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The Case for 
Railway Nationalisation 

CHAPTER I 

GENERAL ARGUMENT 

FOR some years past a number of people have 
pointed out that the incompetent and amateur 
way in which the railroads of the United Kingdom 
were run was becoming a menace to the national 
welIare. and that the whole fabric of railway 
finance was becoming so top heavy that its collapse 
was merely a question of time; and the only 
remedy that these observers could see was that 
the State should take over. consolidate. and 
operate as one great undertaking the entire rail
way system of the country. as it already does 
with the Post Office and allied services. There 
was nothing very startling in this suggestion. for 
most other countries. including our own domin
ions and dependencies. have pursued this course. 
and. as is made apparent in a subsequent chapter. 
the principle of State ownership and operation 
of railways is fast gaining ground allover the 
world; and whilst those countries which have 
nationalised their railway system show no signs 
of reverting to company ownership and manage
ment, every country which has. for one reason 
or another. nationalised a portion of its railway 
system. rapidly proceeds to nationalise further 
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portions of the tystem. The average Britisher, 
unnavelled and uninformed with regard to 
economics generally. has in the past paid little 
attention to these warnings. and the IUbject of 
railway nationalisation appeared unlikely to 
assume a more practical shape than to be a 
suitable theme for discussion in local debating 
societies. Within the last year or two, however. 
tb,. public attitude has undergone a viole.t nan .. 
formation, and the 1Vhole subject of the State 
ownership and management of our railways has 
left the academic sta~ and entered the realm of 
pJ'Actical politics. There is nothing strange in 
this; the results of economic forces, which to 
the eyes of the observant have long appeared 
inevitable, burst upon the crowd with dramatic 
suddenness. as though they were the outcome of 
unforeseen and adventitious circumstances. 

Whoever stops to think out the position 01 our 
railways will find that they give rise to a pro
nounced conftict of interests between diJrerent 
sections of the community. There are the tnDfIef'. 
of the railways-the shareholders-who naturaUy 
enough desire to receive the highest possible 
revenue on their investments, and who are dis
satisfied. for during the last decade they have 
witnessed an enormous depreciation in the value 
of their stock, and during a period of great trade 
activity are receiving somewhat meagre divi
dends. There is the great army of rail'fIIQ1I 
fDOf'w.. lOme Bix hnndred thousand strong. 
most of whom are quite inadequately paid, many 
of them indeed "receiving nothing betta than 
starvation wa~ These workers, whose occupa
tion is a Ungerous one, desire to seeure higbn 

. wages, shorter working periods, and safer condi
tions of work. this last a point which is ofleD 
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overlooked by the general public. Then there is 
that important section of the community. which 
may be grouped under the heading of t,ade, •• 
This includes the large manufacturers who have 
to receive large quantities of raw materials and 
forward large quantities of manufactured goods. 
the tens of thousands of wholesalers and re
tailers throughout the country. and agricul
turists. to all of whom the amount they have to 
pay for the carriage of their materials, manu
factures, and products is of the utmost impor
tance. It is in the interests of this large section of 
the nation that the charges for the transport of 
goods and commodities should be as low as 
possible. Then comes the general public, which is 
affected directly as passengers and indirectly as 
consumers of goods and commodities that have 
to pay carriage. It is in the interests of this section 
of the community that passenger fares and goods 
rates should be low. 

At first si9ht it appears wellnigh impossible 
to reconcile such divergent interests, for if share
holders are to receive' high dividends. greater 
profits must be earned, and the most direct 
method of earning greater profits is not to 
increase the wages of railway workers, to expend 
large sums on safety appliances. to reduce the 
hours of labour. and to lower goods rates and 
passenger fares. The same argument applies 
to each of the sections of the community referred 
to, and it would seem as though one section 
could only benefit at the expense of another. If. 
however. the situation be carefully examined, it 
will be seen that while it may be impossible to 
find any means whereby all these divergent in
terests could be fully reconciled, yet there is, as 
it were. a least common multiple whereby this 
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conflict of interests can be reduced to ita lowed 
proportions. and this, it is claimed, is to be found 
in the State ownership and operation of the 
whole of the railwa)'l m the country. which is 
what the term 'railway J\ationalisation' is fn
tended to cover. Why thiJ should be 10. and hoW' 
it may be brought about, it is the purpose of 
this book to explain: but to compreu the argu
ment into a few sentences, it may be eaid that: 
Owing to the absurd overlapping of the 211 
railway companies. with their ridiculous duplica
tion of Boards of Directors, General Managers, 
Solicitors. Auditors. and the like. with the un
necessary duplication of railway .tations, roDing 
stock, with the employment of thousands of 
unnecessary Omcw..lUeh .. eanvusen, &Del need
less advertising in connection with the eerviceI 
between tbose tnrns where there is competition, 
millions of pounds are wasted annually. which 
could be saved by unification and centralised 
management of the whole system .. in the case 
of the Post Office. The credit of one railway 
company differs from that of another. and the 
credit of the State is better than that of the best 
circumstanced railway company. The amount of 
Interest that the State would have to pay there
fore in respect of the capital it borrowed for the 
purpose of buying out the present proprieton 
would be several millions less than the profita 
actually being earned by the railway system, 10 
that several million pounds per annum would 
be saved under this head. The huge annual 
sums that would be saved from these two methods 
of economy would enable the admjnistration 
gradually to increase wages, reduce working 
hours, improve the conditions of labour geoerally. 
and lower the cost of goods rates and passenger 
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fares, in just the same way as is being done by 
the Post Office, which, with its continuous reduc
tions in rates and improvements in facilities, 
compares remarkably with the contrary course 
pursued by the railway companies. Over and 
above these economic circumstances, there is the 
even more important fact that the railways of 
the country. being the high roads of the modern 
world,. should be administered with a single eye 
to the benefit of the whole people-a thing whic" 
flO company organised purely for purp08U 0/ 
making tU big profita tU possibZ. coultl be "peete" 
10 do. If it be urged that the railways are better 
managed under companies than they would be 
if operated by the State, somebody should write 
a book, and form a society, having for their 
purpose the denationalisation of our high roads 
(which were formerly worked by and for the 
profit of private enterprise) and their control and 
management by companies similar. let us say. 
to the London and North Western. the South 
Eastern and Chatham. and the Caledonian 
Railway Companies. 

These, then, are the main lines-the term is an 
appropriate one in connection with railways
of the arguments set forth in this book; and an 
honest endeavour will be made to examine all 
the principal factors of the problem, and to deal 
as fairly with' the objections to nationalisation 
as is done with the arguments in favour thereof. 
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CHAPTER D 

mSTOBY OJ' BAJLWAYI 

To reach the starting point in the evolution 01 
the railway system 01 tm. country it ia necessary 
to go back some 250 years; it was not, however, 
until the early part 01 the nineteenth century, 
when the locomotive engine came into practical 
use, that the enormoU8 possibilities 01 thi. form 
of transport were realised. Construction then 
proceeded with leverish activity, and in a very 
,hort space of time thousands of miles 01 line 
were thrown open for traffic, an almost increclible 
change in the habits of the nation being thereby 
effected. 

It is undoubtedly to the mineral wealth 01 our 
land that we owe the inception of the railroad. 
The almost prohibitive cost 01 conveying coal 
and other minerals from the mines to the nearest 
river or the sea, which from time immemorial had 
furnished the sole meaDs 01. transport, rendered 
the possession of these products practically 
valueless. Towards the end of the seventeenth 
century, therefore, attempts were made to 
facilitate the earrisge of coal by laying blocks 01 
stone or plates of iron to provide smooth running 
for the wheels of the vehicles. Timber was like
wise used for thia purpose. for we read that in 
1676 rails of tm. material were laid from the 
mines in the neighbourhood of Newcastle to the 
River Tyne. For many years attention was 
devoted to the improvement of these railroad.s 
(or tram-roads as theJ came te be called). lint 
by substituting iron rails, then by providing the 
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Iron rails with flanges or trammels, and later by 
transferring the flange from the rail to the wheel 
of the vehicle. It was also found that by forming 
trains composed of a number of small trucks in 
place of the old wagflOs, much heavier loads could 
be hauled with the same expenditure of power, in 
consequence of the better distribution of weight 
and friction. 

But railroads alone with the horse as the chief 
motive force did not suffice to meet the rapidly. 
increasing demands for better and cheaper means 
of transport; with the growth of the manufactur
ing industries the need became more and more 
acute. Especially was this the case in the inland 
districts where the pack-horse still reigned 
supreme. The cost of the latter method may be 
judged from the fact that the charge for convey
ing coal over the seven miles separating Worsley 
from Manchester was from 6s. to 8s. per ton. 

In the year 1761 an event took place which was 
destined to. have a far-reaching effect upon the 
commerce of the country. This was the opening 
of the Bridgewater Canal, constructed by the Duke 
of Bridgewater with the main object of facilitating 
the conveyance of coal from his collieries. The 
success attending this enterprise was so great 
that an era of construction of artificial waterways 
thereupon set in, culminating towards the end of 
the century in the canal mania. It is stated that 
at the time of the introduction of steam railways 
close upon 8000 miles of canals were being navi
gated. 

So far reference has been made solely to trans
port difficulties in connection with goods. but 
the problem of cenveyance had also to be solved 
for the traveller. It is a noteworthy coincidence 
that the age which· produced the first railroad' 
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also brought the stage eoach into being. This 
form of vehicle, uncomfortable AI it WAI compared 
with the modem railway carriage.. IOOD SPranl 
into popular favour, which it continued to enjoy 
until the advent of the all-eonqueringlocomoti vo 
speedily sealed its fate. In 1838, when the 
London and Birmingham Railway WAI opened. 
there were 8026 ltage coaches and 5. lour--hone 
and '9 pair-horsemail coaches on the roadJ. 
Within a few years practically the whole of these 
had vanished. 

Concurrently with the conatruction of canab 
and the multiplication of stage coaches. engineers 
were at work endeavouring to adapt the newly. 
invented steam-engine to purposes of locomotion. 
As early as the year 1769 a steam carriage lor 
-road traffic had been constructed by a French 
engineer, but the originator of the idea of usinl 
the locomotive on railroads appears to have been 
a Comishmaa named Trevithick, by whom a 
steam-engine was constructed which in 180"' 
performed its trial journey on a line at Merthyr 
Tydvil, travelling a distance of nine miles at the 
rate of five miles an hour. In 1818 another 
engine, 'Puffing Billy,' commenced work at 
\VyJam Colliery, near Newcast1e-on-Tyne, and 
tho fact that it remained in conatant use for 
forty-nine years speaks well for the excellency of 
its construction. 

At this stage. George Stephenson. who was then 
employed at the KilJingworth Colliery, came 
into prominence as a locomotive inventor, his 
first engine starting work on the 25th July, 1814. 

The building of the Stockton and Darlington 
Railway marks perhaps the most important 
period in the history 01 our railway system. This 
line. w hicb was authorised by an Act of Parliament 
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passed on the 19th April, 1821, was opened 
on the 27th September, 1825. It was primarily 
intended for mineral traffic, but to meet the 
demands of the public a regular passenger service 
was established. The next year saw the opening 
of the Monkland Railway in Scotland, and other 
small lines quickly followed. 

The question of motive power, however, had 
at this time by no means been settled, for horses, 
stationary engines, and locomotives were all 
called into requisition. What really decided the 
point and established the superiority of the 
locomotive over all other forms of traction was 
the celebrated competition held at Rainhill in 
1829, when Stephenson's 'Rocket' won for him 
the prize of £500 offered by the directors of the 
Liverpool and Manchester Railway, then close 
upon completion. The directors were so satisfied 
with the performance that they decided to employ 
nothing but the locomotive on their new line. 

It is a remarkable fact that the public generally, 
instead of welcoming the improved means of 
transport afforded by railways, at first not only 
viewed them with disfavour, but actively opposed 
their construction: to such an extent was this 
opposition persisted in, that the prefuninary 
surveys had often to be made surreptitiously on 
account of the hostility displayed towaPds the 
surveyors. Moreover, in Parliament, and in the 
periodicals of the day, objections, which to us 
seem highly ludicrous, were constantiy urged 
against· the innovation. 

The striking success of the Liverpool and ?lIan
chester Railway, which was opened in 1830, gave, 
however, an enormous impetus to railway enter
prise. In spite of the fact that engineeri~ diffi
culties had greatly increased the cost of this line 
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above the figure originally estimated, it yielded 
a dividend of 8 per cent. Between 1880 and 
1888, the year in which the London and Birming
ham line was opened, no leu than fifty-six Acta 
of Parliament were passed, authorising the con
struction of lOme 1800 mile, of line. By the end 
of 1841 the mileage actually being worked had 
reached the figure of 16li0. ThUi in the short 
apace of eleven yean • IUbstantial proportion 
of the existing linea was thrown open to traffic. 

Between 1841 and 1848, however, very little 
progress was made, not more than 179 additional 
miles of line being opened during thil period. 
The cause of the slackening down iI probably 
attributable to the depression of trade which was 
prevalent at that time. With renewed prosperity 
the public interest in the IUbject was again 
aroused. The railway, already in operation had 
proved luch an unqualified ,uccess that people 
were now only- too eager to invest their money 
in limilar concerns. Hundreds of IChemea were 
promoted, many of them totally worthleSl, as 
the unfortunate investon found to their cost 
when the crash came at the tennination of the 
railway mania in 1845. 

The connection of many of the line. in exist.
ence about the middle of the nineteenth century 
with those of the present day would hardly be 
recognised by their namel. As towns were linked 
up and through services made possible the advan
tagea of the amalgamation of two or more com
paniea or the absorption of the smaller lines by 
the lnrger becn.me manifest. In thiI way the 
London and North Western Railway was formed 
by the amalgamation of the London and Birming
ham, the Ul"'erpool and lfanchester, the Grand 
Junction, and the IIanchester -and Birmingham 
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Railways; the North Midland, the Midland 
Counties, and the Birmingham and Derby Rail
ways were united to form the ~idland Railway; 
the Great Northern Railway was constituted by 
the amalgamation of the London and York and 
the Direct Northern Railways; the North 
Eastern Railway by the amalgamation of the 
York, Newcastle and Berwick, the York and 
North Midland, and the Leeds Northern Railway, 
the famous Stockton and Darlington Railway 
being subsequently brought into the system. 
The present Great Western Railway system con
sists of the combination of over one hundred 
companies. 

Although there is quite a railway literature 
recording both the origin of the railways and 
their present day working, it is strange how little 
appears to have been written about the railways 
during what has been termed their 'middle ages,' 
that is between the years 1850 and 1880, when 
the railways were consolidating their position. 
In an article which appeared in the Comhill 
Magazine for October, 1912, an account was 
given of a book written in 1879 by an ex-station
master of the Great Western Railway, under the 
title of Earnest Struggles. The author of the 
article, l\Ir 11. G. Archer, stated that the book is 
very rare, for the Great Western Railway Company 
practically achieved its suppression. Its sale was 
prohibited at the bookstalls on the line, and any 
employee found in possession of a copy became 
a mal'ked man, the light the book threw upon 
contemporary railway management and the harsh 
conditions under which the rank and file of the 
railway army laboured not being to the taste 
of the directors. That in this respect we have 
not yet fully emerged fromlhe .' middle ages' is 
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JlhOWD by the fact that at the present time a 
certain daily newspaper is not allowed to be sold 
on the bookstalls of one of the important tube 
railways in London. its attitude on laboUJ' 
problems not being to the taste of the manage
ment. 

The hours worked by the staff on busy .tationa 
were terribly long, but the .taff at the .mall 
stations. at which only the Parliamentary traina 
called, enjoyed a great deal of leisure. !lr 
Gladstone'. Cheap Traina Act 01 18" compeUed 
the railway companies to give third-cIasa pass
engers covered vehicles, a seat, and a minimum 
speed of twelve miles an hOW', inclusive of stops. 
at a penny per mile; but the Act compelled the 
running of only one such train in each direction 
daily, and for many years the companies, which 
have always had to have reforms forced upon 
them by Parliament, refused to do more than 
this. In Iact.. special efforts were taken that the 
,speed should be kept down to the legal minimum. 
the cheap trains being purposely shunted for Jong 
intervals at junctions. One would have thought 
,that meanness could hardly go further, but it 
_did, for passengers travelling by these Parlia
mentary trains were not allowed to enter the 
refreshment rooms. During the waits that the 
company enforced upon third-clau passengers, 
,the latter usualIy adjourned to an adjacent 
public-house under the leadership of the guard of 
the train. who earned a commission on the custom 
he brought. Dishonesty is said to have been 
1ampant among the booking-clerb. who added 
to their ICanlJ wages by defrauding the public 
as much as possible. Acts of Parliament provided 
that the lists of tolls and fares should be ex
JUbitecJ. but the management took no pains to 



RAILWAY NATIONALISATION 17 

lIee that these lists were placed where they could 
be easily found (the same holds good of the 
time-tables on many lines to this day), and it was 
not until 1890 that an Act was passed making 
it compulsory on every company to print the 
fares on the tickets. Many of the booking-clerks 
therefore used not to open the booking-office 
until the train had been signalled, arid would 
avail themselves of the rush either to overcharge 
or to give short change to the passengers. The 
author of the book referred to, states that this 
practice was openly carried on at Oxford station, 
where he was sent to learn booking. After the 
departure of a London express, the booking
Clerk and he would balance the train book, and 
invariably found the money in the till to be several 
pounds in excess of the amount required, where
upon the booking-clerk pocketed the surplus. 
The railway directors held the view that signal 
boxes should not be made comfortable or they 
might render the signalman less vigilant. A 
description is given in Earnest Struggles of the 
signal box at Wallingford Road as typical of the 
wayside signal box of the period. No door was 
provided, but as the box rested on a pivot, the 
signalman turned it round according to the 
'direction of the wind. There was no fireplace, 
for the company allowed no firing, and the 
signalman assured the author that the first 
winter he was almost frozen alive. Prior to 1880, 
employers' liability did not exist, and according 
to the author of the work referred to, railway 
directors were sometimes guilty of incredible 
meanness towards the dependants of employees 
killed on duty. One instance is given where the 
gatekeeper at a level crossing tried to avert It 

collision and was killed, and it is alleged that the 
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company disregarded his wife's elaim for com
pensation, and that she had to go to the work
house. 

The following figures indicate the £I'Owth 0' 
our railways since 1840 :-

1841. Number or miles open - 1,850 
18M. .. .. - 8,058 

'187'. .. .. - 18,"9 
1883. .. .. - 18,881 
1898. .. .. - 11,859 
19M. .. .. - 22,636 
1911. .. .. - 18,411 

The~ are to-day lOme 818 lleparate railway 
companies; many of these, however, lease their 
lines to larger ones. The number of companies 
actually working the lines is about 150. 

During recent years the application of elec
tricity to railway traction has made considerable 
headway, and although it is not likely to cause 
such a revolution as did the introduction of the 
steam locomotive, in many respects it is a great 
advance upon the latter, and has rendered 
possible the construction of the tube railways 
which have been 10 instrumental in reducing the 
congestion in the Itreets of large cities. 

This brief outline of the development of our 
railway system would not be complete without 
lOme reference to the measures of control which 
Parliament from time to time has found necesaary 

. to adopt. 10 1842 the Board of Trade, by the 
Regulation of Railways Act of that year, was 
entrusted with the duty of appointing inspectors 
to examine the lines before they were opened 
for traffic; it was empowered to postpone the 
openin« if necessary, to disallow by-lan, and 
to institute proceedings against the companies 
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for infringing the laws. The Board was also 
authorised to require the companies to furnish 
returns of accidents and of tolls levied. In 1846 
five Commissioners of Railways were appointed 
to take over these duties from the Board, but 
after five years the former arrangement was 
reverted to. 

In 1856 the Railway and Canal Traffic Act was 
passed, whereby the railway companies were 
required to provide reasonable facilities for 
receiving, forwarding, and delivering their own 
traffic and the traffic of other companies, and to 
abstain from unreasonable preference. The 
provisions of this Act, however, were not always 
complied with, for from time to time it became 
necessary for inquiries to be held into the working 
of railways, and as the result of an inquiry held 
in 1872, the Regulation of Railways Act of 1878 
was passed, providing for the appointment of a 
Railway Commission consisting of three memllers 
(one to be of experience in law and one of experi
ence in railway business) to secure compliance 
with the Act of 1856. These Commissioners were 
appointed for five years, but their appointment 
was continued for two further periods of similar 
duration, until in 1888 a permanent Commission 
was established to decide all questions arising 
under the various Acts. Yet another inquiry was 
held in 1898, which resulted in further legislation 
on the subject of rates. 

Apart from controlling the relationship between 
the companies and the public in the matter of 
charges, Parliament has also found it necessary 
to impose obligations upon the companies for 
the protection of travellers and of railway 
servants. The Act of 1871, for instance, provides 
for inquiries to be held in the case of certaia 
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accidents. Under the Act of 1889 the adoption 
of the block system was made compulsory on aU 
passenger lines, as well as the interlocking of 
points and signals and the fitting of automatio 
continuous brakes. In 1898 an Act was pa.ued 
enabling the Board of Trade to interfere when 
representations are made to them that the ho\1l'l 
worked by any railway servanb are unduly long. 
The Railway Employment (Prevention of Acci· 
dents) Act of 1900 also givCl f~her powers to 
make rules with the object of minimising the 
dangers connected with the railway service. For 
some figures relating to the growth of DritiMh 
Railways, see Table on page 21. -

CIIAPTER II! 

TREND 01' RAILWAY IlAHAOEIfEN"I' 

To preceding chapter will have .hown the 
development of the British railway system. but 
it may here be desirable to express in as few wordt 
as possible what seems to be the general trend 
of railway management in the United Kingdom. 

The system adopted by this country in connec
tion with the growth of the railway system was 
to encourage competition, and to allow anyone 
to build a railroad who could show that the line 
of railway ·proposed was physieally practicable, 
and that he had the capital with which to con
struct it. As a result, numerous .hort lines were 
constructed, and there was much competition 
between the early railways. Our legislators 
utterly failed to understand that a railway, from 
its very nature, is monopolistic. 

Beginning with numerous .mall and dis
connected lines, the necessity for amalgamation 



P....-taae 
Total Capital en- Net 01 Worldna Total y-. aa:dpll. BKpeadIt_ 

aa:dpll. ~d1ture II1Icqc. and 
ID Total l'wuSed Debt. 

" aa:dpta. -1870 £4,5.078.143 £21.715.525 £28.862.618 48 15.587 £529.908.678 
1880 65.491.625 83.601.124 81.890.501 61 17.983 728.816.848 
1890 79.948.702 43.188.556 86.760.146 64 20.078 897.472.028 
1895 85.922.702 47.876.631 88.046.065 66 21.174 1.001.110.221 
1900 104.801,858 840.148.520 40.058.3311 82 21.855 1.176.001.890 
1905 118.581,019 70.064.663 43.466.856 62 22.847 1,212.600.985 
1910 128.925.565 76.569.676 41.355.889 62 28.887 1.818,515.417 
1911 127.199.510 78.611.824 48.581,746 62 28.417 1.824.018.861 

PER MILE OF LINE. y_. GraM lleceIpu. EspeDd1ture. Net aa:dpll. CapitallllUl Debt. 

1870 &2901 £1897 £1504 &84.108 
1880 8652 1878 1179 40,618 
1890 8988 2151 1882 44,749 
1895 4058 2261 1791 47.280 
1900 4795 2962 1888 58.809 
1905 4969 8066 1908 65.701 
1910 6299 8214 2025 56.878 
1911 6482 8357 2075 56,641 
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anei consolidation necessarily lOOn made itlelf 
felt. and those in control of the companies IOOD 
worked towards converting congeriea of IJD8ll 
lines into a system. In this they were quite 
right, and the Board of Trade in 18'5 reported 
that consolidations were beneficial. provided 
they were of continuous and not competing lines. 

In 1866 the Railway Companies' Powers Act 
was passed, which authorised the companies to 
make amalgamations and agreementa with one 
another, the only restriction of any importanC4! 
being that the consent of the Board 01 Trade was 
required to each such agreement. Subsequent 
commissions reported in a similar sense, and it 
may be said that these commissioDl have always 
recognised that amalgamatioDl among com
peting lines were inevitable. Yet, while the 
railway companies have gone in for a series of 
amalgamatioDl and absorptioDl, each such opera
tion appears to have been carried out with a view 
to getting the better of lOme other company. 
Among the thousands of railway directors and 
managers who have been in control of the different 
portions of the British railway system, there does 
not appear to have been one genius or far-seeing 
man-even a Harriman-who has worked for a 
homogeneous railway system under one controL 

The trend of railway management has been 
rather towards the fonnation of a number of 
strong units, having a monopoly over eertai.n 
areas, but coming into contact in certain large 
towns, and there contending for the traffic Had 
this competition been reaJ-that is to lay. had 
it extended to rates and fares-the resv.lt, "ou'd 
probably have heeD that, between certain eompeti
tive points, services would uve been. ,cheap, 
.hibt parts of the countly. where each company 
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bad a monopoly, would have bad to make good 
the losses incurred at the competitive points. At 
a very early period of their history, however, the 
companies decided to agree among themselves 

. as to what rates they should charge between 
competitive points, with the result that the main 
element of competition, namely charge, is not 
existent. In the case of some passenger services, 
as, for instance, between London and Birmingham, 
there is still a certain amount of competition in 
speed and comfort, but these cases are growing 
less and less, and often there is an agreement 
between two • competing' companies as to speed, 
it being alleged, for example, that the London 
and South Western and the London, Brighton, 
and South Coast Railway have an agreement 
that no train between London and Portsmouth 
shall perform the journey in less than two 
hours I 

Another method to which companies have 
been tending in dividing traffic is known as the 
percentage division of traffic. By this means 
the whole of the traffic between two towns or 
districts is pooled and divided between the 
companies upon a fixed basis. 

The trend of British railway management 
therefore appears to have been towards the build
ing up of large units, such units keeping up the 
appearance and expense (in the shape of separate 
receiving offices, goods depots, canvassers, etc.) 
of competition without there really being any 
competition worth speaking of; the idea probably 
being to keep Parliament and public opinion 
quiet.· "Thus, for years, the chairmen and apolo
gists of the companies have expatiated upon the 
advantages of competition, in. which, indeed, 
some of them may· really have believed. As, 
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however, the effects 01 the financial mismanage
ment of -the railway companies made themselves 
felt and dividends declined, • growing demand 
on the part 01 shareholden and outside critica 
tor more scientific management and leu waste 01 
capital, combined with the unheard 01 demand 
that Railway Boards should be recruited Itpm 
the ranks 01 people knowing IOmething .bout 
railways, spurred some of the railway manage
ments into action, and resulted in • new kind of 
combination by which unnecessary mileage may 
be abolished, in the shape of suppressing certain 
duplicate train services and doing away with 
hundreds of duplicate collecting offices, canvauen, 
etc. 

This system is the Working Agreement aystem, 
and we DOW have the following combines I-

{
South Eastern Railway. 
London; Chatham and Dover Railwa,. 

{

Great Northern Railwa,. 
Great Eastern Railwa,. 
Great Central Railwa,. 

{:::don and North Western Railwa,. 
Midland Raihra,. 

cashire and Yorkshire Railw.,.. 

{
Great Western Railwa,.. 
London and South Western Railwa,.. 

In the main these combines have been forced 
upon the railway managements by determined 
shareholders, but it hal had the effect that rail
way chairmen and their apologists. where they 
used to point out the advantages of competition, 
DOW point out the disadvantages 01 competition. 
and enumerate the great lavings and increase in 
efficiency resulting from wise c:o-operation. 
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There is, however, unfortunately no sign of a 
wider outlook among these gentlemen now than 
in the past. It is merely the units which have 
become larger, and these unitS watch and impede 
one another as jealously as at any previous period. 
Thus, if the Midland, impressed by the possibilities 
of London dock traffic now that the docks have 
been removed from the mismanagement of 
companies, takes over the Tilbury line, the 
Great Eastern group opposes the purChase. 

The general managers of some of the big com
panies appear to be more enlightened, as is shown 
by the extracts from their writings given in 
Chapter XIX 

The attention of the different managements 
having been drawn to the possibility of increasing 
their earnings by absorbing certain small 
lines, developments in this direction appear 
probable. 

It is the curse of the company system, however, 
that no thoroughly comprehensive scheme appears 
to be in contemplation, and only the greatest 
pressure is inducing the managements of one or 
two of the big companies to deign to discuss with 
the originator the possibility of a great central 
goods clearing-house for London, which, like 
almost every other great improvement, will have 
to be forced upon the companies either by out
side pressure or by Parliament. That some such 
scheme must come is obvious to every impartial 
observer. 

