. 

! South Clare. Lim,itf!d. 

1,784!Tlmoteague&courtmacShe ....,. 
'f EJ:t.0nllloll ..t BRilIul8cnrtl 

' &. rllUOl~le JIIDClilull, 
9,41tlO I Tralee aud D ngle. 

!S,SIS i Wfllt Clare, Llmlt.ed. 
, 

! , 
78.K18 i Tor.n. 

I 

. ~,. BMlbl'OOt..t N'.wryTr.mwar . 

' ..... 1'or~IJgIJ.~RaIl".)'.,Ir!lI"u41. 

,,,11,J!'I GUBD TorAl., IBEL.urD 



RAILWAY RET 0 RNR-1911. 

No. 3.-WORKING EXPENDITURE, NET RECEIPTS, 
AND ROLLING STOCK. 

RETURN showing the AMOUNT of the WORKING ExPENDITURE, and of the NET 
RECEIPTS, &c., and NUMBER of EACH Knm of ROLLING STOCK, for the several 
RAILWAY COMPANIES in ENGLAND and WALES, SCOTLAND, and IBBT.AND fOI" the 
Year 1911. 

------- ----- ------
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IlAIl.WAY IlETURNR.-l!l11. 

No. 3.-Working Expenditure, Net Receipts, and 

YEAR ENDED 31ST DECEMBER, EXCEPT 

~ . 
;; WOR1lfG EXPBNDITUBL 

SAllE m' COMPANY. 

"f 

""lexl\ntlra (Newport anti Sout.h Wales) Docks 
,:~ Iloilway_ 
.; 
'.vonmouth Light. 

f 
; ~:arry - -!; (Including t.he "Vale 01 Glamorgan.") 

~::'arl()n 400 Jmmingham Ligld 

:adeford, WeltwAJ'd Do! amI Appledore 

I

n,in. 
and "8, 

: I ' 8' 
-! ! 8. 

;: 

Jlil~~. 
> 

66 78,811 

, .... 1 

£ 
1,'" 

9,4& 

" 

£ ",,16 
1 

7. , 

89,'" 

£ 
11,'60 

, .. 
28,1111 

3'. 

£ 
IB.7tO 

6o.r ... 

1. 

" 

,Urkenlumd "I Leuul Jaintl!ltoth~Grt4t Wutemand London.snd Nm1JL,.WIMtMn. 

;.iBhClP'. CiiaUe - f Bl I }O I 69' 6691 110 607 278 .. 
'68 

(.lackpool and Fleetwood TmD1l'06d (Electric) ·1 Set: page. 78-flunder Electric R&D,..ay., 

1';rnlUord CorporatIon (N'idd Yalley Light) - • -I f, 81 1 6 538 I 242] 
I (Return for the year ending :nst !darch, 1912.) 

I 
I 

:lrecon and )fertll}7 Tydftl Junction· " • " .. 8i 'I 69 );,-18& al,MB 4,556 
(lnclud~ Plll"t 01 the •• HfflCOU and lfei"thyr 

{~ and Lolldon and North-Western" Joint.) I I 

~.1riduwattr • i WorJ:ed lIu Uu Sum~"1IU and Dor.t oint CommUUl!. 

681 

17,820 

• 
l.lrigJdfJfI and DyA: Worked by tilt: Lmwi'on, Brig/dan, and Soutl Coul. 

I I I I • 
Judltiuh SaUerlon 

, ~urry Port llUtl GwelltlNlath Valley 

1 ,"nmbrlan. 

" \ 

\Yelsh-pool null lJalltn.lr Light. - - - • 
(Including the "~j'lwddw,- Light," NAntmawr, 

Hranch or the "Shropshire," "Tanat V alleyLlgbt," 
"V&u," and "Wrc"ham and Elleamere.") 

ranllock ChA&e and WolverhAmpton 

~ardur 

i 

l.«u«l w tAr Lnnd'FIl «rod SmJ.lA- W~4'k!"h 

.. 81 21 .,416; 5.936 

~:, 2i: } , 
1---/ '>,"" I, 

"" 
I 

0' 

" 
.," ' 

10.6:.0 1 

tJO,S31 

• .au 1 

20,836 1 

... 
14,18U 

5 

~'clltral London (Electric) 
~ 

. i Sa pages 78-9 undt:r Electric Railwa,.. 

... ·hamUlOOd' Ftn'Ut -

·.~heshlre LineB Commltt.ee • • • -
, (Includlllt{ the" Southport. and Cheahire 
~ Exteolloo.") 
'>!ity aud South London (Electrlo) 

;':leator and Worklogton JllDctlon 

· '~'leobUry Mortimer and Ditton PriOri LIght· 

,~ockermoutb, Keswick, and Penrlth 

,;,~olne Valley and Balltead 

;orringham Light 

· ;:'orrlB 
• 
" )earne Yalley· 

I 
Worked by Uu Lmuifm lIlid .. \"orth-lt'utem . 

Ltn .. I ' !li I "21",,,098 1 255,330 I 59, ... 

, is;':T '8-9:1"" 8~;:t:" ,:::r ":: 
"i .. S! 31 :::: II rt'~a;~ 

S; 19 :!,092 4,05,'j I 1,668 

: ~ ~: 3.::'1 .,:: :: I 
&r uu:ler "Londoll Curporatlon: 

..... 1 

... 1 

84,800 I 
I 

2%,888 

6,'96 

"'" 
5,975 

• ,88' 

i 
i , 

, 
2j 

, .... ' 

2,(197 I 

<.66' 

l,iS6 

13,~ 

68' 
9,,",, 

98,717 

1,'" ... 
..... 
' .... 

17 

2&6 ... 
.Oeptford Forcign Came Market RaiIW&J' 

" 
Didoot, }it:wOO11I and StJti.tliampton 

~)o\'er and Deal Committee -

DowlalB-" - - _ •• 

'I Jrur.ud by the Gr"ot If'UIUll and London lind SoutA"Wutwn-. 

, 8l >1 5
."'" i' '.'''' 'I ..... 1 ... 

: I : :: : ~v ::'1": I The:r prl:r::r '_ (lncludiug the" Dowlaia Exr.tmaiou.") 

• ,iAilogwold 

., 
8,766 

...... 

' .... .. 
1,801 ... 

1M 

'06 

1,"'" 

, .. 

~I 
, 

189 i 

'" 

.. 

OM 

',88' 

2 

'" 
'0 

15 

as 

, 
i 

,. 

.1 
I so: 

-I ... : 
! , 

90\ 
I 

! 

.. I 
I , , 

9! 

1 -

£ 
1,88' 

',667 

• 

" 
11 

.., 

118 

... 
• 

1,6U 

','" 

17 

18 

62 , 

- I • 

10 186 '!,Il 

,. 

18 ... 1 .. 

'" 
18 l,til 7 

'''' . 
6t>Z 10 0" 

10. 

I 

6.16911,1 
I 

i 

.. 

1 



RAILWAY RETURNS.-1911. 

IRoIling Stock, ENGLAND AND WALES, in 1911. 

'WHERE OTHERWISE STATED. 

117,009 

" ... 

I 
! 
~ .. 

" " 197.7'f 128.076 

I! 2Ilo 
»eftdano, 

727,176 808,081 

.. 

.. 
" .. 09 &88-

l,!2G 

lOU,iQ6 

Deftclencl 

1,110 1."-8 

.. .., 
... 688 125,IO't. 

19,687 29.618 10,026 

2010.11811 J4,l,S'AZ 

,I 
181,706 

liB 6,&36 

'111,638 868,881 

78 

'00 

1,111{1I) 

• 

,!,11N 

8,277 

28,fr18 I! 
16,""'11 

871 I 

,~ ... 
1,811 

':',802 1,'2:06 

&IS,983 16i ,060 

...... 
6,.06 

41,063 

18,6fJ9 .. , .. .. , .. 
88."" 

l&,GOl 

..... 

21,160 

2,'210 

1!,076 

1,162 

16 

1 ..... 

... 

.. 

.. 

.. 

•• 
.. 
•• 
•• 

•• 
00 

08 

'" n 
117 .. 
.. 
,. 

No. .. 
'88 

• 
• 
, 

88 

,. 
OIl 

• 
" 

• 
2 

j J 
No. , 

• 

• 

No. }.~o. 

10 

119 

• 
• 

11 

.. 

... 

• 

.... 

• 

1\'0. 

.. 

• 

0, 

116 

, .. 

No. 
66' 

I,OfS 

8 

'8 

8 

... 

" 
~.'" 

16 
1,018 I 

'"~ 
'0 

No. 
10 

. .. 

.. 

• 

'00 

• 
• 

, 

Locomotive power IIolld roiling Iwrk provlti.1l1 by the "Lon· 
liou and North-Western" and".North·F.fl.et.eru" ('umpAuioa. 

b - _ 10 I) loY! 6 

• 
• 

, 

-1- .1 -! ·1 
- - .. I 'i "I -

Locomotive power !\nd roiling Btoek provhlt>d by the 
" lAocaahlre "oJ. Yorklhlre" RaUway Compally. 

I I I I I I 1 
LocemoUve power and roUing stock provided by the 

OOmpaniOi. uwnlq ~he line. 

I ~ 

·1 
I 

(GI) lIlcludloa &91t,pa1d fpr'IIR of Deal StaUoQ. 

No. 
672 

','" 

:tUllE OF CQllPANY. 

AI exandra (N ewpor~ and Sou~h Wales) 
DockiandRaUway. 

Avonmouth LIght.. 

Ban-y. 

BGrton and IrnmiJlolulrn Light. 

16 Bldeford. Westward Hal and Appledo~ 
Bir.wnh«ld. 

28 Blahop'. Cu.~le. 
, 

,8lackpool It.D.d Fleetwood Trallll'(l~ 
(Electric). 

19 Bmdford CorporatioD (Nldd Valley 
Light). 

898 Brecon and Merthyr Tydfti Junction. 

Bridgwater. 

43 BOITJ Port and_ Qwendreath Valley. 

2,866 cambrian. 

18 Gannock Chase and Woherlla.rup~ll. 

1,028 cardiff. 

Central LondoD (Electric). 

4,267 Cheshire Linel Committee. 

I City and South London (Elec-tric). 

320 CLeator and Wnrklngtoll Junction, 

IS meobury Mortimer alld Ditton PrJ" 
tight. 

COC1>ennoutb, Keswick, and Pewith 

179 Colne Valley &lid Balst~. 

6 COrriDgbam Light. 

340 Corria. 

Deame Valley. 

DeptfoniForelgnC&ttle Market Rall\,. 

i Didcal:, NW1I1urtI and SoulAallfpffl1L 

1\, ::::d Doal Co"""" .... 

S _old. 
I 



70 RAILWAY RETl'RNS, lIHl.-No. 3. WORKING EXPElHlITI 
- ---"---~---- - ---- - --------------- ----

WORKING BXl'BNDlTURL 

XA)IE 01' COUPA...~Y. 

I i I ~ 1 

~§ iJ i U I It .... 
;lj • 5" 1 n a 
'as I;g j ! 

I I··T ' .. I !1 ~-~ I 
f]=l' H 

:; it . 

!I ={;! I II s 'i.~ 1 f h~~J i1§ 
p~ 

.i .• _ 
I 

~i ! J~,t.; S~l .!! 
~'Cii~c g.loll- 8 , h Ii i6<-~i :;~!i 'I , 

1 I r!= 1$-' ! r !~. ·t I ! 1 i~! .. n i d I ~i ] 
~ I~ ~.s:12 ~ VI 

----------~I-"-'.'-'-.. -'-1 :"'M-",-··.JI!--/l--;I''':'':'/I-':'':''''-&--+-=--/l--:'--'::'II-T~-+--'--T----+''::''''-
Xut and \\'81t Yorklhlre Union •• -j.. Hi 9 1.96i 4/»6 S6lS I., .. n 796 

: I L:-::l~ ~':i ::T - -I - •. Q 

! I & I ~~!i a"" I s~ I ~! 
------ -- - . 

• " /I & : 
" • '."" - - 00 1 - -

EMt London (JoInt. Committee) 

. ! WOTktd the GreGt Wenern 11M London and SOOU..W.Um.. 

·1 WOTUdlby ~ J.. wu~L I I ... '" 
E:nnoo.th Docks lind Ralh .. ,,)" 

Pellutowe Dock and Ra.Hway 

·ISho,Joe .... l .,.h. Lnd,," and .... h·W .... ro. 
o BranCh

l 
Line worled by "L Oreat Ltern. I 

.I.lllj .. '."'" ~I~ P'eattnlog . 

• 'orcett ·Ij~ 5 sus, 866 '00 

Jlflrm of Dean Central W".,'J:t bll th~ GrMt WI'#i!(II. , 

Prell/nl1flttr, Y0l"1lw1.th lind Ntlt"p"rl W(rrkfil by tht 1,,11' ,,! WigAt Cf!ntral . 

.Fnme&ll • .. 81 1M 166,294 I 68,91$8 !D,nl! 7I,7D7 
(llIt:ludlng hall the II WhltellRven, Cleator, and 

Egremont" .Ioint Line.) 

Glyn Valley Tramw., .: 2 41 It 2D8 1,089 8681 DO! 

Gonedda Jonction and Portmaduc '1 TAu Li.IU it Iwl 1curldno. and no retunw .,.. arHJUabl~. 

Great Central . • 8! 75; 460,815 1.010,624 807,780 971,6M 
(lncludlnR the" Harton IUld Immlngbam J,tght," I 

"Humber Commerelal Railway and Dock," 
"North Llndae, Light," "Sbemeld District," 
allll half the "Great CentraJ a Midland •. "Great I 
Western and Great C.entral."":o.tetropoi'ltan and I 
Great Central," a.nd" Weat Riding and Grim.by 
Joint Lint'S," 

... 

20,455 

... 
lle.l6O 

..... o • 

'66 
o • 

",67' ... 
101 -

....... '.218 

I 

IlnatCentral and Midland Joint Committee 
i 1 ! 

InclndedlD the retum. of the Great Central aud Midland BaDwa, Companlel. ------....---
Great Ceutral aod North Slaft'ordlhlreJuintCommlttee • 8, 11 ··""'1 ..... .. ... 
Great (~tral. Holl and Eam,ley and Midland i 4 8i 

Committee. I 
Great Eaatem (dJ· • • ") 

(Including the "London and Blackw.n," balf I 
the" Great Northern and Great Eastern" and, 
"Norfolk and 8uftolk" Joint Linea and part rtf '- .. Iij 
the "Tottenham and Hampltead JUnctloll":) 
lolDt LiDe.) I 

(Including the U Ealt Llllcolllllhlre," "Holme and 

• 

1.183 

Ratmer.. Uf' "HOrDCAltle," .. MUllwell Hili and I 
l'&laee ' to 13tb Augtlllt. 0') II Nottingham and . 

8M 

Gnat N orthem • - : I 
Grantbam." .. NottinRham Suburban," and I 4 IU I 
"Stamford and "Ellendlue." "":I 856 67~1291·1.116,MB 

AllOpart of the "Oreat Northern and Great Eut- ! 
ern," "Great Northern and London alld North; 
We5tem," "Halifax and Ovenden,"lUId "Weat j i 
Riding and GrIm.by" Joint Line." ; 

108 (c) 
Credit. 

8U.41N 1.106 .... 70 

110.um 1,198,000 

Great N ort-hern and Cit,. (Electric) -. - ·1· Sa page. i8-G under Electric Railway •. 
Grt4t .. ,'"",h. oj Bngland, Clan'~. and HGrtUpool 

JundWlI .. • • LM-Ml to tile Noru.,.Btukrn, 

Great lVestern .. • - • - 11 (Including the .. Dldcot, Newbury, IUld &.tilth· I I 
ampton" (eJ:cept Shawtord Junction Lllle). 
.. F.xeter," "lI'etrelltof Dean Central,"" J.allllK.·ter. I" 1 1 
AbtnrruD and New Quay L1ght,·· .. Lllkeart1 and 
Looe,' II )lanche&Ger and Milford" to 31lth June I 
(ta), "Port. '1",loot Railway alld Doekl."" Prince- I 
town," .. Rbondda aDd SW8.niIeR .Bn.y ..... R058 and I 
M.onmouth," "South Walee ~lIheraJ" "l'elgn . 
Valley," "Weet Cornwall:' and "\\·est&,menet." I I 

AI., Jointly witb other Companiea the .. Rirken· I ... :S!- I 3,006 
beAd." II UrynIDawr and Wea.tern \"alle,·"," "elJf- I j 
ton :Extension;' .. Eaton and ('hurch Hope." I 

"Oreat Westel'D and GreatCeDtralz""HaI~wen," I 
.. Hammersmith and City," •• QuaKer'1 Yard and I 1 
Merthyr" .. Severn and Wye and 8evem Br:ld~e:' , 
.. Shre ... l....; and Hereford," .. Shre ... bnrr .nd 
wellln~·f"Shrewlbutyu,d Welahpool," "1'1111 ! 
BarKQed;'" Tenb1D'J'." .. Yale of To..,-"" Vb-tori •. 
Statlon and Pimlico," .. .vest Lm1d(n!!" "We..t I 

London ExteMloD," "Weymouth and rortland," , 
and .. Wrexb&m and Minora Rnenlion.") , 

il48,669 2,4-18.34-61 
1 I 

I 

I 

1.616,'58 !!,OO!,"@6 

I 

1.187 II ... .. 
l8O,786 

..".'7 ............. 

I 

I 
.... · ... 1 

006,816 28,166 

I 
1 

1 
1 

.. 

.., 66. 

- 18 

"0 11,66! 

286 

..... '6,"" 

see 17.867 

..... 

• 

1 

0 

-
... n 

It 

. ..,.. 

-
..... 

.It 

1J 

I.RI1 17,881 

1,1" .,.tII 

(.) Colt ot pumping for tunoel.. <,,) Can for IIgbt nIlwa,. ((0) carrlAJ(e and WagoD Hln. 
Cd) A. abort line. 1 mllr 61 chain. in length. belonging to the Purt of Lundon Authority. run. from the North Wool_lob Brancb or the Orea' F .... tem RaIl! 

(JallioDll. PAB!ngen ana paro~ell which conatitote the \ramc OD t.hls Ilne, are carried in the tniDI of Lhe Great BukIrD BaUW&1 Com,.o1. TI .. total receipt t 
.. Port Authority frOlQ Lhe mil .... ' In the yen 1911 were 5,81u' and the exper.dlt.ure, so far aa It ClUJ be .eparated from the Dock el"peodUure. w ... 6.tw/. 
"' -. (/) 1.'be Holme aDd Ram .. , Line II t.he property of tbe .. Gna$ Eutem " COOlI_1IY. but. ill worked by &be "On.L Bortbd'n" under )eue. 

lq) ArnaIgnmatede-itli the "Great Ncrihern" lUll from t.be Utb A"QIrII8t, unl. 
tlt) Ao\a1pruated with the "Great Wmm-n," .. from UIO In .loly, lUll. 



RECEIPTS, AND ROLLING STOeL-ENGLAND AND W ALEs--rAintinued. 
,"~' 

~.-. --

E Ii BOLLING STOCK I 

~ j on 8lJ1t. December, all. 

l~ 
.. , ! 

i • J ! 
CARBU.GIII, W 4GGO"B. TRUOKS, ac. 

~ --
.r 

.a lUlL 1\10,.0£ ' . Ii 
I r'i! I·:;· I' 

~ I s. ~D ~:5 gr:. 
".!I § 'a CA.SftlA.OXS. 

~ :2 .2 
to .. 8 ~! ."0& <IS ~~::a 'ti~ iI:~1:I • 

I ; 

l~ 
.!' =0!l -!! -~a 

'-
;.'8 g r ~ ~s :;~f ! S.o:r~ jU 

l s1 ~ ,g 

J 
i'a J~ =t' .1 ;,:SiB 

~ 
•• ! f 

i~ ji ~t ,;a.E-g = 1 If ... ~ 
~ 5 • 

i=: I I ~et d l~' "l!' 
• ::a ~ Q __ 

I i! J ~J 
=ll.lli 1 

i J~ Ii i ~~3 G t!1l! 
0-

Jj ~ 3~S 
~ ~ J •• Z ~O7l::l :5 c=c. Il. o 000 

>I .. 0 ;. 1 0 .. , 

" " I " a N., N., 
, 

N., N., N., N., N., N., 

- 10.7111 ...... 11, •• ' •• • - - - - "" ' 

, !OIl 

, i 
I I , 

1,819 (G) 48,018 .1 .... ',m 
De8alenq - The tnme III carried to tJle t.raiDa of the Compaolu UlIOB ~e line. 