That the whole trend of railway &Hairs is 
leading straight to nationalisation is already ap
parent to acute observers, and lest it be imagined 
that here the wish is the father to the thought, 
it may be mentioned" that so determined an 
opponent as Mr W. S. Ac worth, in a paper read 

~. . 
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before the Royal Economic Society on 11th 
January, 1912, gave utterance to the foUowin, 
remarks :-

'The conclusion, therefore, that IIDOIt reluetaDtll 
arrive at Ja that we cannot go on .. we are, that there 
II little hope fol' the atabliahment of aD adequate 
aDd clearly thought out Iptem of State control. and 
that, therefore, the only aitemative-State owner
lbip-fa Inevitable. I can lee on the political horizon 
DO force to atop it. In former da)'l we could truat 
to the weight of the Pftlllure esertecI bl that whlcb 
we are accustomed to Impenooate u the TreaaurJ 
to prevent the adoption of large financial lChemea 
whose succesa wu at Ieaat questionable. But of 
late yean the TreaaurJ baa become a pat IpeDdJng 
departmenL In former da)'l the great IDUI of 
middle-claa public opinion would have ItI'oDgII 
opposed State cnmenhip. The feelJng among manu
facturers and mercbantl to-dal Is. I bnagine. quite 
difl'erenL At IDOIt thet are neutraL An enonDOUI 
majority of the railway worken would undoubtedly 
welcome it-from their own point of view, not un
naturaDy. And Dot only have the railway worken 
half a million votes, but u every engine-driveI' and 
guard is naturaDy regarded u • railway npert bl 
his fellow-workmen in other occupationa, theJ would 
influence a YBIt Dumber of other worIdng-ciul votes. 
AI • matter of mere politiCl, two at Ieut of the IDOIt 
prominent memben of the pJ'eIIeDt·CabIDet have de
elared themadvea in favour of State 0WDefthJp. 
The Labour parlJ and the Nationaliat party are 
definitely committed to It, while the faet tba& the 
reaction of • railwal ratea polic)' GO eustomI poIJcy 
and tariff8 ia not unimportant, predispoees the 
Unionist party to keep at least aD opeD mind GO the 
subject. 

'AI for the railwa1 cUrec:ton, ~ and abare
holders, &bet have everJ reuoa to welcome State 
purcba8e. And I think the more far.ldghted among 
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them Bee· this themselves. Having regard to the 
terms that the London Water Companies obtained 
not BO many years ago from the Metropolitan Water 
Board, and to the still more recent purchase of the 
Tanjohg Pagar Docks at Singapore by the Imperial 
Government, the shareholders have every reason to 
expect to be able to seU out at a price which would 
be at least fair. The managers know that their 
Bervices would continue indispensable under Govern. 
ment ownership, while their position would be more 
dignified. Even directors, according to recent pre 
cedents, are entitled to compensation for loss 01 
office. If the shareholders obtained a State guarantee 
of their present income, they would, in my judgment, 
make a very good bargain; for 1 cannot see that 
there is any prospect that, if they continue as share
holders, their dividends will improve. 1 do not 
doubt that considerable further economies are still 
possible. But the net income from these economies 
is fully mortgaged. For one thing, future capital 
(and electrification alone is going to cost untold 
millions) will not again be raised in our time at 8 per 
cent. For another, everybody now recognises that 
our railways have in the past been improvidently 
financed, and that net receipts ought to provid~ 
much more generously than they have done fors 
betterments and obsolescence. And beyond all this 
there looms up large in the future the prospect of 
Bweeping reductions in wholesale goods rates. That 
these rates are substantially higher than in the great 
competing countries, 1 have no doubt. That they 
are justifiably higher, 1 agree. But that the railways 
are entitled to charge them does not imply that the 
traders and manufacturers can afford to pay thcm. 
And if they cannot, then the railway companiel' 
must accept reductions lest the goose that lays the 
golden eggs be killed. 

'I end by saying that State ownership is, in my 
Judgment, coming, and coming soon.' 
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CHAPTER IV 

Un.WAVI AND 'I'D !'UDZa 

Tn history of our railway system it one unbroken 
series of conflicts between the trading and 
agricultural commUJ)ity on one side and the 
railway eompanies on the other, the latter almost 
invariably getting the better of the former. The 
difficulty in dealing with the plaint of the traden 
is to know where to begin. One eannot pick up 
a report of a chamber of commerce, 01 an agn
eultural association, or any similar body without 
being struck by the number of complainb and 
the bitter feeling against the railways. 

lt is only fair to the railways to say that these 
complaints have reference much more to the high 
rates charged than to the service itself, although 
the latter is by no means satisfactory. There are 
two main principles of making charges for the 
carriage 01 goods. There is one in which the charge 
to the trader is based upon the cost of the service. 
which means roughly. fixed charge per ton per 
mile: and there is the other principle which is 
known colloquially as 'charging what the traffic 
will bear.' The fairness of the flnt principle is 
obvious, but its lack of elasticity is a great draw
back: and the second system is too elutie, lor 
it opens the door wide to grave abuses, and di5-
crimination becomes terribly eomplicated and 
gives rise to • host of absurd anomalies. The best 
would be • eombination 01 the two systems, and 
with this we deal in Chapter xx.. entitled 'The 
Path of Railway Reform .rter Nationalisation.· 
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The system, if • system' it may be called, obtain
ing in the United Kingdom is to charge the con· 
signor as much as can be screwed out of him, 
subject to a more or. less antiquated maximum 
rate laid down by Parliament. A slight retrospect 
showing the growth of this complicated system is 
necessary. 

The earliest railway rates were simply tolls at 
the rate ot so much per mile or so much per ton 
per mile for the use ot the rails, the wagon and 
animal traction required therefor being provided 
by the consignor; when the company owning 
the railroad supplied the wagon, an extra charge 
was made for this service, and when the companies 
commenced themselves to haul goods along their 
lines by means ot locomotives, they were author
ised by Parliament to charge a 'locomotive toll' 
in addition to the charge made for the use of their 
lines. The amounts ot these tolls were specified 
in the special Acts ot each company, so that at 
one time each company was empowered to im
pose three separate charges, namely, road tolls, 
locomotive tolls, and conveyance tolls on every 
consignment, and the tolls of one company might 
vary considerably from those charged by another. 
In 1845 a Maximum Rates Clause, grouping these 
three charges into one, slightly less than the 
total ot the three, was introduced. In the course 
ot time the railway companies themselves 
became carrierl, providing goods depots and 
warehouses, covering and uncovering the wagons, 
loading and unloading, carting, etc. The com
panies claimed that for these 'terminal services' 
they were entitled to make a separate charge 
over and above the maximum rates, whereas 
the trading community CQntended that these 
services were included in the maximum rates. 
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This gave rise to much litigation, and eventually 
the companies won; all that Parliament did wu 
to compel the companies to distinguish their 
charges for conveyance. terminal services, coUec
tion and delivery. and subiequently Parliament 
fixed the maximum amount. that might be 
charged for these terminal eervicea. AI a result, 
therefore, any person who baa paid for the 
conveyance 01 goods, may. on making application 
in writing to the secretary of the railway com
pany. insist upon receiving an account distinguish
ing how much 01 the charge g for conveyance. 
including toUs for the use of the railway. the use 
of trucks, and lor locomotive power. and how much 
for loading and unloading. collection, delivery. 
and other expenses. but • without particuJ.ariaing 
the items of such last mentioned charge.' 

The Acts incorporating the tint railway com
panies contained a classification of the gooda 
it was expected would go by rail, the list being 
divided into five or six groups. These lisU were 
lOOn found to be totally inadequate, and the 
railway clearing-house, which wu founded in 
1847. made a classification which, at the com
mencement, comprised about 800 different 
articles, but in less than twenty years had 
grown to BOIDe 1800 articles. One of the 
DumeroUS Royal Commissions which from time 
to time have had to investigate into the com
plaint. urged against the railway companies, 
recommended in 1865 that this classification 
should take the place of the classification 
imposed by the special Railway Acts. Nothing 
wu done, however. for IOIDe yean. until the 
dissatisfaction among the trading community 
reached such a point that the Railway and Canal 
Traffic Act of 1888 wu passed. By th.Ia Ad 
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each railway company had to submit to the 
Board of Trade, within a period of six months, 
revised schedules of maximum rates, with a view 
to these being substituted for the rates prescribed 
by the special Acts incorporating each railway 
company, and it was further stipulated that 

. these new rates were to include fixed maximum 
rates for terminal charges. In 1889 the Board 
of Trade appointed two special commissioners 
to hold an inquiry into the revised classification 
of schedules and maximum rates sent in by the 
railway companies. By the end of May no fewer 
than 40000 objections had been received from 
individual traders through commercial and agri
cultural associations. After a period of acute 
controversy, of which space permits only the 
barest mention, the new schedules and revised 
classifications were passed by Parliament and 
came into operation on 1st January, 1893. 

The scales of charges were divided into six parts, 
and each rate is made up of two parts, namely, 
so much for conveyance, and so much for terminal 
charges, but the conveyance scale of one company 
is not the same as that of another, and as there 
are some 217 companies owning railways in this 
country, and something like 180 distinct adminis
trations working different sections of railroad. 
the lack of uniformity in rates on this score alone 
may be imagined. In the year named, Parliament 
(which has generally had to compel the companies 
to introduce any innovations or additional 
services) compelled the railway companies to 
carry perishables by passenger trains. The 
general principle of the new system of calculating 
rates was that a certain rate was charged for each 
group of articles for the first 20 miles, a reduced 
rate for the next 80 miles, and a further reduced 
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rate for the next SO miles, 10 that the longer the 
distance the less the rate per mile would work 
out. This is known as the 'tapering rate' 
system. AI a result of this new classification 
some of the rates were lowered, but many others 
were increased. This gave rise to another great 
agitation on the part of the trading community. 
and some of the railway companies endeavoured 
to meet the complaints by stating they had not 
had time to revise their rates, and that they had 
merely temporarily substituted higher class rates 
for special rates which they had not had time to 
revise. 

The traders accused the railway companies of 
having deliberately adopted a policy of raising 
their low rates to the new maximum charges. 
with a view to counterbalancing the decreues. 
and that this complaint wu well founded is 
shown by the fact that 10 consistent an apologist 
of the railway companies as Mr E. A. Pratt, in 
his History of Inland Tramp"" (p. 8'1) writes, 
'the counter allegation of the traders would appear 
to have been not without foundation, in view of 
the fact that the setting of increases against 
decreases was defended by the companies on the 
ground that, being corporations based and operated 
on commercial principles. they were bound to 
see that their revenue did not suffer.' It would 
indeed be hard to exonerate the railway com
panies from this charge. seeing that the Select 
Committee appointed in 1893 to inquire into the 
further grievances of the traders, expressed the 
opinion that the companies had been 'actuated 
by their determination to recoup theJDJIelves to 
the fullest extent by raising the rates of articles 
where the maximum rates were above the actual 
rates.' Thus it stated that the rates which were 
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not reduced by the new maxima should have 
been left untouched, and that the margin between 
the old actual rates and the new maximum rate. 
laid down by Parliament was not given by Parlia
ment in order that the companies should take 
immediate advantage of it, but was granted only 
to meet certain contingencies, such as rises in 
prices and wages. Thus it also recommended 
that fresh measures should be taken to protect 
traders from further unreasonable raising of 
rates. In 18940, therefore, Parliament passed an 
Act restricting the powers of railway companies 
to increase their rates any further, and compelling 
a railway company, in the event of its proposing 
to increase any of its tolls, rates, or charges for 
the carriage of goods .. to . prove the reasonable
ness of such increase. In other words, the onus 
lay on the railway company to prove that a 

. proposed increase was reasonable, and the mere 
fact that the proposed charge was within the 
limit of maximum rates already fixed would 
not be taken as sufficient justification. 

Complaints had to be made first of all to the 
Board of Trade, and if this did not result in agree
ment between the trader and the railway com
pany, the former had the right of appeal to the 
railway commissioners, who would hear and 
determine the complaint. 

This somewhat uninteresting but necessary 
ffsuml of the course of legislation with regard to 
railway rates, shows that all along Parliament 
has had to intervene to protect the trading 
community from the extortions of the railway 
companies, whose activities as concerns organised 
solely for the purpose of earning profits for their 
proprietors would naturally be in the direction 
of charging the maximum for the least possible 
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service. To protect the traders it WAI ultimately 
found necessary to throw upon the companies the 
onus of proving that any proposed increase 10 
rates was reasonable, and it .houJd be particu
larly noted that in its Railway Bill introduced 
in 1912, wherein the Government, in accordance 
with the undertaking it gave the railway com
panies at the time of the railwaymen' •• trike in 
August, 1911, to empower them to raise rates 
where it could be proved that IUch increase 
was required for the purpose of paying higher 
wages, the Government did actually propose 
to transfer from the railway company to the 
individual trader this burden of proving the 
reasonableness or unreasonableness. AI the case 
might be, of all future proposed increases. 

As it is, traders complain of the great expense 
of bringing cases before the Railway Commission. 
Small wonder, therefore, that the Bill raised a 
storm of hostility all over the country. A Bill in 
modified form was subsequently forced through 
Parliament, and an all-round rise in goods rates 
has been announced. To the writer it certainly 
appears that this is the last throw of the railway 
companies, for even railway directon will find it 
difficult to suggest any further increases to goods 
rates which are already far and away the dearest 
in the world, as the following instances will.how =-

In a debate of the House of Commons which 
took place on the 11th February, 1908,)Ir Chiozza 
}loney, H.P., stated that the rate for the transport 
of cutlery from Sheffield to Hull was 201. per ton, 
whilst on the German State RailwaY' it would 
be 6s. '1 d. per ton. The charge for earrying 
hardware from Birmingham to Newcastle (207 
miles) was 251. per ton, but from Dortmund to 
Rotterdam (153 miles) it was lOs. per ton. He 
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also referred to the celebrated case of the consign
ment of 100 tons of potatoes which was shipped 
from Dundee to New York. On arriving at New 
York, it was found that the duty was so high 
that it would not be worth while landing the 
potatoes. They were accordingly brought back 
from New York to Liverpool, and the total cost 
of this round journey was 28s. 10d. per ton, or 
'd. less than if the potatoes had been sent direct 
from Dundee to Liverpool I 

In 1905 an Agricultural Commission was held, 
and a representative of the London Chamber of 
Commerce and the Central Chamber of Agri
culture gave evidence to the effect that the rate 
on home potatoes from Harwich to London (70 
miles) was 7s. 6d. per ton. The standard rate 
on the German State Railways for potatoes for 
the same distance works out at 8s. 9d. per ton, 
exactly half the English rate, and as it is some
times stated by the few defenders of our railway 
companies that the English rates include terminal 
services which are not included in the rates of 
foreign railways, it should be noted that the 
English rate referred to above is for haulage only, 
i.6. does not include terminal charges. 

To state that the goods rates charged by our 
companies are a mass of anomalies is putting the 
case very mildly. At the Agricultural Com
mission of 1905 already referred to, the Assistant 
Goods Manager of the Great Western Railway 
was asked by Lord Jersey whether it would be 
possible to have the ordinarY traders. rates put 
on boards at the stations, so that farmers might see 
them. The reply deserves to be placed on record:-

• No, that would involve the multiplication of 
the hundreds of millions of rates already in 
operation on the British rai!ways.' 
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In reply to another question the lam. witnesa 
laid, 'You will understand that I cannot answer 
that, as I have not read aU the thirty millioll 
rates my compallY have got.' 

In 1911 a trader wrote to the railway company 
asking the rates for goocb from Wokingham, near 
Reading, to Charlton (South Eastern Railway) 
goods siding, aIld the compallY quoted him Ill. 8d. 
per ton. He alsO inquired the rate from the same 
place to Angerstein's Wharf, Charlton, also on the 
South Eastern Railway. but a quarter of a miIe 
farther on. The rate quoted was as. per ton. 

The foUowing are merely a few instances show
ing the unsatisfactory manner in which tradcrs 
and producers are treated by the railway c0m

panies. Most of these examples are taken from 
recent reports on proeeedinga upon complaints 
mad~ to the Board of Trade. 

RATES ON BARYTES (MInerai Ore) 
00 Great Northern, London and North 
Western. Midland, North Eastern, and 
North Starr... Railwa,... 

Barytu ira 8·tort Iruci 1otulI. 
From Waterhouaes to .... 

Manchester (128 milea) •• 10 I per toG. 
Liverpool (145 miles) 11." 
Nottingham (158 miles) 11. " 
Binningham (193 milea) l' I " 
Derby (151 miles).. 11'" 

This complaint first came before the Board of 
Trade in 1908. and the fact that if consignors ~nt 
the goods 156 miles they were charged Ill. 8d. 
per ton, but if they sent them 151 miles five 
miles less) they were charged ISs. 6d. per ton, 
for precisely the same goods, shows to what a 
fine art the 'Railway. Companies have. carried 
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rating I Could any business unprotected by 
monopoly, conducted on these lines, continue? 

Another complaint during the same year was 
that the Midland Railway charged 6s. 8d. per 
ton for the conveyance of stone from Rowseley 
to Hockley, Birmingham, which station is on the 
Great Western Railway system, whereas it 
charged 55. 8d. per ton for conveyance to its 
.own station at Birmingham. This is one of the 
instances with which traders are so fami1;ar, 
where a Company does all it can to dissuade traders 
from making use of another Company's system. 
It the railways were nationalised, all this would, 
of course, immediately disappear, and traders 
would be able to suit their own convenience, 
without having to concern themselves with thc 
interests 01 the diHerent systems. 

The following complaint is also taken from the 
Board of Trade publication already referred to :-

That the rate 01 24s. 9d. per ton charged for 
the carriage of spirjts of turpentine from Bristol 
to Warwick was unfair, compared with the 
corresponding rate of 16s. to Birmingham, which 
the Great Western Railway Company reached, 
it was alleged, by taking the traffic 211 miles 
beyond Warwick. 

The Company repUed that. the circumstances 
relating to the traffic to Warwick and Birmingham 
were not alike, the volume of traffic passing to 
the latter place being much greater than to the 
former; and that the rate to Birmingham was 
based upon the Midland Railway Company's 
considerably shorter route from Bristol. 

A firm of millers complained that they were 
charged 8s. 'd. per ton, station to station, for 
flour and grain carried in four-ton lots from 
Cirencester to Birmingham. (69 ~iles), whereas 
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from Gloucester it was carried to Birmingham 
and delivered there for al. lOd. per ton. They 
dated that if they sent the traffic to Gloucester 
Ithe rate being 8s. ad. per ton) and re-consigned 
it to Birmingham, they would &ave 11. per ton. 
The companies complained of here were the 
Great Western, the M:dland, and the Midland 
and South Western Junction. 

The fo"lowing instance taken from the official 
-report is interesting, as it shows the absurdity of 
allowing the companies, where traffic passel over 
two or more companies' lines, to calculate their 
rates as though it were a separate journey on 
each line (see p. ~). All thil would, of course, 
immediately disappear the moment the lines 
were nationalised. 

The Holwell Iron Company, Limited, com
'plained that the rate of 98. 2d. per ton, charged 
on pig-iron carried from Holwell Junction to 
Hawarden Bridge (1241 miles), was unfair, 
compared with the rate of 71. CId. per ton from 
Frodingham (1171 miles). The firm pointed out 
that although the distance from Holwell was 
greater, the rate per ton per mile was higher. 

The Great Central Railway Company replied 
that the rate complained of was fair compared 
with that from Frodingham, having regard to the 
maximum rates chargeable, and any reduction 
would involve reductions from the whole of the. 
Derbyshire stations from which pig-iron was sent. 

The complainants thereupon pointed out that, 
in calculating the maximum rates from Froding
ham, the Great Central Company claimed to 
treat their railway and the Cheshire lines as one 
railway, whereas in the case of Holwell the 
Midland and Cheshire lines were regarded as 
separate railwaya. The Great Central Railway 
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Company stated, however, that they were 
advised that this was the correct method of 
calculating the rates. 

In forwarding this reply, the Board explained 
to the firm that they were not in a position to 
express an authoritative opinion on the legal 
point raised. 

Speaking at the meeting of the Associated 
Chambers 01 Commerce,· held in April, 1911, 
Mr William Cunningham said:-

'In Sheffield about two years ago tbe Board of 
Trade was approached in connection with tbe ques
tion of hardware tbat was carried between Sheffield 
and Continental ports. It was reported to tbe 
Chamber by one of its members tbat tbe freight upon 
hardware sent from Sheffield to tbe Continent via 
an East Coast Port was charged SO per cent. more 
than hardware sent via tbe same Port from anotber 
inland town. On investigation tbat was found to 
be correct, and tbe Railway Company's explanation 
was tbat Sheffield being much nearer to tbe Port 
tban tbe otber place was better able to pay a higher 
freight in consequence of not having to pay so high 
a railway rate. The steamers were owned by tbe 
Railway Company. No redress had been obtained, 
and Sheffield hardware was paying ISs. per ton 
while Birmingham was only paying lOs. per ton, 
both going by tbe same boat.' 

People not in trade have no idea of the intense 
feeling there is among traders and producers of 
the country against Railway Companies. Like 
shareholders in a Company, these sections of the 
community seldom have the opportunity of 
working together, and it is only now and again 
when occasion offers, as in 1912, when the Gove~ 
ment introduced its Bill authorising the Railway 
Companies to increase their rates, that evidence is 
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given of the state of mind of these sections of 
'he community with regard to the railways. 

Reference Is Dlade OD page 81 to the fact 
that rates are OD the 'tapering rate' I)'ltem, that 
is to say, the longer the journey the lesl it word 
out per mile. Where, however, goods have to 
travel over two Companies' metals. 1M ,liding 
. Beale lltarl8 (1f)er again on each liM, and thil 
circumstance alone is sufficient to Ihow the 
idiocy of the present system of a number of 
diHerent Companies-indeed, if no other argu
ments existed for the unification of aU the Iystems, 
this one alone would be a sufficient justification. 

The bankruptcy of the present I)'stem is shown 
by the fact that. in spite of record traffics and 
record earnings. as soon &I the Companies are 
compelled to raise the wages of lome of their 
workers, their only remedy is to demand from 
Parliament the right of increasing their rates. 

If there is one thing which experience shows. 
it is that lower rates increase traffics and eventu
any profits (of the Post Office, for illltance), 
whilst higher rates diminish traffics and facilitate 
such competition as is possible. This is recognised 
by the able Railway Managers themselves, and 
Mr A. Kaye Butterworth, in his report to the 
Board of Trade on the 'Amalgamation of Rail
ways' (1909), wrote:-

Railway managers IOOD learn that high eha~ 
by no means alwaya carry with them hJgh dividend.. 

The opponents of the Railway Companies should 
find cause for congratulation in their present 
reactionary policy of increasing charges, but those 
who wish the community to be furnished with 
cheap and efficient transport. which has aptly been 
termed as • the raw material of commerce.' can 
. only deplore the blind attitude of the CompanieL 
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CHAPTER V 

THE RAILWAYS AND THE PASSENGER 

EVEN after allowing for the fact that the Briton 
is a born grumbler, it must be admitted that his 
treatment at the hands of the Railway Companies 
has been far from satisfactory, and apart from a 
few favoured Trunk Line services, where there 
has been competition in speed and comfort, the 
majority of passengers have really had cause for 
complaint, and owe what little comfort and what 
few privileges they possess to forcible interveJlt. 
tion. It should be remembered that the Railway 
Companies steadfastly set their face against 
carrying third-class passengers, and that Parlia
ment had to compel them to do so generally. 
There is some excuse for diversity in goods rates, 
but in the matter of fares there is none, for 
there is not much difficulty in classifying pass
engers, and, as will be shown later, in practically 
every country where the State owns the rail
ways there is a perfectly straightforward tariff of 
passenger fares. In the United Kindgom, how
ever, our passenger fares are one mass of absurd 
anomalies. Take up the ABC Railway Guide 
and light upon any place at hazard, and it will 
be strange if you do not come upon something 
ridiculous. For example, turn up Staines on the 
London and South Western Railway, and you 
will find that a third-class single ticket to that 
station costs Is. 4d. and a return ticket pre
cisely double, viz., 2s. 8d., but the return ticket 
is available for eighl day, only I If we turn up 
Hayward's Heath on the London, Brighton, and 
South Coast Railway, we find that .& single 
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journey ticket costs as. lid. and a return tickd 
precisely double. viz., 6s. ad .. but thia is available 
for six months I 

Let us consider a moment what thia means. 
Why a time limit should be put upon a return 
ticket at all is not clear, but where the cost of 
the return ticket is precisely double that of the 
single ticket, the putting on of a restriction AI 
to when the return half shall be used I&VOUJ'l of 
opera bouHe and not of business management. 
For what does thit amount to? The Railway 
~mpany makes no concession, but I&ys, in effect, 
• if you like to take a single ticket you can do 10 
and you can return just AI you pleue by any 
other line or another route (if there i. one) taking 
another single ticket for the return journey and 
paying for it just as required. If, however, you 
like to pay us for the return portion of the journey 
in advance, we will not make you any concession, 
but will charge you just AI much as you would 
have to pay for two single tickets, and AI we shall 
have the advantage of the use of your money 
until you do return, not to speak of the possibility 
of our gaining by your losing the return half, or 
not returning at all, we will place restrictioM 
upon the time when you wish to return I' Thia 
absurd principle is not limited to the third cIass, 
as on looking up Favenham one finds that a 
single fare second-class from London to that 
town is 58. 5d., whereas a return, availl1b:e lor 
.u, .fTWf'ItM only, is lOs. lOeL 

Some of the • reductions' offered on return 
tickets are almost AI absurd. Thus a single 
ticket on the London and North Western Railway 
from London to Accrington is 17 •. 8d., whilst 
a return ticket costs Ua. 4d. The reduction on 
a journey of 217 miles, therefore, is Id. each way, 
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and for this great concession the passenger has 
to forgo the right of a free choice of route for the 
return journey which he would have if he took 
a single each way, Accrington being served by 
the Great Northern Railway as well as by the 
London and North Western and Midland Com
panies. The single journey from Edinburgh to 
Aberdeen now costs 9s. 8d. The return journey 
costs 19. 2d. So that on a return ticket for the 
double journey of 282 miles the North British 
and Caledonian Companies give a saving of 
twopence I 

Then there is thc anomaly of week-end tickets, 
which are issued to some places and not to others. 
Suppose you are a Londoner and have relations 
or friends in Leeds whom you wish to visit during 
the week-end, your fare will cost you precisely 
£1 lOs. lld., the return fare being exactly double 
the single fare. I say, 'you will have to pay'; 
in practice you do not, for you take a week-end 
ticket to Harrogate which is thirteen miles farther 
on than Leeds but costs only 18s. 8d. for the 
double journey, and Leeds being an open station, 
i.e. tickets not being collected there, there is no 
difficulty in using the Harrogate ticket, and thus 
saving 12s. 8d. This is only one of thousands of 
similar instances, and the traveller who wishes 
to circumvent the Railway Companies has merely 
to walk into one of their numerous ticket-selling 
agencies and ask the clerk how he can do it. 

One could understand a company saying that 
to encourage people to travel first class they 
would reduce the first-class return fares; but, as 
is customary in British railway management, no 
rhyme or reason is to be found in their policy. 
Why should the Midland Railway make a reduc
tion of Is. lld. on the first-class return fare from 
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London to Grange (Lanes." which fa 268 miles. 
whilst for Lancaster, which is 230 miles, it granll 
a reduction of 4s. 6d., and for Derby and Buxton 
it makes no reduction at all, but charge. precisely 
double the single fare' 

Why should the passenger who travels first 
class 520 miles, namely to Lancaster and back. 
save 4s. 6d. by taking a return ticket, whilst if 
he travels 536 miles, namely to Grange and back. 
first class, he is only given a reduction olll.l1d. , 
And why charge Is. 6d. additional (first class) 
for the eight miles from Lancaster to Grange, whilst 
only charging Is. (first class) lor the leven miles from 
St Pancras to Hendon' Surely it is absurd that 
on one part of the system a first-class journey of 
eight miles should cost II. 6d., and that on 
another part of the system a leven-mile, first
class journey should cost 11.1 It is evident to 
every one who uses the railwaYI to any extent 
that passenger lares are fixed practically without 
any system at all; and if this is the case in such 
a simple thing as passenger lares, what must the 
goods rates be like! Compare the British lack 
of system and uniformity as regards passenger 
fares with those on the- State-owned railway 
systems of the Continent. 