'" .. "'" 18,088 ~880 
., • - - 57 , 1,249 - 1.818 

- ..... ..... 1,741 •• Locomotive power and rolUng .took provI4ed bl the lforth· .... ~ 
RaIl ..... , CompaQ. 

I , 
I , 

" - 100.888 - SU .... .. 180 • -
I 

US .. ' .... ". 8.U. 

- . ..., ..... ..... .. • - - .. - ... ., m 
I 
I 

18 187.06& ''''',MS .,.,.,tlIlO l.au,lO'r .. 1,181 8 • (b) 1,486 ..., 18,000 1,7<11 87,6(0 

I 
I 

100 ...... ...... 8,880 " Looomotl~"er end 1'01II~tock pl'O'rided by the" Great Oentral .. 

I .... 
and ION StAlfonllblre" lwa:r Companle&. - lI,OOI 141 •• Looomotlvl power and roUlIl8' .tookJ.l'Ovlded by tho "Great. Centn.I," 
"Hull and Darn.ley" and" ll1dla "BaUwQ' CompAlllea. 

I 
,. toI,618 1,18",,18 ......... .......... .. 1,"'" - - 8,880 1,'" ....10 ... ... .., 

:. I ...... ...... 0117 ......... .. ml._ .. 1,170 • - ..... 'lIS 89,188 '81 48,'''' 

" ... , .. ~I- It,<<UJ,lQO ,.11,"" .. ..... 80 10 ".41 ..... ...... 4,281 77,"86 

, 
I 

I 

~ 
I 

I I I I I I 

it 

NAlfB OF COllPllo-Y. 

.Eaat and West YorbhIre 'Union. 

B 

But London (J'oiDt Committee). 

B 

& ....... 

Fe) IDtowe Dock and BaDw.,. . 

I'oroet.t . 

FnrnUI. 

G I1D Valle, Tram .. .,. . 

Oonedda Junct.lon and Pottmadoc. 

reat Central. a 

G rut Central aDd Midland Joint 
Committee. 

Great Central And Nonh StalJ'onblllre 
Jolut Committee. 

G rea' C.entral, Hull and Bam1ley ruld 
Midland Committee. 

G 

G 

0 

G 

G 

reat Northern • 

teat Sortbem and CII.,. (Electric). 

NCt .\'ort/a 01 B~"", Clc~a SM 
BarUepool,)'vnct:wrl. 

ftat Weetero. 
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:; 
WOBE.Uro BXPL'-oITU.&B. 

NA\lB OF COlIPASY. 

tJJ JJ"ut~rn am" G~a' Cnltral Joint ComllliUt't' 

andraetli Vallefll 

~ -- ----~- _.-
c 
0 

c 
" is' 
~ a 
c --' .-

" 
CO --.5 ... .: ... 
~i 'S 

" ~il c • ~c c 

" : .. 
" oS 1 • .. ... 
i ~ .. 

~ 
c e. 1 ,. 'a 

,; =i i \;. 
• • 0 • ;0 .e~ " 1-< , 'a .. jg CJ 
8 .E~ 

0 I!. ... • c U ~~ e • ~o ! fi< .§ ~:l -... Q'E il 
~ ~~ ~; e" ! f:l • 
" " '" 

I f't. III. I Mil"JI. I ~ I It. I It I .£ I .£ I 
/ud"drtl j" tA, ,.,.tlJl fill oJrhc GrNJt Ir""rn-n and Grud Central. 

·1 "II " 670 1 079 1 "1 306 1 19'1 

i 
~ ... 
= J 
A 

" 
Ilfo.~ and Ov{'uJeh Included. In the retuna of the Great Northern aod LaD~blre and Yorklhlre. 

H"urtf'djoinl1y by tile Gmu Wf!'.UJ"Jl and Jf~tropolitan. 

........ WorUd by the Londun- /1M North· Wutml. ! 
. 1Mut;d to rJu Lo-ndM, BrlgAton, and SflUtA C(I(Ut, 

Worktd by till! Gnat Nt:1rlMm. 

J and Ba.mlley 
(Including the" South Yorkshire Junction.") ·8!1·11· .... ·1 ... ,017 

81,814 121,278 

mbn Cmnmurtial Rtlillmy and [Joel: Jrorud ~" tire (hf'(l.t C,"tral. 

'of Wight • , 8! 
I of Wight Centml I 
(Ineludlng th'! "Freshwater, Yarmouth, and '. 81 

Newport," and "Newport, GodlhUl, IUld St. ' 
Lawrence.") ) 

Dt and EMt SUIllleJ: Llgbi • 
HcadcoJ'D Extension 

19'5 Lynn DockB and Railway 

ott End 

, 81 
, 8t 

• 81 

.. 2,.soi 

.. 6.i1; 

16 !>12 
8 581 

11 ..,. 
O"orltft by the Gr~at Wutnn. 

..... J,:I42 li,29D 

9.'" 1,512 10,-168 

1,421 '43 !99 ". IOU 6iS 

I,wa 108 .,1 

22.,9)0 111,880 .. 
..... 1 .... J,OUt 

3,27' ~"7 . .... 
... II. 
"16 IU 

"" 601 2 

(including ~~le "L1verpool,Southport,And Prtllton • 'I 
JuncUon," and the" West LanClUlhire"; IlhlO 

lcuhlrft and Yorkshire •• _ } 

part of the .. A:cholme, .... HaIlCax Bnd Ovendou," 
5Dl M;l,~ 1,033,650 285,{1SS 1,8811,018 107,969 263,117 18,5U 

.. North Unlon\v" "Preston and LolIgrldge," aud 
"Preaton and l'l'e" Joint Linn.) 

I: and Manifold Valky Light 

CMrd and Looa 

!fpOOl OV'crhead (KJectric)-

. WorUd by tM Norlh Stajfrrrthhin. 

Worked~" the London and .&uth·Wutem. 

I 
&~ p&gell ';'8-g under Electr:lc RaDway&. 

i 

I 
!7pOOl, S~uthpart. ond Predon JuTlClWn • 

lelly ami Mynydd Mawr (Retllm for the year 
ending 3Ist October, 1(11). 

Undertaking i1lCO!'Poraud in tA~ LClnctUhirtl and Yorbh," ComptJny. I' 

" 81 121 2,222 I 8,282 1 806 ],696 894 0162 

LeQ.lltd tu the Great ElJ8tto~. I L don and BlacktDaU 

don and GTt~nwich Worud by rli.e &1t~Ii-Ra.Mt~ alut ChatluJm BailU'4y Comptmu, JlaMg1.ng Utu. 

ilon and North·Weltern - - - 0 0l 
(Including the "Chl\rDwood Foreal," "Harbome" 

"Mold and DenblghJunction," and "Shroplh~e 
Union." 

AllO part of the" Aahby and Nuneaton" "Blrten
head and Branches," .. Hreoou and M~rth:rr and 
London and North WeaternJolnt," "Great '~or-
them and London alld North Western Joint -, 81 
"North Union," "Preltonand Longridge .... ~. J' 
ton and Wyre," .. Rhymney and Nnlltybwcb ., 
"Shre,"b~ and Hereford," "Shrewab1ll'J aDd 
Wellington,' ,. Shrewsbury and Welahpool" 
"Tenbury," "Vale of Tow,," "West. London:" 
.. West London Extension," '. Whitehaven 
Clealor, alld Egremonl," and" Wrexham and 
111oer& Estenaion,") 

don and South·Western • _.. 
(IDcludin, the" Bndleigh SaltertoD,"" Lee on the l 

8olent,' .. North Cornwall," "Plymouth, Devon· 
port and South-Western Junction" (except the 
Dele Alston a.nd CalBtock IJltht RAi!> .. "y). Tnrn-
ohapel Branch of the "Plymouth and Dartmoor"" 
"SaJllbury Railway lUul Market Bou&e," "Sha';. 4. 8i 
ford Junct.lon Line" (part of the Dldeat. J 
Newbury, and Southampton Railway), aDd 
"Sldmouth." 

Alao hl\1f· the" F.nston antI Cburch Hope," and 
the ,. Weymouth and Portland," and part ot the 
"West Lolldon ExtenB1.on.") 

Bxelullive of the "Waterloo and Cit,." Line for 

1,966 1,lSOO.39f 2,602.671 @5IJ,880 s.m,824. 

953,349 237,718 808,098 18(1,277 

which see pages 78-9, under Bhk1.riC Ba..llwayL 1 

IdOD, Brightoll, and South Coast - _ • • \ I 
(Including the" Brighton and D,.ke.," and "BayIlDJ!' ~f <>1 I fM 810,OO6! atI.-.g 

Rallwaya";a.l5opartotthe"CroydonandOxted;· f ~ 16.'i.'J,8I'i 16G.192 582,881 ~ 100,786 21,675 

" " 

, 1,\10 

,. 

• m 

87 .. 
OIl 

w.o 20,3" 

• " 

1,088 ~ ... 

u. 6..." 
"West Londoll Exten&ion,"a.nd "Woodsidll and I I I 
Sout.h Croydon. '") I 

wlml., CllaIlw.m, and Di"JDn' • - • - • I Lin~ tD01'Ud ~ l/u! 8out1,·BtuU>rn ~ CltGtAo.A RaUUOJ/ Com.:J;JGfl.iu lIGnagi1fl/ Committtrt. I 
I 

1=n~~~tiO~ (F~lgn_ cat~le M_arke~, De~tfo~ 4 S~ I (II) I e3/ - I eo l' 

IT:Bleetric • - - - - 0 • .\ 8ft pages 78-1J onder Electric Ranwa,&. 

~bury. and Soutbeud e- - ,st! 70 I 81,610; 103 nSf! ~..,274 118,201 16.,5511 _0.788 I,m 201 ... 1 

(a) Tht. Is a alngle Mne. ! htrlongl! chalnll In Imlrth. 

.. . 

"'. , .. 11 

't'I ~ 

• 4 

.. 
II , 
, 

6,001 BZ,I61 10'" 

• 

218 H,EU 10,11·1 

",18 ,p. 

. " 1,87. .. .... 
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~ 

J~ I el 

I I 
, 

~ ~ ~ ! CAIlJtIAO .... WAGGO." TavOD, h. 

I ~ ; , 
I: • 

I 
., .. Z Ii .s lLUL Maroa 

~J 
S V~ 'hili 'H i , 

'·Z , Q ! I 'I! C4JUUAOB8. ;:l~ Sa ! IS e I 1 ~iE . ! I Ii 'Go i g .:;'I!tli ~i NAlIB 0' COllPANV. 

I n I M J I 

1:1 
Z t; ~ a:; !£ .. J .. .!! t~; I "ij i • ~~ I -~ as 1 e I £.!!o J'I! I !~ .= . ~.s!: ' 

Ii i 
• -ass! ~jU .!~~ 

fJ 
i4 ' @ is , !I . ' 

9" • j~ .. 8 - •• "'.a 
I 

d J~i- ! .. !~ -f ~ j! I~ i ! d g~~f ~a1!l In ~ ~ j 8: 6 1 ~~J! • s=-'" ~_~;:IiI :i &J:;Q 0'· I .. m " " ... ---T--- -- , 

: ~ \ : ... 1 

£ £ 

I 
/;0. Ji" ... '1/-.. ~., .I'''' I "" ",'(1. 

N', I I Gt'Mt Wo!ffem-aM Gteot CmInIl 

"" I 
Joi'" Commitr.. .,408 g. 1 - - - - 80 - 80 Gwendraeth VaUeVil 

I 
I 

Halifax and Onmder. 
I 

H/lnm&IImnUA and e&q,. 

I 
, Harborn.!. 

I 
, Bdyling Rail1m,.. 

I 
HOf'1ItIItUUt. , I 

! M.SU 
, - 41DtG7 I 700.18'1 289,610 .. 101 - .. .. '.11K1 ... .~ .. RQ)I and Barostey . -

I I I 

I 

I 

' Buf'lllH" ('O/A'Mrrial Railuoall 
I , BOO Dock. ,,. , .. 2(\06'1 ...... .. ... ' .. • - - .. ' 10 ... , 270 hie of Wight • 

I 

- - Sf,692 "7,067 18,876 7ll '0 • - •• .. i ... • ... I,le 01 Wight Central. 

- "'" 8,7111 I ~ ... ..... •• } 
, 

{Kent and Bait SUlBex Light. - - ..... I 1,289 .. - • , - 17 • i 1&1 
1 .. Headcorn lUten_loll. I Deftcleuol , 

22,001 - 22,001 

I 
",000 12,068 .. - - - - - - - - Eing'aL)'nn Docka and RaIl • ..., • 

- 78 01,019 6,191 1.172 ~, • - - 8 - .. 8 .. KnoUBnd. 

La1'l'lJUlt",. • .tllero:yron ~aw 
QuaylAgAt. 

'~,l~ 1Ul,681 ',129.880 0,'12S,2'18 1,698.808 . , 1,5.0 11 .. ~, .. .. , 84,861 - ""63 Lanouhlre and YorkBhlre. 

LIIek d: Jla.nifoU VCJllq LigAt. 

I ~oQR·tM·Sol(!nt. 
LideGnlllnd Looc. 

1 

I Llmpoo' Overhead (E''''''''), 
Li""fKJOl, S<11flhport, and p,..,. 

I 
I 1m. Junction. - • ..... IS.SUo ',&D' .. • - - - - .. • liO I L1auelly I.IId Mynydd l[awr. 

Lolldon lind Black1call. 

i LondO\'llind GremwiM. 

I 

I i 
!Ul',f10 n,m 10.aoo.690 16,oI'8,a08 tl,l8G,lOB .. 8.008 , - &,s" ~ ... 78,610 ~." ., ... London and North·\Vut.ero.. 

\ 

I 
I 

I I 

! 
I 

• 8:1.701 '~0iI0 ......... &''110,'" ,087,017 .. " . ,,(b) - 2.816 , .... ..., .. ',101 1~1l1I 'LoDdoo. ~d Sua.th· w.tem. 

, 
I 

111,111 ...... ,." .... "'...,IT ". ... ." .. ... 1(6) .. .. \1. .... ...., ... I 
lI.Ul I Lobc!;t BriKht.ou. aod South 

- - ". • ,.. - 1 - - - - • - .[ =~-;:.::; 
_I ,-- I 

Cattle Ma.rIler.. bept.ford. 

....... 1 

"'"~~ LoDduQ Ioctdc. ., . 

l,87O I ,,~ - to II - .. ... ~, 1.8M \ • I.56S • r.oa_ robup', aDd Soutbead 

lB6b. 
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~ 

a WORKING E.!lPESDITU BE. 

• 0 

I ] j~.H ,t! I 1 

1 ; J c " g. ., i-!~'!I .1 I 
!i .. If ?'J '-,'i- ". 1 .. ~ ~ :a .!: i"il] : Ii i J 1111 

:;; '" 
= '5 ! HAllE OY COllPANY. ] .. ~ .. hw}a~1 ~ c oS -. t ! J .• i .... -... '" 
.~ 

Ji -.. I" 1 l ~-l~"5'~l S <i"CI .- '5 ".Ii ~I • .5 2 

h .J itft.i]" I e;, 1; • ".: B !. .. ~ 

;; -li i ~t 
.. II j->is, th i U '5 °e -0 e'" 5 e ' - i ~-' I"! 1 "'. ~:z E E ,:; ;,.l '!. .! 1 

~ l;" • , 
~~ r ~" ! : HH!~ ~~~I ~] i ] • ~.!i ;; 

1 
,I!; II .:! 0 j.5 

0 " 0 0 . ~ 
.., 

----------~---------. --I 
I I : Ft. in. Mila. :,..1 £ & & .. & .. .. .c .c .c .c 

Lfnton and Barnataple 1 III •• ','" '" 1 
1,461 '86 ... .. • .. II 

~!,'jlf : 
I 

"ancb_ter Rhlp Canal and Rallw.y • S+ '0 13.192 27,IJ76 
S,"'" I 86,bOO 25,081 I - I ... 6-,70. ,"" ..... ~. 

(lncludlag the" Trafl'ord Patk.") 1 

I 
~cb.ter South Innction and Altrincham • "' .0 14,97. ...... 1.\787 ; 17,827 i ..... , .... .... .. :1 22 .. 
U&ryport and Carll,Ie , 81 ,. ll,2G4 19,700 0,'" i 15.689 i 8,.88 '.622 ... , •• 3'i ,. 
II'swdtlll/ Light lfo,bd by 'lie cambrian. I 

I I I 
""ne)' (Electric) &Ie IN''Il'I 76-9 under ElecLrie Railway., 

1 
~(eUdey Joint RailWAY , 81 i • I '''''1 ','''' (') 1,72-& : •• 8 412 3 ~I ! 

Hetropulltan Su paget 'i8-D under EIt:ctrlc Ralltt.,., 

, , 
Mett'()fJOlItfLn and Great Central Joint Committee : Included In the r.etomlof the lIetropolitan I"nd Grea~ Central Companlee. 

(lncludinS Ute .. Oxford and AJlefJbul')' Tramroad.") : : 

Metropolitan District S« pages 'i8-D under Electric Bailwnys, 

)leU'Opolltan and lietropolltan Dlltr(ct Cit,. Linea I Sa pagea 78-9 under Electric Rallwa,s. 
and ExtenlIollll. 

JlU-lIent (Brm1tley to St. Jlary Cray) • 

MidlAnd fe) • • • • • • • • ' 
(lncllldlllg the" Purneu and 'Mldhand" Joint I.lne, 

.. l"otteobam and FoI'Ullt. Galie," aDd" Yorkshire 
Da.hlS." 

AlIO half the" Ashby and N"aneaton," "Curtan 
ExteDBlon," "Great. Central Ami Midland," I 
the "GreAt Weatem and MIdhmd," fromJ . 
llo.lvem Wollsta Malvern Link, "llidland and :. 
North·ElUltenl Committee," .. Otley and Ilkley," 
"Severn and Wye and Severn RriliR'e" and 

81

1 

1,532 1,220,655 !2,3lO,(lt1!J 

I 

i'j'8,421 2,,3~7 I !it •• ~ .42,910 116,608 

part of t.he" B"leauwen," and "Tot.tellham and 
Hampstead Junction" Joint Linea.) 

, 

I 
Midland and Great Northern Ran",ay' Joint Com,}, I I' 

mittee. I I 
(Including balf Ole "lIIorfolk and Suffolk Joint ~, "81 194 ~OOI, ';~,608 I 14,934 79.51U I 9,O!~i 8,4M I 

Line.") 

lfirl!lmd Mid North·Ea.!itel'P Committee (Swinton to Included In the retunLi of 'the lIidl.nd and Nortb·Eut-ern Companlu. 
Knottlogie,). I 

Midland and South·Wea~m .Tunctlon 4 S6 65 1',000 2O,m 5,042 14,81G [',2;4) 
(Ioeludlng the II Ludgcnlhall and Tldwolth.; 

llid Sufrolk Llgbt ' 
• Sj 

21 l,i'j'u 53 

MIlford Haven Dock a.nd RAtlwAY(Beturn lor the year' " 8! 
ending 30th ieptember, 1911.) 

, .. ... '0 

1,244 

1::2 

Jlold and DenhigA Jttnc~"n 

""mU ... RIliltmy Gnd Pitr 

Neath and Brecon • 

N.uport. ~othJdU, and St, LaU'N!,ae~ 

North and &uth·Weatern Junct.lon . • , 1 ' 
(Tbil LIDe 18 workea by a Joint Committee of the 

.. LondoD and North,We:&tern,."" Midland" anll) , 

.. North London" Railway Companies.) I 

NorlA Corntmll 

Nortb·Easteru 
(Including tbe" Great. North of F.lIgialld. CJarence ' 

and Uartlepool Junction," Anti the "ScarboroUgb, I 
Bridllogtoo. and West. Riding Junction," 

AIIO half the .. Midland Rod :Sorth, Eastern ' 
Committe,," ; and lJart 01 the" Axhoime," and i , 
"l'tley and IIkley" Joint Linea). ' 

Norlll Lind'~ LitJltt 

North London ' 

North StafI'ord!hlre 

""orhd by lM LQladon an.d l'i-"th-WuUrfl, 

Worted' by tJu SIl'I2U/t4 Impr/Jr::~JJlffl'" and TromIMII" Ct.lTlipanll. 

" 81 j 40 I 10,816 1!!.523 I 2,348' 6,149 2,.-';9.'", 

:w~~th'·l~·::r'~:~ (/) ','~ ',!" 
Wnrl:&1 UlJ t1,~ Lma.don and &utA,We.t~m, 

, , 
955.l1Ji 11.,1)3,271 il,079,bfS l,7!3;;iU i 

I 1 I 

, S\ 1,.2.5 

, 
Worbd' by flu Gnat ~ntral. 

4 ~ i .. ·U,8fU !3.3Q41 ,&,;\'14 : , , 
, -, , Sj I ""1 

• • 1 • 12i6f , 
Leek and llanifold Valley Ugh .. lw,,67 

NortIl SunderlnDd light· " Sl! • 

....... ",8>'1 
I 

800

1 

I 
loa i 

.0''''''1 
&'i~ 

8'i,I22 I 
SS 

1 

I 
• ,'88

1 

31 I 

.. I 
I 
I 

3.3771 
I 

.,,13 1 

! , 
32,536 I 
... '

59
1 

",' , 

I 

., 

i 
I 
I 

16 ! 

• 

," 

',""" 
-

I 
I 

I 

2. 317 ! &; I 2,Wl 

• 

flO 

.,. 

51: 2;', "" I 
, 

12 I 

I 

417 ' 100 ' 

= ... 

1,7:.'0 

; , , 

I 

',.60'1 . 
; 

i • 

I 

4,8'i1 i :n,7rr iii'" 

.. , , .. ~ . 
! 

l,lJlS ~ 8.1M I " I , 
a: I , 

, 
(tt) Locomotive power p:QJlPUed by the Great Central and London ao.t S'orth W'eatern Railway Compn.ntea, (6) Amount paid to Great X£,rtht."M1 1l3.i1 .. a, Compant 

for 'lll'urkUIg' the ('oad,ing Trame. The Goods Traffic 11 CMrled in tbe :raiuI .. f the '-a.nOWl romS-Dies coneemet!. (e) Buhw-re of the ..... rjd~ upewt1t.urc at tbI 
.. Cout)' Donegal RaUwar-JoiIIt. CoDllDittee •• and the" Hldland .. (Iriab t.octiollS). for ",blcb M~ pagel !;2-<s aDd 84-5. 
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~---------:c-;----,--.-----------------

j ROLLI}i'O STOCK 
OD Slat. December, Un.L 

NAlm 01 COMPANY. 

s 

,; .;1 ! c .. " ..... w .... .., TBv .... "c. , 
:, s ~ I------------------~------~ 

I RA.(L){OTO& = I!: I s '].rs ~c;.,:, I '0: I 

I ! -a c,,~~~-"--! ~l j .. : = ~:fi j~] : 
l1li g I ,,::: ,a:l.'; ~ •• ~ _u 

:r 1! ... j . .s~~ ... - Ij -== 
r~ 8,:j , ~ t:! ~t~ ~~£ ~~i 

I .. c~ ! I ~i ! I • I 1"" ~~; U~ is: i Ui. 
I 

~ ! ~3 'S • ,}~ H: ~.1l;.:! <l §~8 .! r 
~~ I ~ i!~ J J ! I ~:~I ~J i!i~~!~Jh j~'5: 

£ I--.-,----ll:-N-,:...-'--,I-~:::,-'--'.-'-.,-"",~ •. -,-II-=.-.'~'-N-.---=-.-.• -'IIc-'--_~,_: __ 

~"'I ~I 
9,887 i 2,U6 n,. f 4~: 4~' I' "_~j.~ ~ ~'_-_':I ~., ~ : Lynton and Barostaple. 

071,121! t78,812 62 _ _ _ 1,"fS 1,"3 i Manchester Ship Canal and BaIlW'.,.~ 

Ift,&16 79,01 ~ (n) _ _! 1M _ Ii 17'0 ! Haochelter Sooth lunctlon and· 

I 
AJtrl.ncham. 

liZ,OOS I 65 2S - - fl 15 l,668 Il i 1,733 i lfaryport. and Carlllllie. I 1,42'1 6S,007 lU,OiO 

, 
18.178 I 

I I 1 I I. ::;;:::;, 
6,878 I 62 Locomottye po';er lind roiling .tock provided by the : Methle:rlotnt RaU.&,)'. , I CompBoilJa working the tramc. 

111,688 ~1,318 8,666,1111 13,809,396 I 
5,lH,!OC I 

1~888 1!61,''" I 

I 6... 17,'29(d) I 
I ',:: t,: \ 
I ' il 
I ' .... (.) j ",000 i 

II 16.'" II 

" I !i I _ I 

&I,tlSl ' 

I 
~~I 

1 

Sti,til 

I 
S,!'T! n,spl I 

\ UeBo1oDoll 

! I 
I 

, ' 

S';'ll,fa!lO ! !i'!,~fl' 0) , 6,81)~,j~ !tlt."';~lU : 3,968,361 : 

I 1\ 
' i I 

MUi , lItI1.'!!! (.) I 10(.2,691 \ 

"."" i 31,'" I MO.'" ;j""", ... i 
I '.'" Ii ~". ! 

1601,27: 

....... 
: 

l,o.&'j I 

., 

88 

" 

8. 

'2 

.. 

.. 
07 

01 

•• 

.. 

" 
• 
I 

" 

'.000 

10< 

176 

• • 3.." 

178 

so 

, 

, 
1840 I 11':',671 , i 

.. I 
i 

I 

: 

"I 
~I 

I 
I 

01 

""I 

... .. 

.. 

I 
I 

2 

Locomotln power and roiling .toot provided ~1 the 
Compao'ea workrng ahe tramc. 

I I 
: ,,(A) I 

2 ' 
, 

I 

... 

• 

I 
ISS 11;,160 

'06 ... ... 
... ,S! 

• 

I M.tropoU .... 

JletmpolUan and Great Ceuual JoIo.'
Comndtt-ee. 

Metropolitan Diattlot. 

, 
Metropolitan and )Ietropolitall DbtrlcL 

City LlliOIlUul E~t'.)UlllulI •• 

! Mid KMt (Brmnky to Sr • .vn'1l em,,). 

! 

12S,t)OO I Midland (e). 

842 I Hldland and Great. Northlll1l .& .. I11ra,. ~ I Joint Committee. . 

I Midland and Nurt.h.EPtero Commit.tee 
: (Swinton to Knot.t,l.Dgley). 

47t ! Hldland IWd Stouth-Weetero Junctton. , 
88 Mid Suffolk IJght. 

~ Milford HaYen Dock and RaD_., 

Jlold and lknbiglt Jullt"tion. 

Munt6UI Roil,",,, lind Pin". 

93 Neath .nd Breoon. 

I 
I 

.Ve'llJH1rl, GodlhiU, and St. Llltm'lnu. 

NOI'tb aud Sonth·WCllltem Junction. 

1!1,8IJS I Nor\h.Eu\flrD. 

IV orlA Li.nduN L":JIot. 

1,29' Nartb London. 

~8.'16 North StAl!ordAhlre. 

o S"orth SUhderland Light • 

I 
CII) IItltclual'l""uf 1,43':"/. pal.1 to thlP "'ar De~rhneDt u tntefCllt on Capital eJ:1M'Dttl"tt In l'Hpeet. of the LodpnhaJlJnd Tidwwtb LIne. (.) Amonnt p&ld tnt" Vld:-

land" \'ulllpauy tor wOfldnlluJHlllaeaon tralDc hauled by tllat (:OmpaD;J' oYer!9 mil .. of t.he Iinlt. (/) Paid 10 CumpeaiOl haYinlt running powors oyer tbd line "If CUT)"ing 
II)()&I \raml'. (I) Xlectrlo tr&Ur. "Ol'tiq. (A) hwll1l1ln& 8 Petrol Bte.;:tno Av..Ioooc.n. ... (l) ·ro ..... U11a uptPldll.we 66~, .u rece1yed (or wwlr.lns other 
()xgp&ll.I.' Vdlc:. 

1661>. It 2 ,- • 
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YAHB OF COl1PA~Y 

Nottif1(Jlw.m Suburban . 

Oldham, Aahton-under·Lyne., and Golde Bridge lunc
tion 

:: WORIUNO UPENDIl11BL 
r. 

g 
• ll. 
0 

~ 
.s 

" 
!§ 

oS ;3,: ... -11 
'0 O 2 
I:, i! • • " oS 

• .. Wor'*' brJ the GreAt N f'I'I'tIum. 

• 8i I ·1 7,108 i--;·~18-- ..... ... .... ~, 1 
, ,I I 

PenartA Harbou!', Dock, and RaU1DQ,y • 

l'lymouth and Dartmoor (4) • 

'1 W"or.bd by rAe JldropolitGn tmd ~ CentroI: Jmnl CommiU4le. I I · UANdtotMT.r vok.\ I I 

'1 L .... dtotJo.T·r v.... i J 
• I • .; 11 I "I - '- - 181 i • - -! - - -

Plymwth, Dtvonport. and SouM·Wut4!mJuneti.on. -: Tlulin.t (uupl u.. Bere .,Uno» and CalICoc.t Light RG' !MY) v lMuct Co Gnd ,DM'ketl ""11,, UJmlun and Soutl. 1J'1II'''''n. 

Bere Allton Bnd Calstock LJght. 

Ponmadoc, Beddgelert and South Snowdun (b) 

l?ort Talbot Railway and Docks 

· i ' 8. II 10 77.1 I."" ,.. ~1" .. 7 '00 .. ..I 18 
'1111j 6 721 191(c) - 66 ~ ~ 

} Included In tbe NtOrD of Ute Great Western. 
(IncludJng the" Boath Wafu Minerai") I I i 

PriMetoum WorUd by t/uI Grulllt'ulern. 

, .. 662 ... 106 Redruth and Chasewater • 4 o! 10 I 800 ~ 
R/am&ddG and .swa~4 lJa." • : WorW by the Gr«&t Wen.om. 

~::rudJ.ng· pari; 0; the' "Quake~'a Yard' and} ., I sit 1:170 
Mert'ftyr," .. Bhymney and Nantybwch," and 'Sf ... l00,~7 10,609 46,611 l2,887 19,1.00 
"Taft Hargoed" Joint Linea). 

ROllI and Monmouth WorW l'!I flu!, Great Wutm-n, 

... ., • 
1'-~- --~ 

Rowrah and Kelton Fell Mlneraf - 4. Sf 8 aoo 2b3 

u.AUltellandP8ntewanRanwaYt HtlTboUr,andDMk} 2 6 4. 8661, "'1 121 
(Beturn for the year ending 29tn September 1911). 

)'alillmry Railway and Ma,'ket HOfl# WorW by the LondonanIi'South-lVukm. . , .. ,;.und.nloot Rallw.y and UMbo", • • • . i • 0 I . I '" I .,. 
~1'borougA, Bridlington, and Wut RidiRfJ Ju~tion - ! U'm'ied btJ U~ NortA-Ba"tem. 

, 

91u1fdd. nutria 
Y.rewBbury and Hereftml 

Ihropahlre (d) • 

!hropahlre and lIontgomeryshlrc Light u) . 

~hropllhire Union. Ra.illcay« and Cana.l 

ndmouth· 

L.::!totM~IWI~:r::rtJo~i"" ~ 
· I Leatul (0 the London. and .dflrlh..WNtem, 

InaUbeach DlItrlct· 

lomenet and Donet (Return for t~ year endlnB' 
Slit Oct.ober, lUll). \ 

(Including the "Brldf:ater... The IInel are 4 s+ 
worked by .. Jo Dt Committee of the 
"Loudon and South· eatern nand" lllc1land .. J 
Companies.) , 

'08 

.. .. 
s.s,1li9 70,488 181»02 .0,648 ',781 

•• 
50 

.. 

.. 
"I 
'0 

..... 

• 

I 
.- 1 

"" .. 
LiM tDOrWby SoutA·Butem a,'i'! CluUlu!.m

I 

&J4lU'tJIJ Com1'Gll1u j(a,f1.GgitID Com·mUl«. 

k)'Qth·BaI;tem and ChAtham 'RaUway Compante.l Managing Committee. 
(lncludlng tbe .. London and Greenwich," aDd 

.. Mid Kent. (Bromley to 8t, Mary eray) "d' f '81 t129 fiOl,47U 762,3981 270,9,)1 1 8i8,368 16O,aos m,g17 58,098 
alflO part of the .. Croydon and U:rted," an 
"WoOdAlde and South Croydoa" Joint IIn-. 1 ' 
and of the" Vlctor1& Station and Plmlioo.") I 

!loutlaport Gnd Chelfhil'lll Linu B.ztmriDa WorW lIN u.e CAul.,.. Linn COtnIll1:ttu. ==' Nineral . I :7 by tAe :orl t T:;: IRaa
:;: lind, 7: C-=_If. II! 

.... h Yorklblre Join, Lin. Committee .\ "1 " .......... ..... m 
SQtI&A. Torb/dN JUlietion • , WorW l1JI tA. HallaM lJGnulq. 

'" ... 
I 

11: 
I 

"I 
! 

... 

i 
..I 

... 

1 ' 

... 

I 
to, , 
• 

1U' 
i 

. ' ." 

-I , 
lOll! 000 , , 

I 

StGmford and Buendia. ·l WorW IN tAIl GrwJt Northun. 

S .... IaIbr1 ... • • • • • • • • • • ~ I -I ""I ,.. .. ... 7ti .,. - I - - i -I I 
(a,) Mineral railway for use of wblch a t,c,1I :Ie paid. (b) The eroe.or Section (a hone tramroad) ... the 0IlJT portloD at thll Company"a JlIb! opea for tnJIle bJ unl. 
(C) HoI'S\: haulage. (d) The l'iantmawr Branch-tbe only portion of the Compa.DY'.Une open tor tnfBc-ls worked. by the c.ulbriau BaU .. ., ComlWu'. ADd UIe 

worldng f'x(lellSea. etc., ot t.h.to Branch are Included In the I'dturw. ollJle C&mlnlau. Oompa.IlY. (.).&.110 t.wo at.at.ioaar,. eugloea. 
f4) Line opened for public tratllc on Aprill.tb.l91L - • • 
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&.801 1St 
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181.110 17 .. ,29Q IS7.190 

... 
,,'00 
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1'1 
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2.708 60. 
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Dafte1ene),1 
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,., 
Sn,069! 
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• 
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, 

, 

• 

• 

711 

• 

No. No. 

KOLLING STOCK 
OD Slit. DecembU'.UU. 

Nu. },"o. 
1B , 

No. 

"' 

Locomotive powOJ' and rollll18 ItooK. provided by the 
"Great. Central" and "London and Nortb-Weatero" 

RaD.,.y Companies. 

I 

- I 
II 

.. 
_ i 

, I 
I 

"" 

• 

• 

.. 

= I I 
I 
I 

- I 

• 

.. 

au 

• 

'" 
1,105 

so 

' ..... 

_ i 

- , 

" 

• 

.. , 

YAliB OP COIlPAlI"Y. 

No. 
186 N ortb Walea If arrow Gauge • 

Notti"OMPl GM QrafltltoM RaillllflV 
.,Id a..aI. 

i 
I Oldham, Ashton-under-Lyne, aDd 
I Guido Bridge Junction. 

; (hford IIad: Aylubury Trarlll'O<Cd. 

I PIR4rtA Bztetmon. 

I PenartA Bcsrbour. Dock, t'&M RGUtm,.. 

- I PlJ1Ilouth and Dartmoor (d). 

i Plll'AOuth, DtI,,?,lport, cmd &utA
r W-e.~rnJunc:tw". 
I 

6S I BeI'8 Allton and Calatock LIght. 

.. Portmadoc, Beddgelert Mid Soutb 
Snowdon (t). 

Port Talbot It&lh''aJ and »ooD. 

p"u.~toum . 

08 Bedroth and Cbaaewater • 

RAondd4Imd SwaIM. BBJ/. 

J,2116 Rb7mney. 

, Rou Blld Jlonmoutll. 
I 

- ; Ro .... rab and Kelton Fell Mineral. 

f3 I st. Autell and Pentewan RaUwll1. 
I Harbour, and Dock. 

i SalL.bury RAJillDflY and J(arAt Bouo 

69 I SaWldenfoot 1l&U.wa,. and Barbout'. 

.. 

&a1"borougA, Bridlingron, (lild ,rut 
BidiMq Junction. 

BMIf,dd DWtrl·flt. 

BAret.",ryand Bm/onl.. 

Bhropahlre (4) • 

SAropUa~ and Jlontgo,~aA"" Li.Jh 
(f~ 

: Shrop.Jaire UA.·OIl R4ilny. and Cal'JGl. 

&·ddlOtlcA. . 

&7 8DaUbeacb Dlatrtct. 

1,686 SomeI'Mt and Dorut. 

16,&16 Sout.h-Eastern and Chatham 1taD • .,. 
Cowp&lliea MaAa8iDa CommU·tee. 

~AJKlrC «..- ca.AiN LinA Bm. ..... 
SoNIA W.Jt" ...... I I i 

• -,- 01-1"'"1 n 
Looomo"ytI power aud rolliill' atoclt provld .. br Ibe COIDp.aI_ 

owning t.be LlDe. 

...... wo14. 

8oa&Il YorkIhIrelo1atLibeCouuaItt.ee. 

SoutA F'orWiI'e JUIIdiora. i I 
I - - _ I - .. StCW\fwd .... ~""'l.,. 

~toc:'bbr!.lp. cs 
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WOUING UPBSDITV'R&. 
~ 
;; ------------- ,-" 

'-j~li! 'I~ 
--~'-~ 

JrAlB 01' COMPANY. 

g 
• • Co 
0 

I 
ii · . -: 

~ 
~~ 
;:SO: 

'0 ~~ 
i -5~ 

!!;!I 
,ll J 

.. f i 
~ 

,; ~ ~ ... .. .. .s J 
~ ~ I 

! c '0 ~ .. 
,:; g .; 
• ti • ~ 0 I .... 1 ". .. 
'0 .tj; ~, 

~ z : oil c " • ~t' j E~ el' 'i! 
= l~ 11 ~>! • 
~ ! ~ 

"-
1 .~~ j':1::-1 " ..... 8,811 ntford..opon-Amn, and 1I1dland JuoctloD 

I Ft. ''''1 M.w·1 
• I • 81 68 

I 
WorW by flu SU1GfaIfG lmpt'Orlentnil. and TN"ltAlIl' Cotn,.n,. DCmIIG Qnd Jlum6lu • I 

,.,aDteIL Improvement.8 and Tramw ... ,.. • • 
(lucludlng the" Mumblel BILOwa,. and Pier" and 
we "Swanae& and .Mumbles ") 

.0' Vale- • • • - - • • • .} 
(Including the "Penarth Estenllon," and 
.. Fenartb Barbour, Dock. and. Rat w.,.") 

~11llJD (for the rear ending SOUl Sept., 1911) 

nwR' Y~y Liglat • 
~ign YaUey • 

• S4 0 1,0!1 ',188 6IU 2,"12 150 

• 81 
, .. 7b,812 

• 8 
7 ,60 

WO'l'k~d by the Cambrian. 

187,sso i1,981 ... 11 

l!O,12O 

186 

110,891 

,. 

mbury • • WorMd by the fJnat WU'ttrn ""d London Gnc:lNortIa-WIItWn. 
'1' WOI"bd by Me G,", Welkm. 

· Worked by tA. Midland. I I 
• WorW by tllil YandletJWr Ship Clonal Company. 

,tunham and FoTul GtJt~ 

I 
"alord ParI: • 
de qfGlauwrgan 
~Ie of Rheldol Light 

Wor .... ." to. 80"11., I , 
1 III f 12 r 1,086 1 1,881 1 182 

W07'i«t by the Cambrian. ' 
7 .. "'1 In • I 

! a- - 1$ 

t~W: .. 
~ =~·n .l~ ! ;!i~.!· .. 