Turn up the Continental 'Bradshaw' and you 
will find the following note with regard to the 
German railways, together with the subjoined 
table of fares:-

IUILWA.Y8.-Railway earriages' In Cermauy are 
generally clean and comfortable, and the rare. are 
Jess than In most other part. of the ContinenL For 

• Every one iI acquainted with _ 01 U- Dumerowt 
_ in which, by takin, • ticket for • portioa of the 
journey only, and payinr exce.- fare at the termInatioa 
of the journey, the totaiwora out at IeM tbaa a tbIougIa 
ticket. 
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ordinary trains the fares average ltd. per mile Brst 
class, y8lJd. second class, id. third cl888j for express 
trains, 'Schnellzuge,' there ill an extra charge vary
ing from 25 pf. to 2 m.; no reduction for return 
tickets. Seats In through corridor trains are numbered, 
and may be reserved in advance at starting station 
without fee. Tickets are usually available for tour 
days, 'with one break allowed on journey. 

TABLE OF FARES ON THE GERMAN 
STATE RAll.WAYS 

~l J~ 
Ia. .a. ,a. 

~l ~ 
ICL ICL ,a. 

i I- I-
1m. pl. .... pl. .... pr. .... pr . .... pl • .... pl • 

6 T 1085 o 25 ITs 125 771 9 60 6 10 8OO 
10 61 o 90 065 o 80 150 981 12 10 1 20 4060 
20 121 1 60 100 o 65 200 1241 15 60 9400 620 
25 15i 200 1 80 o 80 800 1861 28 400 140 80 920 
80 18f 2 50 1 50 o 95 4000 248l JO 400 18 80 1240(] 
400 2401 8 20 1 90 1 25 500 810i 38 60 28 70 1540(] 
50 31 8 90 2 50 1 55 600 3721 401 400 ~8 20 1840(] 
60 371 460 2 90 1 85 700 4085 54040 38 80 21 60 
70 iSl 5 80 840 2 20 750 i66 60 50 3560 23 1( 
75 161 610 860 2400 800 4091 6400 37 80 246( 
80 191 6400 8 80 2 50 900 5591 1100 1320 

~: 90 56 710 4 80 2 80 1000 6211 7800 ~7 70 
10062} 7 80 4 70 S 10 

The above fares Include the Government Stamp 
(Fahrkartensteuer). 

For the EXPRESS TR.uNs (SCHNELLZUOE) Extra 
Fares are charged as follows :-

Zone. EIJometer. Bng1isll. I It. a. ,a. 
MIke. IlL Pf. IlL Pf. 

I 1 to 75 t to ~i o 50 O~ 

II 75 to 150 461 to 981 1 00 050 
III Above 150 Above 981 200 100 

Bearing in mind that the mark is equal to just 
under Is., it will be seen that on the German. 
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State railways a journey of 111' miles (t.,. 
London to Manchester) which, in the United 
Kingdom costs. third class, Us. ald., costs in 
Germany about 9s. 2d., or 101. 2d. if the journey 
is performed by express train: and fares are the 
same all over the country, without being subject 
to the vagaries of the diHerent companies. Or 
take the case of Belgium. 

A third-class leason ticket available over 
Dearly 8000 miles of railway for five days ~ 
101. 1d., and for a year .£U 17 •• 6<1. 

After one of my lectures a gentleman came 
up to me and said that he was a commercial 
traveller, and that when rendering his expenses 
for a journey to Belgium, his chief had called 
him in and told him that there must be lOme 
mistake. 'Look here,' he said, 'for travelling 
three or four days in Belgium you have charged 
ten shillings, which must be wrong, for you 
have charged 12s. lId. for simply travelling 
from London to Dover and back.' The 
traveller pointed out, however, that it was 
quite correct, and that on the State Railway 
system of Belgium it was possible to travel for 
five days over nearly 3000 miles at a much lower 
fare than to travel the 155 miles constituting 
the double journey to Dover and back, and the 
latter moreover by slow train, for if an express 
train is taken the return fare second class (third 
class not being issued) is 25s. 4d. f Anyone who 
would- enjoy the last thing in luxurious railway 
travelling, at the minimum cost, cannot do better 
than take a first-class five day.' season ticket over 
the Belgium railway system at a cost of 27 .. 6d. 
This ticket is available also over the few company
owned lines remaining in that country, and may 
be used in the numerous fast international trains 
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which run over the whole Belgian system. Nearly 
every express train carries a delightful saloon 
carriage (for which these tickets are available) 
termed a 'Yoiture-8alon, which is made up of a 
number 01 little compartments suitable for parties 
of from two to six. and one central saloon, 
beautifully decorated, and fitted with tables and 
movable chairs. It differs lrom a restaurant car 
in that passengers may travel in it without having 
any refreshments, but there is a buffet, and 
refreshments may be ordered at will. The writer 
has a fairly extensive experience of travelling 
throughout Europe, and knows of no pleasanter 
or more commodious travelling than that here 
described; and as already pointed out, a season 
ticket available in these carriages de lWEe, over 
some 8000 miles, can be obtained for short 
periods at a price working out at 5s. 6d. per day. 

Space would not permit of an enumeration of 
the various special tickets issued by the Belgian 
State Railways, and one example must suffice, 
namely workmen's tickets. Weekly tickets avail
able lor six return journeys of 20 kilometres (121 
miles) cost 1.50 lrancs, slightly under Is. 8d.; 
or for 80 kilometres (181 miles) such a weekly 
ticket costs 1.75 francs (Is. 5d.); so that for less 
than threepence a day a workman in Belgium 
may travel 871 miles a day; and here again the 
advantages of unilormity should be noted-it is 
not merely certain journeys between specially 
selected points which are available to the work. 
man, but these tickets will convey him between 
any two points in the country, the sole measure 
of the cost being the distance. Cheap facilities 
like these go some way towards solving the 
housing question, for while it may be true that 
in some cases reduced fares simply mean increased 
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rents, the landlord or land-owner at once appro
priating the amount laved, this .. not possible 
when cheap transport facilities are made avail
able over the whole of a country. Season ticket. 
are Issued by the Swiss Government railway. 
available over the whole State system and a felf 
other railways .. well. besides being valid for 
journeys on the lake steamers. Such ticket. are 
issued for periods of 15. 80. and 45 days. the ratea 
being .. foUow. :-

Iota... ..... a... ".a... 
15 Days •• 13 • 0 12 • 0 &1 18 0 
80.. •• Ii 0 0 8 12 0 2 12 0 
.s.. •• 8 12 0 40 12 0 8. 0 

Strangely enough the mileage over which 
these ticket. are available ia much the lame .. 
that of Belgium, namely. roughly about 8000 
miles. Ordinary farea are also cheap. 

Practice varies in ·the different countries as 
regards return fares. In Germany return ticket. 
are not issued. In Belgium a reduction of about 
20 per cent. is made on the return ticketl; in 
Switzerland this amount. to 25 per cent.; but 
while practice varies in the different countries, 
It is uniform in each country-that ia to .. y. 
in Switzerland you do not obtain • reduction in 
one case and have to pay double the .ingle fare 
in another from the mere accident that one' 
district is controlled by one railway company and 
another district by a second company; which
ever part of Switzerland you are in, the same 
tariff obtains, just .. it does in the case of letter' 
postage. which is, after au. merely common sense. 

In the matter of railway stations, the Brilillh 
railway companies are among the wont in the 
world. Anybody who has bad occasion to travel 
much in the United Kingdom and in Germany. 
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Switterland, Belgium, Italy, and Scandinavia. 
cannot fail to be ashamed at the inadequacy of 
the British company-owned stations, both as 
regards architectural merit and convenience, as 
compared with the beautiful railway stations 
constructed by these State railways. Even 
Victoria Station, the newest that London has to 
offer, makes a very poor show compared with 
such superb structures as the railway stations of 
Frankfort-on-Maine, Hamburg, Antwerp, Basle, 
and Zurich, to mention only a few. Anyone who 
has seen the palm court in the St Pierre Station 
of Ghent, the pure white of the Frankfort Station 
with its statuary, the noble Hamburg Station with 

"its green open spaces, all of these stations undis
figured by a single advertisement, and then 
returns to the grimy, ill-lighted sheds-for they 
are nothing else-which serve as railway stations 
in most of the cities of the United Kingdom, has 
'a striking lesson with regard to the difference 
between company-owned and State-owned rail
ways. In the United Kingdom passengers suffer 
particularly in the matter of refreshments. The 
price of meals on the restaurant cars is exorbitant 

"compared with that charged on the State-owned 
systems of Germany, Belgium, and Switzerland, 
and there is very little variety in the fare; but it 
is in the matter of refreshment rooms that the 

"British travelling publio is worst served. In 
"practically every large railway station on tho 
State-owned system of the Continent there are 
palatial waiting-rooms and restaurants combined, 
where meals and light refreshments are served at 
moderate prices, where newspapers and illustrated 
journals are available for the use of travellers, 
and where an enforced wait is almost a pleasure, 
for there are few places.in which one finds more 

a.lI. C 
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interesting sights than the waiting-room and 
restaurant combined of a large railway station, 
the constant coming and going of penons forming 
an ever-changing scene. I have had exceUent 
dinners and IUppers at these waiting-room 
restaurants in Germany. Switzerland, Belgium, 
Italy. Denmark, and other countries, costing 
between II. 6d. and 2.. 6d.. lighter refreshments 
being proportionately cheap. Nor are these 
facilities limited to the big stations. Every 
railway junction in Germany. for instance, bas its 
station restaurant, at which the catering is 10 good 
that many of the townspeople have their meala 
there. 

·In this matter we are faced with the same state 
of· affairs as in nearly everything else in connec
tion with the British railways; on a State-owned 
system there is uniformity. and what is done in 
one part of the country is done in another. In 
the United Kingdom the catering on one or two 
of the lines is good; the London, Chatham, and 
Dover (the catering arrangements of which system 
are now in the hands of Messrs Joseph Lyons and 
Co .. Ltd_) is a case in point, and the London and 
North Westem Railway. which does its own eater
ing, is also superior to many of the others; but 
the lack of uniformity of which the British travel
ling public has to complain is not 10 much that of 
difference in quality. great as that is, but rather 
that on lOme systems facilities are afforded for 
refreshments whilst on others there are none. 
Take the case of the junctions near London. 
New Cross OD the Brighton line and Clapham 
Junction (it is impossible to state on which 
particu1ar line this dreadful station is situated) 
each has its refreshment rooms. but YlD5bury 
Park, the one great London junc:tioD of the 
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Great Northern Railway, has no refreshment 
room at all. There is no need to give any more 
examples. Under a State system such a dis
crepancy is unthinkable. If the convenience of 
passengers calls for a refreshment room on the 
junctions of the comparatively unimportant 
London. Brighton, and South Coast Railway. 
surely passengers on the much more important 
Great Northern Railway should have the same 
comfort. 
. The following is a comparison of the third
class fares charged for typical journeys on the 
railways of the United Kingdom and some of 
the State-owned lines of the Continent:-

I II MIlee. 184 mild. 40' MIles. 
London to London to London to 
6urbitOD. Manch .. ter. GIaa&ow. 

SlDsle. Retunl. SlDsle. Retunl. SlDsle. Retunl. 

- --- -----
United .. d. .. •• .. d. 8~ d . .. d. or' d. Kingdom 1 0 1 8 15 III 011 33 0 211 
Belgium 0 '71 0111 9 0 1~ 2 19 8 31 ~ 

~witzerland 0 Of 1 0 12 2 15 8 ~: 8 33 Il 

g:~ank 0 '7 1 2 10 o· 20 0* 8*1-" 6·~ 
nmar 0 61 1 Ii '7 2 H ~ 11 8 23 41 

.2zp.-. 

Of the many anomalies and absurdities which 
exist on our railway system. the case of restaurant 
cars may be cited. The writer travelled recently 
from Manchester to London by one of the Midland 
morning expresses. He took a third-class single 
ticket, costing ISs. Sid. A first-class ticket would 
have cost 24s. 6d. The writer immediately entered 
the restaurant car, in which he remained during 
the whole journey. to town, paying .2s. 6d. for his 
b~fast. This restaurant car was, if anything. 
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more comfortable and better upholstered than 
the first..class carriages; and it had to Ie"e both 
first-class and third-class pauengen. Now. if • 
traveller were contemplating travelling fint 
class, it would pay him to take a third-class 
ticket, to enter the breakfast car. order a breakfast 
(throwing it outof the window if he did not want it). 
with the result that he would travel in the .ame 
car as the first..class pusengen having meat.
a car more comfortable than the ordinary fint. 
claSI and costing him 81. leu than the fint. 
class fare, as is shown by the following table :-, .. .. , .... 
First-clau fare, Tblrd-claufare, 

Manchester to Mancheater to 
London I' 8 London 0 11 Ii 

Breakfut 0 I 8 
Gratuity ... y 0 08 

II • 8 10 II Ii 

In practice, of course. very lew people paying 
lull fares travel first class; the British Railway 
Companies waste hundreda of thousands of pounds 
every year by carrying aD these first-class coach~ 
for the greater part empty. and which, when 
occupied at aD, are generally used by penou like 
directors and officials who hold free paaees. and 
persons holding privilege tickets. The reader 
has merely to look at any passing train to lee for 
himself what a dreadful waste tbe running of all 
these flrst-cJass coaches is; he cannot fail to 
obse"e how few people there are in them, and 
how common a thing it is to lee a whole fint. 
class coach without a .ingle paseenger. The 
writer hu travelled from London to Scotland 
and counted only five fint-class paseengers in the 
whole train; of these it is doubtful if one had 
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paid the full ordinary fare. And these long 
strings of empty carriages are just the heaviest 
and best lighted I Obviously, if all this waste goes 
on, the public has to be fleeced somewhere or other 
in order to earn dividends on the railway capital; 
this waste is obvious, because it is a thing which 
can be checked by the most casual observer; 
how must it be in connection with the goods 
traffic and all the other departments of a railway 
which are not visible to the eye of the outsider? 

Another cause for complaint on the part of the 
general public is the manner in which the ordinary 
traffic is dislocated on the occasion of races. On 
these occasions everything is subordinated to the 
race traffic, and season ticket holders and other 
regular passengers are delayed and put to great 
inconvenience; numerous trains are taken off. 
and every attention is paid to the occasional race
goer who travels on the line perhaps twice in the 
year, whilst the regular daily traveller and 
residential community are neglected and irritated, 
a practice quite contrary to the spirit of all well 
conducted businesses. 

A typical measure which irritates people 
exceedingly, who are accustomed to the reason
able treatment meted out to them on the State
owned Railways on the Continent, is the matter 
of cloak-room charges • 
. On most of the railway systems in this country. 

not only is the charge excessive, namely 2d. per 
package for any portion of twenty-four hours, 
but one is called upon to pay the fee in advance, 
although at the time of lodging the package the 
final charge cannot be determined, because the 
length of time the article is to remain deposited 
is not fixed. Compare this with the cloak-room 
fees on a State-owned Railway, which is invariably 
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ld. (or the nearest equivalent) lor Iulo articles, 
for twenty-four hours, payment, of eoune, not 
being demanded until the articlel depoaited are 
removed. 

CHAPTER VI 

'l'BB BAILWAT8 .um 'I'D WOIlDU 

IN looking through the numerom boob which 
are published from time to time in both the 
United Kingdom and the United Statel dealing 
with railways, it is strange, and indeed lignificant, 
how little space, if any. is devoted to the condi
tions of the workers employed on the railway •• 
Even in boob dealing with railway working and 
methods in different eountries, one flnda DO 

attempt made to compare the conditions of 
labour on the railway IYstem of one eountry with 
those obtaining in another. In that standard 
work on British railway organisation, entiUed 
Railway Management, by the late Sir George 
Findlay. at one time manager of the London and 
North western Railway. out of 850 pages 11 are 
devoted to eonsideration of the workers, and most 
of these are taken up with a delCription of the 
benefits eonferred upon the worken by the vanou. 
friendly and provident lOcietiei to which the:J 
were eompelled to eontribute. 

When we bear in mind that in the United 
Kingdom no leu than 609,000 men-« lOme
thing like one out of every twelve adult maIeI
are employed on the railway .. the IIC8Dty atten
tion paid to the IUbject is lignificant. In faet, 
it is this attitude of regarding labour simply .. 
a raw material. a commodity to be bought _ 
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.old, that is responsible for the great upheaval 
among the labouring classes which we are now 
witnessing, and which can only find its conclusion 
in a complete change in the status of the worker. 
Nowhere is this more likely to be the case than 
with the railway workers, and this alone is one of 
the most powerful forces making for the national 
ownership and operation of the railway system, 
lor if there is one respect in which, more than 
another, railway directorates have acted un
wisely, it is in their attitude towards the 
great body of men who, like the directors 
themselves, are nominally the servants of the 
shareholders. 

The Board of Trade publishes annually statistics 
showing the average wage received by groups of 
industries, and the table on pages 56 and· 57 
shows the average wage received by railway
men in the United Kingdom at diHerent periods 
during the last twelve years. 

The twenty-seven Companies included in this 
table employ over 90 per eent. of the total 
number of railway servants. 

It will be seen that in 1911 the average wage 
of the railway workers was returned as 26s. SId. 
On the one side it has to be borne in mind that 
these figures include the wages of some 16,000 
boys and a certain number of porters who receive 
tips; on the other side it has to be remembered 
that this average includes a small number of 
bighly paid mechanics and engine-drivers. 

In 1908 the Amalgamated Society of Railway 
Servants took a census of the hours and rates of 
pay for 259,280 railway servants, 221,690 in 
England and Wales, 28,690 in Scotland, and 
8900 in Ireland. No such census had ever before 
been published in this country, and the results 
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1900 
1901 
1902 
1903 
1904 
1905 
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1908 
1909 
1910 
1911 
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WEEKLY EARNINGS OJ' 

Compiled Jrrma 0&. -"maUGI BeporU 0/0&. BoGrtl 

BDIIaD4 l1li4 W ... IIaotJu4 
(I'~I. (sc:-...... , 

1'1l1llber A-.e 
1' __ 

A_ 
BmplDJed. W_ ...... 1DJed. 

W_ 
peu.oL peu.oL 

L 7' ;'ii 879.750 25 '2.'61 
878.121 25 81 ".710 28 l' 883.888 25 &1 ~.24,0 28 11 
8M.~5 25 'I ",922 u U. 
880,810 25 'I ~,21' 28 11 
884,821 25 101 ~.80t 23 II 
891.881 25 nt 4.8,4O'r 28 '1 
'12,~ 28 'I 4.8.'11' 28 " 895,271 25 81 ",801 U ,t 
894,828 25 101 ~,I'T 28 '1 
897,715 28 81 4.8.105 28 • Onl, ·IM ftIvm '" 1M WI .,.,.. 

are most valuable. Speaking generally, the 
largest group of railway worken in England and 
Wales received from 235. to 251. per week, the 
largest group in Scotland IDs. to 201., and the 
largest in Ireland 121. to 151. Divided into three 
groups according to wage. the railway lelYanu 
included in the census are paid as followl:-

GIDaps. 1'-.110:& ~ 

2Os. and under • • 100,930 88·a 
218. to 808. •• • • 128,al0 ,,·a 
8la. and over 29,140 n·, 

According to this census, just one-half of the 
railway employees earn between 20s. and 80s.. 
and little more than one-tenth receive more than 
80s. a week. Another fact which emerges from 
these figures iI that the statement, frequently 
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RAILWAY SERVANTS. 

o/7'rade on Changes in Wages Gfld HOUT'. 

Ireland United KIngdom 
(7 Companl..,. (.7 Compe.nles). y_. 

Number Averase Number Average 

Employed. WageS Employed. WageS 
per Head. per Head. .. d • .. a: ---

18,186 19 I5t MO,847 25 ot 1900 
18,726 19 15 MO,557 25 01 1901 
19,806 19 81 448,429 24111 1902 
18,9840 19 5 448,821 24 101 1908 
19,751 19 11 445,577 25 01 19M 
19,581 19 2t 449,251 25 81 1905 
19,874 19 91 457,942 25 51 1906 
19,470 19 81 478,690 2510 lOOT 
19,040 19 81 459,120 25 0 1908 
19,869 19 11 459,4M 25 4i 1909 
19,199 20 7 468,019 25 9 1910 

/17" Q'Vailablll lor thY ye/l7'. 26 81 1911 

denied, that there were over 100,000 people 
employed on the railways of the United Kingdom 
whose wage did not exceed £1 a week is perfectly 
true. During the 1911 strike it was not at all 
uncommon to hear people allege, in reply to the 
statement that the railwaymen received inade
quate wages, that these were largely increased 
by tips. It would doubtless interest such people 
to know that out of the 608,750 men employed 
on the railways on 81st December, 1910, the 
passenger porters, men and boys, numbered 
exactly 29,658, and the passenger train guards, 
8289, leaving a trifle of some 570,858 platelayers, 
. engine-cleaners, firemen, goods guards, labourers, 
signalmen, and yardsmen, whose wages are not 
enhanced by tips. I should have liked to 
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publish a table showing the main conditloDJ 01. 
employment on thOle railwaYI upon which Bettie
ments have been arrived at rinu the 1911 atrike 
and Conciliation Scheme, but lpace doea not 
permit of this. Let it IUffice here to take 
the case of an engine-c1eaner on the Great 
Western Railway. Starting at the age 01 18 he 
receives 2s. 2d. per day~ at 17 28. jd., and at 18. 
28. 6d. per day. He works ten hours per dar' 
and hi8 chance of being killed or injured il one In 
eleven, for in 1911, out of 18,179 engine-cleanen 
employed on the British railways, 140 were killed 
and 166' were injured. Supposing therefore 
that he works aeven daYI a week, ten hoon a 
day, he receives the princely lum of 171. 6d. per 
week. Overtime is paid for at the ordinary rate, 
i.e. ad. per hour. Perhaps the reader will con
sider for a few moments what this life mUM
ten hours a day, not counting the time occupied 
going to and from work, for a wage 01178. 6<1. 
a week, that being proportionately diminiahed if 
he ever gets a Sunday or other day's rest, and he 
gets no holiday. And this after the adoption of 
the Conciliation Scheme, to obtain which it wat 
necessary for a general strike to be declared on 
the railways. But, it may be said, this JeacJ. to 
something better. Well, let us see. After some 
three or four yean on the pleasant work of the 
ICl'Ubbiog and rubbing of footplates, wheels, and 
machinery, he may be promoted to the post of 
fireman. Here his nominal working houra are 
the same, namely ten per day, and he commences 
with 8s. 6d. per day, rising gradually to 6s., and, 
taking the average length of service of firemen, 
and . the number of accidents that occur per. 
annum, it is just about a one to one chance on 
the worker passing through that grade without 
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being killed or injured.· And let us consider the 
prize of the profession, the post of engine-driver, 
the man who is the hero of every schoolboy, and 
on whose nerve in a certain moment our lives-
including your own precious life; dear reader-:
may depend. It is surprising how many people 
still are under the impression that an engine
driver receives something like £40 a week. On 
the Great Western Railway, which we have taken 
as being typical of the great railway companies, 
the minimum pay for a ten-hour day is 5s. 6d. 
and the maximum 8s. If, therefore, he is fortunate 
enough to work a six day week, a man belonging 
to the highest grade of railway work receives 
between 83s. and 408s. per ~eek. And to achieve 
this giddy eminence he may have had to wait 
anything between eight and thirty years after 
becoming a fireman. It is stated that engine
drivers and firemen are worn out after ten years' 
work, and are rarely able to continue in the 
service after twenty years, for the long periods of 
standing on the footplate, with the constant 
vibration of the locomotive, causes an affection of 
the spinal cord which brings severe pains in the 
lower limbs. Some companies have preferred to 
pay their drivers on the trip system, which is. 
equivalent to piecework. By this method a scale 
of payment is set out on a mileage basis, and the 
amount paid has nothing to do with the time 
occupied on the journey, so that in the event of 
fog or congested traffic the driver may have to 
work many additional hours without receiving 
extra pay. The strain of driving a train in stormy 
weather, or worst of all, in fog, may be imagined; 
and the average pay received for this responsible 
work is 'Os. per week. 

Every reader of this book is well aware of the 
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fact that during the last ten yean or 10 there baa 
been a marked increase in the coat of living. AI 
is shown by the table given at pages IUS-51, the 
average rate of wages paid by the twenty-leven 
Companies whose figures are taken as the basia 
of the statistics have increased merely by 11.7Ad. 
since 1900, the average rate for 1911 being given 
as 265. 8id .. as against 251. Old. in 1900 and 
25s. 1M in 1901. During that period the 
profits of the Railway Companies 01 the United 
Kingdom have risen from 140,058,888 to 
.£48,581,746, and the return per cent. paid on 
the total debenture and share capital of the 
railways (after excluding the watered capital as 
stated by the Government returns) increased 
from .£a 17s. 6d. per cent. (plus allowance for 
watered capital) to .£, ... 5d. per cent. in 1911. 

There is no space here to enter into a detailed 
history 01 the relations between the railway 
directorates and their workers. J.. every one 
knows, the railway directors, praetieally alone 
among all great industries. have all along refused 
to admit the right on the part 01 their workers to 
eombine into trade unions lor the purpose of 
bettering their eonditioDl 01 employment. Not 
only this, but by a aeries 01 victimisations. often 
leading up to wholesale dismiuaJ. of men who 
had been in their employment lor twenty 01' 
thirty years. and were at an age when they eould 
not hope to get work elsewhere, the managements 
01 the British railways have worked up a body 
of men, probably more stolid and leu revolu
tionary in character than &Dy other body of 
work-people in the whole kingdom. to a pitch of 
exasperation that at last found expression in the 
• All Grades' movement of 1901 and in the strike 
of 1911. As an example of the way in which 
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some of the Companies have ~aeed their men 
into sheer. desperation, the case of the Barry 
railway diSpute may be cited. In 1910 the 
persecutions of those men who were known to be 
members of the Amalgamated Society of Railway 
Servants reached such a stage tliat not a week 
passed without' some of them being dismissed, 
suspended, or reduced, and eventually the men 
deeided to strike in order to obtain justice. 
The executive of the Union visited Barry, and 
resolved unanimously to support the men. With
in three hours of the resolution to cease work 
being carried, no less than 96 out of every 100 of 
the workers in every grade employed by the 
Barry Railway Company signed notice papers. 
It may be mentioned that the result of the 
Company's action was that the members of the 
Amalgamated Society of Railway Servants were 
restored to their former positions and obtained 
their back wages. 

This book could be filled with instances of 
cases of victimisation and pettiness in connection 
with the men's societies. It is no uncommon 
thing for the president or secretary at the 
annual conference of the Amalgamated Society 
of Railway Servants to have to read a letter from 
a delegate stating that two or three applications 
for leave of absence had been made for the 
purpose of attending the conference, but that 
such requests had been refused. Reference has 
already been made to the very low wages 
received generally by railway servants. The 
following notice posted a year or two ago 
on the Great Eastern Railway system is an. 
admirable illustration of the tact with which 
the railway directors have treated their work
people :-
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Beduetima oJ RailuJatI W cwktr,. Wogu; 
Notice to aD Men Employed In the Telcgr'Ilph Seetlon 

01 the Electrical Engineer'. Departmeht engaged 
In construction or maintenaoce 01 tJJe telegrap .... 
telephoDel, or blockworking. 
The ItaIf are aware that for many yean tbe conc:U

tiODl 01 their IerVice havelteadil,. hnproved. althougb 
lor lOme time past the traftlo hal been depft8Rd, 
and expenseI have greaUy Increased. and the direc
ton are much IUI'pri&ed that at a time like the preIIent, 
with a constanUy Ialling revenue, a IeClion 01 the 
men mould continue to urge the atravagant demandl 
which were IUbmitted b,. them on the 18th Ha,.1a.st. 

AI alread,. explained. it it hnpossible to accede to 
these demands; on the contrary, I am lnatructed. In 
view or the Company'. present financial condition, 
to revile the conditioDl ollerVice In m,. Department, 
and I hereby give notice that the loUawing altera
tioDl wiD come into lorce OD January I next:-

Linemen to be reduced 2L per week for aU men 
having over 8411. per week, exclusive 01 expenses, 
II. lor aD men below. 

Assistant linemen to be reduced 11. per week. 
Foremen to be reduced 4d. per clay. 
Wuemen to be reduced 8d. per clay. 
Labourel'l to be reduced 2d. per cia,.. 
HaD contact men and battery men to be reduced 

I •. per week 
Carpenten, lmithl, etten, de .. to be reduced II. 

per week. 
The arrangement 01 allowinJ pay lor bolillayt will 

be diIClODtinued. 
(Sig.) H. W. Farm. 

El«trit:al Engi.rt«r. 

Small wonder then that at the annual eonfel'o 
ence of the Amalgamated Society of Railway 
Servants held at Belfast, in October, 1111. the 
president was able proudly to point out that the 
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membership of his society had risen from 75,U3 
members in 1910 to over 120,000 in 1912, and 
that a few months later the National Union of 
Railwaymen could boast a membership of about 
200,000. 