J 
l;;~: : 1:.8, 

h~~~~ ~~ i 
~ :de:i .§~§ -I III

U "l<l·· ~e ... 1 i" '.i ~~ Ul . 
j I o:'i _</ I, I 

.'~ 'j! , -~.~ .', S -I I III .. 'a .. , .c ,-- --~- -~ - ~.~-.. .. .. .. 
.to 1\0 10 1 .. 

'87 • .. 
...... "" ... 
'" 

118 -I 
ietorWJ Station and Pimlico 

'euhpool dnd L!a1ifair Light 
'ut CONltll(lll 

LiM ..... St41"," """" t. th, GmJ. W"""'. "I .... £ ........ 1 c·· .. ·lm.M Imw lIaa ... U Compan;". 

Worled by tM Cftmbrlan./ 
St. undn Great Wt'~' 

'M LancahiTt Undwtaldft{l incorporoUd in tM LoAnctNhin! and YorWir,. Company. 

'~,t Lond&n - • L«uttd eo til, Wut Ltrndon B~. I I I 

i , 1 i 
1 

a 
I J I 

.! .!! ji ' ! 1"1 l. "I 
~.; \ §ll 

" .. 
70 100 

.. • 

'ul Lomfon B:r:tenrifm • 

l!l!ltoo, Cle,edon, and Portl.ahead Llght RailwaJII 

Ut Ridi,., C.mm\ttu • 

· I Liu ttrorbd brJ th., GNat W'IUm, London. aM ~·ortIa.W'""n, 
" and Sou.t/I. CCIfUt. 

.• gil .. I "'I " ... 1 ... I ,.0001 871 

London and S(}fd"·WI!"erl~ and LfYIU1un,Brlghl 

7. I 
· ' Included in the ntltrm 01 the Gr«Jt Cffltrcd GM GruJ' NortAwn. 

I / at SmnM.tt • • ; Ltastd to tAl Gnat }futern, 
Line clbNd. I I 

1

'1 

est Somenet Mineral • 
elf'PGlIth and PMtl4nd 
hltechapel and Bow 
...... , 

Worud by tile Grea' Wutt'l'n lind Lond01l cmd SoutA-Wutwn. 
· . 8ft below under Electric RailwaY'. I' I I I 
- • 81 I 17 J 6,770 I 18,711 .,880 10,7tr. 1,280 1,&37 668 ,,!83 n:4 8B ! 

oorUide and Soulh Oroydon. Juinl CommiU" 

redlam and EUeIIfMre 

'T,bhire Dtde. 
: I ~~~{ffi:::~r~hI~'=: c-.~a=M srBU~'"" aM !".,Amo; 8ouwrom~ 

TOTAL (cIclualve of Eleotrlc Linea aeparatel1 - 1'6,~;. ~'''''0161~ , ...... 7 .. ~ .... " ..... , ... 1, .... 2l 14,070 ,,, .... : 100 .... '01,070,' 
lhown below).· 1 88,721 I I ! I 

LINES WORKED WHOLLY 

ackpool and Fleetwood Tramroad - : I • g. 1 • 
mtral London . - • '! I , 
ty and South London . 

: I • s~ • :-eat Northern and City . • OJ 8 
verpool Overhead (t) • . · i • .1 • Judon and South. Weatel (Wfl.terl~ and City) , • 8! , 
>ndon Electric • I • OJ .. 
enay . - · · I • 81 • 
etropolltan. . • - - • . . l : 

(Including blLlf the" IIammenmltb and City,"' ! 
8j and hall tbe .. MetropolU.an and Great Central J I • " Joint Line.") 

.etropolltan DiAtrlct· - • "-Eall~g;" and)! (Inchltlhlf, the "Richmond," • 81 ,. 
"FuiblLm • Estenalon8.) 

[etropolUan a.nd MetropolltI.D Dlatrlct City Linel I 
and Ext.ena1onB. • '1 , 

~'buechapel and Bow . · . • I • •• • 
• 

I 
TOTAL, Electrict . - I - 1U 

I o BUD TO'lAL, E.8LAl'1D AND WALE - 16,200 
(.J , , , (eI) IndudlDg ... !Wi. 1\1 repalrl and renewal. of ruts. 

(/) Including 11,6171. tor worldng litt.l. 
(h) Including 308l. for repnln aud renewals of lItts. . 

1,516 3 .... 1'~l 6,081 ',180 2,674 ; .. 
12.788 81,031 19,9S2(d ",-IJ 16,169 ",0"1 ., 
3 .... 28.988 8,260 86,fiol7(r) 0.136 7~1 128 

~ ... , ..... ',259(h) 16, .. i27 (I' 8,180 • ,786 ;;'1 10,119 13,7" 1,119 "'.880 4,187 2,116 
1,814 0,608 '07 8.078 ,., 

2,618 I 69. 1 

28,219 140,862 23,078 92,888(m 16,016 ! 41,280 ""I 4,'71 ...... 1,1180 '.,981 .,157 I 3;5~ , "'I 

1.712 I 
".

178
1 

71,64B 107~0177 .. ...., 116,699 ".14D 

I 50...,. J09,m 210,798 ...... 22,180 1 .1,~ 642 : 

,,710 1 .. I ~----7,186 3&.837 7,'" .... , 
I 

5,lf,S 26,8'6 - I ' .... !i!~! a~l! ,. 
-I- I -------

557,407 124,828 I 
l!'>7i 

, 
199.4S3 

_.- ..... '" 118,464 i 180,766 ..... 7 
I I - , 

-~-~9,S4D ~~&,~76' ~~ 10,718,S1Eo 2,748,217 ~4,581,8li8 : 293,117: 
,f',H61S . . 

(') Inclnding f,136l. for wages and m"tertala tor working lift.. 
(,ft) Including 30,4USi. for wagel aDd mat.erlala tor working lUtI. 
(r) Including: 10,719l. for lUt eIpeneea. 
(./I) The rollowing Btatement Ibo",. tbeLength of Line at each Gange open In Hogland and Wal.la ,be year unl :-

2 • .. 
10 

-
-
-
" -

127 

:IT 

-
-

.,,, 

1"',890 

. 

• - G .... 

• Leogtb I 
J>. in. Ft. ,n·1 l'. m'l Ft. ,n., Ft. ,n., Ft. in., Pt • • n.11'1' 'n. Fl. ,~ 

• 111+23 ~f 24\28 30 "f)." 'ti' 
JIi~.. Milu. I-;W;;-l Jlik.. Jlila. J/ilH. JlUu. -;;;z;;:- J/U, .. 

- OS ]8 S D ~1 Q 1£, 11 .. ,,"-"'" 

- 114 -, .. '8 " ... .., -
117 - • om • ... -- - -.... ' 1,1160 -
226 ! ... .. 

I 
I 

921 I Cr. !G6 
..., 

817 . 71'1 -
I 

"I 1'1 -
• 8 -
----

8.101 ..... ... 
--1--
~8,"UI 1()j,894140fl,06 i 



':T RECEIPTS, AND ROLLING STOCK.--ENGLAN"D AND W ALEs---continued. 

£ £ 

8,148 40,\08 ...... 
81,\20 " .... 

"'" ... 
Dellclenq 

3,7Ob 6,068 1,270 

u ~,ll:J 3,6&1 22."i 
DcftclenCl 

271 ".'" I 

ROLLJSG STOCK 
OD 3lat. December, 1»11. 

------;--- - . -.-.-~.-------.. --

.. .2 

~I • 

·59 100 (e) 

- . 
75 • 

r. 

" 

C.lRRIAOas. W.lOOO1l's, TROC.tll,.te. 

RAIL lfOTO'IL 
CARR1AO •• 

" 

12 

260 

, 

s 

" 

}.Ii 

(') 

2,249
1 

IIln 1 

.7 

267 

I 

I -, 
;9 

NAllB OJ' COYl'A..","Y. 

168 Sttatford.upoo.Avon aDd Midland 
Jllnctlon. 

StMfUIIG lIlid Jlumbla. 
59 Swabsea Improvements anti Tramwar" 

2.869 Tafl Vale. 

106 TaIyUyn. 
7'cIIJl4lt Valley Lillht. 
Ttligll Valky. 

Tcnbury. 
Tottb.M4ln Rlid FOT':I/t G(J(c. 

'Praffonl Park. 
Ville oJ Ghl.f1wrgan. 

86 Vale of RheidoJ Light. 
P'Gl1I. 

J.ricto-ria Statum and Pimlietl. 

WeWilpoollJnd Ua:r\ftlir Ltuhf. 
Wut CQrnwall.. 

War LaJ~iI'e. 
Wen Londlm. 
If'ut London R.rten.ion. 

~ Weetoo, Clevedoo, nnd Portis~:&d. Light 
RaUwaya. 

Wut Ridillfl ('''/l/nittee. 
Wut SomerNt. 
Weat Somerset lIineraJ. 
Wtytfwllth and Portland. 

Wbft.echapel and Bow. 
100 Winal. 

WlIOdltidc and South CroudoJ~ Jql'lll, 
CQltlJllitw., 

-,11-.-.'-"- -,-.,,-,.-,,-, -... -... -,-,,-, \1~""'---7'-"06- -.. -..... --... - --.. - --,-.,-... - --,-,,- --,,-,- --,-~-,-,--. -'-6-.3-'-' --""'-"--81.~.~ -... -.,..
(0) 

Wre..UtGm alld EUumerc. 
rQrk,hinl Dalu. 

TOTAL (es:cluei'fe of Eleetric Linea 
lIepa1'llfAoly Bbown below).· 

AINLY BY ELECTRICAL POWER.* 

- 1,007 19,107 87,1141 11:J,&U .. - - 37 - - - - 37 

- 2.011 166,811.40 l!88,DOl 1tt,st7 OS , - .. 1-0 .- - - , 141(") 252 

- - ...... 18fo,OU ...... " .'W) - - '66 - - - 166 

- - '1.126 ...... n,f0.88 50 l(J1 - .. .. - - - 7 • 

- :!,"02 64,917 i'S,046 h,llol!8 :. - - .. 21(1 - , - - .. 
- 22 lli,t711 81,801 16,918 to - - 17 12 - - - 20 

- - h6,*,l 7&V,,0O8 418,1-&7 .. - - •
68

1 "'" - - 17 "" , - ,,717 Ml,616 lOO,IM7 ...... 54 I -
,: I 

37 - - •• 71 

- 5,;00 "',"" D~,2:W 6S1.M~~ .. 60 - ~.! 2d ... - 1,O,k; 

- - """ .... G6!,~u, M4o.271 " 10(n) - MI !!OS - - .. 015; 

. I 

- - 6-&,1S57 StJ,'r"-6 "' .... 68 The U'al'lk Is carned In the tralDl of the Oompauloa n.lDg the Line. 

I - I - : - I - I -- - U,900 ...... "., ... .. - - -
---------1--------I- ---'----i-~l-~-I--1 

1 l,~ I l!61 IJ.W 00 t,'43 - . ~ ... 1.&i'l.:IOS I' ....... 1.dU,~ 51 ... -I ... 
1 -I..- ---I-- - - 1- - ... ,.. 1 • ..." / .... ,.. '8,271 .... 7IlO jus.!~I~,~ 
, 

1210 I 1»0 t •. lUV1& l,86s.,311 10P.l-gg.;U ~.., .... OS a,t7! 

, (6) Till) COltlillt.llY MrrlH a la~ tlUll1ltlty of col\l (or the Cl1ue Valley Coal t.ompauy, who I)ronde their owu waggol1ll. 
(c) lnelu.tiua' i "tMIIl "\ltor .... 4r io:lIM'lutll. 

Blackpool aud Fleetwood Tramroad. 
Ccntml London. 
Cit.y and South London. 
Great Northem anol Clt:r. 

Live:;ro::l Overhead. (1') 
{Lon on I\nd South Weatenl (W1LterJw 

ami City). 
Loudon EI~lrt-:. 
Ueraey. 

lletropolitan. 

Metropolitan District. 

)JetrolltJlltan an.llIetropolitau Diatrlct 
City Linea and '&:':teOlionL 

Whlt~hapel and Bow. 

T<JT.lL, Electric. t 

OU"D TOT.4L, E!CGLA.l'fD .lXU W4L .... 

.. 

'.~ 1ndu.1I1l1' I! llutnr Can tor ru--Jr.doW'D aDd o1oher JlII.f»OMI, 
(g Electric Looomotlvt!&. 
(j Khtctrlc ShUllttUI' Locomotive. 
(I:) Th.ColUJllUlY worn II: mU .. uf Tram~ t.be leDg'tband working ezpuadirure of which are Included in the 1'8t1ll'D, DO !lepanto .... 'C()n.nta; of the Tr:unWft78 beilq 

avl\il"blo. 
(I) Includlna: \1 TnuuOlU"L. 
(II) ludll\lluil S Eled.rlc Loi."OmnUTM, and. ':! Steam LooomoUveI for .nut Train .. 
ttl') Exdu.l"" of MI..!lMI. received bl th.:sorth Loodou ComJl&DJ for work1q ~1Mr Uuu. 
(-) St." ttl Dot. bell" •• 
ttl This to(.1I.1Iociudoa" poI'\JoD of the kutath aDd e:r:pe:adIt1lftl of gertalu IIneI worked. b:r Iteua. On ,be other hand the leneth, etc.. ul Artam IIUd1. worli:ed IlIU'\..IJ 

, oIect.ridty are uu~ ineludtd. 



RAILWAY RETURN8.-1911. 

No 3.-Working E;x:penditure. Net Receipt8 

THE FINANCIAL YEAR OF THE SCOTCH RAILWAY COMPANIES, EXCEl1 

! 
r. 

Ii 
• & 
0 

; 
l\AME OF COMPANY i 

~ J 1 ~ 1 

iiI I I 

!! 
"'z! 

~ =~ 
;:I": 

;:I ~5' ~ 

i il i 1 J 1 

~ !i! U I J I . H ~~ I n I 0 .," : 110~ 
O~ • :l " 

~ 1 ~i t.., i! i! ! 
:iI .§- .:\; ~*: .; 

------------ ~-- - -----'r-~----

Ft. 'n., IHkll·1 & & II /I, "I" 
LMMd to thl CaUdonicJn. 

1111" and MGybok • LMMd'QUt~Gllug01llGnd SoutA-Wutlm. 

lRukfoo' Light , 4 81 I B I 1891 408 140 ! 
'l1Uhin ami Edull Di~trict· .. .' I Worked btl t"~ CalMtmian. 

'alp:J!a.llng the ';Ar~th ami "orlar:; "B~Chl~ 1 I 
and BduU District," "Callander bnd Oban," , 
"Cathcart DlItrtct," "Dundee &lid Newt)'le," I 

".K.iUin," "Lanark.shlre and Al'l'Ihire," and I 
the"SolwayJuoctloo"; alBUhaUthehGIaegoW

J 

4 S; 1,072 483,38U 766,~ 
and Kilmarnock," "Glasgow and Palaley" 
and .. OllUlgow and Ren(rew DIBtrlct" and 
part of the" KIlByth and Bonuybrhlge," Jowt 

806.6071 

I 
Linea.) 

r 'aUGnder (lnd Obnn • Wl)7'bd by the Cal«Umum. ... .. rampbeltowll Bod MnchrihaolBh J.lght • -
(Returu fOI' Ule rear ending :nat July, 1Dll). 

, I 
~4thcmt DitJrid . 
JorDocb Light • • • • • • • 

(Return for the year ending Slat August, 1911). 
!)undn and Newtyu - • • • • • 

- 28
1 OJ 8"1 

• ; JY urked 1m tAll akd.onian. 

>811 81 "'1 
• : LMUd to tile CaledDnl'an. 

'DO ~I 
S'dinburg1& Gnd' BaU,!Jat~ • i Luued to tM North BrW.h. 

r&rth Gnd Clyde Junctiml · I uaud to tlu NortA Britult. 

!7ortla BridfP • • , W&ru.d by tJu North Brituh. 

Wpora. and Garlltlld Light ! W01'W by the ,A'Qrth British. 

Hrugow and South·Western • - • • }I 
(1ncludlng the" Art and lll1ybole," allO bnlt , 
the "Glaagow and Kilmarnock," "G1811'OW and 
PalBley" and "GIDJIgow and Renfrew Diltrict," 
Joint Lines.) 

HfL6g0W District Subway 

;rcat North of Scotland 
(Including tbe "Buckle E:a:tenllou,") 

Ilglolruod -

• 81 

• ° 
• 81 
• 81 

I ,oo ](15,7001 

1 4,'77 

883 89,190 1 ... 69,160 

:iHm · ! WorW z,y llu Caltdonian. 

808,816 

18,685 

Sl,719 

llfi,tlB 

100,678 

1,'13 

IP-,as 

29,625 

,{ilIylh and Btmnyln-i4g~ 

r..anaJ'1:MiJ'e and .A!fTMir~ 

f.oudR Light • 

WorW bll tM Cakdollian GOO North Britilh. 

WwUd btl the Caledonian. 

Worked by tJll. It'oJ1J& BntWa. 

~·l.riurgh CI1'Id NonA Fi/I! - - - W01'ud by t/uI Ncn1.h BritWt. 

lorthBrltlah - - - - - - - - ) (Including the II Edinburgh and Bat.hgate," " Forth 
and Clyde Junction, '0 "Forth Bridge," .. Gutord 
and Garvald Light," '"lovergarry and 1'0rtAugu.. • 81 1,as9 "',689 SU,'!81 806 .... 
tua," to the 31lt October (Vi ,. Lauder Light,"' 
and <I Newbnrgh and North Ie"; lIoiau part ot 
the "KllBylib and BoDOJbridge.") 

'ortpatrtck and WlgWwllIblre Joint CommIttee -
• Iij 

81 8,730 18,358 "" 

.. I 

101,271 ; 

I 
H8 ; 

...! 

I 819,661 ' 

1 

10,792 . 

71,8'4 

...... : 

878,'161 1 
I 
! 

•· ... 1 I 

10lwy Jundion - - - - - U""",d'., _..,.. ..... c.wom... eom,.m". 

" 

' ...... 

211 

fl 

4i,292 

1,'02 

I""" 

I ..... 

",878 

1,768 

I 
Vlok and Ly"'" Llgbt - - - - - • ., W ~--.:J IrtfI I .. (Beturofor the Jear eD4iog~th FebruarJ.1912). I -I-=- b)s,81Ji ,'I3I,'W> - .. lJi8,16t '..,181 I~ 1 ... ,7 ... TOTAL 8CO'rLUI> 

161,8281 
, 

.. 
Ii 

8,j82 

I ..... 
I I ..... 

" , 

180.081 

"181 

168 --

WORIDNQ z.xpI.NDITURB. 

8.014 

8 .... 
1 

786 I 

1 .... 1 

j 

... 

"I 

.. 
, 

118 : 

1 

10.4fJl 

12 

6,.8'2 1 
, 

I 

I6l 

... 
lOB 

I I 
I 

I 

1 
I , 

8,168 1 .. 1 ..... 1 

, , 

18. -
I 

27 i 

1 

- - -
1-.----

U,U9 IlOO ..... 

4,780 12,MD 8,111 

~ 
DO I' 

.. 
, 

, ... !,2U l 10,111 

J ... " 
...1 ... 1 II' 

~'''1 
I 

on ... 

I 
i , , 
I : 
I i 

I 

7"'1 ',lI6O Opjl 

: 
- - • 

, 
'l 

- - -I 

:':-I::-I~ 
~ 

(a) Line eloMd from Slat Oetoher, 1911. 
lb) The following 8latemeur. abo_ t.be Lengsb of Liue at eacb pnae opeD In 8cotlaD4 In lobe Jeg Hll:-

I GaUfl;e 
)'L In- n.. In. n.. 10. • • • 0 • 8i 

"'"1t~h - - - - Mi_ M"-_ M_ 
• 1 ...... • 



RAILWAY RETURN8.-1911. 

hd RoIling Stock, SCOTLAND, in 1911. 

3IERE OTHERWISE STATED. ENDED ON THE 31ST JANUARY, 1912. 

18D,~ 

.. 

" 1,000 " .. , 
• 

.. 
DeftcleaO)" 

.. 

ROLLING IJ'l'OCK 1 

1 _____ ~--+------OD--.->rt--I---~~~.'-O-'.-.---------------
CllRUOJIfJ. W,A..OOOK'. hDOD, ..te. 1 

&UL MOTOR : 
CABlLlAOKB. 

No • No. Nfl. It'o. 

Locomotive power _ud roWng 
.BaIlwa,. Curupauy. 

I ! 
, 1 

~. ·1- i -

No. No. No. No. 

NAME 01' COlitPANY • 

Arin"oIItA cmd PvrlD", 

.d.yr- and JlOllboltl. 

l&ock provided bJ the Caledonian I Banldoot Light. 

I BrecAin /lnd Bd~..u DMtrid 

I 
! 

615! 56,612 Gi.. 59,020 ! c&ledonlab. 

CaUand". and Obon. 

ill 

'60 

'I 
I ...... 

"J 
.. ... ... • • , , a CampbeltOWD and Uacbrlhalliah Lia:ht. 

i 
• , 

·1 
I , 

1 
".780 i 

• ,I 

1 

1.7&0 167 0' 

DO.lN l,taR.086: 2,008.558 "'.m .. 
os 

8,701 102,401 I 518.1!9 

lU,_ ~ 321,09& i 
1 

.... ?88 5OB,7t111 

" 
" 

'I 

i 
, 

I 
Mnl 

I. 

I 
8 i _ 

; 

-!-- i 
1151 _ 

1 

"°1 -
I 

- I 

- i 
, 

, I· I' 

geT i 870 IT,t8'i 

I 
5f.i - -

0127 I II)g 8,61~ 

I "'1 ,.. • ... , 

1 

! 
I 

I 
1,170 i 8!.182 16,t\88 ! 111,08:1 !,,881.fo02' 5.1~4!S I Zo963.931 ! U 806 i -

I 'I 1 I 

! Cathmrt Di,'ri~ . 

- i Dorooch Light, 

DUMU and N_IRJ/r.. 

Bdlnlrnf'Jlh and BAtJifclr •. 

Forth and Clydl JlftWinn. 

FortA Brid,.. 

GiJ(r,d and GMwIld Ligld. 

961 19,16lt GluKow and South·W."ern. 

- M G1ucow Diltrict. Subw&),. 

'is &,&28 Great North or Scotland. 

106 8,.,70 Highland. 

Killili. 

KilQlh and Bcmft~" 

Lanaf'bAiN' and AF8A',... 

Lalld,.,. LiOht. 

, NlHL"bw-gA and .\·ot1A Fit •. 

m ea.1j0 ~orth 8ritJall. 

• 

~ i ~ .... , .... 11 '. ... .. , I 10.'" 71 (,) i - ! - , , '! 

i: :~. I! Ii 
• 6 Port~trick and W~lre ,JolDc 

I Commit-tee. 

_ I II ~ !,Its ; U98 W 81 Locomfttlv.t power an roUius IItock pro't'lded bJ the" Bbrbland .. Wick IUld Lybster Llgh&. 
• • ______ •• ____ .... __ -=l'OmpilUJ. i 

. -'-"':".--l-! --1------'--·--<--
-;;::j-::::;r-;~l"! 18.18S.Q a.tt:'.S&'t &8 1.506 i ,,- f 8,0!f0 i "5161141,TI5: !,051 i 16!,!!5) ~ TorA.L SOOlLA.lfD. 

I~ L 



82 RAlLWAY RETURNB.-1911. 
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No. 3.-Working Expenditure, Net Hecei 

YEAR ENDED 31sT DECD 

I 
-: WORKIlfG UPES"DITURB. 
;; 

I 8 J J '! I~~n~ IU f 1 • .1 '" 11h~ "I , !. • I j i j 0 

~ 
... ::;II~t'i " , I B 

"6 ~ 
& ... .<: "6' cll !S ] I ~ '" I 

i a't1l8.! 
IfAlO or COIolPANY. fit ~ 

o! .. Q, • 

:i ," i~H a ~ 
! I 

09 

'" 
>09 Ii'" ,. "-'~ • :1 .. : i.i "a Ii J 

i -~~~H S~l s .. =~ .. a =:U·"' g" ~ ~ I 
;j:' 

i H ;i ~ ~ i"<C;~-:' ::~i -.ll .. j '" I (, h os oJ "", Ii s 1-1titl 1 .. -

~ 
I 1 .II 

J~ ~" o~ 1 I I t,i~iill'~ !!.j 
09 Iii ~;a E' 

i " " La :-= ~ I :1« 0" S '" = 
n, in,: Mau, I /I. /I /I /L I. /L. /I. • /I. I 

/I. /I. /I. , 

Bal17clUt.le a 0 16 ~ ... t.9n i127 920 878 IiO -
1 

.. " • 
BGntry H2:UnBWn - Wori:ed by tM Cf»'k. BllndDn, and &utA CO(Ut. I 

• I 
I 

Bellut. and Cowlty Down }. . , I 
, 

I 
I 

(lnc;ludlng t.he " Dowopatrick, RllIougb, ~d , SO 21,71' I 2t,092! 10,278 25,000 I ..... 'U, .. 63' 16 ., 
ArdglallB.") I I 

'Sty 0/ Dublin JundWm • WorW by CIu: Dublm OM SoutA-BtUtem. 

~tyR~ Workuf by tM Cor.l:,.&ndtm, csnet: 800tA CooIt. 
I 

i 

Jo,taud """room Dlre,t - - - . . '1' • 26 2,4.10 .. ..., 7 .. ..... 1.091 7., - 63 • 
lor~ Bandon. aud South Co .. t - - • • '} 

(Deluding tohe "&Itlmore Ilnd SldbbE'IOOOD," I 5 8 .. 1'.00'1 18,lU 4,400 , .... ' ..... ..... .. BOO '62 .. "Bantry Exteoslon ... ·'Bantry Bay Ext.enaion," and, 
"C1onakilty Extension,") i 

I 1-
]orlE, Blackrock, and paaeage -I • • " ',868 8,497 1,889 I .... , ..... < .. < •• • 
)onnty Donegal Railways Joint Conlmittee ' - }. 0 111 7,180 ..... 1,188 (Including the" Str4bane ilnd Let.terkeony,") 

I 
7,067 ,,2911 7 •• - - ... 'DO • 

~m lind Kingstown. - , i Luued to tIUl Dubl(" lind &naJa..Bcutem. 

)oblln and South EalteTD ' - , , - ':) 

, 

(lududing the "City 01 Dublin Junction ," I 5 • I 
,., 88,178 47,$00 1 ..... Of, ... 13,10' ..... " .. , ... 262 "Dublin and Kingstown," "New Ross and W"ter, I f 

ford E:r.teIalOD" aDd "WlclrJow TnunwllYL ") 

I 

tandalk. Newry. ADd Greenore 
, , • 1 .. ..... 8,813 ... 8.,78 ... 830 I. .. 7 - ." ' ! 

;rent Northern of Ireland ' . , , , - }. I (Including the .. Cutleblayu8J', XQdy RDd a .. , ....... 101,810 ...... 1~775 .. .... 87,'" ,71 ...., ... "2,329 
Armagh" to 80th June,1911 (b) , i 

--~.-.- .. ·1 I I 

(lochlding the" Atbeurra.nd Tuam En.en,loD to 
i ", .. ,I .,1107 1 

Claremorrla."" ClAremOttlBn.nd 81't'1netord," .. 001, 
looney and. Swluelo~" .. ae.dford and Kenmare," 5 a I 1.121 ""00. ... , ... 74,868 .... ... <l,70f 61.702 • 11 ..... 
"Killorgllnand Valentla,""8outhern," "Tralee and 
P'eDit"j nod the"FWlguard and Roulare Rail..,. I I 

I aIId Barboun Company'llineI in lrelaDd.") , 
-llV .. w .. tM~_~A_" .etwienllN . - . - . 

MtoweI _d :a.U,bnnloo (MODO-raU) - - U) • ... ... 173 I ... IlII 87 . - - .. , 
oGIldondeny anel Lough Swill, ~ - . }a • 

1 
(lnnlodlTlCl' the "Burtonport BxtenaJon," .. 5.'" ]O,i81 ..... ..... ..... m . " , .. " .. 

ClU'ndooagb DtenaIon." &lid .. Letterkennl. ") 
I 

(6)) Vell.ted. In Gr.t }lfortbern B.UWQ (lrelaDd) .. from lit JlIlll, ]gIL 
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tmd Rolling Stock, IRELAND, in 1911. 

';tCEPT WHERE OTHERWISE STATED. 

, 0 
S ::ROLLING STOCll' I § 
~ 

on 31lt December.lsll. 

] :a; I 
e: ;a 

Ii .. :5 " CA.ItBU,O_, WAGGONB, TB'O'OIi.9I &c. 
,~ • & ... E .!I oil RAIL MuTOR . f s ~ff !a~~ 'U I '" J.E! • ! '!! CARRIAGES, 8i 'l! a;:S<ll I ~~:; !-
,= E -" I ~. -a.E 

t; § 

I 
•• .;; .a~~ ~:! I n :! i~ NAME 01' COMPA..1I\Y. 

1 0\1 ~ " :1. .5 ~!:; = 1:0 

• Eo! b 
1 

.!I .s :::.,§ ~~! .. ~- . 

I 
• • .i.e "Oo! IS 01 d 

I r ii1:f!j !I<II~ 

;~ II !:= <II ,till,: I:l "'Z:z 

1( ~ • is .. ~ "S8.5"S! I ~~- .. .! "0 
.0 . ~ 

I 
• I -8 ~i ~S!~j,. 5!C 

Ei"C a 

HI 
... 1l ! • i] 

~ ~! .. !~ J I j fii' I!~~j:~ld "'.:i i Soli < t-a' ~! 3=-~ ~ ! J :II ~ '" ~ • ".0 0·0 
iW , '" .. c .. , 

I I 
I 

I 
I 

& £ £ £ £ N,. N •. 
I 

~·o. N •. Ito. 1;0. I lrio. A'o, , 

•• • ,iS2 

I 
..... I.'" l1J • .1 . 10 • 5. 7< BaUyc&Stle. , 

, 

I , BiJlltry BzlemiOil. 
! 

I I 
I .,660 . 12,708 111.07.

1 

17D,ot5 67,375 eo .. 8 I 158 !I 6" so ... BaUut and Count.,. DoWD • 
, 

I ! 
, 

I 
I • I ! 

City of Dtwlin JunDtitm. 

I 
I I ! Cltmdilty B~. 
I I 

[-
, 

I 11,100 •. m I Cork and Macroom Direct. 11'''"11 .. • - 15 , ! 106 • lS. 

I 
! I' l,ot8 5-7,i29 II 100,326 I .... or OS .. I - - .. '" ... , .. ... Cork, BandOb, ADd South Cout. 

1 

, 
; I I I 
I , 

867 (~) .. 
I 

l"lt';'O , !I,'" 6,,", " • i - - , . - .. ' . . !9 " Cork, Blackrock. and PuMp. 
I 

I I i 
I 

, , 
! I 

~''''I: 
, 

'00 ...... ',"9S 7' 1. 56 11 ! ... I 13 S7' { Coubty Donepl Ral,_ Solnt 

I l 
Committee. 

I I 
i 

I: I I 
: 

I 

I 
Dublin. and KillglfotnL , 

" I i i I 

1M,'" II 
I 

I i I ! 1,088 ! !Pt.Sl! : l!2,~, •• eo -: 
S!1 7! I 17 ' .... DubllD aDd South·B&ltern. 

I - IISS , , 
I 

25,ISO Ii ",.n I so,, J 
I 

I 

I I . ',m I • - - .. I 11 , .. I 7 ... Dundalk, NeWl7, and Greenore. 

I 
'i lDeftCICbll) I I. I I 

1.,TII7(d)' 718.... 1,,"0,170 I ....... .. , .. 7 sao (0) IlOO 

I 
.. ". l!SI .. ... Great Northern 01' Ireland. 

I 

I 
ijl~l.~! i 

" (-, ' .... 878,6G7 6!S,113 •• I , ... 8,20J Gru.t Southern and Watent oI.1relaDd.. ... 1 - 51 • ... I ' .... 
I: ; 

, 

I ! 

Ii 
I I ,Let_. 
I 

i IJatowel aad ltaIJJbuDIoa. 
I I 

• 
~:II 

1,011 ... .. • , - - - II - - .. I • .. 
I i 

, , 

I- I 
I 

1 LondoDdet17 and Lough Swll11. - I 
, 

t ...... 1, ... .. .. - - - "' I .. m I • lSI 
I ! I' I I 

(d) lDol"dlna: 9..STSlapdai upmdItUft' due to.tItba. (.) eo.t of Queenato~ Tend .... 
WlUt. a 1lDa1. elnatiQd rail. 

(f) The LfIto",1 and Ball)bunlon Lloe .. CObItnleted 

166b. • L 2 



84 RAILWAY RETl'RNS, 1911.-No. 3. WORKIXO EXPENDITURE. 

NAME OF COMPANY. 

----- ---------

!IdJand Great Wat.enl 01 Ireland • - • -) 
fincludwg the" Aehill El:teualoD," .. Balllwt. and 

Kl)Iala," .. Halllnrobe IUld ClaTemorrll," .. Galway f 
and eUfden," "l..ouJ:'hrea aud Att)'DlOD," aDd 
"Weltport and H&llanumy.") 

, Jol. ill. 

, s ... 98.812 

I 
~ hlla.ud (1rh.b Section.) 
Northern Coan\les :;ectiOD - I,. {s'" 20' l i o .8 

:ao: Hf""" tondondelTJ' and Stral:ane fiectloll • 

---1---
. - : 'i!68 

l' a ~ 

i "S 

Iii I 
.;. 
.~ 
00 .= =~ 

ti U 
" 

,. 
!w .. ~ 2; 
-So 

~~ J~ 4 

" --~--~~-

" " 
1!S,9ti, 82,249 

7.,,,, 

19o, Leltrim. and Northern Counties 

·utliern 
I 

, S .a .6,569 Ie-OIl 
, i i 

, .... 
·1 WorW bU 1M Great .soutMrn and WNlem. 

....... 

f:"',787 

S.'" 

---------

' ..... 

12,611 

1.008 

I 
" ..... 1-

, , 
.... 0 I-

I 
I 
I 

'"'I' 
TalIcme c"l,i Letu,-Unny · I WorMd bll 1M County Donegal RcsUUUlV.J(li,&t Gmnm'""

rslu and Felli! • Worked by tM Qrfat Southern ond Wurem, , 
1 

'aterford aurl Tramore -

I 
-I 

£ , • 

1 .... /, .• .,9 

i 

.. ' ..... .. ',I( 

• .. I ,. 
! 

'Gler/oro and Wuford LiM 

'atM'/ord., Dungama:n and LLmIort',andFtM'lW11l and 
LlIJl1Iore Linu. 

, S, 71 705 ', .. 6 B70 
797

1 ... '00· 6 •• i' _I" 

} WOI'bd by tM GMit Sculll~m aud IF'uum. Til. railUfly. II", port qf tlj~ J'WogtUJrd and lioa-Ia ... Raihtou, ", __ 

I f--1

1

--1- i-- ~~_I_I-: 
• l'OTAL • • • r 

..171 .... 7" 1 70
..... 210.608 ....... '87 ... ,: ''''.0'' i - '."'" 1 11

•
007 1'.'''' i •· ... I .. .c 

LIGHT RAIItWAYS AUTHORISED UNDEI 

Wnrll alld Tuam B%knIWn to Clal'l!'lMrri4 

1llini,cartbyand Ti,lUlk4gue J1U~IUm 

UliliruiJe Gild ClartmWl"f'il • 

'1 Wor.l:ed by t/u! &real SoutMm and Wuut"Q. 

· Su Ti,n.okague ond CourlfnocJteny B_ntion, .te. 

~88urook and Se'fIITY Tramway (Electric) 

l1Tic);J'ergua Barbour lunctloD • 

.van Anu Leittlm, y.t.d.-(Returntor tIlt' yea.rendlng 
SUt Uctober, EIll.) 

:.gher Valle, Ralh .. lLy-(Return tor the year ending 
Wtll3eptember, 1911.) 

rk and Muakerry • 

Inonghmo:re Brlenllou 

1'f1hr.a and .dJtymqn. -

tlull and Sklbberetw TmmWR)' slid LIlfht RaUway 
(Includlllg II Bklbberecn Exteuslon. ) 

uth CfGn, LimiUd 

iDolf'IU~lIe and Court.mLLcaherry Rxtenlion and 
tsallitL1acart.by and Timoleague Junctiun. 

tJee and Dingle. 

!!It Clare, t.lmlted-Return for the year ending 81lt 
)ctobel',IIllU, (lncludingt.he "South Clare," Limited 

TOTAL· 

) 

Wor.ted by tM Midland GmJt Wtltem o( IrdGnd. 

See below under Electric Rallwaya. 
, 

6 • 1 " '" • 
8 0 •• 2,1)19 .,188 1,116 ..... 
• 0 87 2,111 3,213 .... !,861 , 

I 1.7'" j • 0 18 2,~7 .i6 2,021 
I • 0 i • .72 ' 587 ,1< 

i 
... 

I 
WcwW by rAe Jiidland Great Wutt'Tn uJ ire/a"J. 

8 '0 I 15 I 1,1771 1,111 
I ·m. 7U 

il"or.bdby the Wul Clare, Limited. 

5 8 • 776 ."" '06 .26 

S 0 87 .,811 8,712 ... !. .. ~ 

s 0 58 a) 6,816 (.) ..... (e) 1,766 .,975 

-I-
- ... ...... ...... , 6,3&£0 I 13,058 

I I I I 

I 

, , 
I I J 

I 
I I , 

I I 1 , .. " . . -i' • I • .. , 1221 - · , 
'i" 21 I 

• .1. , .. · - I. .. 
I , 

i , 
. 

"" 9. , • i • , 
I I 

161 OJ . . ' . . 
I 
I 

306 27 i • . 18 . I 
I 
I I ... 8 - · I' " . I 

I ! I 

617 ",- - 1 • 

.: I 
72 ! 4 .. 11 

I , 
2,321 leU:.. : 181 " " " I , I 

-~~:T-:-I~I 
---- -nl "7. - '0' • I : 

LIGHT RAILWAY WORKED 
fi'brook .lJd Newl'J' Tramwa, SOl .~ 35'\ "'1 169 i "'1 410 ; "71~_-1_' _'1_' _.,_. '1 _"1:_. ------ -----

To tal Ligbt Rail"a,a-]reland - I 03' 20,711 I ~067 6,50< 16,2010 I 8,3f8 i nos! - .7 i .. 7 - 178
1 

., , 

I I I· -----_._-_._---- ' ---j--r-
670,486 1 66S.704 1 14S. 7aJ jl8t,807; - I 1,871 I U,IDf Grand Total-Ireland . - iCd)8,«l2 81e-liU !18,.l1! 11,D78 P,l&1 114"'1 -

~ lines aqt.bori8ed under t.beee Acta (such .. t.he D Ibllo and Blenlnat4n Tram •• y) tuo entJr.IJ, 01' .Imott 8btlrel), aJOtJI' public ro&da. Putkul.,. of the eapf~,. 
&ic., of ncb linea will be tonnd to tbe Bet.1U'D 01 "Street. aDd B.oa4 Tr.mw.,. ad Ugb, RaU •• 1L" A. .abUd..,. .. or liIrb' ran ... ,. _bleb are ,,-,«( 10 otbar c.~ 
panles Is given in Appendi.l: e:. (p, 97). 

(4) lncl"tlin; -&Sfl. fot I'8layiog roa.d, 1,010&1. for lIew fastenings. !mi. for Dew tilee-perw.. !5Ol. for alterations at Lahincb 8&aUoD, and 1%71. tor Itrike uf mlJameu. 
(b) Including .lU. tnlo;alment. em new eD«ine. ee) Inclndlo,307l. upeudlC.ure OD new.SCJODL 

(d} "rbe followiog .... t.ement. lbow. the I.eogth of Line .. eaeb Gauge opea In Ireland In lobe ,tAt 19U :-

I 
"c.. lB. J't.. 1D.. 

Oaage- lI-O 58 
o • I .• .11_ lilies. 