Not merely has the rate of wages remained 
almost stationary on the British railway 
system for a decade or more during a period of 
rising prices and rising profits, but the work of 
the railway worker has become more arduous. 
The policy of speeding up has been adopted, 
and the striking fact has to be noted that at the 
end of 1910 the total number of railway servants 
was 608,750, as compared with 621,841 in 1907. 
In other words the railways are now being worked 
by some twelve or thirteen thousand men fewer 
than were employed four or five years ago, 
whilst the net profits of the railway companies 
during the same period have risen over 
£5,000,000. This fact .has been recognised by a 
journal so little biassed in favour of the men as 
The Statist, which in its issue of 25th May, 1912, 
wrote:-

The conditions 01 service on the railways 01 this 
country have been substantially and profoundly 
modified. Until 1900 wage earners were content to 
accept a relatively low rate 01 wage, in the expecta
tion that promotion would be fairly rapid and that 
alter a given number 01 years a man of good character 
might salely expect to secure a rate 01 wage which 
would enable him to live in reasonable comfort. 
Now no one can discover how soon he will be pro
moted to higher grades or for how long he will receive 
a low rate 01 wage. It will be realised that the new 
conditions are very much to the public advantage. 
• • • At the same time it is evident that the railway 
men are not likely to. be contented with the~ old 
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eonditioDl of eervice, with the new methode of 0pera
tion, and with the present lIow rate of promotion. 
If promotion fa .lower they wiD beCellarily require 
higher ratel of wages In the lower poete In order to 
maintain themaelvee and their familiee In a reuoo
able degree of eomlort. Therefore one of the probleDUI 
to be IOlved fa, How caD the Railway Companlee 
atisly the reaeonable demande of their employeee 
having regard to the new eonditiond The anewer 
would appear to be a limple one to the oblerver not 
acquainted with the whole eonditioDl 01 the railway 
Industry. Doubtle8l, he willay tbat the Railway 
Companies Ihould lbare the additional proflll they 
are making from the new methode of workin, with 
their operativea, and thUi make it to the advantap 
of their men to Introduce the new methode and to 
work more lkilfully. But unfortunately the matter 
fa not 10 limple .. it leeml. 

And then follow. the usual attempt to .bo" 
that although .. a result of these economies the 
.hareholden are getting more. that II not of 
itsell a reason why the worken .houId reedv. 
more. 

In every country which hal nationalised ill 
railway system. State-ownership and operation 
have inevitably resulted in increased wages for 
the workers, a reduction in hours, and a general 
improvement in conditions. Thia iI, in the mind. 
of some people, the principal argument against 
nationalisation; but the only alternative IUggested 
to cope with the demands of the worken lor 
better conditiODl hu thUjl lar been a demand lor 
power to increase charges. 
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CHAPTER VII 

THE RAILWAYS AND THE INVESTOR 

WE have seen that the trading community is 
exceedingly dissatisfied with the Railway Com
panies, and that the workers have been brought 
to the point of revolt. If, therefore, both cus
tomers and employees complain, in the one case 
of excessive charges, and in the other of excessive 
working hours and inadequate remuneration, and 
at the same time receipts continue to expand 
marvellously, one would at least think that the 
shareholders would benefit. 

The investor has a simple means of determining 
whether or not his holding is satisfactory. 

First he measures the success and quality of 
the management of his company by the dividends 
he receives, and, second, by the rise or fall in the 
price of his stocks, having regard to general 
conditions. 

The tables on pp. 66·67 contain instructive in
formation on this point. The first shows the 
dividends paid on various ordinary stocks, and 
the second the mean prices of certain stocks, i.e. 
the mean between the highest and lowest prices 
touched during the year, for the years 1902 to 1911. 

It will be seen that while dividends have, in 
the main, increased, the fall in price has been 
something startling, and many a poor widow and 
many an orphan have been half ruined by the 
loss of from one-fourth to one-third of their 
entire capital. 

It may be thought that the fall in prices is due 
to the general rise in the value of money, and that 
the fall in British railway securities has merely 
kept company with the drop in other securities. 



DITIDBND! • .m ON OBDINABY O. DUDBED 

COJlJ'ANY. 
OBDINABY BTOCK! 1'0. TIm YBAB8 

Igo •• 19o,. 190+ Ig05. 19o&. 1901· Igol. Iso. ., ... .,IL 

- t-- -
Barry RaIlway .. .. 81 8 81 8 81 • 81 11 '1 It 
Caledonian Railway .. . . • 81 81 • 81 81 a a It at 
Creat Eastern Railway .. 8t 81 81 81 81 21 2t 21 II It 
London and North Weetem 

Railway .. .. .. 0 III III II 0 ot III III II 81 
London and South Western 

Railway Deferred .. .. I I I I 11 11 It 11 2t I 
London, Brighton, and South 

CoaIt Railway Deferred Old. ·1 41 III III I II It • 'I It 
Midland RaIlway Deferred Ord. 21 21 2t 21 21 21 21 21 It II 
North Eutern Rallway .. III III It III 01 81 III 0 0 81 
South Eutem Rallway .. I 21 21 21 21 21 21 21 II • 
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MEAN PBICE BETWEEN mGIIEST .AND LOWEST P£LL oa 
IUBB PEa 

TOUCHED DUBING THE YEAB8 £100 NOK. 
BTOCL OP II:rOCK 

19°" 1"'5- 19"4- 1905. 1906. 1907· ItoI· 1_. 191G. 191 1. Dr t YBAJIII. - ------I-
Bai!tm Railway Ordinary 1911 1871 11171 202t 198 1881 1681 158 1561 150 -"1 100 
Cal ian Railway Ord-

1201 1Mt 1151 1101 981 911 87 88 85t inary •• .. 110 - 86 10 0 
Great Eutem Railway 

991 91H 88t 871 .. 85h 12M 89U 80h 841 n. Ordinary .. .. -18100 
London and No. Western 

Railway Ordinary •• 
London and So. Western 

1871 1571 1501 1541. 1551 142h 189H 1881 188H 141. - IS 100 

5211 Railway Def. Ord. ;. 851t 581 581 60n 481 441 41H "I- 49b - 18 50 
London, Brighton and 

South Cout Railway 
1811 1191 116n 1281 941 1021 Deferred Ordinary •• 121,\ 80U 86H 91h -19 'I. 

Midland Railway Deferred 
681 68/, 851 681 881 80H 591. 561 811 78. Ordinary •• •• + , 50 

North Eutem Railway 
CoD8011 •• .. 1501 14.81 1881 14.Oh 14.OH 1881. 1S8n 127. 181b 1801 -10 18 

South Eutern Railway 
1281 Preferred Ordinary •• 1261 1251 126 126 1141 1001 IMI 1121 1201 - • 00 

-
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This is not, however. the case" for if we com
pare the fixed-interest bearing ltoeD of the rail
ways, such as preference share-. which never 
receive more than their fixed dividend, with 
similar securities of industrial companies under 
efficient management, a ltartIing difference will 
be noticed. In the following tables the changes 
in price of five ot the best-known railway prefer
ence stocD are compared with the changes that 
have taken place during the lame period in the 
preierence shares ot five of the best-known indus
trial companies. It is true that the industrial 
stocks give a higher yield, but this doel not 
account for their having ri,ell appreciably during 
the same period that the railway stocD of tho 
same class have fal1era so enormously. 

RAILWAY SECURITIES 

_Prlce~ hlchet __ 

STOCK. 
tou<:IMd durlq IIMI JlIIe "' ... y .... ,.,-
1- 1911. 

Caledonian Railway' 
~ cent. Preference 

tock (No. I~ 
London and orth 

1261 11»1 -£2111 • 
Westem Rail_, 
, per cent. Coll8Oh· 

lUI 1M/. I 8 elated Pre,. Stock -12 
London and South 

Westem Rail_y 
, per cent. CoII8Oli· 
elated Prer. Stock . 1281 1061 -12 0 0 

Midland Rail-L~ 
~ eo CoII8OIi 

erp. Pre,. Stock fDa 871 - 12 J2 • North Eastern Rail· 
way , ~ e. Pref· 
erence tocII 12'11 J061r - 21 1. t 
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INDUSTRIAL SECURITmS 

M ..... Prbbet_ 
hlgb .. t and Io .... t 
touched durIDs the llIse 01' PaD 

STOCK. 7 ..... ~ £100. 

Igoa. 1911 • . 
Amalgamated Press 

/) per cent. Prefer-
ence Shares £1 1 8 &1 1 9 +£2 10 0 

Bovril 6t per cent. 
Preference Shares 1 0 0 1 1 7j + 0 2 6 

Bryant and May 14 
per cent. Prefer-
ence ShareB (£5) 12 15 71 18 0 0 + 41 'T 6 

Sohweppea /) per c. 
Preference Shares o 18 Ij 1 0 0 + 9 'T 6 

Bradford Dyers' 
Association 6 per 
cent. Preference 
Shares 1 0 'T, 1 1 OJ + 2 8 9 

One of the principal reasons for this steady 
decline in the price of railway shares is that, 
unrke every other business undertaking which 
is properly administered, the Railway Companies 
pay oft none of their debentures, put back prac
tically none of their profits into the business in 
the shape of improvements or extensions, but 
immediately divide among their stockholders 
year after year every farthing that has been 
earned, with the result that their capital account 
is continually increasing. Far from having any 
resources, the Railway Companies really owe 
their work-people millions of money in the shape 
of the benefit and pension funds of the men'. 
societies, which, instead of being invested separ
ately, are used by the Companies, over and above 
which they usually have large overdrafts with 
their bankers. Take the case of the London, 
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Brighton, and South Coast Railway Company. 
In a leading article dealing with the outlook for 
this Company which appeared in thcf Fift4tlCial 
Timu of 4th November, 1912, the following 
appears (the italics are mine) :::-:' . 

By the aid of the electric IIerVfci!It the Company 
baa been able to recoveJ' • good cle8I of the t.ramo 
formerly bt to the tramwaya. It .. at.eDding the 
e1ectrifiecl portion 01 its line .. rapidly .. ftnanelal 
circumstaoca will pennit. It .. obvi0u8. howner, 
that 1M dijfkflll1l 0/ raVing 1M large amotml 0/ tQpiIIJI 
~ em rtlJ.llOflGblc 1erJu, is leriousIy hamperinJ 
the policy 01 the Compau,. in thia respect. The 
Brighton Railway baa generally been very unfortu
nate in ita new issues of capital, and the &800,000 
issued in the first half of this ,.ear .. u DO nceptJoa 
to the rule. Of that amount, 1550,000 .... Iasued 
in the form of Five Per Cent. Second Preference 
Itock, and allotted at .. hat .. u then the favourable 
price of 120. The balance of 1250,000 ..... oed in 
the fonn 01 Ordinary stock at 110, and u an inveat.
ment baa not proved 10 attractive; indeed, it .. 
aIread,. at • considerable cliacount. 

Why should the London, Brighton, and South 
Coast Railway Company have any difficulty in 
raising capital on reasonable terms? We are 
dealing here not with a Company which has been 
in low water, but one which, during the put ten 
years has paid annual dividendi on its dererred 
ordinary averaging 4·8 per cent. Most people 
consider a Company which is paying 51 per cent. 
(the rate for 1911) on ita deferred ordinary stock 
to be successful, and yet here we have the admis
lion on the part of • friendly financial newspaper 
that it is difficult for this Company to rai.se.f~ 
capital. If this is so. what extraordinary lnanage
ment it must be which, while Deeding large amounts 
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of fresh capital which it is unable to raise, goes on 
dividing profits up to the hilt. Compare a 
company like this with companies managed by 
people who know their business, such as the five 
Industrial companies included in the foregoing 
table, and otbers like A. & F. Pears, Ltd.; J. & P. 
Coats, Ltd.; J. Lyons & Co., Ltd. 

The attitude of railway directors towards the 
shareholders is excellently illustrated by the 
agitation which took place in 1909 in regard to 
the South Eastern Railway. The position of this 
railway became such that an influential body of 
shareholders decided to make a desperate effort 
to endeavour to introduce both youth and ability 
to the Board, and, pointing out that there was 
not a single railway expert upon either the South 
Eastern or the London, Chatham, and Dover 
Boards, they suggested that two or more experts 
of the highest capacity should be elected to the 
Board. These shareholders formed a committee, 
and that it was not the work of a few unim
rortant people will be seen when it is stated that 
It included such notable people as Sir John 
Barker (chairman of the well-known Kensington 
house), Sir George Barham, J.P.; Mr T. J. Barrett 
(managing director of A. & F. Pears, Ltd.), 
Lord Brassey, Mr J. C. J. Drucker, l\lr A. A. 
Haworth, M.P.; Sir William H. Holland, Bart .• 
M.P.; Alderman Sir W. Vaughan Morgan, Bart.; 
Mr Walter Morrison (late chairman of the 
Central Argentine Railway), the late Sir R. W. 
Perks, and Lord Weardale. 

It is always advisable, where possible. to let 
facta and cases speak for themselves, and the 
following extracts from circulars issued by this 
Committee will well repay perusal, as they throw 
a bright light upon the brilliant management of 
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an important English Railway Company. and on I 
the manner in .which the directorS deal with 10' 

important a body of ahareholde~.· 
Extract from circular issued in tbb first instance 

by Mr J. C. J. Drucker in Femu,tY. 19~:-

. The dire~fI of. the South ~ llailway. AI 
the result of communicatioDa with lOme of the 
principal ahareholden, agreed' to receive a private 
deputation to diBcuu the lituation, and received the 
deputation on December 11,1908. On behalf of the 
deputation it was expreuly dilJcla1med that anr 
member of it was aeeking a leat on the Board, anel 
the following paragraph atatee in general terma the 
principal object of the repreaentatioDa made to the 
Board=-

Dissatisfaction was expressed with the COIDpoe(. 
tion of the existing Board. It was pointed out that 
there was not a single railway expert upon either of 
the Boards of the joint companictl. 

The desirability was a1Bo I1IggeatecI or acld1q to 
the Board and Joint Board two or more experta of 
the higheBt capacity, and that this should be admitted 
freely as a principle to be carried out AI earlr as 
poBSible =-That the deputation would then be pre
pareel to submit the names of lOme nperta of un
questionable qualiftcatioDl. That, if these IIAIDe8 
are unacceptable, the principle Bhould be still 0pera
tive, and other names mould be IOUght. 

The circular then goes on to .tate that, thia 
suggestion not having been accepted by the 
Board, it was intended to raise the matter at the 
next' annual meeting, when the following resolu
tion would be submitted as an amendment:-

That in view of the ruinous decline In the nJue of 
their property, which is without paraDelln the record 
of leading British railways in recent yan, and or the 
fact that more than &5,500,000 of new capital bu. 
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been spent by the managing committee since it came 
Into existence, not only with no benefit in revenue 
to the proprietol'B, but with absolute loss to the 
Ordinary stockholdel'B, the report and accounts be 
not adopted, but referred to a special committee 01 
Ihareholde1'8 to be nominated by the present meeting, 
with tuII power to call for all necessary papel'B and 
Information, and whose business it shall be to investi
gate the accounts and system of management, with 
the help, if need be, of expert advice, with a view 
to reporting the results to the proprietol'B at an 
adjourned meeting, which the said special committee 
shall have power to summon. 

As will be seen from the circular next printed. 
the response to this circular, which was issued 
only a few days before the meeting, was 969 
proxies, and the following circular, issued this 
time by a number of influential shareholders, 
whose names are attached, was sent to share
holders on 17th March, 1909:-

LoNDON, MaTCh 17, 1909. 

AI the Official Report· of the proceedings at the 
recent meeting of the South Eastern shareholders 
omits matter to which we attach importance, your 
attention is Invited to the shorthand writer's report 
enclosed herewith. 

The uneolicited offers of support received by 
Mr Drucker from shareholdel'B after the General 
Meeting of July last-many of them gentlemen of 
high standing in the commercial world-led Mr 
Drucker to Invite some of these gentlemen to meet, 
in order to decide whether the movement initiated 
by him should be continued, and, if 80, to place it 
OD a footing sufficiently representative to reassure 
those shareholdel'B who, whilst dissatisfied with the 
Board, were unacquainted with Mr Drucker; and, 
at the same time, to guarantee the material interests 

..... D 
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of the Company 10 any and nUT ciooUngeaq that 
might result. 

When. these gentlemen met. It wu manjfed that 
.there wu an unhesitating CODleI18US of opinion that 
the memben who now form the Boarda of the South 
Eutem and Chatham Railways and of the Joint 

. Managing Committee, though men of undisputed 
integrity, are either too advanced in yean to be 
capable of lerious effort, or not qualifiecl by training 
and ~ience. to Sufficiently guarantee that the 
undertaking is conducted in a way to secure for the 
shareholders the muimwn benefits obtainable. 

Being weD aware that the reconatructioD of a 
Board is extremely difficult. and having no cleaire 
to needlessly cliaturb the coune of the Company's 
business. It wu fclt that our eue might be met If 
we could secure at once the admiaaion to the Board 
·of the Important element at present wanting, in the 
shape of two or more weD qualilied men, and let 
further ehangea in the persoDDd of the Board be 
dealt with as, and when, vacancies occur. 

It wu believed that this wry moderate proposal 
might have commended itself to the Board, and .. 
a first step the South· Eastern Board wu aaked to 
receive a deputation, with the undentanding that 
the meeting should be private, and thus leave each 
aide in a position to express ita Yiewa freely. The 
Board listened to our eue, which wu stated by 
Mr Gilligan and aupported by other member. of the 
deputation, and aaked for the IUUDeI of the eandJ. 
dates. This information the deputation wu not 
prepared to give definitely at the moment. inumuch 
.. the immediate object of the interview was to 
gain assent to the principle ill advance of the General 
Heeting. then clOlie at hand, and leave the aelectioa 

-of the men to be determiDed "beD such priociple 
had been conceded. . 

The Directors, whilst niaintalnin,· that the Doarcl 
compri&ea aD that • ~ to t:an7 out ita duw. 
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efficiently, were understood to be willing to consider 
the proposal, and the deputation pressed tor an early 
reply to allow them time to shape their own course 
In connection with the General Meeting. 

. There Is no doubt in the minds ot the deputation 
that the Board undertook to reply without further 
communication from the deputation. 

The Board have misstated our proposal as intended 
to give to 'two specially remunerated experts un
lettered power to dictate its policy and to control 
both the other Directors and the undertaking.' This 
Is not our proposal. We simply wish the Board, as 
a Board, to be strengthened by an element which 
ought to be there and is not. 

In what useful way can a Board composed or 
gentlemen, some ot very advanced age, and others 
who are pure amateurs, superintend the work ot the 
permanent officials, shape and guide the policy 01 
the Company, safeguard its interests. and secure 
tor the Shareholders the profits it ought to yield' 

The responses to Mr Drucker's circular issued a few 
, days before the meeting gave 969 proxies, whilst an 
urgent appeal issued by the Chairman ot the Com
pany secured 2221 for the Board. The total number 
or shareholders being approximately 18,'170, leaves a 
balance of over 10,000 who abstained from voting. 

The first practical test ot the feeling existing in 
the great body ot shareholders, the support given 
to Mr Drucker, and the marked abstention from 
voting In favour of the Board, are a manifest justiflCl!o
tion of Mr Drucker's action. That gentleman, and 
the supporters with whom he is in more immediate 

, touch, now agree that Mr Drucker's personal propa-
ganda should give place to a movement on a broad~r 
basis. This, it Is believed, will secure the support 
of those shareholders who wish to have the Board 
reconstructed, and who have not seen their way to 
support an agitation promoted by one individual. 

: The shareholders whose names, appear at f90t have 
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agreed to act .. a Committee. with power to add to 
theirnumber,tolormabaaislorcarryingintoexeeutlon 
the object. 01 those who desire ftfono. Please note 
that none 01 these are leeking a place on the Board. 

It appean to UI that the declaratioDl 01 the ChaIr
man with respect to bWlinetil the Company hal failed 
to retain or develop, and the difIlcultlea It hal Ialled 
to overcome, can only be taken .. a confession of 
Incompetency; whilst aU hope 01 improvement In 
the future appean at aD end when the Chairman, In 
closing his Ipeech, IBid I • 11 rot' continue your amJf
dence in UI, IW rDiU d4 UtlCUy ", IW 1aaw doM in 1M 
past. We rDiU listen to 1M .uggutioM 01 tmy ,Ium
Iwlder or Gny body 01 ,hmelwlder" tm4 a 'lDiU d4 out 
best lor 1/out undertaking.' 

It should be ftmembeftd how often the Board baa 
blamed the Act of Parliament, authorising the union, 
.. responsible lor unfavourable results. The degree 
of confidence that can be given to this Board may, 
therefOft, be gauged by the measurea taken to .. re
guard the Interests 01 the Company before the provi
mODI 01 the Act were definitely fbed. In this ClCJIlDeCo 

tion. the ChaIrman (Mr BonlIor) made the foDowinJ 
Btatement at the General Meeting 01 AUguRl, l899~ 
• But your BOGf'd, inamJundion 'lDith outtolleoguu, made 
up out mindl ", to ..,hat t:OfICUI'ioM IW IIIOUld giw in Ihal 
BiU, tm4 IN ltuck to tIwIC t:OfICUI'ioM; fIOthing .."" 
anung lrom UI in tmy fIXI1J ..,1UJIeWt by ptop14 ..,110 
called on UI, or in itl ptOgrea fATougla Parl~' 

It is clear, theftfOft, that, however damaging the 
Act may have proved to the South Eastern, Ita 
provisioDl were approved and accepted by the Board" 
and its ruinous consequences, .. advanced by them, 
can only be ascnDed to their own want olloresight. 

The lailure of the present Directon to administn 
our property suooeafuDy stands thUl self-eonfeuecL 
They declare that competition and diaadvantagetl, 
which evf!t'11arge commercial enterpriae hal to faee 



RAILWAY NATIONALISATION 77 

In one lorm or another, are irremediable, and Insist 
that the proprietol'l must accept the position. 

We take our stand on the lact that a large and 
complicated commercial undertaking can only be 
made to produce the best results when under com
petent and energetic control, and that t9 rely on 
the Manager is not sufficient, otherwise there would 
be no need lor, and therefore no object in appointing 
and maintaining a Board 01 Directol'l. 

A Board 01 Directors being essential, it lollows that 
its members must be competent, by their experience 
and capacity for real work, to elIectively superintend 
the business 01 the undertaking-financial, adminis
trative, and technical-and direct its policy. 

We maintain that the present Board does not 
latisfy these indispensable requirements. Our object 
is simply to get this deficiency remedied, and we have 
proposed a working basis upon which dissatisfied and 
unorganised shareholders may take action. . 

It seems to us that the attitude and statements 01 
the Chairman at the meeting go lar to justify the im
pression that he defended a Board which believes that 
the shareholdel'l have no real ground lor complaint, 
and which is inspired by the conviction that, without 
its own consent, it is a Board that cannot be mended. 

We on our part believe that the Board, as now com
posed, is inefficient, and that the shareholders, being 
the owners of the property, have the right to recon
struct their Board of Directol'l when they are satisfied 
that the best interests of the Company demand it. 

You will doubtless have seen the announcement 
that the Board of the South Eastern Railway has 
nominated Sir Frederick Harrison to succeed the 
late Lord Burton as a Director and Deputy-Chairman 
01 the Company. 

While we regard this as an instalment of the reforms 
which are now being pressed upon the Board and 
tully recognise the value 01 the expert knowledge and 
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experience of Sir Frederick HarrIIcm. pined durin, 
his 45 years' Iel'Vice with the Londoo and NortJa 
WesterD Railway Company, we cannot overlook the 
. fact of his advancing yeai'll and 01 the neceuity wbicb 
the present positioo of the Company reveaIJ for the 
introciuctioo 00 the Board of men poueIIin, not only 
expert knowledge but the capacity for hard work, 
without which it would be Impossible to thoroughly 
revise the position and methoeJ. 01 the South Eutera 
and Chatham Railwa)'l and to bring about the 
refol'lIll which are 10 much needed. 

For thiI I'ea8On we feel that the movement whJch 
h8.11 beeo initiated by Mr Drucker should not be 
allowed to atop, .. a reault of the partial conceaaion 
now made, but should be continued on the lines JncU. 
mted, unIeaa the Board cooaent to the appointment 
of comparatively young men thoroughly experieoced 
in railway busineaa to &.118m in the direction of the 
Company'. afrail'll. 

SIB GEORGZ. BnlLUlo J;P. 
SIB JOlIN BnOB, BDT .. M.P. 
·TBB BIGB'!' HON. Lou B .... BT, G.C.B. 
LEoNABD LIONEL CoBU. 
J. C. J. DBUCKEB. 
G. D. FAllER. C.B., M.P. 
GEO. GILLIGAN, J;P. 
FalmEBIC H.uta1SOlf, J;P. 
Aanroa A. HAwOJlTB, M.P. 
SIB WILLLUI H. HOI..I.lJm, BAIIT.. M;P. 
JOJDf C. HoJUlFAU. J;P. and C.A. 
ALDERMAN SIB W.&.LTBII VAUGIIAJ( MoRGAN, BT. 
J. W. MoBKlI.l.o J;P • 

. . W.&.LTEB MOBBUON • 
. , J. C. PIuBIrrLET, K.C.. J;P. 

H. S~ TBBoJW.D, K.C. 

At 'the following meeting of the South Eastern 
.Railway Company •. the ShareboIden'.Committee 
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represented totals of £2,851,150 of stock, and in 
February, 1910, it issued the following circular:-

You are aware that at the last halt·yearly meeting 
ot the South Eastern Railway Company, the Com
mittee, representing a very large number ot pro· 
prietors ot the Company (holding stock to the amount 
ot £2,851,150), endeavoured to secure some assurance 
from the Directors that the reforms, which we felt 
were necessary in the management ot this Company, 
would be promptly and seriously attempted. 

Since tile halt· yearly meeting we have been fre· 
quently in communication with the Directors in the 
hope that the various suggestions which we have from 
time to time 8ubmitted might be adopted. 

One ot the main objects which we have from the 
outset had in view was the appointment upon the 
Directorate, and upon the Managing Committee, of 
gentlemen possessing practical railway experience. 

The Directors, towards the close ot the past year, 
expressed their willingness to add to the Board and 
to the Managing Committee two new Directors to be 
nominated by us on your behalf; but although we 
have from time to time submitted several names for 
acceptance, the Directors have objected to the nomina
tion of any gentleman who possesses that knowledge 
ot railway work which, in our opinion, Is absolutely 
essential to the improved management ot the under- . 
taking. The offer made to this Committee has, there
fore, proved illusory. 

The reason assigned by the Board tor declining to 
accept the nominees ot this Committee Is that by 
adding Sir Frederick Harrison to their Directorate, 
they say that they have rendered it unnecessary that 
the new Directors should possess the special experi. 
ence and knowledge ot railway administration which 
we think absolutely requisite. 

We need hardly say that our sole aim is the pros
perityot the South Eastern Railway Compeny. We 
an only anxious to see our property rescued from·the 
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unfortunate condition Into which It has fallen, and 
therefon: we propotlC, for the preeent. to refrain from 
further action In respect of the appointment of new 
Directors in order that Sir Frederick Harriaon, who 
Joined the Board In February Jut. may have ample 
opportunity to Introduce .oob n:fonDI .. hiI very 
wide experience may nggelt. 
. Whilst recommending thiI coune, however, and 
whilst we IhaIl welcome any lUooe8I which may 
attend Sir Frederick Harrison'. efrort., we wiah 
emphatically to ltate that If no marked Improvement 
becomes apparent within a .hart time In the conduct 
of the Company'. affairs, and In the relulll obtained, 
we 8hall then feel It to be our duty to renew with 
greater insistence our pn:vioUi effort. to &eeure reform, 
and we IhaIl urge, and then, we trust. with lrre8istlble 
force, our requelt that the Directorl will add to the 
Board the names of gentlemen of practical railway 
experience which we have already 'uggelted. 

We think that the fact that our Committee repreo 
lented at the last meeting one-third of tbe wtes 
polled by the proprietary IUfticlently entitles UI to 
at least the number of Directon upon the Board 
that we have proposed. 

We send hen:with extract from a letter whlcb we 
have recently addressed to the Chairman of our 
Company, declining tu. invitation to nominate for 
the Board any gentlemen other than thOle wbom we 
regard .. properly qualified. 

As 10 many of you have been kind enougb to IUpport 

the Committee by your proxy, we trust that you will 
approve of the coune whlcb the Committee, after very 
careful consideration, have decided to recommend. 

We have the bonour to be, 
Your obedient Servant&, 

.TOIIM BABKEJI, W .. IL Hou.&lfDo 
Taos • .T. ~. M.ux OLDBOYD. 
LEoXARD L. CoIlEJf. R. W. PEau • 
.T. C. .1. DBl1CKD, IL S. TmwJlAJ.D. 
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Extract from letter addressed by the Honorary 
Secretary to the Chairman of the Board and the 
Managing Committee :-

240 GROSVENOR STREET, W., 
29th December, 1909. 

I am desired by my Committee to advise you that 
they do not find that the objeet they have in view 
would be met by two plaees on the Managing Com
mittee beingfllled by Directors whose qualifications 
and usefulness will be limited by Sir Frederick 
llarrison'. claim that he must be the only railw~y
man on the Board. 

ThIs view of Sir Frederick Harrison must command 
.ympathy, but the Board were aware that the share
holders associated with me had put forward another 
man with powerful credentials, and Sir Frederick 
Harrison therefore took his seat on the Board as a 
8ubstitute tor the gentleman recommended by the 
Committee, without its knowledge and agreement. 

It is a tact, however, that Sir Frederick Harrison 
has joined the Board, and we assume that the Board 
meant serious business when they nominated him, 
as Sir Frederick Harrison did when he accepted the 
nomination. My supporters will not be satisfied with 
anything short of an early and material improvement 
as the result ot Sir Frederick Harrison's co-operation. 

The sole aim and end ot our movement is to better 
our position as shareholders, and we understand that 
the Board nominated Sir Frederick H~on with 
that object specially in view. We teel, therefore, 
that though we were DOt consulted concerning his 
nomination, we are bound by the action ot the 
Board to accept Sir Frederick Harrison's election for 
the time being. 

We have therefore determined DOt to press the 
Domination ot new Directors at the next meeting of 
shareholders, but to allow the matter to stand over 
tor a short period so that Sir Frederick Harrison'. 
work may be valued by results. 
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. Should good result. come. and come early. from 
Sir Frederick HarriIon'. presence on the Board. we 
.hall be grateful to h.Im. and be plcued that he Joined 
that body. But .hould the result. continue, In our 
judgment, to be unsatisfactory, we .hall then have 
aU the more reason, If Dot Indeed an lrreainible 
claim, for insisting upon placea beln, found for tb. 
men from whom we feel certain that better result. 
could be relied on. 

Comment upon the foregoing iI quite un
necessary. 

Perhaps the addition to the South Eastern 
Board of that good old railway veteran, Sir 
Frederick Harrison, has proved of lOme service, 
perhaps it is partly owing to the fact that in 
Mr Dent the South Eastern and Chatham Rail
ways have found a really competent manager, 
but in any case, owing largely to the great possi
bilities held out by the development of the Kent 
coalfields (a piece of rare luck for the South 
Eastern and Chatham Railways). the prices of 
theSe companies' stocks have picked up slightly 
during the last year or two; and if all the anticipa
tions that are held with regard to Kent coal are 
fulfilled, it is possible that there are lOme people 
Jiving whose great-grandchildren may, with lOme 
justification, be discussing the possibilities of • 
dividend on London, Chatham, and Dover 
ordinary stock r But the railways will have been 
nationalised long before then r 

The Great Western Railway is another example 
of railway • enterprise' which has turned out very 
badly for its stockholders. This company hal 
probably been the worst offender of the lot in 
capital expenditure, and it was only by reason of 
exceptional pressure brought to bear upon the 
Board, IOllg after most. other. compani~ had, in 
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a measure, mended their ways in the matter of 
capital expenditure, that Great Western Railway 
shareholders were able to compel their Board to 
restrain their unfortunate activities in this direc
tion. The Great Western has spent millions on 
competing with the North Westerp both as regards 
the Irish traffic and the Birmingham traffic, 
which will never pay, and when the new Birming
ham route was first mooted, the London and 
North Western Board regarded it as a violation 
of the agreement entered into with their company 
in 1863. In many quarters the Great Western 
Railway is regarded as the worst example of 
unfruitful expenditure of capital, and various 
booklets have been published dealing with this 
particular company. 

Although shareholders are proverbially a long
suffering and inactive body of people, the position 
has become so bad of late years that, as has been 
shown, for some time an increasing number of 
shareholders has tried to force the Directors' 
hands, and it is indisputable that the present 
policy towards amalgamations and working agree
ments between the different Companies has not 
sprung from the initiative of those in control of 
the railways but from pressure on the part of the 
shareholders. In the words of one of these share
holders, Mr G. H. Hargreaves:L. 

• It is the wish of this Association to work in accord 
with the directors of the Railway Companies. and to 
help them to carry out what many of the chairmen 
have lately acknowledged to be necessary-viz •• 
co-operation-but which they individually apparently 
are unable to achieve. 

I Report of Railway Shareholders' Conferenee. held 
under the auspices of the nail .. ,. Shareholders' Auocia· 
tiOD at the London Institution. OD 8th July. 1908. 
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'In 1905,atthe Londonand NortbWeatemCompany, 
I addreaaed the meeting on thla IUbJect, mowln, the 
number of traIDa that ran per diem to IUch centra .. 
Manchester, and the number of Ranway Companies 
that were competing for the bUlinell, many of the 
trainI running at the extravagant rate of 621 mileI 
per hour, and for many montbl in the year not carry
in, a paying load. Iluggested that a working arrange
ment .hould be made with the Midland Company, 
hereafter bringing in the other companies north of 
the Thames, and appealed to the Chainnan, .. direct
ing the premier railway of England, to brin, about 
lOme arrangement which would put a atop to the 
existing WBIItefuI co~petition, 10 detrimental to the 
intereata of the .hareholdera, and, more Important 
BtilI. detrimental to the State. I endeavoured to 
prove, taking the German railway I)'Item, put and 
present, .. a guide, what benefitl would result from 
eo-operation. In reply the North Western Chairman 
IBid: "We have moved twice in the way of co-opera
tion with other companies. In both inatances the 
negotiatioDl feD to the ground; but we are a1waya 
ready and anxiOUl to do everything In our power 
to eo-operate with other companies, and make 
-friendly arrangementl, in order to decreaae both 
traina and expen8e8 of everythin, elae." Since that 
date competition, inatead of becomin,lesa, la, on the 
contrary, growing much worse. 

'In February, 1906, the ChairmAII of the London 
and North Westem acknowledged the Midland .. 
"our principal competitor," and IBid "that they were 
working towarda increasing IUcb eo-operation between 
the companies in order to prevent uae1eaa expendI
ture and extravagant competition," and further IBid. 
"that IUch arrangement could not be brought about 
in ". heroic manner." Th.ia Ia two or thfte yean 
-ago, and little or- nothing towarda thia end baa been 
accomplished. Now, it ia held by many Itockholdera 
that it ia only in • heroic manner (by lOme acheme 
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01 unification 01 the competing companies) that the 
railways 01 the United Kingdom can be placed on 
a sound economic basis.' 
And again,-

'I attended the Midland meeting in February, 1907, 
and, using the same arguments as at the North 
Western meeting, asked what return the Heysham 
Harbour scheme was giving on the enormous sum ot 
money that had been laid out. This is a scheme to 
tap the traffic of the North 01 Ireland, and is in direct 
competition with the London and North Western 
route via Fleetwood, a few miles south, which had 
been in existence for many years. It is very doubtful 
whether this encroachment into the London and 
North Western'. sphere had done the Midland any 
good, and it has certainly done the North Western 
much harm; shareholders who are interested in both 
railways cannot be in favour of this ciass of competi
tion. The Chairman replied in the usuaf way by 
saying: "Now, as to co-operation with the North 
Westem, I have expressed in this room my desire, 
and the desire of all my Board, to co-operate with 
the North Western to every extent in our power," 
etc. Then wby did the Midland promote this 
Heysbam Harbour scheme, taking away some of the 
North Western's trade via Fleetwood't And if the 
Midland is always willing to co-operate, why have 
they, and others, gone to the courts and upset the 
Great Northern and Great Central's agreement, and 
termed it an "Unholy Alliance" 't This agreement 
was bailed joylully by railway shareholders as an 
earnest of future co-operation among all our leading 
railways. It held out a prospect of competitive 
expenditure being materially reduced, dividends 
proportionally increased, and the State and the public 
better served. But instead of realising that reason
able hope, it only provoked a fresh outburst of 
hostility among our northern lines. Large sumS of 
money ha"e been spent over it merely to prove that. 
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nih,a, directors and omciala are .tm far lrom belq 
ready to act together for the intered 01 their IIweo 
holders.' . 

At the same meeting a Mr Barningham",who 
stated that he had lost between £30,000 and 
£40,000 on his investments in British railway .. 
referred to the extravagance of the management, 
and said:-

• For instance, In Manchetter I have lately had 
leveral observatioDi made. We have three companirs 
running between Manchester and Liverpool, and 
there are DO leu than 70 traina running eacb way 
between those two citiel, which are 81 oillet apan. 
01 these, 24 eacb way are Don-atop expreuea. Now 
I have DO hesitation whatever in uying-.nd I 
challenge any denial 01 the ltatement-that any 
single one of these Don-atop expftllllel would carry aD 
the passengers who are going between Manchester 
and Liverpool within the bour. In other word-. 
there are three traina running where one would do. 
I have mentioned it to the Chairman 01 one 01 the 
companies represented in that combination, and be 
frankly admitted to me that It WU 10. I Mid I 
.. Cannot you put your headI together, and atop All 

extravagant waste like that' There.. a IerYice 
which the public, I "y, hal never demanded, and 
loss is being inClU'l'ed on a1m0lt every train." lie 
admitted that it wu a IUbject which demaoded 
attention. I have alto taken up the question of the 
Manchester-London IerVice. There you ftnd that 
there are IOmething like 50 traiDI running each way 
for four different companiel. The greatest DOVfce 
amongst shareholders can ltand at King'. en.. or 
Euaton and watch these trains, and reali8e that 
there must be a great Jog ou tbem.' 

At the same conference, Mr B. S. Straus, M.P .. 
pointed out that the only desire of himself and 
~thers 'Was to have light tbrowu. upon the worldng 
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of the Itailway Companies, and the fact that the 
Railway Companies themselves objected to that 
light 'shows I think quite clearly that they know 
it will reveal things that they do not wish us to 
know;' lIe further pointed out that whenever 
extravagance was mentioned, the Directors' cry 
always was 'We have got to pay the men more.' 
In this connection, Mr Straus went on to say:-

• I am not one of those who think that the only 
way to lessen expenditure of railways is to prevent 
the men from combining in order that they may get 
a fair wage. I am here for larger, and I hope higher, 
purposes than that. I know it is no good to talk at 
a Railway Company's meeting. 'Ve have there no 
influence on Railway Boards, and the result is that the 
management keeps the whole thing in its own hands. 
May I just express to this meeting a view which I 
have held for very many years past, that at the 
finish we shall have to take our case to a higher trio 
bunal than we have appealed to so far. We shall have 
to take our case to Parliament itself, rather than to 
the President 01 the Board 01 Trade, and I believe 
the case 01 the railway shareholders is so strong that 
Parliament will intervene in .their favour. Mr 
Chairman, I should like, in conclusion, to read what 
appeared in the Press the other day-a report which 
I think is very typical 01 what the Railway Companies 
are doing at the present time in their own interests, 
as against the interests of the public and the nation. 
It is not a question 01 the payment, good, bad, or 
indifferent, 01 the men. It is a question 01 trade.' 

1\Ir Straus here read an extract from the Daily 
.111 ail as to a large consignment of fruit, w hicll 
had been spoiled with heavy loss to the lender, 
through being ·sent by the most roundabout 
route, in 'order to give the Railway Company 

. which received it the largest possihlehaul on 
its own line. He then proceeded ~ 
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"I believe I am right In l8ying that that II • 
typical case, lUeh as coD8tantIy OCCUlt In thia country 
and nowhere else In the world, and we who are proud 
of our honourable trade In the ordinary way Ihould 
be ashamed of our Railway Comparue. for acting In 
thia way, which I believe they legally can do, but un
doubtedly cannot do morally. In conc1uaion, I hope 
the meeting to-day II the beginning of • great move
ment towardll the better management of the railway',' 

Reference has several times been made to the 
Railway Shareholders' Association, a society which 
was formed by a number of active shareholders 
in sheer desperation at the mismanagement which 
was depreciating their property. The association 
can do good work, and if rightly led may prove 
to be an important factor in railway management. 
Unfortunately, on the oceasion of the railway
men's strike in 1911, the association incurred 
lOme ridicule by the issuing of a most unhappy 
circular, the writer of which revealed 10 much 
animus against the workers that he made the 
preposterous suggestion that the railway aervice 
should be thrown open to the middle classes. 
The idea of top-hatted gentlemen taking the 
places of porters and platelayers at 185. or 19 .. 
a week was certainly amusing, and the Scottish 
Railway Shareholders' Association thought it 
desirable ~ issue a circular drawing attention to 
the fact that the said circular did not emanate 
from them. The English association has, how
ever, survived this unfortunate mistake, and is 
undoubtedly a factor in bringing about a saner 
management of our railway system than has 
obtained in the past. As llr Straus pointed out, 
one of the stock excuses of the railway directors 
is the increased wages they have to pay their 
men. As will be seen on re!ercnce to Chapter VI. 
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there was no truth in this excuse, the number of 
workers on the British railways having actually 
dccreased during the last few years, and the 
average weekly wage, between 1900 and 1911, 
having shown a rise of only Is. 7~d. per head. 
It is estimated that the fall in market values of 
railway securities during the last ten years has 
exceeded £800,000,000, and the credit of our 
railways is on a lower basis to-day than for 
thirty years past, which speaks volumes for the 
management I The slight improvement which 
has taken place the last year or two from the 
point of view of the shareholder is due more to 
the difficulty on the part of the Railway Boards 
of raising fresh capital than to the pressure on 
the part of their shareholders or any other cause, 
for so long as they could continue to raise addi
tional capital, they went on constructing unprofit-

,able, unnecessary, and merely competing lines. 
The following extract from the prospectus of the 
Lancashire, Derbyshire, and East Coast Railway 
(now the Great Central Railway) issued in June, 
1892, asking for additional capital, is very interest
ing reading, as it shows the ideas of that period 
in the heads of those responsible for British 
railway finance:-

Since Parliament last sanctioned a new trunk 
line, some thirty years past, the receipts of English 
railways have nearly trebled, and the number of 
passengers has increased fivefold. • • • In the belief 
that no other class of investment can show such 
persistent prosperity,' and that no other body of 
investors have, on the whole, fared so well as those, 
who, relying on the· investigations of the English 
Parliament and the protection of English laws, have 
put their money into English railways, the directors, 
who have themselves invested largely as ordinary 
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llhaftholden 10 the company, confidently invite the 
public to Join with them. • • • 

The facts in the foregoing excerpt are quite 
correctly stated; receipts, grou and net, have 
increased hugely, but 10, alas, baa the' capital 
and indebtedness of the Railway Companies I 

CHAPTER VIII 

LIFE AND LIMB-A COMPABI80M BETWEEN STAT& 
AND COMPANY OWNED BAILWAYS 

WITH a good permanent way, with a minimum 
of level crossings, and a national reputation lor 
nerve, calmness, and sobriety, the average 
Britisher is prone to consider ru. railway. the 
safest in the world. In this he is wrong; lor while 
much ahead of the American railroads in tm. 
respect, the British Railway Companies are behind 
~me _ of the. State-owned railway sy.tems of 
Europe. 

In !Iay, 1910, the Deul8cM YeFmAerv,., .. 
zeit",ng. one of the leading insurance journals of 
the Continent, published the following table, 
showing the- number of d~ths and injuries 
resulting from train accidents per million pau
engers in various countries:-

Germany •• 
Austria-Hungary 
France 
"United Kingdom 
Switzerland 
Belgium •• 

. United State. 01 Ameriea 
RUssia 

o..u.. ....... 
~-.--. 

CHI 008. 
0011 CHI6 
0011 001. 

. 0016 10M 
0011 HI 
Oft .001 
CHS .51 
1-16 1141 
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The high· place occupied by France will come 
as a surprise to many, and it is doubtful if this 
would be supported by the last two years' figures • 

.I~ must be premised that an international 
comparison of this sort is at first difficult, for in 
some countries the statistics relating to deaths 
on the railways include suicides and calamities 
due to the passenger's own action, whilst in the 
case of other countries persons who are only 
shaken or slightly bruised are included in the 
number of persons injured. Furthermore, one 
year differs so enormously from another in the 
number of deaths, although not so much in the 
number of injuries, from railway accidents. 
Thus, twice during the last thirty-seven years 
no death has had to be recorded from this cause 
in the United Kingdom, and the following figures 
show how enormously these cases fluctuate from 
year to year:-

UNITED KINGDOM. 

NUMBER 01' PASSENGERS KILLBD AND INJURED 1M TRADf 
ACCIDENTS 00111 CAUSES BEYOND THEIR OWN CONTROL. 

y..... ItIlled. Injured. 

1909 1, 890 
1910 23 1111 
1911 140 468 
1912 20 683 

Taking the year 1910 (the last one for which 
figures are available in all cases), a comparison 
of the statistics of each country's railways shows 
the following:-

I'aMeDgaa ItIlled. 
Belgium •• 1 in 15,771,000 
United Kingdoml in 50,810,000 
Prussia 1 in 180,647,000 
Denmark •• ,. nil. 

~1Dlured. 

1 in 488,700 
1 in 1,171,000 
1 in 2,829,000 

nil. 
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It must be admitted that IUch a table is 
inadequate, for the other factors. Iuch .. length 
of journey and density 01 traffic, must be taken 
into account, a9 manifestly a collision between 
two full trains might entail much greater loss 01 
life than six collisions between half empty trains. 
But, 50 far as it goes, this comparison indicatel 
that during the last year for which the figures are 
available, the British company-owned railways 
were much wer than the Belgian State-owned 
railways, but were much lesI we than the State
owned railways 01 Germany and Denmark. 

On the 2'th December, 1910, a serious accident 
occurred to the down main line express from 
St Paneras to Glasgow, which, whilst travelling 
at a high rate of lpeed between Hawes Junction 
and Kirkby Stephen, ran into two light engines 
coupled together.· The two front coaches of the 
express were telescoped and completely wrecked, 
but more damage was caused by tire, which 
broke out immediately after the collision, the 
whole train with the exception 01 the two rear 
coaches being destroyed Twelve passengers lost 
their lives, their bodies being completely de
stroyed by fire; whilst nine passengers, four driven. 
and four firemen received more or lesI serious 
injury. The collision occurred during a wretched 
wintry night, in a remote lpot, and lOme hoon 
elapsed before aid was forthcoming; the scenes 
of horror which occurred defy description. The 
circumstances of this accident gave rise to con
siderable comment and correspOildence in the 
Press, and as showing the precautions taken on 
the German State Railways in connection with 
accidents, the lollowing extracta from a message 
from the Herlin correspondent 01 The Timl., 
dated 28th December, 1910. are of interest,..-
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In Prussian express trains every carriage is supplied 
with a fire-extinguisher fUled with carbonic acid, 
and a hatchet and saw hang in a glass-fronted case 
on the corridor wall of every carriage. In slow trains 
these appliances are only carried in the luggage cars. 
Expresses are lighted either by 'electricity, in which 
case the power Is generated by a' dynamo carried 
underneath the locomotive, while the accumulators 
necessary to keep the light burning when the train 
Is at rest are placed under the carriages, or by gas. 
Incandescent burners have lately been Introduced, 
and have proved so satisfactory that it is not 
proposed at present to continue the process of 
substituting electricity for gas on expresses. Slow 
and suburban trains are mostly gas lit. Gas is 
carried underneath the carriages in tanks, which 
are fll1ed from the railway gas reservoirs at the 
ltations. 

The large windowl which are a feature of carriages 
on most Continental railways were introduced in 
Prussia largely in order to make it easy for passengers 
to escape in case of accidents. • • • Compartments 
are fitted with a single window on the outside, which 
is almost as wide as the compartment itself. The 
windows In the corridors are similar. The cars are 
fitted outside with hand-grips, so that if the train is 
turned over on its side the passengers can more 
easily clamber out. 

A supply of torches Is carried on express trains for 
use in case of failure of the light. They are carried 
in the luggage car. It is a rule ,on the Prussian rail
ways that if a train halts for more than eight minutes 
a red light is placed at the rear of the train as an 
additional precaution against collision with other 
trains coming up behind. 

Another correspondent wrote to The Times 
pointing out that German express trains carried 
in each coach an axe, a saw, some rope. and 
other tools, and he added :-
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... II the Midland exprea had carried luch a let 01 
toola and apparatUi for UIe In cue 01 accident, lOme 
of the harrowing ICenei witnesaed at the lonely IpOt 
.where the accident took place might have been 
. avoided and lOme livel might, 10 far .. can be Jud~ 
from reading the accouow of the accident, have been 
saved. I hope that it may be 'made compulsory 
upon every Railway Company to haft eacb coach 
fitted with an axe and _w at leu&. 

After perusal of the foregoing extracts the 
reader should carefully note and reflect upon the 
significance of the following paragraph taken 
from an article dealing with this same accident 
which appeared in TM Timu 01 29th December, 
1,910 :-

The Board of Trade hal no ltatUtory power to 
impose regulations on the Railway Companies, and 
the utmost influence which it can exert II In the form 
of recommendations. 

There are some people who think that efficiency 
combined with safety is more likely to be achieved 
by Governmental control of Companies, than by 
direct State operation, but experience all over 
the world. e.g., Stale-owoed coal-mines in Ger
many, as well as the railways, prove the contrary. 
When the State endeavours to compel Companiea 
to provide some additional safety devices, whether 
it be by the provision of more lifeboats, shorter 
working hours, safety brakes, or stronger couplings. 
the Companies always exert all their influence 
to prevent such improvements, on account 01 the 
breach they would make in the profit.. Those in 
control of railway, shipping, and other Companies 
are not wilful murderers, and are eertaioIy not 
desiro11l of aecidents, which in many eases. .. 
. fal' as the Railway Companies are concerned at 
any rate, entail heavy materialloues. but wheR 
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it is a case of expenditure much in excess of any 
material saving that would result from the 
avoidance of accidents, the matter is regarded 
from a business standpoint, or, to put it in 
another way, no enthusiasm is displayed by 
Railway Companies whose raison a'lt,e is profit, 
to adopt expensive improvements or measures, 
even though life be rendered safer thereby, just 
as a recent alteration of the Board of Trade 
regulations reminds us that shipowners do not 
exactly use their influence to raise the PlimsoU 
safety line I 

The following extract from the financial page 
of The Observer of 22nd September, 1912, just 
after the accident at Ditton, on the London and 
North Western Railway, when 16 people were 
killed and about 80 were injured, is evidence of 
the truth of this statement. (The italics are 
mine) 

North Westerns find their supporters, despite the 
terrible Ditton accident, which had remarkably 
little effect on the price of the stock. Probably this 
was due to recognition of the fact that the Company 
is better able than most to bear the consequences of 
the catastrophe, in view of its substantial reserves. 
There u _ nervf)US'rIUS in the market cmd _g 
f'ailway sharelwldns gme-rally, however, lui the particu
wly distresaing circumstances 0/ the acciden' may flO' 
~pel the BO(Jf'd 0/ Trade to make flIOf'e slringm. 
ugulatiO'1l.f /Of' safeguarding the If'avelling public, mlricA 
fDOUld, 0/ COUf'Be, mean heavier e;rpmdihn'e /Of' UtI 
railway in the fle(Jf'./uluf'e. 

Comment would be superfluous I 
Thus far we have dealt only with the safety of 

passengers. The time at the writer's disposal 
has not yet permitted of a similar comparison 
with regard to deaths and injuries to railway 



96 TIlE CASE }'OR 

worken being drawn up, although It is evident 
that here also the United Kingdom is far from 
taking first place; and time and again one reads 
of opposition on the part 01 the British Railway 
Companies to the use 01 appliances that would 
reduce the awful mortality which takes place on 
their lines, and the following two extracts wiD 

. IICrve to illustrate the point :-

A great number 01 failures 01 couplings are reo 
ported to the Board of Trade every year, the figures , 
in 1911 being 29M; and probably there are many 
more of which no one ever bean. Ot this number, 
2270 occurred on gooda trains, and an anaIysu ot the 
returns shOWI that 1771 were C88eI ot actual fracture, 
while the remainder were due to the couplingl 
becoming detached through Jumping off the draw· 
hooks. Although, fortunately, wch failures do not 
often cause accidents to passenger trains, owing to 
the men being more on the alert than in the PmJellt 
instance, each one ot them II a potential cause of 
disaster, and they do AI • fact frequently result in 
injuries to men, in damage to gooda trains, and in 
delays to and dislocation ot the traIIlc. I theretore 
think it would be weD tor the railway companJes to 
look into the strength and design ot the coupling 
which Is' in general use on goodl trains. The present 
coupling consists ot three welded iron links. A weld· 
less IteeI coupling hal recently been tried and hal 
given very latisfactory results. '.l'his, while of DO 

greater weight than the present nil coupling, and 
offering therefore no impediment to the use ot the 
coupling pole, possesseI much increaaed strength.· 
Unfortunately It costs rather more than the iron 
coupling. Increased cost II of course • drawback, 
but it would probably be found that this would be 
more than balanced by the laving produced by • 
reduction in the number of accidents. The three link 
coupling illimple and inexpensive, and Great Britain, 
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10 far as my experience goes, Is the only country that 
uses it. Even if a little more money were spent 
upon it, it would Itill remain the cheapest coupling 
in the world. 

Report dated 24th August, 1912, by Colonel 
Sir H. A. Yorke to Board of Trade on a 
collision at Hest Bank Station on London 
and North Western Railway. 

In 1907 the Board of Trade wrote to all the Railway 
Companies in the United Kingdom suggesting that a 
whistle of a distinctive type should be supplied to 
every platelayer employed upon the permanent way . 
• 'orty-four of the Companies, including lome of 
the most important railways in the country, agreed 
to act upon this recommendation; thirteen other 
companies said they would supply whistles to their 
gangers, foremen, aBSlstant gangers, or leading men, 
and to the look-out men, but not to the whole perma
nent way staff; whilst forty-seven Companies, in
cluding the North British, have hitherto refused to 
give whistles to any men, even to the look-out 
men. 

Amalgamated Society of Railway Servants, 
General Secretary's Report, dated 7th 
October, 1912. 

If the ordinary British citizen were told that 
the Government of the country had suggested to 
the Railway Companies that, in order to save the 
lives of some of their employees occupied in 
dangerous work, each of these men should be 
supplied with a whistle, and that a large number 
of such Companies had refused to accede to this 
modest request, he would frankly disbelieve it. 
Can one picture this occurring if the railways 
were operated by the State? And will oppo
nents of nationalisation kindly deal with this 
point and that of the preceding extract t 

~. . 
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CHAPTER IX 

THE JLULWAYI AND THB POIT OFnc& 

LoOKING back upon the course of railway develop
ment during the past decade or two, we find that 
the wages of the great army of railway employees 
have remained practically stationary in spite 
of the increased cost of living, and that the 
tendency has been for passenger fares and gooda 
rates to be increased and (or facilities to be 
decreased. Furthermore, when, sa the result of 
under-payment and excessive working hours, the 
railway employees struck work. and wrung from 
the directon the promise of lOme concession .. 
such promise wsa only given on the undentanding 
that the Companies should be permitted to 
recoup the additional expense thereby incurred 
by raising their rates. . 
, How has it been during the same period with 
the Post Office f Once every year the Postmaster
General, in introducing the Post Office estimates, 
furnishes Parliament--and through Parliament 
the nation-with a review of the progress during 
the year of the great centralised department of 
national activity which is under his controL 
Such annual review invariably retolves itself into 
the Postmaster-General pointing out with pride 
how rates have been reduced, how numerous 
concessions have been made to the public. how 
the conditioDSof employment have been improved, 
and foreshadowing further improvementa in the 
service. Let us take the question of labour 
conditions first. Far be it from me to state that 
the Post Office is an ideal employer and that 
all the 233,000 postal aervanta are contented with 
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their position; but this is a comparison between 
Railway Companies and the Post Office, and I 
do assert unhesitatingly that the Post Office is 
so much better an employer than the Railway 
Companies that if the railway workers could 
immediately come under Post Office conditions of 
employment, most of them would at once be 
in receipt of higher rates than those for which 
they are still agitating. The superiority of labour 
conditions under the State as compared with 
those obtaining under a powerful Company was 
never more forcibly shown than in the definite 
statement of Mr Herbert Samuel, the Postmaster
General, when introducing the Post Office 
estimates on the 20th May, 1912, and the 
statement is so definite that I cannot do better 
than reproduce a portion of Mr Samuel's speech 
as reported by The Times of 21st May, 1912. 