Leaetbt • 6"..5 2,I:ICS8 

..owel and BallybualOft BaUwAY, nine mile. In lengtb, eoastrae1ied wttb. IIncle elnated -



:NET RECEIPTS, AND. ROLLING STOCK.-IRELAND--coutinu.ed. 85 

• £ 

'l,2l~ I • 

.1 

£ 

• I 88i,3lt1 
, 

30,627 I 288,168 .ali,s76 

I 
8,931 8,4181 

r(Wtuu~ Colnl)4ny', V"derraking,. I 
. I ! I 

,~r:.~ i '.T4o.~, I ~.~~ I 

!46,6S8 61 

184,212 I os 

No. No. No. I 

129 ..... 

I 
,. ...1.., I ,.. 2.'" " , 2.'" 

(The Locomotive power IUld RolliUK' Stock lor tho Londonderry and 
Strabane SectJon are IUpplled by the County Donegal Railways Joint 
Comm.lt.tee). 

NAHB 01' COMPANY. 

,-----

MfdllWd Great WOI&erD of .lrewm . 

lfldland(Irilb SecUou). 

, . ".. 10 ,. 
I 

18 199 ~1 I Sligo, Leitrim. aud Northern CoaDUea . , 

I 
! I 

47 4. .1. 20 1 1 9 232 

i I! i! { 
.1 I : I: ,· ... ···'·1-; ~ --,-.-:----~I~:::-T~~l~ 

I $uut/tem.. , 
StMbG,.. and Ldtnt.ruili. 

Tmlu and Fenit. 

Waterford and 'l'ramol'e. 

Wst«fl1rd ond W(!~,,1"d L'ru. 

Waur!lIrd,DungarOOlRCJnti' L~sncf 
Jo'UJlwy and Linn",.. Li/l.u. 

, 

HE TRAMWAYS (IRELAND) ACTS, 1860 to 1883, &0." 

! 
, 

" , 

. i· Hn" 008 17 D. 0: • 

2321 , 12,271 ! 13,406 1,lS. ~, D I' 

8,'" II 
I 

, . P,!lk.I "" " 
, i . .' . 

! 
',,,", II 

, 
, 

!U: 10,892 8,3011 I · , ,. 0 

·1 
,I I 1,5M ". .1. 1,708 ' 

Deftcleuoy. 

).1 : 
IS i a.MDl ' s,.SSl .\0 • , 

" 

Dellocleo(l)'. 
1 

, 
· : ",I '2,'111 l,-;S' ... , i· .: . 

1 

, 
DeBdeuc)'. 

• I • 12, . .,.. ... .. !,\l81 , 
r,1) i 22,908 ~ 

Deftc1ehcy. I· , 

~3t8 ... .. 11 . I' ., --.--_._---., 
I 1(1 i """ . :-2,!::!2 ilI,81S l,tJDl .. •• 
I 

3Y ELECTRICAL POWER. 

\' 
. '1 ),'17 11 1,5n1 I !!3Q. . \. '1' Dul!.deucl. 

HI __ :..! '"Ol9 I Tt8!l1: ~61 + .. -,~ 1-------, 
~ s~1 II IO,TI'4 !i8t'J' I 3,811,&17 ,,6Il,!:!; !t.GW,810 

, 
I 

• 
, 

" " 
18 , 
20 , 
• 
, 6 

20 

'" 
I.' 
•• 
12 

.. 
20 

,. 
1'1 10 : 149 

100 .. 

• 

• 

,. 

16; 

'" ., 
" 
01 

.. 
OS 

'" 

.dthl!'nry and J'ucJ", B:tun.fton In 
Cl6M'lwnU. 

Batuflflcal'thl/ and 7"imolCGfIlf June-
Uon. 

BcUJinl"(lb. ond ClGnmr.01'riI. 

Beubrook and. Newr'J" Tramway 
(Electric). 

CArTieldergtll Barbour Junction. 

Ca"Y8Il. and Leitrim, Ltd.. 

Clogb-er Valle)" RAilway. 

Cork and )IUlkerry. 

Donougbmore E.r.t.enllon. 

LOlIghffll ond 4"1/011)11. 

Sc11U1I and Sklbbereen Tram • ., and 
Liltht Rallwa,.. 

SeJlllh Cion, Limited. 

Timoleague And C01U'tmaeabeZl EItea • 
Blon and Balllnilcart.bl an Timo-
league JIlDctlon. 

l'ralt:O and Dhqle. 

Welt. ClAre, Limited. 

767 ToTAL • 

----'-----

1 
1 • 17 I: ./ .. i Belsbrook and NewQ' Tram .. .,. 

I 

\0' •• 6.'" " I "" I Total J.Jght RaUw.,..-lrelaod. , , --- -'-1--: 
~ .... I.'" 11.!l!:1 1,019 ;26,S8t 

I 
j Grand Total-Ireland. 
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RAILWAY RETURNS.-191l. 

APPENDICES. 

A.-Season and Periodical Tickets-Numbers and Receipts for each class. 

R-Length of Line, with number of l\Iiles of Single, Double, Treble, and Quadruple, 
or more Lines of Rail. 

C.-Expenditure of certain Companies on Wages and Materials in the \,ermanent Way, 
Locomotive, Repair and Renewal of Carriages and Waggous, and Traffic Departments. 

(Compiled from the Statutory Half-yearly Account •. ) 

D.-Electrical Working of Railways in 1911. 

E.-Railways authorised under the Light Railways (Ireland) Act, 1889, the Railways 
(Ireland) Act, 1890, the Transfer of Railways (Ireland) Act, 1890, the Light Railways 
(Ireland) Act, 1893, and the Railways (Ireland) Act, 1896. 

F.-New Companies incorporated during the year. 

G.-Amalgamations, Abandonments, etc., during the year. 



RAILWAY RETl'RNS.-1911. 

APPENDIX A.--SEASON TICKETS. 

EQUIVALENT NUMBER OF A1I~lJAL TICKETS ISSUED AND RECEIPTS THEREFRO~r IS 1911. 

NoTE.-The Returns for worked. or leaaed lines are included in tho.e of the working CompanieA. 

NAME OF COMPANY. 

EQt:'IVALEl'fT NUMBBR 0 .. A~Nl~AL TICKETS. 

First 
Cia,.. 

Second 
ClaM. 

IThirdCIaos' 

I 
(including II 

Work-
men's I 

I \Veekly 
I Tick.ta). , 

TOTAL 
Fint 
Claa. 

Seoond 
CI ..... 

ENGLAND AND WALES. 

I £ 
Alexandr& (Newport and Sonth \Vale iol ) I'}NO Se&HOD Ticket" issued. 

Dock" and .kailway - - - -

Barry· .. - . - -,' 
(fneluding Jea8f'li and worked lines, tor 

namA" of wbich see p. 4b.) ! 
Bideford, \Vestward Ho ! and Appledore 

64 211 1,082 

34 
1.~: I 

Bishop's C~tle - . . . 1 1 
Blackpool and Fleetwood Tramroad -, See below, under Ha.ilwr.y. worked by Electrical Power. 
Bra.rlford Corporation (Nidtl Va.lIey I} 

Light) - • - • • • • - - - - -
Brecon and Merth)"r Tydfil Junction - 9 12 13ll 159 63 
Burry Port and Gwendreatb Valley 435 43li 

CaRlbrian 
(lncludinl( le~ed and worked lin8!t. for 

ha.m" of which IJee p. 48.) 
Clrditf • 
Ct!-ntral London 
Cheshire Lines Committee 

(laclndio8' leDlled nnd worked IIn~, for 
names of which lIee p. 48.) 

City and Sonth London· - -
eleator a.nd "~ol'kiDgton Junction 
CJeobury Mortimer and Ditton Priors 

Light .--. __ 
Cockermoutb, Ke~wick, and Penrith 
Colne Valley snd H"Ii4tead 
Corringham Light . 
Corris 

Dover and Deal Committee -

Ea. .. ingwohl. - . -
East London Joint C'omlnittee 

Featiniog 
Furneas . 

Glyn Va.lley Tl'amway 
Great Central -

5S , 3M" 549 645 65S 

• 4) - 60 64 24 
, Se~ below under Hailway. worked by Electrical Power. 

5,2051 - I 14,523/ 19,7l!l1 I 25,064 

See below under Railways worked by Electrical Power. 
8 I -- I 134 I 142 19 

No Season TickeUi iRSUefl 
36 35 ' 205 , 2i6 236 
11 I 62 73 39 
5 ~I n M 

14 

7 
225 

3,985 

49 

203 

9' 9 

, 
31 I 

180 , 

176 
1,501 

1 
27,230 ! 

63 

31 
49J 

182 
1,746 

1 
31,215 

1()!j 

191 

15 
1,8118 

29,9DO (Including l-ea"etl and worked linea, etc., for 
name~ of which He p. 50.) 

Great Central a.nd North StatlOrd.!lhire } 
Committee· 

Great EflisteMl 
82 

7,974 
256

1 
338 166 

(Including leued and worked linN, tor 
Dllmes of which lee r. 50.) 

Great Northern 
tlDcluding leued aod worked lines, tor 

names of which see p. SO.) 
Great Northern and City 
Great Western 

(lDcluding leased and worked Ub!!., tor 
nama of whicb see p. 50.) 

Hlln and Bam,ley 
(lDcludlng Jeued and worked 11DeH. fur 

Dame! of which see p. 52.) 

hIe of Wight· 

36.527 14,614 ' 59,115 IOB,514 
I 

7,052 • 9,498; 35.3MB i 51,939 67,045 

See below under Railways 'Work~d by Electrical Power. 
6,903 I 930 38,619 i 46,502 107,121 

44 

31 I 
I 

46 

129 

153 

I 

173 319 

189 

£ 

(iM 

68 

1 
18(1 i 

i 
I 

395 : 

869 

232,4';3 

46,0.11 

2.1I~ 

2-17 I 

--------. 

IThird Cluo: 
, (including I 
~ \\r ork. 
i men'. I 
, Weekly' 
I Ticketo). i 

£ 

3,lD6 : 

ni 
21 

47~1 1 

1,5.1)7 ; 
I 

643 

7:10 
161 I 
~3 
3lI 

33 
374 

1 
86,26U 

3W 

91, ISH 

15S,400 

191,5;3 

631 

TOTAL. 

£ 

4,124 

93 
¥ 

249 

70,6.15 

1,096 
2<)() 
316 

33 

/lOS 

33 
1,4.14 

I 
116,2:itJ 

675 

4.12,173 

2fi9,a!la 

aoo,M!:! 



, . . .•... 

r~le of Wight Central;' • • -
(lDaludlng leued and -worted 1I0al, tor 

UUlOI of which see p. 61.) 

Kent and East Su .... Light - · 
KAott End . • . - : 

'" 

~ouhire a.nd Yorkahire - • 
(loollldJllI' l.w..ed &Dll worked lin .. , for 

Mll.WAY RETuRNs.-1911. 

, 
Firat 
Cluo. 

32 . 

10 

2 

12,147 

SeOO1ld 
C'-

261 

~ 

-

4,063 

l'r.hirdCluo 
(inclu.ding 

Work
men', 

W .. kly 
Tiaketl). 

·36 

-
18 

'1,080 

.. 

328 

10 

20 

67,290 

Firot 
'. Clus. 

£ 

254 

15 

8 

157,630' 

f 

BIIOBIP'I'S. 

Seoond 
Clas •• 

£ 

890 

-... 
31,757 

ThirdCl~ (including 
WorI<· 
meo'. 

Weekly 
Ticken). 

£ 

\ 
195 

-
" 

205,699 

~ • namaa ot "Wob lee 'P. 6J.) 
I,AvofllOOlOverhead • • • See below under Railwaya worked by E1ectrica.! Po"er. 

London and North·'Vetitern - - -
(lDoludlng leued and worked Una •• for 

lI&tDea of wblcb,.68 p. 62.) 
London and South-Weatem . - -

(lncludlol Icul,,1 and worked lln8l, for 
names of wblcb de p. 62.) 

'Waterloo &ud City - - . 
London, Brighton, and South Coast -

(IDCluding leased !l.ml worked l1neI, tor 

~,139 7,236 49,~2 6~,647 194,91G 

',718 7,868 10,683 24,269 108,771 

Sse below,under Railwa.ys worked by Electrica.l Power. 
8,315'1 13,531 1 12,9'121 84,818 1 126,236 

. 

46,370 283,339 

\ '81,308 101,007 

121,364 80,981 

namOlt of wblcb 188 p. 62.) 
IAtndon Eleot.rio .. - • 
,London, Tilbury, and Southend • 
1.1Dt~D and Barll8ta.pla • ~ • 

• See bolow under Raihvaya worked by Electrical Po'ver. 
1,199 - : 10,469 l1,6ti8 21,291 89,330 

83 

lMa.och.ter. Sou.th JUDotWD, 
Altrincha.m • 

Naryport and C&rlisle ~ ~ 
Meney ~ .' •• ~ 

lMethley Joint· . ~ 
iMetropolitan . . . . • . 

(lDchldln« leAnd. fond worked linN, eto., 
for 0""n61 of whicb lee j). 6&.) 

!Metropolitan Bond Greo.t {Jentral Joint} 
, Committee • • ~ . 
~ettopolitaJl Dilbrict " ;. ~ • 

(ln01udiDC leaaetl (Lnd worked Un., for 
· - DIUII_ of whicb 1M Po N.) 
lMetf'Opolita.D. a.nd Metropolitan DiRtrict} 
: cu., Lines a.nd ExtenlioOI • 
lMidlaud . • . • • • 
, (Iucludlna tlQ.led aml worked UDM, for 

DUD_ 01 wbicb 1M p. 6'.) 
Midland and Great NUfthem Uailwa.ys\ 
I Joint Committee . - • .. J 
Midland and Soutb· Western Junction 

- -'·7 7'''':' 

1,648 784 5,002 7,484 11,886 

64 oS, 476 G8G 447 
Su below' ander Railway. worked by Electrical Power. , 

.~ 

,,822 
283 

23,6~l 

2,933 

16t 141 - I 761 901 2!I'-1 Se, below under Rai way. worked by Electrical Power. 

Included L the Rotlns of the .J MetroPOIiJ .. and" Gr";'t Centr&I' Companies. 
S"" below uoder lIailwayo worked by Electrical Power. 

I I I . I 
Se, below under Railway. worked by Electrica.l Power. 

9,856 - .",4()() 51,266 117,987 

·91 

13 
'523 

133 
704 
129 

217,022 

2,180 

696 
(lbcludlll8 laaeed Ind worked Un.., fot 

narn .. 01 whillb HIt p. N.) 
'Mid Suff.lk Light· • • .. No Season Tiokets isane(l. 

'Neath and Breoon • • • • 
North and SOllth·WesternJunation • 
Nort.h·Eutem . . • • • 

(lacludiDI l ... ed and worked. Un., for 
uamea 01 which lee p. 6&.) 

,North London . .... 
:North Statford.hire ,. - • • 

(locludl. ItIlLhd and worked lID", for 
· nam .. 01 which 1M p. l\U.) 
'North Sunderland Light 
North Wal .. Narrow Gauge 

tOldham, Aohton.under.Lyue,aDdGulde} 
Bridge Junction • .. • 

lPlymoutb, De'l'Onport, and Soutb} 
Weatern Junction (Bere Alaton 

· and Ca\atock Light)" • • 

IRbJUlllOJ • 

10 
2 

4,299 

3,766 
602' 

1 
II. 

6,059 
I,G7G 

12 

103 

167 

966 
36 

26,866 

12,881 
3,847 

I 

762 

3 

22,706 
e,024 

12 
I 

3 

1,665 

50 
I 

83,m 

11,748 
3,86<1 

270 

i' 

• 
14,37S 
8,522 

78 

5.583 
35 

It:;,326 

23,9~6 
1~,901 

11 

7.741 I 

88 

I.. 

1,339 

1.5 

U 

~1.146' 

. Uo,lI'.!i· 
~. 33 

:",351 
a,Ote 

U2 

336,oot 

41 , 
1,763 

11 

11,100 

· " The CompMY'. liD .. n:oept ~be Bore Alston and 0610_ L\g~t Railway, I! lea .. d 16. ni w~,kod by, tho L>ndoa and SotKla ,'W_n Railway Compt.ny,. __ 

J~b/ !! 

) 
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------------------~--------------------~~--------------------

Sbropehire and Montgomery.hire Light 
Somerset and Dorset - • • -

(JocJudlng leased a.nd W'orkPd Un .. , for 
nam~ of wblcb lee p. 68.) 

South· Eastern and Chatham Railway} 
Com:r.anie& Managing Committee 

(lnc1u. ing Jeued and worked lIneB. for 
namea 01 whlcb lee P 66.) 

Bnatbwold • . • • • • 
South Y orks,hire Joint Line Committee 
Stratford.upon-Avon and Midland Jet. 
Swansea. Improvemente and Tramways· 

. (lucludlng leued and worked Unea, lor 
namel of whleh lee p. 68.) 

Ta.tr Vale • • , - • • 
(lDcluding ltaaed and worked liDea, 10r 

namea of wblch aee p. 58.) 
Talyllyn . • • • • 
Vale of Rbeidol Light. - • 
Weeton, Clevedon aDd Portishead .. 
Wbitechapel and Bow • • 
Wirra!· . • . • • 

RAILWAYS WORKED BY ELEC'l'BICAL 
POWER: 

Blaokpool and Fleetwood Tramroad -
Central London .. .. .. -

• City and South 'London .. -
Great Northern and City .. .. 
Liverpool Overhead .. .. .. 
London and South Western (Waterloo} 

and City J..ine)- • • • 
London Electric.. .. .. .. .. 
Mersey. • • • • • • 
Metropolitan .. - - .. .. .. 

(inCluding leased aud worked hnea, etc., 
for names of which see p. 5'.) 

Metropolitan Diatrict - .. .. .. 
(including leased and worked linea. for 

names of which lee p.M.) 
Metropolitan and Metropolitan District} 

City Lines and ExteU8ions .. .. 

Pint 
Clau. 

Second 
c ..... 

Tbird"' ... 
(including 

Work
men'. 

W .. kly 
Tick.ta). 

Firat " ...... Second 
CI .... 

ElfOLA.lID AlfD W n = contif"'UJti. 

I 1 
No Season Ticket. weued. 

70 - 449 

10,184 24,468 4,884 

4 
11 

559 

530 

215 

903 

No Sea.aoB Tickets issued. 
No SeaSOD Tickets isaued. 

6 
13 
52 

266 

5,313 

519 

39,536 

6 
17 
83 

1,000 

6,746 

£ 

630 

151,444 

9 
3.>; 

2,,107 

2,790 

WI - 1 - W ~ 
Su below under Railways worked by Electrical Power. 

1,136 - 1,968 3,103 5,8:13 

- - 457 457 -- - 1,912 1,912 -- - 2,810 2,810 -- - 4,355 4,355 -
273 - 1,691 1,964 1,!O3 

- - 2,027 2,027 -
- - 3,058 3,058 -
1,802 - 3,157 5,049 8,179 
7,294- 3,0n 29,5~ 39,858 34,673 

1,437 4 16,707 18,148 10,682 

8 - 29 37 1,014 

142 -

£ 

216,486 

737 

4,453 

-----
-
-
-
4,880 

5 

-
-

TbirdCI ... 
(includilla 

Work
men'. 

W .. kly 
Tiokota). 

£ 

1,746 

13 
37 

laO 
],421 

22,262 

6,033 

2,9<10 
3,208 

10,480 
17,480 
5,_ 

5,749 

11,612 
H,2-l1 

73,067 

77,893 

5,618 

£ 

2,31& 

409,991 

18 
48 

171 
4,26& 

29,00& 

23 

11,11/18 

2,906 
3,2<JI 

IO,4HO 
17.41lO 
8,:111 

5,74f 

11,612 
16,4(J() 
1I2,~ 

88,580 

6,d 
WhitecbapeL and Bow.. .. .. .. 

I-----~----·~~-I---~~-----I-----I-~~!--
4,945 5,087 277 6,236 6,513 -

TOTAL ENGLAND AND WALES 

Bankfoot Light 
Caledonian . .. 

(Including leaaed and worked Jines-, tor 
names of wbleb see~. 60.) 