• That t.he Post Office, after all, is not such a baJ 
employer of labour, is, I think, evident from the 
improvement in the condition of the Telephone 
Company's employees who have been transferred to 
the Post Office. It is rarely that we have the oppor
tunity of making an exact comparison between the 
conditions in Stat.e employment and the conditions 
in similar employment outside. We have that 
opportunity in this case. The employees of the 
National Telephone Company nwnbered 19,000. On 
transfer to the Post Office they enjoy the conditions 
of Post Office servants of the same grade doing the 
same work. The consequence has been that in wages 
alone that staff are now receiving £175,000 a year 
more than they would have received U they had 
remained with the Company,and,owing to the shorten
ing of the hours of work and the increase of holidays 
granted, I have had to employ a larger staff, involving 
an increase in the wages bill of £32,000 a year. 
The pension rights granted to theTelephoneCompany's 
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employes Involve an Increue to the amount 01 
1201,000 a year. when the pension. mature. So that 
altogether the8e 19,000 telephone employes benefit 
in money or In money'. worth to the extent 01 
£408,000 a year. or a .wn 01 over 120 per penon, or 
8s. per week. Many bnprovement. In detail have 
been effected in the employment 01 the VarloUi 

branchel 01 the Post Office 1taIf, with the ecMlpera
lion and IOmetimei on the IUggestion 01 the head. 01 
the Department. I .hould like to take this oppor
tunity 01 emphatically declaring that I find that the 
able Civil Servant. who are at the head 01 the Post 
Office are alwaY' mOllt ready to welcome proposall 
lor the bnprovement of the condition of the 1taIf. 
and indeed are themlelvel eontinuaDy initiating 
Improvement.. The committee for dealing with 
telegraphistl· cramp, prelided over by my bon. trIen4 
Sir J. N. Barran, have lately reported; their recom
mendation. are being adopted by the Department, 
and, I trust, thiI will ft8uIt in a diminution of that 
painful cliseaIe. The IOlution of the boy Illel8ellger 
problem Is rapidly proceeding. In 1909-10 we had 
to clismi8I at the age 0111 YeaJ'l4470 boyI. New 
Ichemel have been adopted enabling that number to 
be reduced In 1910-11 to 8628. and last year to l2O'T. 
I hope that next year the nwnber will be reduced to 
400. and that at no very long Interval the boy me.
enger problem wiD be altogether 101ved. (Bear. 
hear.) It hal been neceaary to Itop open competitioD 
from the outside lor a Dumber of clUIIeI In the Pod 
Office aervice, and to limit the competitorl to boy 
messengers in order to IeCUI'e lor them opportunJtjea 
for employment; but we are conJIdent that In givJD, 
them a better U8Ul'8Dce 01 permanent employment 
we IIhaD get • good claaI of boyI to enter the Ienice. 
The Juvenile employment committeeI throughout 
the country are adviaiDg n. In our Ie.Iection of boy 
mesaengen on entry, and we IIhaD take every step to 
IeCUI'e that the educational ~ 01 the IerVfce 
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.haU in no way be lowered by the ees,ation of open 
competition. I have also established, with the 
Education Department, a system of compulsory 
evening educational ~s8es for the boy messengers.' 

Now as to improved services and reduced rate. 
As regards efficiency the Post Office need not fear 
comparison. When you entrust one evening to 
this State-managed Post Office a letter or parcel, 
you do not lie awake wondering whether or not 
it will arrive at its destination next morning. 
Scnd a parcel by rail, however, and you are 
not quite so confident. But apart from this, let 
us look at the two departments of national 
activity during the last decade or so. As already 
stated, the railways are curtailing the facilities 
they offer to the public; they have left the lot of 
their workers practically unchanged, and they are 
raising rates and fares. The Post Office, on the 
other hand, is continually making fresh concessions 
of the first importance. A few years ago a 4-oz. 
inland letter cost 4d.; now it is carried for Id. 
A I-oz. letter to Australia or the United States 
cost 21d.; now a l-oz.letter goes for Id. A I-oz. 
letter to France or Germany cost lid., and a 2-oz. 
letter 10d.; now such leiters cost 2Ad. and 4<1. 
respectively. Imagine the Railway Companies 
announcing to-morrow that in future they would 
carry double the weight for the same money. 
The idea is preposterous, still this is what the 
Post Office has done time and again, and at the 
same time it has increased wages. The increased 
cost of living and of most materials has not 
aflected only the Railway Companies; the Post 
Office has had to face the same changed condi
tions as the Railway Companies. Why then has 
the Post Office been able to reduce rates, increase 
wages, and still show undiminished profits T 
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The Post Office it itself a levere IUfferer at the 
hands of the Railway Companies. In most 
foreign countries the State Railways, 0114 alao 
the Railway Companie, ",her, they eziat, have to 
give the use of telegraph lines, and to convey the 
mails and Post Office servanb free of charge. 
In the United Kingdom the Companies derive 
an enormous sum annually from the Post Office, 
and their demands are 10 exorbitant that the 
Post Office has found it cheaper to organise 
its own service of motor-cars between many 
important towns. In countries like Germany. 
Switzerland. and Belgium, where both the 
Post Office and the railways are State-owned, 
the two services are in many respects worked 
together to the great benefit of the nation, 
and it is possible to send an lI-lb. parcel from 
anyone part of Germany to another. or indeed to 
Austria, for 6d. There are hundreds of directions 
in which close co-operation between these two 
great services is of great public convenience: 
take for example Post Offices within stations, and 
automatic stamp-vending machines. In every 
important railway station in Germany there it • 
fully equipped Post Office and. furthermore, 
automatic machines for the sale of stamps are to 
be found at most of these stations. A railway 
station being a building accessible to the public 
during more hours of the day than perhaps &Oy 
other building, it is obviously very convenient to 
have Post Offices and stamp-aelling machines 
-situate in such buildings. In the United Kingdom. 
however. the matter would resolve itself into one 
long tussle between the numerous Railway C0m
panies and the Post Office as to the renb for the 
provision of these most convenient facilities for 
the public. That the provision of these facilities 



RAILWAY NATIONALISATION 103 

Is an enormous convenience to the public is 
shown by the fact that the officials at the tele
graph offices situated within some of the London 
termini find it necessary to display a notice in
forming the public that stamps are not sold 
there, but have to be obtained at the Post Office 
nearest to the station. 

CHAPTER X 

llAILWAY ACCOUNTS 

ON all sides acute dissatisfaction has been 
expressed for' many years at the paucity of the 
information the British Railway Companies give 
regarding their operations, and the student of 
railway affairs has the mortification, when con
sulting the statistics published by various foreign 
Governments, of seeing blanks under the heading 
of United Kingdom in the case of many details 
given for the various railway systems of the world. 
In many of the cases which have come before 
the Railway Commissioners, the Railway Com
panies have endeavoured to justify increases of 
rates by saying that the proportion of their 
expenses to the gross receipts has risen; and 
although traders affected by the increased rates 
were convinced that there had been no real 
increase of expenditure in dealing with the traffic, 
they often had considerable difficulty in proving 
the contention of the Companies to be wrong, on 
account of the lack of material published. This 
of itself, in the eyes of those responsible for the 
management of the British railways, would be 
quite sufficient argument against keeping and 
publishing proper statisticSj but all those who 
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have paid attention to the Bcientiflc working of 
railways are convinced that unless a railway 
administration does keep such statistics &I will 
enable it to see where it is making money, and 
where it is losing moncy, where increased expendi
ture comes in, and the like, it is impossible to 
work a system satisfactorily; and they point to 
nearfy every other country in the world where 
the railways are State-owned or Company-owned, 
as compiling and issuing such statistics, whereas 
the British railways neither publish nor keep 
record of anything more than the barest data. 
It is not even as though the Companies had col
lected these figures for their own use and refrained 
from publishing them; with the exception of the 
North Eastem Railway they simply do not keep 
proper statistical records. No modem man of 
affairs thinks of carrying on his business without 
keeping a complete set of statistics relating to 
the working, cost,. and resulta of every depart
ment and agency of his business; but the inepti
tude which has characterised the management of 
the British Railway Companies during the last 
twenty or thirty years is &I marked in this direc
tion as in every other. and &I usual it baa remained 
for Parliament to compel the Railway Companies 
to publish proper account., but even now these 
will be very deficient in many directions. 

The StDti8t, which baa all along in the interest 
of railway shareholders played a leading part in 
this demand for fuller accounta and statistics, in 
an article on the British railways which appeared 
in ita issue of 17th August, 1912, wrote .. 
follows :-

We are aware, or eomae. that the North Eutenl 
Railway through ita esceIlent .,.tem of accouDts aDd 
&tat.istics bas DOW 110 fuDy investigated all the facton 
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affecting both the income and expenditure that its 
officers have that complete grasp which will enable 
the traffic to be handled at the terminals and conveyed 
with great economy and efficiency. The task of 
reorganising its goods traffic has been going on for 
the last ten years, with the result that the efficiency 
01 the goods and locomotive departments have been 
wonderfully increased, and we now have the state
ment 01 the Chairman that similar attention is being 
paid to the passenger traffic and that the passenger 
train service has also been completely revised. 

The statement of the Chairman 01 the Midland 
seems to indicate that the officers 01 that Company 
have also investigated all the conditions under which 
the traffio is carried both from the point of view 01 
rates and fares and 01 service, and that the optimism 
01 the Chairman of the Midland concerning the future 
is the result of the inquiry. Over ten years ago we 
hoped and expected that the reorganisation of British 
railway working would be taken in hand immediately, 
and that greatly improved results would be forthwith 
obtained. At that time we did not allow for the 
conservatism of the British character, nor for the 
almost insuperable difficulties of reorganising a 
great industry which had been conducted on un
scientific llnes for over My years. The work of 
reorganisation has consequently taken more than a 
decade, whereas we expected that it would be com
pleted in two or three years. We are, however, now 
convinced that we are in sight of the time when not 
only the North Eastern and the Midland will enjoy 
that scientifio and expert administration which will 
enable them to overcome any difficulties which may 
arise, but that all the other railways of the country 
will enjoy similar good management, and consequently 
we canendorse the hope of the Chairmanof the Midland 
• that by good management these difficulties will be 
overcome, and the shareholders need not take alarm 
nor a too gloomy view of the future. 
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From the foregoing it will be seen that from 
the Companies' own point of view full statistics 
are necessary for scientific management; but 
these are equally desirable from the stand· 
point of the trading community. Experience 
in every other country baa shown that railway 
rates for the carriage of goods generaUy, and 
coal in particular, have been largely reduced, 
because the growth in the volume and density 
of traffic, consequent upon the growth in popula. 
tion and wealth, baa reduced the cost of trans
portation per unit of traffic, just ILl in every 
business a large increasing turnover, by reducing 
the percentage of many of the fixed and lOme of 
the other charges, enables a dealer to seU at a 
lower price; but although in the United Kingdom 
the density of the goods traffic baa increased 
enormously, traders have received practically no 
advantage from the ability of the railways to 
deal with their greatly increased traffic at a 
lower· cost per ton. 

Detailed and properly dissected accounll are 
necessary therefore in order that shareholders, 
traders, and others may see why, in spite of ever
increasing traffics, the Railway Companies do not 
reduce their charges and working casU propor
tionately, nor, on the other band, largely increase 
their dividends-in other wordt it is desirable 
that proprietors, traders, and the public should 
see how and whe.: the money is going. 

As all sections of the community. from the 
shareholders to the traders, had endeavoured 
vainly to compel the Railway Companies to keep 
proper accounts, the President of the Board of 
Trade, Mr Lloyd George, in 1906 appointed a 
Departmental Committee to make inquiries into 
the subject. The Committee included Sir Charle. 
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J. Owens, General Manager of the London and 
South Western Railway, and the chief accountants 
of the Midland Railway and the Great Western 
Railway, the Hon. George Peel, Mr W. M. 
Acworth, and Mr (now Sir) George Paish, one of 
the editors of The Statist, these last three gentle
men representing the shareholders and railway 
experts. After three years' deliberation, the 
Committee issued its report, the position in regard 
to which is described very clearly in the follow
ing extract from an article which appeared in 
the Chamber of Commerce Journal for October, 
1909:-

The whole Committee has been convinced that the 
accounts and statistics 01 OUl' railway. need complete 
revision and great amplification, and the schedules 
01 the proposed accounts and statistics appended to 
the report indicate the large amount 01 thought and 
hard work given to the work 01 revision. For instance. 
in the new accounts it is proposed entirely to separate 
the working 01 the railways from the working 01 all 
other industries, such a. hotels, steamships, etc., 
carried on by the Railway Companies. The accounts 
as flnaUyagreed upon received the unanimous approval 
01 the Committee. 

But important as are the account., the suggested 
schedules 01 statistics to be appended to the accounts 
Are 01 even greater value. If .the statistical &ehedulell 
are made statutory, it will be possible lor every one, 
lor the first tinle in the history 01 railways in this 
country, to ascertain for what purposes the railways 
have expended the vast amount 01 capital raised. 

In the past the statistical information published in 
• report consisted merely 01 the length 01 road, the 
number of locomotives, carriages, and wagons, and 
the train milell run. The suggested schedules, which 
have also been approved by the whole Committee, 
provide for detailed statements not only of the 
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length of road, but of the length of 1eClOnd, third. 
lourt.b. and additional trackl, .. weD .. the length 
of the lidingll, of the number and capacity 01 the 
engines, of the Dumber and le&ting capacity of the 
rorriages, and of the tonnage capacity 01 the wagoN. 
Statistical Btatementl are also recommended 01 the 
Dumber and tonnage of the lteamboata, the length 01 
~, the extent 01 the wharvel and docb, the 
number and lituation 01 the holell, etA!. Much more 
enlightened data are proposed .. to the work done. 
lIitherto information baa merely been provided .. 
to the Dumber 01 ".ai,. mile. run. The propoaed 
&ehedulel provide engine mileage incurred in hauling 
loaded trains, together with the tolGl "'ai,. miln, 
including ihunting milel. Upon aU theae matterl the 
Committee are unanimous. 

When the Committe. came to the ruDy eeeential 
information which would throw light upon the whole 
economy 01 railway working there w .. dilagreement. 
In t.hiI country, at preaent, DO information II c0m
piled, except by the North Eutem Railway, of the 
work done by railwa". lor their receiptl and for their 
expenditure. The companjel compile the Dumber or 
p8IIIIeDgeI'I and the tonnage 01 gooda carried. but 
they do Dot ascertain how far they csrry their puaeo
gen, Dor the distance they haul their gooda. There
fore they do Dot know the total volume 01 their 
tl'8ffic, Dor are they able to ascertain either their 
.wrage tare. for paIIIIeIIgen and ratH for goodI, nor 
the trend of thOle tare. and ratH from year to year. 
}'urther, .. the railwa". do Dot ascertain the volume 
of their traffic, they do Dot know itl density. 

The investigation baa convinced the Chairman and 
the two memberl of the Board of Trade, .. weD .. 
IIr Acworth, Mr PaiIh, and Mr Peel, of the grea& 
value of t.hiI information. Indeed, DO one eaD read 
tbe Majority Report of theae Iix memberl of the C0m
mittee upon what is knowD .. the too mileage 
Iywf.em of Btati1t.ic8 without being impraled with ill 
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great value from every point 01 view. The Report 
t'Xplaina that the system of statistics based upon ton 
mileage and passenger mileage takes 88 its foundation 
the principle of combining, in a comprehensive figure. 
the two factors of weight or number, and 01 distance; 
the fundamental units (the ton mile and the passenger 
mile) being respectively one ton carried one mile, 
and one passenger carried one mile. The majority 
of the Committee explain that among the more 
Important statistics deduced from ton miles and 
passenger miles may be mentioned 10-

(1) The average train load 01 goods and 01 passen
gers obtained by dividing the ton mileage and the 
passenger mileage respectively by the train mileage. 

(2) The average wagon load and the average 
~iage load, obtained by dividing the ton mileage 
by the wagon mileage, and the passenger mileage by 
the carriage mileage. 

(8) Ton miles per engine hour. 
(4) The average length 01 haul for goods and 

passengers respectively, obtained by dividing the ton 
mileage and the passenger mileage by the total 
tonnage and total number of passengers conveyed. 

(5) The average receipts per ton per mile and per 
passenger per mile, obtained by dividing the gooda 
receipts by the ton mileage and the passenger receipt. 
by the passenger mileage. 

(6) The average density 01 traffic per mile 01 road 
or per mile of track, obtained by dividing the ton 
mileage and passenger mileage by the length of road 
or by the length of track. 

The only point of difference is 88 to whether this 
detailed infonnation should be made statutory. The 
l'hainnan and the two members 01 the Board of 
Trade hesitate to force upon the railways the compila
tion and publication of the suggested intonnation, 
and they give as their reason for this hesitation 
the ~ 0/ any l'n'!I .trong demand on INhalJ 0/ th, 
public /or Uie in/CJrm(Jtion. On the other hand, )b 
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Acworth. Mr PaWl, and Ih Ped reoommend tha& 
thil informatioo ahould be made ltatutorr. Thq 
state that 'the statistic8 of too mileage and ~ 
mileage Itaod in our Judgment on the llUDe footinl 
as the other accounta and 1tatistic8 and ahould 
equally. be made statutory'; that they know DO 

reasoo why' a large part of their Ulefulneal might be 
lost if their compilatioo resulted IOlely from compul
sioo'; that they 'are unable to agree that abare
holders and the general public ahow little Interet.t III 
this questioo'; and finally, they are of the opinioo 
(and for traders the matter II of great Importance) 
that 'our colleagues have not given IUfJlcient weight 
to the interesta of the public, which III thll matt.« 
coincide with those of shareholders. U the control 
of the Board of Trade and or Parliament Oftf the 
railways II to be wiae and salutary, it must be bue4 
00 adequate knowledge. Adequate knowledge eanno& 
exist until comprebeOlive information II produced 
ahowing the total amount or work done by the Railway 
Companies for the public, and the average charge 
made to the public for doing it.' 

To give effect to their recommendation these three 
members propoae the adoption of the acbedula COD

tained in a supplementary appendis, and recommeocI 
that these additional 8Chedulel Ihould CODIItitute ·a 
portioo of the ltatutory mlll'lll to be made by Rail
way Companies both to Bhareholden and to the 
Board of Trade.' Were these acbedules to be made 
statutory, the Railway Companies would be requirecI 
to compile Itatistie8 .. to engine houn, earriage 
mileage. wagon mileage. ~ mileage. too 
mileage, and the density of their tramc. They would 
a1so ascertain the average fare pel' 1m. IeCODd, and 
third claas paIIICIIger pel' mile. the average rate pel' 
too of goocU pel' mile, and per too of mineraJs pel' 
mile, the average loads pel' train, pel' wagoa. and pel' 
carriage, the average Dumber or earriages and wagoM 
pel' train, .. weD .. the train IIliIes. caniap m.iles. 
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and wagon miles per engine hour. Such information 
II of vital importance. not only to railway managers 
and the responsible authorities. but also to traders. 
by enabling them to ascertain if the rise in expendi
ture in proportion to the receipts is due to a tall in 
passenger fares. and is not brought Bbou~ by any 
increased cost of dealing with the goods tra'lllo. To 
the Majority Report the three representatives of the 
Railway Companies offer uncompromising opposition. 
Sir ChBS. Owens. Mr Bailey. and Mr Whitelaw. in 
their Minority Rcport. confine themselves entirely to 
discussing passenger and ton mileage. It is note
worthy that in no portion of the Minority Report II 
any mention made of the value of the information 
which these statistics would afford tor the purpose 
of supervision and control. 

The result of the Committee's Report is the 
Railway Companies (Accounts and Reports) 
Act. 1911, which, in the words of its introducer, 
Mr Buxton, President of the Board of Trade, was 
'a modest measure of railway reform of a business
like character, which would be of advantage to 
the public and to the shareholders in Railway 
Companies.' That the measure only partially 
meets the needs of the case was admirably shown 
by Mr Burdett-Coutts, who, speaking in the 
debate on the second reading of the Bill-l 
quote TM Times report-' complained that the 
Bill shirked a decision on the great question of 
the scientific organisation of English industries. 
The railway industry was not only of great 
importance, but it was the one industry over 
which the Government had complete control in 
the matter of statistics, without which there 
could be no scientific organisation. The fact 
that the Government at this juncture gave a 
faltering lead· or no lead at all in regard to 
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acientific industrial organisation would have far
reaching results. He was • whole-hogger as to 
Tariff Reform, but there was one thing prior to 
and more important than an alteration in the 
fiscal system-one condition that had enabled 
our competitors to outpace us more than all their 
tariffs-and that was the scientific organisation 
of their industries. He would have thought • 
Free Trade Government would have recognised 
this and seized the opportunity thrown away in 
this Bill The bed-rock of scientific industrial 
organisation was accurate data and full statistics. 
All attempt to secure them was abandoned by 
the Bill. There were two policies before the 
Board of Trade put forward in the Report of the 
Committee on which the Bill purported to be 
based-one the policy of practically no informa.
tion and no statistics; and the other the policy 
of vitalised and informing statistics. Of these 
two policies the President of the Board of Trade 
had deliberately chosen the uselesa one and 
rejected the useful one. The appointment of the 
Committee he had mentioned was the direct 0ut.
come of • prolonged effort in which he and others 
were concerned, to induce English railway. to 
compile and publish statistics of their own accord. 
On their campaign at Euston he desired to make 
no comment. They did not aucceed in inducing 
the London and North Western Railway to 
compile these statistics, but they drew wide
spread attention to the fact that they did not 
exist. At Euston they were met by the state
ment from the chair that the statistics and data 
they wanted were worthleu and absolutely use
less. They appealed to the Board of Trade, and 
the Committee on Railway Accounts" .. appointed. 
It sat for three yearl and reported last year. 
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The Report was signed by all the members, but 
was inconclusive, for there was a Minority Report 
by the railway representatives against the adop
tion of the course the reformers proposed. He 
impressed upon the House that, up to the point 
where it came to securing the adoption of these 
statistics by the railways, the Report throughout 
was strongly in favour of the statistics, illustrating 
their value from the evidence establishing the 
fact that the cost of compiling themwasimmateriaJ, 
and making other points in their favour suffici
ently clear. Then suddenly, when it came to real 
business-namely, the actual introduction of the 
statistics-the Report faltered and came to a 
lame and impotent conclusion. It recommended 
their adoption, but failed to recommend their 
being made statutory. Seeing that the tenor of 
the Report was in favour of the system, surely the 
Minister responsible might have taken the matter 
in both hands at the point where the Report 
faltered, and come to a strong and definite 
decision. What were these statistics that were 
10 useful? With regard to goods traffic they were 
weight and distance, the distance goods were 
carried; and with regard to passenger traffic they 
were the number of passengers and distance, 
the distance the passengers were conveyed. 
Surely the function of a railway was not only to 
put so many tons and so many passengers on its 
trains, but it was to carry both the required 
distances. Hitherto English railways, with one 
exception, did not compile and did not give any 
returns of the distance they carried their freight 
and passengers. That was the great defect he 
wished to remedy. Without this information it 
was absolutely imp"ssible to know anything about 
the real service performed by the Companies 
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for the money they received. To get ton 
mileage they took the number of tons in each 
consignment, and multiplied them by the number 
of miles they were carried. In thia way they got 
the number of tons carried one mile. They did 
exactly the same thing with regard to passenger . 
traffic, and they got the number of passengen 
carried one mile. This was the form in whicb 
the figure was stated in all other countries. Put 
in that form, ton-mileage-it was the same with 
passenger·mileage--became a standard figure, 
a common denominator 10 to speak, to which 
they could refer aboost every operation, every 
rate and fare charged, all money spent, and all 
work done on the railway. Thia would be not 
an average but an actual figure, and would enable 
comparisons to be made which now were not 
possible. That IUcb returns were not, from their 
complexity, difficult to compile, had been shown 
by the officials of the North Eastern Railway 
Company, who had carried out the compilation. 
He did not expect much IUpport from railway 
directors at present, and he had never under
stood the directorial mind either in relation to 
the full comprehension of the real work and 
scientific conduct of the work or the 1arger demand 
for full information; but he did not hesitate to 
say that these statistics were· essential to the 
House for members to discuss any railway 
question. It would be well for the Companiea to 
come. into the open and tell Parliament and the 
public what they were really doing, what effective 
work they were performing in return for. the 
unique privilegea and monopoliea which ParIia-
ment has granted them, and what relation that 
work bears to the money it costa and the charge 
made to the public.' 
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As far as it goes the Act is better than nothing, 
and as its third clause empowers the Board of 
Trade under certain conditions to make such 
alterations and additions to the information 
schedules as it thinks fit after hearing objections, 
it is to be hoped that some fine day the British 
railways will publish the same full accounts as 
the State-owned railways of the Continent and 
the Company-owned railw:ays of the United 
States. In this connection a brief comparison 
between the information furnished by the 
greatest British Railway Company to its share
holders and the public a,nd that furnished by 
a typical State-owned system, namely that 
of the Swiss Federal Railways, should be of 
interest. 

In common with all the Railway Companies, the 
London and North Western Company issued 
during 1911 two half-yearly reports. These con
sisted in the aggregate of fifteen widely-spaced 
printed pages, of which one is occupied by the 
names of the directors, audit committee, etc .. 
and three are given to the pUblication of the 
various classes of capital and debenture stock 
issued by the Company. This great railway, with 
a debenture debt and paid-up capital of 
£188,889,794, and owning, leasing, or renting 
2124 miles of railroad, devotes exactly four pages 
of space (mostly duplicated, for there are two 
half-yearly reports) to a description of its opera
tions and working during the year. If we compare 
this with the report of the Swiss Federal Railways 
for the year 1911, presented to the Swiss House 
of Representatives in April, 1912, we find that it 
consists of 224 pages of closely printed matter, 
containing numerous tables as insets, and that 
accompanying it is a volume of accounts 
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extending to 228 pages and a book of statistical 
,tables consisting of 172 pages. 

Space does not pennit of details, and it can 
merely here be mentioned that these documents 
are materials whereby every operation of any im
portance of the State railway management can 
be followed. To some people all this detail might 
appear unnecessary, but think how desirable it is 
that anyone should be able to ICe that to lay on 
water to I.e nay' Station cost exactly 1581 
francs as against an estimate of 1200 francl, 
and how it is open to any citizen, if he con
siders there is any irregularity in connection 
with such charge. to get ru. llember of Parliament 
to ask a question in Parliament on that specific 
point. U figures were similarly open to inspection 
in the case of the railways of the United Kingdom, 
the financial results would be very different from 
what they are. 

The statistical tables are models of scientific 
work, and to cite merely one example. it iI posaible 
to see at a glance the exact amount of traffic 
passing during the year through every single 
station on the whole Swiss railway system, 
including the number of single, return, and 
IC&SOn tickets, the amount of goods. the number 
of animals. etc •• and how it compares with the 
previous year_ 

The mere idea of permitting lOCh statistics 
would arouse the derision of most of those in 
control of the British railway system. 

But, it may be urged, while it iI true that the 
British Railway Companiea give practically DO 

information in their reports to their shareholders 
or the public, the chairmen make up for tru. in 
their speeches at the hall-yearly meetings. Any 
one who takes the trouble to peruse the reports 
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of the proceedings at these halt-yearly meetings 
will find that in ninety-nine cases out of a hundred 
they are nice little family affairs, that the principal 
business is to pass a vote of condolence with the 
relatives of one or two directors who have died 
during the half-year (the percentage of octoge
narians on railway boards is higher than among 
a group of old-age pensioners) and to elect in their 
places relatives. A few general remarks as to the 
state of affairs and the outlook (invariably contra
dicted by events), the wickedness of rates and 
taxes, trade union agitations (with an occasional 
gem like that of Lord Claude Hamilton at the 
Great Eastern meeting, when he said that Socialist 
workmen had more brains than their fellows), 
the unreasonableness of the trading community, 
Parliament, and, in fact, everybody everywhere, 
ending up with mutual felicitations, constitutes the 
business of the ordinary run of railway meetings. 
If there is some opposition among shareholders 
a little more information may be imparted, and, 
under great pressure, the chairman may even 
deal with the relationship of his Company and 
another Company; but if pressed for information 
as regards the working of the traffic, which 
might be of real use, it is not given, for the very 
good reason that such statistics are not kept, and 
shareholders who desire to be informed as to the 
actual position and outlook of their Company 
find nothing in the reports and accounts sub
mitted to them on which to base either questions 
or remarks. Where the State owns the railways, 
the presentation of the railway budget every year 
to Parliament gives rise to a full-dress debate, 
generally extending over two or three days, 
when every important matter of policy can be 
discussed. and as such railway systems publish 
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of the nation), rendered the idea of nationalisation 
very popular, and the process of buying out the 
private Companies steadily proceeded lide by 
side with the building of new line. by the State. 
It may be mentioned that in every case the 
terms of purchase have been arrived at by 
(riendly negotiation, and it baa not been necessary 
(or the Government to have recourse to the 
compulsory powell vested in it by the law of 

-1838 mentioned above. Tlie course of events in 
Davaria and Saxony baa been lubstantially the 
same as in the case of Prussia, and at the end of 
1910 there were only about 2280 miles of privately
owned line out of a total of about 87,000 miles. 

When the German Empire was constituted in 
1871, the federated State. bound themselve. to 
regard the railway. as a common whole and to 
govem their administration accordingly. With 
1his end in view the Prussian regulationl govern
ing working and traffic have been unifonnly 
adopted, save where local considerationa have 
necessitated their modification. These regula tiona 
must also be followed by the private Companies. 

In Prussia the head of the State Railway. it 
the Minister of Public Works, who it a pennanent 
salaried 'Official appointed directly by the Throne. 
lIe has considerable powera of administration, 
and also of expenditure within the yearly budget 
estimates sanctioned by Parliament. There are 
also various supervisory authoritie.-the principal 
being the Burulurath and the Beielu-Eiaenl)(u,,,,, 
Amt. The first-named consists of representa
tives from the varioua States constituting the 
German Empire, and it responsible for the build
ing, working, and transport regulatiOnl of the 
railways. The lleiclu-Ei.enbtzA""Amt has ita 
reat in Berlin, and is composed of a President 
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and members, all of whom are appointed by the 
Emperor. Its functions are to exercise general 
supervision, to see that the various constitutional 
regulations and enactments are carried out, and 
to attend to any defects or abuses. The detailed 
working of the railways is attended to by the 
Deut8che Eisenbahn-Veikehra-Verband. This body 
is composed of various railway administrations, 
including those of the private Companies, and a 
general conference is held, usually once a year, 
for the consideration of the general traffic and 
tariff regulations, the voting power of the dele
gates being based on the length of line of the 
railway represented. Business to be laid before 
the conference is prepared by a standing tariff 
commission, consisting of various railway ad
ministrations, with a traders' committee compose~ 
of representatives of agriculture and industry, 
elected by the combined Chambers of Commerce 
and Agriculture. Executive control is facilitated 
by the division of the railway system into dis
tricts, Prussia having twenty-one, Bavaria fiv~, 
and Saxony six. Each of these districts has its 
own staff and, as far as possible, its own rolling 
stock, and is regarded as a separate entity. 

The railways of Gennany are classified under 
three heads, viz., Hattptbahnen (main lines), 
Nebenhahnen (local and connecting lines), and 
Kleinhahnen, which may be described as the less 
important local lines and tramways. There are 
now no Hauptbahne-,t the property of private 
Companies, and it is in the highest degree improb
able that concessions for their construction will 
again be granted to private enterprise: but there 
are a good number of private Nebenhahnen, and 
concessions for their construction are stiU grantecl, 
the State retaining a certain amount of c:ontrQI 

.~. . 
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in the matter of· tariffs. The Companies are 
also bound to conform, under the di.scretion of 
the Minister of Public Works, to the general 
principles existing on the State lines, and to form 
renewal and rete"e funds. Verr few of the 
K1einbahnen are State-owned, and then only when 
they act as an adjunct to a State-owned line; 
many, however, are the property of towns and 
municipalities. At the present time the conces
sionswhich are granted are practical1y confined 
to this ctas. of railway, which also receives tho 
benefit of what little State financial assistance 
there is. With the idea of encouraging their 
construction by private enterprise, the law of 
8th April, 1895, provided for a sum of £250,000 
by way of financial assistance, and this has been 
added to from time to time. Among the condi
tions under which such assistance is granted are 
that the projected line shall serve general publio 
interests, that without such assistance it would 
not be possible to construct the line, and that tho 
interested parties gratuitously provide lor the 
acquisition of the necessary land, and that tho 
local authorities also provide assistance. The 
State assistance never takes the form 01 a guar
antee 01 interest, but as a rule is confined to tho 
subscription of shares in the enterprise. Up to 
1901, the total State aid actuallygranted amounted 

. to £4,688,500, by far the greater proportion 
having been granted to lipes principally semng 
agricultural districts. The free provision 01 land 
and the assistance of the local authorities are 
stipulated in order to ensure that the proposed 
line is really wanted in the locality, for if tho 
local attitude were hostile to the building 01 tbe 
line such conditions would be difficult 01 fuJBl
ment. 
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In general questions regarding tariffs the 
Prussian Railway Administration is assisted by 
a general advisory council and district advisory 
councils, the latter really forming the link between 
the public and the railway authorities. The 
members of the General Advisory Council are 
chiefly appointed by the Ministers of various 
Public Departments (Agriculture, Public Works, 
etc.), and the District Councils, of which there 
are nine covering the twenty-one districts, are 
composed of representatives of agriculture, com
merce, industry, and· forestry. Bavaria and 
Saxony have each a General Railway Council 
only. These bodies have no actual authority, 
but there is little doubt that their opinions carry 
weight. 

The German tariff system is on a kilometrio 
basis, varying, of course, as to whether the goods 
are to be transported by fast train or ordinary 
goods train, although certain classes of goods of 
a pcrishable nature are forwarded by fast train 
at ordinary goods train rates. In itself this 
system of rates based on the distance travelled 
is of great simplicity, but is complicated by the 
existence of a considerable number of special 
rates which have been introduced from time to 
time. The extent to which the trading community 
makes use of these rates is evidenced by the fact 

-that in 1906 over 60 per cent. of the total amount 
of goods was transported at these special rates, 
and the percentage rarely sinks below 50 per cent. 
The object of these special rates, which include 
special export and import rates, is to further 
German industry and commerce, and they are 
granted solely with this end in view. By way of 
instance it may be mentioned that the rates 
through German ports are principally governed 
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by the rates through those of 'Belgium and 
Holland, which. of course. compete with the 
German ports. One of the beat known tpecial 
tariffs is the Deutsche-Levant tariff. the object 
of which is to induce traden to forward goods 
consigned to Levant ports via Hamburg instead 
of via Trieste. which would necessitate their 
passing over the Austrian railwayt. In 'Pite of 
these numeroUl tpecial rates. however. the whole 
of the German ratel are published, which would 
be an impossible thing in this country. The 
German railway rates only Include the transport 
of goods from one station to another. and this 
has given rise to firms known AI ·Spediteun,· 
who undertake the very necessary function of 
the collection and delivery of goods. The prices 
charged are fixed by agreement and do not vary 
in anyone town, competition being consequently 
confined to excellence of aervice. A. a matter of 
fact these firms. which are naturally experts in 
the matter of railway rates. undertake the entire 
forwarding of the goods. and in many toWDI have 
their own sidings and wharves at the ltations. 
Passenger farea are also on a kilometric basis, 
and are among the cheapest on the ContlnenL 

Taken all round, the German railway tystem 
can only be regarded .. a highly efficient organism. 
and, in addition, it is one of the nation', most 
paying assets. 

All evidence goes to thow that nationalisation 
of the railway tystem has been a complete IUCCeU 
in Germany. Of course. in this imperfect world, 
perfection is not to be looked for. and it is not 
here claimed that no complainb are ever made 
with regard to the working of the German State 
Railways; but from every side, be it from that 
~f traders, foreign observers, or from different 
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sections of public opinion in Germany itself, one 
learns that every possible effort is made to serve 
the interests of the community in the best possible 
measure; and there is no doubt that German trade 
owes no small part of its marvellous success to 
the low rates charged on its network of internal 

. communications, the railways, canals, and Post 
Office being all utilised to the utmost in one 
comprehensive scheme for the benefit of the 
whole community. Anyone who in Germany 
-suggested that the railway system should revert 
to Company control would be regarded in much 
the same way as one who, in the United Kingdom, 
suggested that the Post Office should be similarly 
treated-that is to say, he would be looked upon 
as suffering from a temporary fit of insanity. 
The following extracts from a paper read at a 
congress of the Royal Economic Society on 
11th January, 1912. by Professor Hermann 
Schumacher. Professor of Economics at the 
University of Bonn. show the financial results 
that have attended railway nationalisation in 
Prussia:-

The result 01 all these economies is a magnificent 
one. The aggregate revenue 01 the Prussian State 
Railways has risen. during the twenty-Rve years 
lrom 1888-1908, from 536,000,000 marks to 
1,010,000,000 marks, or from M,503 to 52,795 
marks per kilometre 01 railway track. Although 
the expenses. both 01 the atatr and 01 the stock and 
plant, have increased very considerably (the cost 
per kilometre per axle was 1-403 pfg. in 1895 and 
'1-4 pIg. In 1908), nevertheless the gross working profits 
have Increased from 222,000,000 mara In 1888 to 
liS,OOO,OOO marks In 1908; 80 lar, the maximum 
obtained was in 1906, namely. 698,000,000 marks. 

These extraordinary working profits, whi~ In the 
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aggregate amount, Iince the nationalisatlon of the 
I'IliIwaye. to a total of nearly 12,000,000,000 marb, 
bave greatly benefited the Pruaiao State Railwaya. 

. They enabled them to meet nearly the whole of the 
cost of construction of existing railwaY' out of CUl'ftDt 
revenue. In fact, one may eay that aU expeD8e8 
necessary for the maintenance and preservation of 
railway property bave been met out of current 
revenue. This continual capitalisation of the net 
profit. baa rendered wmecetIIIIU')' any writing off to 
make due provision for the maintenance of the 
property. The present aggregate wlue ot the 
Prussiao State RailwaY' not only equala, but exceeda 
the whole amount of capital taken up on loan by the 
Prussiao State for the purchue and development of 
the railway I}'8tem. When. neverthelel8, a redemp
tion of the loan baa taken place. and will be further 
Increased in the future, that .. done JWt for the 
preservation, but for the augmentation of capitaL 
In contrast to the over-eapitalisation of many foreign 
railwaye. the object aimed at and achieved baa __ 
the under-capitalisation of the Prussian State Ran· 
ways. This is the lOUd foundation on which the 
Prussian railway finance .. based. 

But thia doea not exhaust the ftnanclal ~ of 
the Prussiao State Railwa)'lo Although, .. hal __ 
pointed out, it wall by no means the original intention, 
railwaya bave nevertheless become. UDder the c0m
bined inftuence of the above-mentioned factorI. a 
considerable lOurce of revenue to the State. A total 
of nearly 8,000,000,000 markl hal __ placecl at the 
disposal of the Prussiao Government for other State 
purposes out of the aurplua of the railway&. It .. 
true that in consequence of the nryiDg conditiooa of 
trade the figures are liable to great 8uctuationa, and 
therefore involve ciertaln riskl to the State, wbJch 
bave not alwaya been met effectively by the Pru8Biaa 
financial adminiBtratlon, but thit cbs Dot detnId 
"from'the momentous advantage that, thanb to IU 
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railways. the Prussion State was In • position to 
participate financiolly at once In the great rise or 
prosperity In German industrial life. Hence the fact 
that Prussian flnance presents on the whole such 
favourable conditions is largely due to the Prusslan 
State Railways. 

The other important States of the German 
Empire. e.g., Bavaria, Wtlrttemberg. Baden, 
which possess their own railway systems, are 
managed in the same successful way and on the 
same methods as those of Prussia, the railways 
of which, together with those belonging to the 
Grand Duchy of Hesse, are worked as one unit. 
The railways of Alsace-Lorraine are worked by 
a separate administration, the Reichseisenbahnen 
(Imperial German Railways). 

Although th~ greater part of the railways of 
Austria are now owned by the State, this has not 
A t I been the case for so very long, for 

us r a up to twenty-two years ago more 
than one-half of the lines was operated by private 
Companies. The first railways date from 1882, 
and were the result of private enterprise. Govern
ment activity in the matter of railway construc
tion was first manifested in the early forties, when 
definite regulations governing the granting of 
concessions to private individuals for the construc
tion of railways were also laid down. In 1856 
it became evidcnt that the further building of 
lines by the State was not justified by the condi
tion of the country's finances, and the existing 
State lines were made over to private Companies 
for ninety years, with a Government guarantee 
of interest. In 1878, however, the Government 
seriously commenced a policy of nationalisation, 
by again undertaking the construction of railways, 
and arranging for the, gradual taking over of 
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the existing private lines, and at the end of 1909 
the State owned or worked 18,695 kilometrea of 
line out of a total of 22,877 kilometrea. In grant
ing concessions to private Ccmpani~ it 11'&1 often 
stipulated that OD and after a eertaiD date the 
State should have the optioD 01 taking over the 
line, the purchase price being the averaiC of the 
results of the best five of the last .eVeD yean in 
the form 01 hall-yearly payment. or a capitaJiaed 
sum. or Ii per cent. on the capital invested for the 
remainder of the period of the concession. In 
the majority of easea the strict terms of the 
concessioD have Dot been adhered to, the price 
paid having beeD decided by amicable arrange
menL 

Railways in Austria are classi1led under three 
heads, namely, main lines (HauptbaAnen), local 
linea (LokalbaAnen), and meet and other narrow 
gauge lin~ (Kleiftbahnen). It is extremely 
improbable that concessions for main. linea will 
again be granted to private Companies, but con
cessions for loeallines are still granted, although 
in these easea the municipalities are the principal 
shareholders, and the shares have gradually to 
be redeemed out of profits. 

The majority of concessions for local linea 
contain arrangements for a guarantee of interest, 
and OD the expiry of a concessioD the railway 
reverts gratuitously to the State, and it may 
be mentioned in this connectioD that the 
SUpervWOD of private linea ia DOW much atricter 
than was formerly the case, for when the 
Northern Railway 11'&1 taken over it WAI found 
that the Company, aware of the approach of 
nationaJisation, had allowed the property to 
deteriorate. It may be added that, in addition 
to actua1Jy owned linea, the State worb many 
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private lines either for its owJi account or for 
account of the proprietors. In the first case 
an annual rental is usually paid, and in the 
latter any profits are handed over to and any 
loss borne by the owners. 

The Austrian State Railways are under the 
control of a Minister of Railways, who changes 
with the Government, although doubt is often 
expressed as to whether a permanent official 
would not be more desirable. The financial 
control is effected by the State Financial Depart
ment, the railway authorities assisting in the 
preparation of that part of the Budget dealing 
with railway estimates. The executive control 
is decentralised, there being thirteen divisions, 
each of which is made as far as possible autono
mous. There is also a State Railway Council, 
the majority of the members of whichare appointed 
by various interests, such as commerce, agri
culture, but its influence is not great, and its 
replacement by district councils is likely. 

The tariffs on the Austrian railways are some
what complicated, by reason of the fact that 
private Companies, in drawing up their tariff 
schemes,have taken into account the circumstances 
peculiar to their own lines, within, of course, the 
maxima specified in the concession. The principle 
of tapering rates, i.e. decreasing rates in propor
tion to the length of the journey is, however, 
universal. There are many special rates to meet 
exceptional circumstances, including export rates 
for the purpose of promoting the export trade of 
the country. Speaking generally, the tariffs on 
the Austrian railways are certainly low, but there 
are various supplementary charges which have 
to be added-for instance, the tariffs do not 
include collection and delivery of the goods, 



180 THE CASE FOR 

this being undertaken by Ipedal 6rms AI in 
Germany. The law of uniformity also appliea to 
passenger fares. Among lpecial facilitiel granted 
to passengers may be mentioned aeason tickets, 
both for lpecified journey! and over the whole or 
part of the system. workmen'l tickets, and on 
certain lines tickets enabling the holder to travel 
on payment of half of the ordinary fare. Return 
tickets have been abolished. 
. There is very little competition among the 
Austrian railway .. the extent of the control over 
the private Companies exercised by the Govern
ment practically precluding this. There iI, how
ever, considerable competition with the .urround. 
ing countriea, particularly Germany, the Austrian 
Government making every effort, by mealll of 
low tariffs, to induce traders in South Germany 
to ship their goods from )Iediterranean ports 
instead of from Hamburg. 

As regards the ltaff, in making the appoint
ments preference is given to applicants who have 
served in the Army or Navy, and certain positions 
are reserved for non-commissioned officers. When 
a private line is taken over by the State, the 
agreement always contains clausea to the effect 
that the staff shall not be prejudicially effected 
by the transfer, and speaking generally, their 
position has been improved. There iI an obliga
tory and contributory pension scheme. 

From the financial point of view, it will be 
Some years before Austria will be able to boast 
of any satisfactory surplusea from its railway .. 
which are only gradually becoming co-ordinated. 
In a country like Austria, .urrounded by power
fuIly~armed states, and in & position likely to 
render it the theatre of & life and death struggle, 
~waYI are not invariably cionstructed from the 
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narrow point of view of returning the highest 
possible amount of profit, but are often planned 
on military considerations. With the intense 
competition existing between Austrian, German, 
and Italian producers for the markets of Central 
Europe and the Near East, railway policy in both 
Austria and Hungary has been directed much 
more towards aiding home producers and manu
facturers than to making profits, and in this 
respect the State has done a great deal, for there 
is no doubt that the low rates of transportation 
have been of material assistance to trade and 
industry, and in this respect the difference between 
a State-owned railway system and a Company 
whose sole consideration is necessarily profit, is 
so marked that this factor has been one driving 
the country into State ownership and operation 
of the railways. 

The first Belgian railways date from 18340, and 
were constructed and operated by the State. The 
B JgI results from a financial point of view, 

e wn however, were so unsatisfactory 
as a consequence of the low rates charged. this 
being rendered necessary by the competition of 
the waterways, that in 1840 the Chambers refused 
to sanction further State expenditure. It there
fore became necessary to enlist the aid of private 
enterprise, and concessions for the building of 
lines were accordingly granted to private Com
panies, although in some cases they were operated 
by the State when constructed. In order to 
encourage private enterprise to undertake the 
building of lines which were not likely to prove 
financially remunerative; the Government agreed 
to guarantee a certain minimum interest. There 
is now only one Company enjoying such assist
ance, viz., the Hasselt-Maeseyck Railway, which 
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was guaranteed a minimum interest or 150,000 
francs for fifty yean. Any IUrplus of net revenue 
over 200,000 francs per annum was to be handed 
over to the Government in repayment or any lurna 
paid under the guarantee. The Iyltem of guar
antee adopted was not alwaYI the lame, but was 
adapted to the circumstances of the particular 
case. 

The State linel were lubjected to severe 
competition from the private companies, and 
this, combined with the fear that the railwaYI 
might come under the control of foreign financiers. 
caused the Government to embark upon a policy 
of acquisition of the private linea, and between 
1857 and 1906 twenty private linea were taken 
over. At the end of 1910 the length of the Belgian 
railwaYI was 2915 miles, of which 2697 milea were 
'owned by the State. There were also 2697 miIea 
of light railwaYI. 

Concessions for the building of private linea 
were granted under conventions between the 
Companies and the Minister of Public Works. 
These conventioDi specified the amount payable 
by the Government by way of guarantee of 
interest, and give the Government the right to 
take over the line at any time after the expira
tion of the first fifteen years of the concession on 
payment of an annuity for the remainder of the 
concession, such annuity being based on the 
average net receipts of the best five of the previouJ 
seven years. Should the line be taken over before 
the expiration of twenty-five yean the annuity 
is increased by 10 per eenL There is also a 
• Cahier des Charges,' or set of apecificationa detail. 
ing the conditioDi under which the line was to be 
eonstructed and worked. At first each convention 
bad its own 'Cahicr des Charges.' but in 1866 a 
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.tandard form was drawn up. The articles in 
the • Cahier des Chargcs' regarding the taking 
over of the line bt the Government on the 
expiration of the concession are as follows ;-

Article /56. At the date of the expiry of the con
cession, the railway and appurtenances must be in 
perfect repair, and to this end, without prejudice to 
the conditions of Article 25, the Department of Public 
Works may appropriate the receipts for placing the 
line and appurtenances in a proper state of repair· 
.hould the concessionaire during the last five years 
of his contract fall to fulfU all the terms of his agree
ment. 

Article /51. From the date of the expiry of the 
concession the Department of Public Works shall be 
invested with all the rights 01 the concessionaire 
and Bhall enter into immediate possession 01 the line 
and plant. The price of the plant at expert valuation 
ahall be paid over to the concessionaire. 

As already mentioned, the Government has 
followed a steady policy of acquisition of rail
ways, and since 1870 no concessions for the con
struction of lines by private enterprise have been 
,,-anted. The last line taken over was the West 
}'Ianders Railway, which was purchased in 1906, 
although the line was worked by the Company· 
on behalf of the State for two years longer. This 
railway was the result of several concessions, 
and disputes arose as to the joint use of lines and 
stations. It was also very necessary that various 
double tracks should be laid down in connection 
with the express services between Belgium and 
I'ranee, which the Government had not the 
power to force the Companies to do. The Govern
ment therefore decided to exercise its right of 
expropriation. Under the terms of the conven
tion the purchase priee was fixed at forty-three 
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annuities of 2,174,761 fr&llC8, and one of S65,488 
francs. The price of the rolling stock, 1oola, and 
plant was fixed at a,SIT,651 francs, thia figure 
being subject to revision. and that of the stores 
and goods according to a valuation by experts. 
The annuity was to be applied to the interest on 
the outstanding debentures and abares of the 
Companies and to their redemption. 

In connection with the Belgian railways there 
is a very extensive system of light lines bOWD 
as cAemim de fer Mnau. These linea, which 
penetrate to the most remote districts, and iA 
most cases follow the roads, have proved In
valuable as a stimulus to industry. At flrst. 
private enterprise proved shy, for the possibility 
of a good return OD capital invested in these 
light Jines was somewhat remote. The Govern
ment, therefore, in 1881 appointed a commission 
to go into the matter, and as a result a 'National 
Society' was formed. In granting concessions 
for the construction of light railways, this aociety 
is always given the preference. The capital for 
each Jine is kept entirely distinct from that 01 
other Jinea, and one-third at least must be 8U~ 
scribed by the State and the communes interested. 
Private subscribers have to pay cash, but the 
subscriptions of the Government and the c0m
munes are made in the form of annuities which 
are reduced by the amount of any dividend due. 
the capital for immediate requirements .being 
obtained by the issue of Debentures guaranteed 
by the State and redeemable within ninety 
years. The majority of these linea are not worked 
directly by the National Society. but are Iea8ed 
to private Companies-mostly for thirty years, 
the Society retaining the option of cancelling the 

. lease at the end of fifteen yean. TariJfs on the3e 
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lines are on a kilometric basis, but vary accord
ing to circumstances, the Government's policy 
being to avoid any possible competition with the 
State-owned fulI-gauge lines. Practically the 
whole of the share capital of the Companies own
ing and operating these light railways is owned 
by the State, the provinces, and communes. 

As might be expected from the flat nature of 
the country, Belgium has an extensive system of 
canals and waterways. The canals are for the 
most part the property of the Government, which 
exercises considerable control, and there is not 
so much competition between them and the rail
ways as might at first sight be supposed. As a 
matter of fact, the Government encourages the 
forwarding by water of those classes 01 goods lor 
which this means of transport is suitable, the 
apparent loss from this diversion of traffic from 
the railways being compensated by the benefits 
accruing to the nation as a whole. The canals 
are navigated by private Companies and indi
viduals, who pay toll lor the privilege, although 
the amount received from this source does not 
nearly approach the cost of their upkeep. The 
Navigation Companies fix their own rates, but 
these are, of course, governed by competition 
between the various Companies. The waterways 
are really a most valuable adjunct to the railway 
system, and this is very evident from the conges
tion of traffic which occurs on the railways when 
they become frozen. The Belgian Government 
has spent enormous sums on the development of 
its water communications, and this policy is 
diametrically opposed to that of the Railway 
Companies in this country, which practically 
control the canals, and deliberately throttle them 
in order to benefit their own traffics. 



186 THE CASEFOR 

The responsible head of the Belgian State 
Railways is the Minister of Railway .. Post., and 
Telegraph, who submits to the legislative chambers 
an annual report Ihowing the general condition 
of the aystem, particularly the new tariffs, and 
containing numerous atatistical tablet. The 
annual Railway Budget is also presented by this 
Ilinister, and when it is under discussion in 
Parliament certain question days are appointed 
which constitute the principal meana of obtain
ing the redress of grievances and improvements 
in the service. There is also a railway council, 
the functions of which are advisory and delibera
tive. The administrative control of the railways 
is in the banda of a general secretary, assisted 
by an administrative secretary, and a staff of 
inspectors, who see that the laws are observed and 
that the service is efficient and conducted with 
the utmost possible economy. The general work
ing of the railways is of a highly specialised 
nature, each department being divided into 
bureaux. each with ita particular function. such 
as ataff matters, accident., rolling stock, claim .. 
inquiries. etc. The exact position of the officials 
as to rank and promotion is shown by a list cir
culated annually, which is of value as making 
for impartial treatment. Should no opportunity 
arise for granting a deserved promotion. the 
official affected may, after six years, obtain the 
Alary of the next highest grade, or an increase 
of one-tenth. With the idea of ensuring effici
ency, premiuma are granted to those employees 
directly concerned with the running of the trains. 
Among other benefits may be mentioned the 
granting of cottages along the line to married 
employees and their familiet at a nominal rental. 
the granting of fortnightly free tickets to clerks 
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and shop-assistants, in order to enable them to 
visit their families, and a non-contributory 
pension Bcheme. Pensions are granted to em
ployees after thirty years' service on their attain
ing their 66th year, and to any employee rendered 
unfit for work by ill-health, provided that there 
is at least ten years' service to his credit. 
Employees incapacitated by accident in the 
performance of their duties, however, are entitle. 
to a pension, irrespective of age or length of 
service. The amount of the pension is calculated 
at one-sixtieth of the average wage of the employee 
for the last five years of service, for each 
year of service, although in the case of 
engine-drivers, fuemen, guards, and brakes
men the proportion of the average salary is 
one-fiftieth. 

Belgium, with its great port of Antwerp, is 
one of the gates of Europe, and if it is to retain 
this position it is obvious that its railway rates 
must be kept as low as possible. This is fully 
recognised by the Government, and the immediate 
result of the re-purchase of the railways by the 
State was a general reduction of rates, the 
railway system being regarded not so much as a 
direct revenue producer as a most important 
factor in the development of the commerce and 
industry of the country. The tariffs on the 
Belgian railways are on a strictly kilometric basis, 
and are to all intents and purposes uniform. 
There is, however, a large number of special and 
import and export rates, and, in arrangement 
with certain shipping companies, various com
bined rail and shipping tariffs. Passenger fares 
and goods tariffs in Belgium are probably the 
cheapest in the world, and this in spite of there 
being very little competition, by reason of the 
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fact that nearly the whole railway system Is 
owned by the State. AI mentioned above. how
ever. it is of vital importance to Belgium 81 a 
nation that she should continue to be one of the 
gateways of Europe. and it is therefore necessary 
-that railway rates should be kept at the Ioweat 
possible level. The State Railway Administra
tion is always prepared to consider applicatiolll 
for the reduction of a rate. but such appIicatiolll 
are not frequent, the rates in force appearing to 
give universal satisfaction. 

With the exception of certain classes of goods 
and conditiolll of transport, the railways are 
responsible for loss and damage from the time of 
acceptance until delivery. 81 well as any exceeding 
of the fixed periods for forwarding. In the 
la tter case, it is not necessary for the claimant 
to prove that· he has suffered any loss by the fact 
of late delivery. Consignors can indemnify them
selves to a greater extent upon payment of a 
small premium, and this ia a feature which i. 
much taken advantage of and which is also in 
operation on the German State Railways. It 
does not appear that it Is often necessary to 
claim such insurance, but the fact that good.s 
are insured means that they are better looked 
after. Altogether. the system in force and ita 
working appears to give all-round aat.isfaction. 
and the Government often exceeds ita obliga
tions in order to ensure ita efficiency. 

AI already mentioned, passenger fares on the 
Belgium railways are probably the cheapest in 
the world. A feature much taken advantage of 
by tourisb is the issuance of tickets available 
over the whole system for five or fifteen days. 
the third-class fares being 18 franca and 23·50 
francs respectively. Ordinary season tickets, 
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weekly t!ckets for workmen. and various cheap 
excursion tickets are also issued. The service of 
passenger trains is good. particularly between 
Brussels and Antwerp, these cities being connected 
by a considerable number of non-stop trains. 
The excellence of. the service between Brussels 
and the great manufacturing centre of Li~ge also 
deserves special mention. 