Campbelt-owD a.nd Machrihanish Light 

Dornoch Light 

Glaegowand South-Western • -
(li1elnding leu.aed and worked llne., for 

Dt\.D1e8 of whlcb see p. 60.) 
-
-

Glug<l'w District Subway 
Great Nortb of Sootl&nd 

Highland · 
North BritiAb · 

(htcludiDg leased Mld worked line., for 
names of which lee p. ea.) 

Portl'-"trick and Wigtownshire Joint 1 
l'ommittee· • • . -I 

Wick .... d Lybeter Light · 

TOTAL ScoTLAFD • · 

11!,809 117,980 438,034 

1 - 37 
~,784 - .-

48,.72 

29 - -
3 ~ 17 

1,839 - 6,340 

No Sea.80D Tickets issued. 
636 - 2,826 

110 - 836 

8J43i - 18,31U 

37 - 135 

I - 18 

22,877 - 77,!!It 

667,6~ 1,402,303 821,708 2,144,697 4,368,7(Jfj 

SCOTLAND. 

1£ £ £ I £ 

38 I - 20
1 

21 
80,466 64,120 - 148.207 I 212,327 

I 

29 67 - - i r. 
20 2 - 171 111 

8,179 26,283 - 43,980 i 69,.' , 
i 

3,462 6,094 - 14,921 21.0).; 

945 2,033 I ',49~ - I 
6,46.~ I , 

28,831 73,258 -

I 
81.273

1 
164,831 

I 
li2 261 1 -

I 
623 1 86t 

oo! 19 21 - 11 
I I 

171,121 f 'I 
, 
I 

46:i,tli' 100,151 .... 294,57S I 
.. 



N AM» or CoMPANT. 

BallYC8lltle. • • · · · Belfut ... d County Down · · · 
Co rk and Maoroom Direct · · · Cork, Ba.udon, and South Coaet.. .. 

(lbcludln, leued a.nd worked 110M, for 
nam. of which aeeIf.' oz.) 

ork, Blackrock, and aasage .• 
unlil, Donegal Joint Committee 

C 
Co 

(lDc udlnl loaled and work04 ~ 
DIW1e1 of wbleb eee p. 61). 

D uhlin and South _tem · · 

· 
lor 

· 
(locludlng loaaed and worked linN, for 

Damel of wblob Me 6 61.) 
Du 

G 

udalk, Newry I and reenore.. .. 

reat Northern of Ireland • · · 
(lncludln, IMled and worked lin ... for 

Dames of wblcb ee~. 62.) 
G rea.t Southern aDd estern of Ireland 

(Illcluding leued and worked 110-, fol' 
baDlU of wblob HII ... 81.) 

L 
L.o 

tHrowe! a.nd Bal1{buniou .. • .. 
ndonderry and ough Swilly. .. 
(lao1udlog lllaaed aDd worked Uon. for 

Damo' of wblob He p. 01.) 

idl&nd Great W .. tem of Ireland · 
(Including leaaed and worked 110l1li, for 

namn of wblch let p. oz.) 
Midland (Iriah Seotiona) · · -

ligol Leitrim and Northern Countiea .. 8 

W aterford a.nd Tramore , 

TOTAL . · 
LIGHT RAILWAYS. 

B eubrook and Newry Tramway 

Co 

Co 

van and Leitrim. Limited .. 
C1lher Valleik Railway · 
'r and Mua err'! • · 

OonouShmore ExtenllioD · 

· · 

· · 

· · 
· · · · · · 

· · 
, , 

ohull and Skibbe""", TramW&y and} 
Lighl Railway· • • • 

s 

T Imol.a!!lI. and Courtm ... herrr} 
"~xten8ion, and Ba.l1iniao&rthy ana 
Timol:fjle J WlCtiOD .. .. -
r&l .. t.1l Dingle· • • • • 

eat CI..... Limited (including the} 

T 

W 
South Clare, Limited) • • 

L IOHT RAILWAY WORKRD BY ELse .. 
TRlOAL POWKR. 

B oubrook and Newry T ... mw&)' · · 
TOTAL IRELAND · · 

TOTAL UNITBD KINGDOM · · . 
lea. 

RAILWAYRETURN8.-1911. 91 

EqUIVA.LBN'l' NulrUB (w AliJl'l7AL TJCltB'l'8. RECUPT8. , 
-

ThirdClasa ThirdClasa 
(including (including 

First Second Work. 
TOTAL. 

Firot Second Work. Tor .... 01 .... Clay. men'. Clau. Clau. men'. 
Weekly W .. kly 

Tickets). Tiokete). 

IRELAND. 

£ £ £ £ - 3 26 29 I 20 80 101 
607 2,288 - 2.896 5.491 15,021 - 20,012 

1 11 60 72 8 69 2112 359 
47 - 135 182 630 - 1,184 1,71' 

198 - 381 679 1,004 - 1,260 2,2M 
- 7 19 26 - 24 69 '93 

411 957 375 1,743 4,746 6,800 2,374 13.920 

1 1 18 20 2 6 71 79 

333 1.371 6B3 2,387 3.336 10,346 4,824 18,618 

1M Si9 1M 1.157 1,966 4,989 5,482 12,437 

1 - 3 , 11 - 29 40 
36 34 107 177 144 166 356 6~ 

47 223 '0 340 885 2,278 676 3,831 
• 

188 \l68 985 1,'39 21092 2,<117 7,3Ir1 1~.07' 

7 16 42 66 26 39 66 150 

64 - 29 93 499 - 189 888 

2,0IJS 5,7l!il 3,387 11,208 20,741 42,374 24.338 87,453 

Su below under Railway. worked by Electrica.l Power. 

6 - Z/ 3.' 32 - 74 lot 
4 - 1 5 25 - I 2& 

12 - 57 88 60 - 22:1 281 

- - 9 9 - - IG I. 

- - 9 9 - - II 111 

No S .... on Tiek.ta Uoued. , - 30 34 21 - 42 63 

7 - 15 22 78 - 69 147 

- 10 - 10 - 15 - 1& 

!l,128 6,738 8,535 11,399 20,957 42,389 24,794 88,140 

136,614 123,716 518,243, 779,173 11594,381 804,097 2,464,064 4,922,842 

M 2 
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APPENDIX B.-LENGTH OF LINE IN 1909, 1910, A.'iD 1911. 

J",ngtb of Lins (Geographical) open on 310' Deoember •. 1909.,191~ lila 1911! givinlf,~e numhor of mil .. 01 
, Single, Double, Treble, and Quadruple, or more Lin .. of Ra,ls (excluan's of s,dlngs) as retun,cd by 

the several COmpsni .... orking Railways in the United Kingdom. . 

LENGTH OF LID WOB.K.BD BY BACH COllPAKY. 

BAMB OF CO)IPAlfY 
0 ... 0:. 8l.t D~an. 1908,' UP'D OW Sl~ DK'D .... uno. 0 .... ow 11" D.,.. ..... l,n. 

~~lj~IUI!~!1 ~ i~lj!IU u!I ~ -i!IUIU~!~1 i 
•• GLAND AND WA ..... Mila. Jlila. Miler. Kim. II~ Jlilu. MUu. IIu., ".IMo. "Uu. vuu. "u.. ", ... 1 ....... """-

• ALlIXAItDIl& (NEWPORT 41'fI) SO'D~H ltALE8)} 
DocKs AND R4JLWAY· • -. -

AVOKJlOUTB LlOHT • • • • • • 1 - - - 1 1 - - -
BA.kU STaUT .... » W 41"Z1lLOO • • ~ 8u beloW' under lCaIlwa,. worked by Electrlcall'owerd ·1:::~RD:W~TW~RDB:OIUD·APPi.BD~U: :, ,!.', ~ 1_61 ";1 11 !.'I-'I-' 
IlllQloP'a CASTLB. • • • • • • 10 - - - 10 10 - - -

g~.:t~4~fff£~~1~: jbdl~UDIRUlrYlrl~l &'~:rw.~ 
CUNOCK CRUS AJlD WOLvBRHaKPrOK 6 - - - 6 6 - - -
OAllDIPP • - _. 1 ~ - - 6 1 ,- -
CKlrrR.AL LoROOR· - Bu loW' under 1h'8,. worked by Elect.neal PoW'er. 

• o .. , 
eo , 
'0 

6 ., .. .,. 
6 • 

CHAB.[RO CR088, BUSTOR AI'ID lIAJlPSTBAD _ Su below un!ler llaUwa)'lworked by Electrical Power. 
CBBBBIRB LINa COMMI,","" _ 181 116 I • I 81 If\! I 18 I lUi 1 8 I 8.1 142 
CIT'!' AND SOUTH LoNDOl'I _ au below under ltaOwa,. worked by Blertrlcal Power. 
CLUTOIl AJIID WORIUIlfGTOR JlJI'CftOl'l 18 12 _ - 80 18 It: - -
&LBOBURYMORTnnrJt., ... JfDDrrroxPRIOUL1G1BT :J:t: - _,. - 12 12 ...:.-' - -
(';QCURlilOUTH, KI8W1CK AND PBNIUTB n 9 1 - 81 21 9 1-
COLl'lB VALLEY AND BAIBl'BAD - 19 - - - 19 19 - - -
COIUlIIGB.4Jl LloB'l' _. - 8 - - - , • 8 - - -
CoR8lB - -- 11--- 1111---
n.ABNB V ... LLO"· - -. 18 • _ - t:2 17 6 - -»ova. A.ND DIIAL COJl101"tXlI _. - 9 _ - 9 - 9 - -
DOWLAIB· • - - 2 - - 2 - 2 - -
B.un.GWOLD-'- ." 2--- 2 !---
B.t..8T AlfD WB8'I' YORKSllJRB UIfIO. • 6 - - g • I - -
BAST Lo.DOlil JOJlII'l' COlUll'lTBJI • 1 6 - - ,_,; 7 1 0 - -
BIIKD.u.B • •• - S~~ Ba'Ven~1u1 and 2M. _e. 'i - - -
Jl'B8'1'INIOG - - - 12 2 - - If 12 2 - -
lI'OROJrr'r -- - A- __ 65---
J'UlUfJ189 - - - f8 8B 211M 68 88 2 1 
OLTlf VALLO' TIlA.:w.u _. _I 9 - _ - \ 9 9 - - -
GIIJIAT CENTB.U - • • 101 679 16 85 180 110 680 18 18 
G~lIC:::::~ .Ir.~D ~OR~H 8: ... n~RD8~IR.l _ 11 _ _ 11 _ Jl _ _ 

JrlIDLA.D CollKI'l"'l'BB • - - - - - - - -

so .. a, ,. 
a 

II .. • • • • , , 
" • 
'" • , .. 
If 

• GaJu.T CU'l'lt.f.L, HULL AIm B.UUfsu:r. "'lfD}. .,. 

g::!~ :~I~.: : - -' : . -: 1: = J :, t.~ ~: :: 8; : 1.= 
GB.BAT NORTHERII .AIID Cln - _ • &f. beloW'under RatlwaJl 'Worked by Elect eal Power. 
GBBor NORTHIRI'I. PICCAlIJLJol' AO BROJlPfOK 8M below anderBaUW61. worked. bf KleotI'loal Power. 
8BllA.'1' W1l8TUK -. • 1,868 1,425 61 116 2,960 1,876 1,"2 M 111 1,.008 
GWODRAIi:'I'II VALL'Q'S • -. . 8 _ _ _ B B - - - 8 
BVLL AJi'D' BAlRKSUr • _j 15 6B 4 1,88 18 '71 8 1" 91 
)8LIIO.WJQHT ••••••• 18 1 _ - 'If 18 :1 - - 16 
)SLlI O. WIGHT Cl.lI"I'llJ.J. -. G _ _ _ .1 n .... - - '1 
KUT AND BA.8l' SUSlEJI: LIGHt'·· • 16 - _ _ 16 16 _ - ~ 18 

Ba4J)Ooalil B:l.HB810K • - 8 - _ - 8 8 - - - 8 
KlfOTr EIID - - _. • 11 - _ _ U 11 _ - _ 11 
LAKOA.SIIJ" AXD YoaDBm.· ...0 640 2t 8B 686 89 «4 22 Sf 6811 

=~L ",ORVDO::::DD MAW.: • • • s:; bellOW un

l 
do< lIalJ, wa". ~O:kled:r 1~""'lcal Power I '" " 

LoJfDOK 4I'ID NORTH Wlm'Dlf '. "24 I,m I. 2M 1,066 .26 1;2 s. ft, 1,N6 
1.o.00Jlf ... IID SoUTH WESTJlBft'· " 8U 686 6 liO lIM B06 6ij1 6 60 86t 

W.tnLOO A.D CJD • - • - _ &~ below under &II""'JI worked by Electrical Pow .... 
LolfDOl'f, BRIGHTOK ... IID BoUTH COAST - _, .. , 808_ , _'2

l
_", '_"I ,_ .. , 100_, _'" _ .. , ._ ... Lo_DOR CoRPORATIOlf (FORDGX CATTL. ) 

M..A.B.XXT, DEPTB'OJU), R.uLw.r (4» • 

~a:~~~"futt:LiAY: : s~ Ib.~: I~: I ~;al'· ~orlkedfl ~:I"~:I ~71 
JrhlfOIrB8Tlla,80vTH JUKcrIO ..... DAL'l'IlI.CUAIi 1 5 _ .. 10 1 6 - • 
lI.lB.YPOltT AND c ... JLLISLB 1-4. 28 1 - 48 16 28 1-

711 
10 .. 
'0 • a 

~Bf JOin eoionm: '" &e beloW" and", Jla11waJl wor eel by Electrtc:a.l Power. 
MB'l'BOPOLITU' •••••• - I 6 I - I - I 6, - I 6 I - I - I 6 
M.BTRoPOLI'l'AIf DIB'rBJCT ". } 
IUn'RoPOLITAIf AlfD MnaoPOLJI'AB' -.DDTU. CO}" S~. below ander BaOwsll worked by Eleet.rlcal power. 

CJn IomU .uD hDlfIIOIS· 
llmLAJlD • - - - - • 8'1' g(I6 18 125 1,627 886 801 10 _ l,ul 
lIlJD~ID _ GI~'I ~OB~~ .lO~x!?*_} 115 77 1 1 IN 116 17 1 1 101 
MJDL.f.IIID Alf]) BotJDI Waft .. .100110.. - 80 86 _ _ eli 80 86 _ _ 86 
~urpou LlOB'!' - • - 21 - _ _ 21 21 _ _ _ 11 
JdJL,O&D BAnN Docm .... D )lJ.J].WAY - 1 _ _ _ 1 1 _ _ _ 1 
NllA'l"B AND EaKen. - • • • • • 87 8 _ _ '0 87 8 _ _ 40 
l'iORTH..urP'l'OK AXD BAlIIBURY ltnn:moa (6) - 16 - _ _ 16 _ _ _ _ -
}i'ORTH A.IID SOUI'B WJIIJTB • .lv_eno. . • 1 • _ _ 6 1 ... _ _ 6 

=~:: t:::KIf 
: • : _ _ : : ~ l,os; ~ I~ 1:1~: ~ 1~ _86 10; 1,7~ 

:NoR'l'II 81'AB'JOBDSBIlI.. - • -. 80 161 1 2 ZU 80 168 1 !!l1 
NORTH BUlIDUUIID Lr:cJH~ - - -. • - _ - • • _ _ - ... 
NOBm WALKS NAJlllOW G ... UGB • • 12 1 - - J8 12 1 _ _ 18 
OLDBA.II, ASRTOJl-UBDu·LJn. HD GUIDB}. 6' 

BRiDal JUXcrlOlf • • • _. - - - 6 - ---
PLnoUTB ... MD DAR'l'JI'OOB· • • • • 11 - _ - 11 11 _ _ _ 11 
PLJII01JTII, DJIVOllPOB'l' AJi'D 80171'B WJt8TBRB} 

JU.OTIOJl (BUB AL8'IOlf .... D C.f.L8!oc& 10 - - - 10 111 _ - ~ 
Lr:9B~) (c) - • - • • • 

PoB'l'JIADOO, BKDoom.u.~ ... IfD SOUTB 8IOWDOII Ii - - _ 
lLAV1IMGLJ.88 AIfl) £8J:DAU· • • • - LlDed0ae4. 

JlB.J)ROI'B .IJID CHABKw ... DB· - • • - 1eaO, -"I -61 -! I ~a~ 
~ft.uD iBLT~. :FaLl. -}lI.W~ : : ~I 

• • 

(G) This le a A1ngle liDe,l furloDgs! cbaiDa lD lebgth. 

'0 
• 

'0 
M 
a 

_. , 
• , ,. 
6 .. 

II .,. 
• • .. 

• 
, 

., 
• .. 

111 • 

• 

• 

• , 
If ,. 
6 .. 

II ... 
6 .. 

,os 
18 12 - - Sf) 
11 _ -._ Ji 
!lDI-11 
10--- 1. 

S - - - & 
11--- 11 
11 6 - - • 

- D - - • 
- I - - I 

I - - - • 
... 6 - - .. 
1 e - - 1 

Line not. o~ fIJI' public tramc. 
12 t,' - - ., 
6 - - - 6 
'881tll86 
9 - - - t 

117 680 J.7 87 717 
-' 11 -

I .-
...... 8 
IDB 6.. 28 

1,886 1,." " · - -l' '1 I 
18 .-.. - -
18 - -· - -11 - -.. ... .. 
12 - -

416 l,tM 28 
101 li99 I .. ... 

- 6 
16 1,1111 

101 866 

112 8,00& - . 
I 0' - .. - .. 

- '6 - . 
- II ..... 
- II ... ' .... ..... .. ... 

18 I'f t 1 .,. 
18--- Ie 
"Ill-to 

1 6 - , 10 
1. 18 1 - .. 

_ e - - • 

198 
116 

SO 
21 , 
8' 

11 

10 

• 
10 , 
• 

... 10 
7'1 , .. -
8 -

, 
6 

II 

.. 
1 

• 

.., ' .... 
, '" - eo 

- 21 
- I 
- CO 

1 .. 
7 • 

- " 

• 

• ~, .. 
" 216 • .. 
• 
II 

10 

• 
10 

"' • 
I.) IncIlldeo in the ret.urn. of the 8tratford.upon-AYOD and Midl.nd JUDdlon 101" the Jean 1910 and IDIL 
(e) Tbe Companf'. line, Octpi' the Ben Allton and Calawck l.1i!bt lIailw." illea.~d to, and worked bt, tile Lcmdoo JDd loath 'WtI&enI BaIIn1 

CompaD1. 
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, . . ~PEllJ)lX B.-LBNGTB OF LINII IN 1909, 1910 AND 1911-Mllti .. ued. 

LBNGTB 01' LINE WORKBD BY heR COMP.ANY. 

]fAMB OP COMPA.."'Y. 

~il~'il!il~~~1 ~ ~ij~il!il~J~1 ~ ~il~ilhl~f~I:I 
iI5;S !;j ~~ ~~ = ~ ~;3 !;j ~~ :2~ = ~ ;j~ ~~ ~~;€~ ~ ~ 

--BN-O-LAlI--D-.-.-·D-W-AL-_---~-~-..... -.-·llIilu.IlUef. !lilu. JlUM. MUu.lMiW. Jlu.. 'MlIM. Ma. . ...... Mw... AI ... Mila. lUlu. lIRlu. 

k AUB'ULL AIID PmfTn ... 
840ftDBMJIQOT- • • • • • 
BHBOP8HIRB AMD 'HonOOKlmtlBlB.. LIaR'!' (d) 
8"AlLB8A.OB DlBTIIJOT. • • • • • 
BoxBIUJICT AJlb DoB8B'T • •• 
SoOTH EABTlULJI Al'D ClI.l'J'BoUI COIUIIT'J'II' 
SoUTH WOLD • • 
8OU'I'H YO}U{9Bml JOJ.K1' Lt •• COII'Klnoa. 
B'I'oclU1BBlOO8 • • • •• •• 
STRATFORD-UPON·AvOII ""'0 )lmu."" Iv.moa 
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BAlLWAY8 WORKEr) BY ELECTRICAL 
POWER. 
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III.LAND-OIiDINAity. 
BALLTCAITLB • 
BIILJ'.l8T AND COUlfn DeWIt 
eol." AJlD MAOIlOOIi DtRK'r-
COa .. , B"xooll AXn BOUTH COAl!' 
001\1:, 8I..&(I&ROO1 AIID P~AO. • • 
COunT DO •• ULJOIII'l'COIl1U'lT" 
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AwEKDlXC.-ExPENDITURE of the under·mentioned RAILWAY CoIlPANlSS in the years 1906 to 1911 
CARRlAOSS and W AOOOIill 

(Compiled from tho St.atutory H .. If·JMl!r 

I I 0_ Ceokal j 0 ... ~'I 
_. -- .......... Lnad ... """'"'l y-. c .......... and and Sor\h. aad &.>uLh· 11' ......... "".tMD. YorUblre. w_a..ru. W_IenI. 

-'-'-~---

A.-FOR 

I. IU,lna .... An 

£. .. .. •• .. & . .. .. .me ]7'!!,9U 114,_ l1i.81J 148,001 ....... 108.041 ..... 11IJa Hlit.flll'7 .... 180,SS6 130,408 21S,M6.'io 1'3,6311 a&8.t4G 10"'&1 _,IMIB Ui,IK' 
llI08 1&,:"99 13I,D77 0,361 142.801 II%..U7 10lS,1tN .... ,.,. IU,l1u 
.001 11$. ... 572 13>,.61 211\.150 Ui,HI 1l!.648 110.,. .rl.MO HI.7tt 
19 •• 166.!80 lM,646 tU,9Q9 1511,17& t26.Z:S1 110,&61 171 •• l~,'ieo 
,.11 ,.., ... ISS,763 mitt L61.r.t m,6'" 14.$,661 ..., .... , ...... 

•• Woau •• 

, ... 
I 

!22.5!1 
, 

an,lDO m .... .. ~ ... ....... 
I 
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"1108 !lS,BIS I ........ t76.t.5CI 171 .... ~,7t7 Ui,7W 
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816," !t..~I.71' 
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! 
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... " ... SIlO 
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I t~i2I I37,Zt7 '160.!Ol N,811 WI,,," 

I 
hij,!17 

1910 !76,.SS 839,lfS f!9S.m IHG,r.e "1,_ ",181 861,l1li 87!,676 
lOU - ....... i t_081 161S,1i1t 7600,017 ...... , -..,. m,MI 

""'" I 
OI,Dl lit,1M i 00,815 l!l,!I8O 1167,ftB I .... .,. ....... ?i,U! ,.., 17 .... 181,975 
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I ,.., .82, .... I 138 .... U7t11!tC1 tot .• ,.. .... .... "'.m 6!:a,17i 11l,t1!t8 
,008 1111,S" 
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on WAGES and MATERIAlS in the PERMANENT WAY, LocoMOTlVE, REPAIR and RENEWAL of 
and -TRAFFIC DEPARTHElITS. 

AOCOUIIr. of the Compa.nies D&med.) 

BriPton. and I 
... d... I 

8oat.bCout.. 

WAGES. 

It. .. It. I .. 
gUS? 3&9,'161 182,815 121.797 
at,i'M 14.9,68& IM,ai6 227.m 
D6,7~ 1U7,!!5S 181,801 Z82,!18 
80,,", 361,548 181,180 uO,m 

tOl,YS! 882,812 Iij6,M7 2"6,617 
lOl,7U1 866.7t18 182:,71' IoU,719 

161,.9'1 tI6O,lll! 256,811 516,002 
1&1,675 925,840 260&.181 54.0,616 
lM,836 888,262 2&6,028 618,866 
162,608 817,819 2b2,6S8 505,0101 -
1&1,186 8SlI,37Z 270,21!6 61S,217 
166,078 866,'" ZH2,SI6 I 622,6405 

74,461 867,184 7r1,e ,"",078 
67,767 887,624 BZ,007 806,'" 
$4,958 8f>9,255 7',900 197,429 
Of.579 867,071 80,87' 283,776 
SS,IN 848,088 N,OSl 814,636 
81,670 8b6,,",, 88,975 ng,t19 

01' Cnau.ou AlII> W.4GOOld. 

87 .... 118,869 87,'" 824,269 
M,'" 220,160 ",53lI B1I,43tl 
1'2,983 219,I:I6l 117,279 809,_ 
6i,718 247,298 D2,out 11)2.7~ 
80,9116 267,241 ",000 814,1(1} 
66,467 l68,stl 07,CIOI 828,7'10 

South Eastern and Chatbam. 
BalhraJ Compulel 

lIanasiD&' Commit-tee. 

.. 
148,850 
ua,703 
U5,N9 
1*7,030 
168,325 
lb7,6SIJ 

hl,8!5 
2t2,684 
"',f86 .... , .. 
2"Y,~ 
260,151 

78,'00 
r.,'W 
71,998 
n,7S2 
06,596 
62,817 

98,'78 
",622 
Dl,SOS ...... 

104,678 
US,799 

Taft Vale. 

It. 
!I,M7 
21,W,J8 
22.WI 
2'l,:lMi 
!S,61! , 1U,lOO 

-----

I 
eo,"", 
tJij,bllS 

, 69,109 

I 6S,14S 
&:.,91'2 

I 66,701 

I 
U&.71W 
t~,06Z 
t~,871 
t24,"'76 

I t21,887 
t28,806 

18,m 
14,936 
18,0!9 
14,on 
13,6:t" 
U,b:j3 

II 
1'otaL I 

1\ 

.. 
I 2,64.",859 , ... 

2,6tll.W8 '807 
2.a:~7.240 , .... 
9,7.2,088 ,-
!,SOS,Sf.7 ]910 

I: 2.&7,8;6 '011 

II I 
6,876,587 ,... 
5.875,980 '807 
6,576,UIO '000 
6,US,Hlj .-

II 
5,-183,850 1910 
6,ti88,llZ lOll 

I 2,Sle,!06 

I ,-I !,420,7'" '907 
2.38tI,695 .008 

I 
!,StiO,751 ..... 
2,~'!5,m 1910 
2,476,"2 1011 

I 1,936,~ .-
I 

1,967,7M ,-
I,SOO,72&. ..... 
1,942,687 ..... 
2,012,15-1 ]ell) 

I, 1,09-,.1"'8 ,OU • t . 

888,'18 8,'18,293 "',033 1.877,03f 818,677 104.100 il 14,076,183 , ... 
872,861 1,186,U83 &2,997 1,436,168 G!6,S29 100,685 1.1,557,5$6 .907 
875,684 1,461,SIkJ "',8311 1,400,368 M',3S! ]08,635 

II 

l',4PS,~ .-'12,045 Z,3IU,1I06 1U8,41:S6 1,4M,IM tJl8,1l6 106,129 14,470,UO '900 '21,'48 B,888,067 661,452 1,680,'76 616,006 lOIi,089 14,6..."'6,075 1910 .... "'" "'6If,19f 8'TlJ,8118 1,680,291 ....... IOS,"7 15,1!6S,101 1911 

" " ..... &0, aud oIo~h1n .. t Repaln oW,.. 

MATERIALS. 

L &- It. £, It. L .. ...... .... 000 118,411 145,1J8f J01,I!! 16,952 2,102.688 , ... 
10!,8t7 Il0'l,000 , ...... 187,211 106,6Z' 15,118 !,UW,H8 '007 D5,120 110,75! 116.M ....... lUS,496 12.m 2,157,661 ,.... 
V7,7!8 "',,,," lU,~ 187,m 101.786 1/:i,IOI B.219 .... 5 ,-70,'" 2l!to,741) 112,008 l'i'5.m 111,4.S0 'UlO 2,169,066 1910 08,911 IU'.61' 116,on ....... lzo,07 • 1f,1Id t.UI6,f,9S lOll 

218,069 O6,f07 ....... f07,lf7 ,",,'" 12,001 I 6,0&8,223 

, .... ~,861 77'2,~ 939,'" 494.30& S32.S81 67,a!1 8,175.357 ,-249,4.01 864.6MII .... , ... 619.8111: aa..l07 77.4.05 

11 

8,5&:i.6i&5 ,-!S1,0i6 873,75 tsI,!6i "','" "',,,," ...... 6,5(3.,6..'>5 ,-as,nl tI6i.'.&S I8I,SI8 451,681 "',,," ...... 5,6U,67' lO,oy t46,Of,st _.768 _610 fl',na "',ue ...... 5.,661,138 IOU 

99:,110 8t8,lgo ?f,UIt 189,'" ",Ml ·ltl,8!O Ii !,!!:8,700 

I .-ill10il ."!I.M6 71,lMt ....... 97.7S! "'.l,SS8 
, 

!,598,I81 , .. , 
U6,7~ '2W.~ 01,,,", IfIS,f51 l(U,891 ~.m 

i 
!,56d,j86 ..... ...... an .4'l9O 116,SM SIl,7VG 10!,7!S -15,931 !,f,j.,'J68 ..... ~1~ ....... • 1!D,U7 115.650 87,_ ~t,7f5 2,511,007 1910 ...... ,"",,," 1S1,m 1l!.r0.5 ...... -tl,!d !,~,Ul IOU 

----
lot.787 ICO.8eO IM.ua P,157 j 111,_ , 11,no 

I, 

8,115,060 

I 
,... 

100,SlI 1k3.:KI1 l'it!,710 ",,~ 117,")6 12,751 1,.21:17~ 1807 100,7.0 ~,llSl 1~!.Y .... , lll8,tr7 I 10.,381 1.806,&1 ~ 97.238 16l1,:!:IS 163,f68 ....... 111,830 l1,m s.SU:S.5iJ3 """ 100.711 Itil,O:-a ,..,""" 7!7,118 130.,616 I 11,51' S.4jo,7~ l~IO 107,.0 ....... ... .... ""'''" ' ...... 11 .... 5,4117,.88 IOU 

• a.pain ODIJ. 



APPENDIX D RETURNS RELATING TO THE ELECTRICAL WO'RmG OF THE RAILWAYS OF THE UNI1:ED KlNG];)Olll .~ 

IN THE YEAR 1911. 

, Leolth of LiDe over which Electric TmIDJ .e,. ro.o dlll'lnK the Year. Number of AI" .. tra,elled. Number 
- -- ot BI.,.;l.rlc 

~ 
B1 pOlBeoger TraJ.o. UJ' Gooda and )llnen.1 TOT ... IInmber .\totor Can Jilumber qu ..... \l:., 

Llnu.oW" worked b, Rlectrlo Unel parClll worked bJ BlectrlC! l'ractlon at or C&I'L 'l'ralu or Can. 01 tlaITJ1DI olean Rl .. trial oe", 

Tracl.loD at. t.be end of the Year. the end of the Year. B, D7 Blool.fl~ 81' Elec:t.rlc D7 Bltctrl Electric E:r~ 
oLher tbaD uaed for t.ncUua 

r IIAIIB or RAILWAY. B, B, Locomo- lIotorcan aDd ot.hlf 
Blectrlo C.n Electrlo Can BltJCtrlo Cun t,ly ... otorCaN oami •• porpoMlll (10 Hoard 

lI'In~ [secon. Thlrd ~u"h 
Tnlua (Equivalent TraiDi (BquiYltolent. Traina (XqubaJllot rooulill un 

_ .... 
01 T'rade unit.). 

t Tblrd Fourtl I ToT.LL 
FIn, .... D. rllth 8t:rth (Train number of ~""ID Dumher of ('fraln Rombero' ordlnar)' 

Track. 'rraok . l'raok • 1'r&ek • ........ 'rn.ck. Track. Track. , ...... T ...... TOT ... )[Ihll,. Car MlleII). lIea). Car MlleI). M.III»). car }lnea). .....~ 
I-- ---- MU-;;:-'- ----

)11101. MiJ8IIt. MO •• MU..,.. MlItll. MU_ Mil •. MiI_ Mil., MUe' • Hit • • MU .. , Hil_ lUlea. MUeI. Mil .. ,Mile .. No. 110. "0. 
BLAC'lPOOL .uro lI'LU"I'''OOD TRAJiROAD· I , - - ••• - - - - - - - 600,967 OU5,9S7 - - ~.967 ...... ' - III -
C.lf1'Il.lL LoIU)OIt· · 6\ 6' - - 18 - - - - - - - 1,876,&97 ' ..... ,..., - - 1.67&.m , ..... .,., • .. .71 

ern UP 80um LoNDOK · • • - - •• - - - - - - - 1,41t,186 8,789,647 - - 1.W,116 .. ' ..... , •• - ... 
Gu"" NOll'l'BnW .... D Cftr · 3, 8j - - , - - . - - - - - TlT,ON -- 1,918,'785 ~ . - "'...,. 1,918,786 • n .. 
BoUIJiaRIIUTB ,Up ern · · · - - - - - 3 8 - - - - 6 .... ,.. 1-"'>" - - .... "., ......... (0) (0) (lI) 

LlaQ4llllll.a OJ) YOBUIIlRa · I , - - • "'I .. , • 8 t t '01 l,5U,228 6,680,865 - - ......... ......... - .. .. 
LiVUPOOL O.UBIU.D • · , , - - .. - - - - - - - 800,718 g,t:KI9,282 - - 899,711 2,0119.!81 - U , 
LaIlDOII ,UfO RoUTH WKSftRM! 

. - . 
W ATBLOO .... P CITY LIN •• · •• '1 - - 8 - - - - - - - 180.'26 ,go.Oid - - llU.4g - - 17 .1 

Lotlooll', BnlcJlITOJI loRD Boum CoAST - - - - - .8' .81 - - - - ,1 (e . 702,971 2.988.871 - - ,,,,071 ...... 871 - .. , . 
LolfDOI BLm'fBJO · · · · · •• II - - .. - - - - - - - ~41S,Gt6 18.'.n6,668 - - $,41~M& .......... - ... .. 
LolIDOa, TlLBOB1' 4RB 8otJ'l'llub · · •• '1 - - • - - - - - - - ....... '2,6:W.SIO - - ,71,6_ ........ 0 - .. aj taO,.tII.cro 

MuoI- . · · · · ., '1 - - \lj(d - - - - - - - 827.768 !,fM,'Il2 - - 027.7. IttM.n! - It III 

IlftllOI'OLlUlf · · · · · · , II 61 - - 'SI lUI !Of - - - - 0' ..... ,924 I ......... •• IN\! .... 1"0 ......... 1 .... 1,8A1 l1li 110 too 

1hH000LI'I',u Dllftlot · · · '" .. - - •• - - - - - - ......... It,m,.!M - - ......... U,7!7." } 8 till 108 
.. (Wnridnl 0Ye!' the 

LDn30n u.4 Buuth W .. ~ Hallw.,) • - - - - - • • - - - II 616.149 2,~,!la - - • 616.1" .... ..... . 
_lIftAoPOLJ'I'j,W .lIlD UnRoPOL1I'''W DISTRICT , , CU'I LIB_ .UD BxI'UIIOJIII · · • , • - - • - - - - - - - ....... 1,91'i,21D - - - ......... (.) (.) (.) , I 
1IlDLU. . • · · · · · - - - - - .0 0 - - - - 18 ...... . ...... - - ...... ....... - I • 
BOilS &&Ina ... · · · · · I ! - - - I IlIII IlIII • • - - "I l,l8G,ifl a.-.tl8 ..... 11,. ...... .., ..... ... , • 

I 
..(/) .. 

, 

WIDHoBolHL .lw» Bow · · · · ~- ! • - - • - - - - - - - r. ..... 1",,100 - - .,.,... 1.4,,100 II) II) II) 

• - 00.000(" 
_. 

",'08 
_. I 

Basaaooa. "lID :I.wRl' TaolJi''''1' • · • - - - - - - - - - .,&w 17,868(') - , • • I 
l-------- - -

'J'o'rolL-IDll · · · · · )(JOf ! .00 - - \108f .... '!OJ • • I t .... c 2l,!U,tSC 1S,.,'nIO ...... 111,1. 2C,!C7,f1a1 
_ ..... .. I "'(0) ' .... (1) "".110 

1---- -- -- I 
• /91. . . · · , i rot:, . '" t I "" ""I '''''I Ii 'I , t !:!9f(1Jl U.7~ .. /184 .... ".IIl1. 

J~_ 

Ulu,J.... go,JU,1U(fI .. ...(tI "... (I) 
_ .... 

, 
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APPENDIX E. 

LENGTH of RAILWAYS authorised, at 31st December 1911, under the Light Railways (Ireland) 
Act, 1889, the Railways (Ireland) Act, 1890, the Transfer of Railways (Ireland) Act, 
1890, the Light Railways (Ireland) Act, 1893, and the Railways (Ireland) Act, 1896; 
also the names of the Companies by which such lines are worked, or are to be worked. 

---- ~------ ---~~----- .. _--------_. __ .. _-- -,-----

Name of Railway. 

Achill Extension 

BaIlill& and Ki11al& 

Baltimore and Skibbereen • 

Bantry Bay Extension 

Buncrana and Carndonagh 

Claremorris and Swineford 

Co11ooney and Swineford 

Donogal and Killybegs 

Do\Vnpatrick, Killough, and Ardgl .... 

Gal\Vay and CHfden • 

Headford and Kenmare 

Killorglin and Valentia 

l .. tterkenny and Burtonport 

Stranorlar and Glentie. 

Westport and Mallaranny • 

Le~h of 
Lme. 

Miles. 
8i 

8 

7i 
2 

18i 
17i 

29j 

19 

8 

49 

19t 
26f 

491 
24l 

18 

Working Railway Company. 

Midland Great Western of Ireland. 

Midland Great Western of Ireland. 

Cork, Bandon. and South Coast. 

Cork, Bandon, and South Coast. 

Londonderry and Lough Swilly. 

Great Southern and W c.tern of Ireland. 

Great Southern and Western of Ireland. 

County Donegal Railways Joint Committee. * 

Belfast and County Down. 

Midland Groot Western of Ireland. 

Great Southern and Western of Ireland. 

Great Southern and Western of Ireland. 

Londonderry and Lough Swilll. 

County Donegal RaiI\Vays Joint Committee.* 

Midland Great Western of Ireland. 

• Joint Commit"" of Great Northern (Ireland) and Midland Railways. 

APPENDIX F. 

NEW COMPANIES-1911. 

NEW RAILWAY COMPANIES lNCORPORATll:D UNDER ACTS OF PARLIAMENT IN 'l'HE YKAII. 

Nil. 

N~w RAILWAY COMPANIES INCORPORATED BY ORDER UNDER THE LIGHT RAILWAYS ACT. 
1896, AND SUBJECT TO THE PROVISIONS OF SECTIONS 9 AND 10 OF THE 
REGULATION OF RArLWAYB ACT, 1871. 

Baat Kent. 
Malvern (Funicular). 

1Mb. N 
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APPENDIX G. 

AMALGAMATIONS, ABANDONl\IENTS, &c.-191l. 

AMALGAMATtoNS OF RAILWAY COMPANIES UNDER ACTS OF PARLUMENT PASSED IN THE 

YEAR. 

. .' 
Manchester and Milford •.. { Amalgaml~ted with the~re~t We;trrn under Act of I al.d 2 Goo. V .• 

ch. D. 

Muswell Hill and Palaeo J Undertekingvested in the Great Northern under Act nIl and 2 Geo. V., 
... l eh. 79. 

C tl hi y K ad d A h j Undertaking vested in the Great Northern (Ireland) under Aot of 1 
as e ayne, e yan rmag.,. I Goo. V., ch. 6. . 

LAPSEl> LINES. 

The following lines have been omitted from thc present Returns, the powe ... to con.truct them baving 
~~ . 

Bideford, Clovelly and Hartland Light (pOwers lapsed on 24th January, 1911). 

Blagdon and Pensford Light (powers lapsed on 20th March, 1911). 

Blyton and FrodingLam Light (powe,'s lapsed on 26th February, 1911). 

Brackenhill Light (powers lapsed on 16th April, 1911). 

Dartford District Ligbt (powers lapsed on 30th September, 1911). 

Headoorn and Maidstone Junction Light (powers lapsed on 10th May, 1911). 

North and South Shield. Electric (powers lapsed on 31.t July, 1910). 

North Wost London (powers lapsod on 9th August, 1910). 

Watlord and Edgware (powers lapsed on 11th August, 1911). 

Kilkenny, C'astlecomer and Athy (porirs lapsed on 20th October, 1911). 