This country. by reason of its peculiar forma
tion. its scattered population. and the nature of its 
Denmark industries. did not at first appear to 

offer any scope for the railway. and 
itwas not until this newly invented mode of convey
ance had made considerable headway in other 
lands that its possibilities began to be realised. 
Denmark is not only small in extent, but is divided 
by the sea into small portions, so that in prac
tically every part it was only necessary to convey 
goods a short distance on land after delivery from 
the ship. There were no great industries or 
manufactures. the population was spread more 
or less over the whole country. and. with the 
exception of Copenhagen. there were no large 
towns. Moreover, it was thought that the exist
ing natural conditions would prove an effectual 
bar to the creation of a through transport route 
for the commerce of other nations. Experience 
gained by other countries. however, had shown 
that the provision of easy means of transport was 
distinctly advantageous for short as well as for 
long distances; it was therefore urged that 
notwithstanding the impossibility of linking up 
the various portions of the country. the railway 
would undoubtedly bring these into closer com
munication with the capital. A quicker and more 
certain connection with other countries would in 
any case be established. and· it was not at all 
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Improbable that a ncw route might be opened up 
from Norway and Sweden through Denmark to 
other part. of Europe. An additional argument 
in favour of the railway Wal the prospect of 
blinging into cultivation unused tracta of land, 
especially in Jutland. 

At last public opinion ripened, and Denmark 
in 1847 began to build her first railway. Up to 
.1862 the rate of progress Wal very slow, not more 
than 170 kilometres of line being laid during the 
fifteen years. After that date, however, there 
was a burst of activity, which continued until the 
railways of Denmark had reached the same ltage 
of development as in the majority of other 
European countries. .A. was mostly the case 
elsewhere, the first railways were promoted by 
private Companies, but later on the principal 
lines and many of the private ones became State 
property. 

The first State line to be constructed Wal the 
Jiitsch-Fiinscbe Railway, commenced in 1861. 
Of existing private lines the State acquired the 
Silkeborg-Herning Railway in 1879, the SeeJand· 
ischen Railway in 1880, and the Ostjutsche Rail· 
way in 1881, with the result that in 1882 no leu 
than 85·. per cenL of the total length of linea Wal 

owned by the GovernmenL Since that date 
several private local linea have been constructed, 
and the percentage of Danish railways in private 
hands has increased from 14·6 to .1. There were, 
in 1910, 1250 miles of State and 88' miles of 
private railways in the country, making a total 
of 21M miles. 

The capital which the State has applied to the 
construction of new linea and the purchaae of 
private ones had attained, up to Ilarch, 1911, 
the figure of £14,500,000, and the net receipts 



RAILWAY NATIONALISATION 14.1 

for 1910-11 amounted to £188,800 as against 
£UIO,OOO for the previous year; the increased 
prosperity of the country produced thereby is 
apparent. 

The control of the Government, as also of the 
private, railways falls within the province of the 
Department for Home Affairs, which includes six 
special Commissioners, two for Seeland and islands 
belonging thereto, two for Fiihnen, and two for 
JUtland. These Commissioners are entrusted 
with matters concerning the interests of the State 
and of the inhabitants as regards works of con
struction, selection of routes, acquisition of lines, 
and the erection of stations, bridges, aqueducts, 
etc. At the head of the railway administra
tion are a managing director and four superin
tendents, one of the latter having charge of the 
traffic, one of the track, one of the engineering 
section, and one of the legal business. 

The Danish railways probably head the world 
in the matter of safety, and are admirably man
aged. 

The ferries of Denmark are closely associated 
with the railways. The first of these was opened 
between Jutland and Fiihnen in 1872, and the 
second between Seeland and FUhnen in 1888. 
Later on others were opened between Seeland and 
Falster, Korsor and IDel, and Gedser and Warne
munde. Bridges were also built over the Lim
fjorden in Jutland and between Seeland and 
Masnedo. 

It was not until several years after the adoption 
of railways by other European States that Sweden 

Swedea 
began to take advantage of this 
means of transport, which has proved 

80 indispensable to the successful development of 
a country. The reasons for the delay are not 
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difficult to find. Public opinion throughout the 
country was unmistakably against railway con
struction,. it being generally recognised that 10 
poor a nation could not think of embarking on 
works requiring the expenditure of milliolll of 
capital Sweden had no national debt and was 
not ·at all desirous of incurring one. The country 
was but sparsely populated. There were no 
particular manufacturing industries to be lerved, 
and it was considered that the timber and mining 
industries were quite incapable of bearing the 
expense of transport by rail. Furthermore, an 
obstacle existed in the natural formation of the 
land, which although not actually mountainous, 
is very rocky and contains numerous valleys and 
rivers. Finally, the natural trade routes afforded' 
by the sea and rivers, both in winter, when frozen 
over, and at other seasons of the year, seemed 
quite sufficient to meet all demands. 

Some of these objectiolll were not without 
justification; nevertheless the conditiolll obtain
ing in the country called for the construction of 
railways. Sweden was by no mealll poor; it had 
wealth in its soil and forests which only required 
cheap mealll of transport to enable the country 
to enter into competition with foreign nations. 
Iloreover, the cheap conveyance of goods from 
place to place could not fail to be beneficial to 
the inhabitants of the country, especially in yean 
of scarcity. The railway, it was urged. would 
bring the same advantages to Sweden that it had 
to other lanA viz.. greater trade, increased 
production, enhanced value of property. improved 
national welfare, etc., besides adding to the 
means of defence. 
. In 1845 the first concession was granted to 
a private Company. and the work was slowly 



HAlLWAY NATIONALISATION 143 

proceeded with. During the next twenty years, 
however, very little progress was made, but an 
era of activity then set in, and construction was 
carried on at a greatly accelerated pace. 

As in Denmark and Norway, the earlier railways 
were promoted by private Companies, but, as 
in almost every other country, it was soon realised 
that the State would have to take these over, or 
at any rate the principal lines. The first railway 
actually constructed by the State was commenced 
in 1856. 

All railways in Sweden are under the control 
of the Department for Home Affairs, the chief 
administration consisting of two branches, one 
for the construction and the other for the general 
management. At the head of the Construction 
Section are a chief and two office superintendents, 
and at the head of the Management Department 
are a general manager and four superintendents 
(one each for traffic, permanent way, engineer
ing, and office). It is interesting to note that the 
necessary labour for the construction of railways 
has hitherto been comparatively cheaply obtained, 
the army having been largely employed for this 
purpose, partly owing to the impossibility of 
getting a sufficient number of workers without 
drawing them from other occupations, and partly 
because it was felt that the railways were closely 
connected with the defensive works of the country. 

The development of Swedish railways during 
the first twenty-five to thirty years of what may 
be termed the railway era compares well with 
the progress made by other countries. In the 
first nine years of this period, the State devoted 
£.1,000,000 to this purpose, and in the next nine 
years about £4,500,000. Altogether up to 188t. 
about £22,000,000 had been spent on railway-. 
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At the end of 1911 the State possessed 2500 mile. 
of lines. which added to the un miles of private 
lines make a total length of 7812 miles. The 
eountry baa indirectly benefited enormously by 
the rapid growth of the railway system, u for 
instance in the development of new industries. 
by increased profits from natural products, and 
by the greatly improved conditions for defence. 

As regards financial results. in the Consular 
report for the year 1918 on the Swedish Budget, 
it is stated that the net revenue from State 
enterprises (including of eourse railways) largely 
exceeds the interest on the public debt, the 
figures being-

, Jlcbt. Jatcn.t _ DobL IId.~ "-
... teBa~ 

£32,000,000 &1,800,000 12,000,000 

On aceount of its natural conditions, its climate. 
and the distribution of its inhabitants, this 
N country seemed little suited to the 

orw&T construction of railways. The difficul
ties JlleSCDted by mountains with narrow valley. 
and numerous waterfalla promised to make any 
works of this nature extremely expensive. and 
in addition to this it was anticipated that the 
severe climate. long winter&, and trouble pro
duced by frequent avalanches would add 
largely to the cost of maintenance. The cost of 
construction and upkeep of railway. is not 80 

signifieant if a brisk traffic ean be relied upon, 
but this condition could not be looked forward to 
in Norway with any assurance. The population 
was 5pread over the whole of the country. and 
even the most inhabited region wu but poorly, 
peopled. There were no large towns to serve u 
eentres for brisk passenger traffic. the urban 
population being divided among numerous small 
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. towns principally on the coast, where competi
tion with shipping would be met. For these . 
reasons very little passenger traffic could be 
expected, and as there was no large surplus of 
agricultural products which required conveyance 
from the interior to the coast, railways for the 
transport of goods appeared to be unnecessary. 
There were no mines producing minerals to any 
appreciable extent, and there were no large 
factories requiring the conveyance of raw materials 
or manufactured goods. The existing transport 
routes along the rivers and sea coast were quite 
sufficient to meet the demands of the chief 
products of the country, namely, fish and timber. 
Finally, the utilisation of Norwegian railways 
for the carriage of general commerce could not 
be expected, except in the case of lines in the· 
most northern part of the country where the 
ice-free ports form an attraction to the neighbour
ing provinces of Sweden. The introduction of 
the railway, therefore, did not appear to offer 
any direct advantages; nevertheless a desire 
existed for this excellent modem means of 
communication. It was argued that by means 
of trunk lines the different parts of the extensive . 
country could be brought into closer connection, 
that it would be possible to establish quicker 
communication with foreign countries, and that 
the development of the country itself might be 
furthered. There was also the prospect that 
products valueless at the place of production 
might, if cheaply transported to other places, 
command a good market. The value of property 
would probably increase, and the enormous 
mechanical power. which the land possessed in 
its waterfalls could perhaps be utilised more than 
formerly in manufacturing industries generally • 

• ~. 0 
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Increased exchange of goodt would be accom
panied by larger receipts from cUlitoma 4IIutiel: 
various articles might be made from wood on 
the spot where the timber waa grown, resulting 
in & large addition to the national income. 

The extraordinarily rapid development of the 
country which had already begun. encouraged 
the hope that with the aid of railways ltill 
further advance would be made. The desire for 
railwaYI waa therefore present, and in spite of aU 
opposition & concession waa granted to a private 
individual in 184.5. This tint railway waa to 
have run from Christiana to Mjosen, and waa to 
have been free of cost to the State. It was, how
ever, soon apparent that a private Company 
could not be formed and that the State would 
have to reclaim the concession. The Govern
ment thereupon decided not to grant· any more 
concessions unless the interests of the State were 
in every respect securely guaranteed. The rail
ways, al already ltated, could not aa a rule be 
expected to produce large direct profits, 10 that 
it was necessary to arrange that a private con
cession might easily raise the required capital. 
In 1851 a Company undertook the construction 
and management of a line from Christiana to 
Eidsvold, the Government taking one-hall of the 
IlhareS, which were subsequently disposed of to 
the communes and private persons. This condi
tion of things, however, lOOn gave rise to dis
satisfaction. The construction proved far more 
costly than had been expected, and the State had 
not 10 much control over the management .. 
was desirable. This main line remained the only 
private railway in Norway, for in 1857 the 
Government decided to undertake the construc
tion of the" KongsvinJer.Railway, and the li.o,d 
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from Trondhjem to Storen, and from Hamar to 
Grundset, capitalised partly by the State and 
partly by private persons. This method which 
has been followed with all subsequent lines (with 
a modification, however, in the case of the line 
from Christiana to Drammen), has irrefutable 
advantages, and it is largely responsible for the 
rapid extension which took place in the succeed
ing years. Districts concerned often made con
siderable sacrifices in order to obtain a railway 
service, whilst the cost to the State was lessened 
without the latter losing any of its control over 
the construction and management. But the 
system had also its faults, owing to the influence 
private investors were able to exercise over the 
construction of lines and the selection of routes 
where several lines were contemplated. This 
drawback, however, was of no importance to the 
railways as a whole, but occasionally difficulties 
arose, and it led to that curse of individualism, 
the piecemeal construction of lines without any 
preconceived plans or co-ordinated ultimate aim. 

The railways were at first under the administra
tion of the Treasury, but in 1846 they were trans
ferred to the Department for Home Affairs, and 
a committee of teclmically trained men was 
appointed. In 1865 this committee was dissolved 
and a railway director was appointed, who in 
conjunction with two non-technical men app?inted 
by the Home Department form the so:caued 
State Railway Administration. 

. Since 1854, when the first railway was opened, 
considerable development in this direction has 
taken place, and many advantages to the country 
generally have accrued. Norway now possesses 
1917 miles of railways, of which 1635 miles are 
State-owned. 
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The capital applied by the State to thiJ purpoee 
amounts to about £5,000,000, which would be 
increased by the proposed new lines to about 
£11,000,000. 

In 1911 the receipts from the State lines 
amounted to £1,182,000 against an expenditure 
of £882,600. 

CHAPTER XII 

JlAILWAY NATlONA.U8ATlON IN OTBE& LAXDS (cox
TDWED): n..urcz-elVJ'1'ZEJll..U(D-ITALY 

THE French railway8ystem is the antithesis of the 
system in the United Kingdom, for ita dominant 

characteristic is the lCientiflo way 
in which it baa been laid down. The 

actual State system did not commence unti11878, 
by the purchase of a number of local linea, but at 
the very beginning; before any railways were 
built, an extensive l11rVey of the whole of the 
country was made and plant for a general system 
covering the whole of France were prepared. 

The first concessions for railways were granted 
in 1833, and in 1842 an extensive policy of railway 
construction was commenced, under which the 
State was to build the permanent way (except 
Jaying the rails) and the bridgea and stations, 
while the companies to which concessions were 
granted had to Jay the rails and provide the 
necessary rolling stock. Concessiona were only 
granted for ninety-nine years, tmd ora tJ/eir upirg 
tf.e railtHy_ M7erl1ll t1Ie SIIzIe, which would purehue 
the rolling stock and the rails. Construction was 
proceeded with actively after this, and between 
1852 and 1857 the majority of the _railways 

Fnmce 
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which had been constructed were merged into 
six big systems, known as the Northern Railway, 
the Eastern Railway, the Paris-Orleans Railway, 
the Paris-Lyons and Mediterranean Railway, and 
Southern Railway, and the Western Railway. 
In 1857 a check was caused by the disinclination 
of the public, which had become alarmed by the 
large expenditure on branch lines, to provide the 
necessary capital. The State thereupon aban
doned the old system of encouraging railway 
construction by granting subsidies. and laid down 
a general scheme of guarantee of interest, of 
which the principal points were as follows: The 
State guaranteed interest at the rate of slightly 
under 41 per cent. on all capital put into the con
struction of new lines, while the net receipts of 
the old lines. after providing for their own 
debenture interest and sinking fund, were to be 
used to complete the interest on the capital used 
in the construction of the new lines, the State 
guarantee not being sufficient, and to pay a 
dividend to the shareholders at a rate not less 
than that of preceding years. Should there then 
be any surplus revenue from both the old and 
the new lines, such surplus was to be handed over 
to the State in repayment of any sums paid 
under its guarantee ~f interest, as such payments 
under guarantee were only to be regarded as loans. 

In 1883 the State found itself in financial 
difficulties. and in order that the programme of 
railway construction which had been laid down 
should not be interrupted the conventions under 
which the great Companies are now working were 
established. The following is the Article pro
viding for the guarantee of interest, and is taken 
from the convention between the State and the 
Western Company:-
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When the receipts of a flnanclal year are lnaufllcient 
to COWl' the payment .. let forth iD ArtIcle t, beai~ 
the Ihare of the £roll receipts reeerved to the Ihare
holders, and which .. hereby bed for the future at 
not exceeding 11,550,000 franca. the State will pay 
the di1ference by way of guarantee of Interest. Should 
the groaa receipts iD anyone year nceed the Ihare of 
proflts which are reserved to the lhareholden, IUCb 
IUl'pbu will be used for the repayment or the State 
advance and limple Interest at the rate of , per cent. 
per annum. Any further IUl'pIUi ahall be expended 
on the improvement of the linea .. ltated iD Article 
11 hereafter. 

The relatioDl between the State and the Com
panies are regulated by a aeries of lpecificationa, 
which date from the yean 1857-69, and, unlike 
the conventiona, which differ on certain points, 
are common to all the great Companiel. The 
wording of the Article deaIing with the right 01 
the State to purchase a line before the expiry 01 
the concession is as followl )0-

At any time after the expiry of the first flfteeD 
yean of the concession the Government ahall bave 
the right to purchaae the line. In ordn to arrive at 
the purchase price, the net receiptl or the BeVen yean 
which shaD have preceded the year iD which the pur
chaBe is to be effected will be taken, the receipte 01 
the two wont yean will be nbtracted, and the IWD 

divided by 8ve, 10 .. to obtain the average price on 
the 8ve best yean out of the last seven. The rauIt 
of such calculation will Ihow the annuity to be paid 
by the State to the Company duriDg each year for 
Ute remainder of the CODCeIIIion. In no cue. however, 
shaD the amount of th.ia annuity be Jaa thaD the net 
receipts of the. last of the seven years. 

It should be mentioned that a Company hu the 
right to demand that its line .hall. be . vaJued 
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according to the amount spent on its construc
tion and not according to its net revenue. 

These specifications, or Cahiet' tU, Charge" to 
use the proper title, contain maxima governing 
passenger fares and goods rates, and also provide 
for reduced rates for public services, and the free 
carriage of State inspectors and postal officials. 
The Cahiet' tU, Charge, is, in fact, a set of rules 
and regulations governing the relations between 
the Companies and the State, and in order that 
its dictates shall be followed, there is of necessity 
a somewhat elaborate system of State control. 
This control is exercised by seven departments 
attached to the Ministry of Public Works, there 
being one department for each of the great Com
panies. As regards the small lines, their geo
graphical position determines under which depart
ment they shall come. Each department has its 
director, and is chiefly concerned with the 
technical side of the railways. In addition there 
are two centralised controls, the commercial 
control and the financial control. The scope of 
the commercial control is sufficiently indicated 
by the following paragraph from Article 1 of the 
Presidential Decree forming the Department:-

The study or the tarill and all economic and 
commercial questions relating to railways will be 
entrusted in the future to a director of commercial 
control over all the principal railway systems of 
general interest. 

The financial control, the necessity of which is 
obvious, is effected by inspectors appointed by 
the Ministry of Finance, who audit the books of 
the Companies and generally regulate payments 
by the State to the Companies, or vice· versa. 
There are also ,'ariou!I Rdvisory bodies. of lrhicb 
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the principal are the General Council for Bridget 
and Roads, the Commission for Auditing Railway 
Accounts. the Technical Advisory Council, and 
the. Railway Advisory CounciL The functiona 
of the first three are sufficiently indicated by 
their names. The province of the Railway 
Advisory Council is shown by Article 1 of the 
Presidential Decree by virtue of which it was 
formed:-

The Railway Advfaory CouncU ahaII ,tv. Ita 
opinion upon the following questiou .-

1. Approbation of tarifts. 
2. Interpretation of (0) Iawl and regu1ations 00D0 

ceming the commercial "orking of railwa)'l, (II) 
concessiolll, (c) the c1aUlel of the 'Cabler des Charges. 

8. On the relations of the varioUi Ranway Ad· 
ministrations among themselves, or with conClellion
airel of lidingl. 

4. Contracts pueed by the Rail".y AdminiItra
tions and IUbmitted for the approval of the MinJIter. 

5. Authorilation for the "ue of debentures. 
6. Requests for the conatruction of ItatJona or 

halta on lines open to tramc. 

The composition of this body is very varied, 
including, inter GlitJ, Senaton, representativa 
from the various Ministries, representatiVeli of 
various industries. and repreaentativa from the 
'Workmen and officials of the Companiell. 

As mentioned above, the actual State system 
dates from 1878. The old system comprilelll8.55 
miles of line. and, roughly speaking. forma a 
triangle, the points being Chartres, Nantes, and 
Bordeaux. Now that the Western Railway baa 
been acquired. the total extent of. the State 
system is 7425 miles. In 1900 the return on the 
capital which had been put into the system was 
just under 2 per cent .. while the estimated return 
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lor 1912 is just under 1 per cent. The highest 
rate obtained was in 1903, when the return was 
nearly 21 per cent. The acquisition of the 
Western Railway is kept fresh in people's minds 
by the activity of opponents of nationalisation, 
who lose no opportunity of citing it as a marvel 
of mismanagement and inefficiency. The follow
ing extract from a recent Blue Book on foreign 
railways, however, hardly seems to justify these 
adverse criticisms:-: 

But it should be mentioned that from our inquiries 
at points on the Western Railway, we ascertain that 
the passenger trains are running more punctually 
than in the days 01 the Company, and that there is a 
tendency to betterment also in the way of goods 
transport. The State Administration, it appears, is 
considerably stricter than the old Company in claim
ing lor warehousing and demurrage, and inspectors 
are to be found travelling about the linea, hastening 
the station operations and endeavouring to obtain 
a greater punctuality throughout the system.! 

The reasons which led the Goveniment to exer
cise its right of purchase of this line before the 
expiration of the concession were that the Com
pany had found it necessary to have recourse to 
State assistance to a very large extent, and it 
became increasingly obvious that it would not 
be able to repay the sums advanced, which, as 
mentioned above, are only regarded as loans, and 
that the Company's management was so atrocious 
that the name of the Ouest system had become a 
byword throughout France. It was therefore 
decided to take over the line as from 1st January, 
1909, and as the concession will not expire until 
1957, the Government will pay the Company 
annuities until that date. The first year's 

1 See also page 223 
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working of the line by the State Ihowed .lurplUi 
of receipts over working OJlenael of £8,129,600, 
but as the annuity to the Company and charges 
on capital absorbed ",572,000, there Wal actually 
a deficit of £1,442,400. Each IUbsequent year 
has shown an increasing deficit, that for 1912 
being estimated at £8,012,080. 

It has already been ltated that the CaJaier dn 
Clulrgu specifiel the maximum f&rel and goodII 
rates which can be charged, but eYeD within the 
prescribed limits the ratel have to be lubmitted 
for confirmation. Speaking general1y, the rates 
at present are considerably below the maxima 
laid down. One important principle of French 
tariffs is that no preferential treatment lball be 
granted to any private enterprise. There are, 
however. numeroUi special ratel with the object 
of assisting local industries. and also lpecial 
export and import rates to enable French porta 
to compete with foreign portl. Special facilities 
are granted, among which may be mentioned 
ordinary. traders', and family aeason tickets, 
weekly third-class aeason tickets for workmen 
and employees receiving Iesa than 2000 franca 
per annum, club tickets, and workmen'l ticketl. 
These last are granted at very reduced rates, and 
are certainly unprofitable to the Companies. It 
eannot be said that railway rates in France are 
distinguished by their limplicity. and it is the 
practice of merchants when forwarding goodII to 
mark on the consignment note. • At the lowest 
rate.' This bas given rise to firma who make it 
their business to check the rates charged by the 
Railway Companies, and also to recover any 
overcharge. 

As a result of the Iclentifie way in which the 
whole French system Wal mapped out before 
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,being built and also of agreements between the 
Companies themselves, there is very little competi
tion between the various Companies. The rule 

. that goods must go by the shortest available' 
route has, however, caused Companies to divert 
traffic from other Companies by building shorter 
lines. A case of this nature arose between the 
Orleans Company and the Paris-Lyons-Mediter
ranean Company, but ultimately resulted in a 
pooling agreement. As regards competition 
with canals and waterways, the practice of the 
Ministry only to sanction rates which are appli
cable to the whole of a Company's system is 
a fairly eRective preventive of this. Transport 
by water is, of course, very much slower than 
by rail, but with many classes of goods, such as 
coal and grain, this is no consideration at all, 
and as the Ministry aims at keeping the rail
way rates about 20 per cent. higher than the 
rates by water, the canals and rivers are largely 
used. 

In 1908 there were 14,200 persons employed on 
the State Railways, but now that the Western 
Railway has been taken over the figure is very 
much larger. There is a fixed scale of salaries, 
and there are also certain annual distributions to 
employees deemed to have contributed to the 
efficiency of the system. Such distributions may 
not, however, exceed 2 per cent. of the gross 
earnings for the year. Various committees are 
appointed to see that the regulations regarding 
conditions of labour are followed; the staff is 
represented on these committees, and also on 
the committees dealing with advancements and 
bonuses. There is also a State subsidised pension 
scheme, a deduction of 5 pcr cent. being made 
Crom the salary of the employee for this purpose. 
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Speaking generally, the French railway system 
is one of the best in Europe, especially on the 
technical side, and a glance at a railway map of 
France shows that it baa been laid out in almost 
ideal fashion. In thia case Governmental inter
ference and regulation baa been productive of 
the happiest results, and when the concessiona 
expire, which they all do between 1950 and 1960, 
the nation will come into an asset the value of 
which would be sufficient to payoff the National 
Debt. There are, of course, complaints, the chief 
being the long period allowed the Companies for 
the transportation of goods by Ilow goods train 
and the shortage of wagona. 

The tint Swiss railway was opened in 1841, and 
ran between Zurich and Baden, although a foreign 
SwUze land line connecting Strasburg with 

r Basle had been opened three yean 
previously. The cause of the backwardness 
of Switzerland in the matter of railways was due 
to the engineering difficulties and to th4; difficulty 
. of getting the various Cantons to work in uniaon 
before the Constitution of 1848. Further, the 
country was provided with a splendid system of 
.roads, but the need of an adequate railway system 
made itself felt, and in 1849 two English experts, 
Messrs R. Stevenson and H. Swinburn, were in
vited to go into the whole matter of providing 
the country with a system of railways. These 
gentlemen, who had all the experience of their 
own country to guide them, accomplished their 
mission with great skill, and drew up plana of a 
network of railways for the country. The finan
cial side of the matter had next to be considered. 
The Commission which had been established 
pronounced in favour of State linea, but the 
Swiss Parliament was of another way of thinking, 
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and in 1852 passed a federal law concerning 
railways which gave the various Cantons the right 
to construct lines themselves, or to grant con
cession for their construction with the approval 
of the federal authorities. who would also exer
cise a sort of general supervision. 

This law gives the Government the right to 
acquire the private lines on certain conditions, 
which are shown in the following extracts from 
the law:-

The Confederation has the right to take over 
concessioned railways. with all material, building, 
and supplies at the expiration of the 80th, 45th, 60th, 
75th, 90th, and 90th year reckoned from 1st May. 
1958, and at the end of the concession provided 
that IS years' notice of such intention be given to the 
Company •••• In the event of the Government 
exercising its right at the end of the 80th, 45th, or 
60th year, 25 times the average net profits for the 
10 yean immediately preceding the announcement 
01 the Government'. intention to acquire the line 
shall be paid to the Company; at the end 01 the 75th 
year, 221 times, and at the end of the 90th year, 20 
times such average, but in no case shall the amount 
paid be less than the amount 01 capital originally 
put into the Company •••• In the event of the line 
being acquired at the end of the 99th year or at the 
expiration of the concession, the amount paid there
lor shall be probable cost of then constructing and 
furnishing the railway. 

1471 kilometres (919 miles) were constructed 
by private Companies under the law of 1852, 
but conflicts of interest were frequent, and in . 
1872 the right of granting concessions and of 
renewing those already granted by the Cantons 
was . transferred to the Central Government. 
The State Railways of Switzerland may be said 
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to date from this bre&king down of the Cantonal 
barriers. Under the law of 1872 the Articles 01 
Association of the Companiea. the plan. of their 
Jines, and their ruJea and regulation. had to be 
submitted to the federal authoritiea. and a .pecial 
department was established to deal with railway 
matters. 

Railway construction now proceeded actively, 
but between 1878 and 1878 a crisit occurred and 
one or two Companies had to go into liquidation, 
while others were threatened, the Government 
having to come to their assistance with financial 
aid. A period of prosperity followed the opening 
of the Gothard and the Arlberg linea. however, 
and further concessions were granted, many for 
mountain railways, and these naturally helped 
to swell the traffica of the ordinary linea. The 
actual taking over of the linea by the State dates 
from 1897, when the recommendation 01 the 
federal council in favour of the taking over 
of the principal railways was adopted by Parlia
ment and confirmed by the referendum of the 
28th of February, 1898, there being 886,000 votes 
in favour and 182,000 against. In their recom
mendation, the Federal Council drew attention 
to the advantages of having all the railway. under 
one administration, among which would be a 
great saving in expenses, and the increased 
traffic facilities which it would be possible to 
introduce as a result of a policy of general 
standardisation. Stress was also laid on the 
importance of not allowing the linea to come nndel 
the influence of foreign capitalists, which would 
certainly result in national interests being IUb
ordinated in favour of direct financial results. 
In 1900 the necessary Government Departmenu 
and District Councils were created, and a start 
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wal made by the taking over of the Central 
Railway. Three other lines, the Nord-Est, 
the Union Suisse, and the Jura Simplon were 
acquired in the three following years, and the 
last· great line, the Gothard, was taken over in 
1909. 

All these lines have been taken over on the 
terms prescribed by the law of 1852, and it is 
interesting to note that two, the Nord-Est 
Railway and Jura Simplon Railway, have cost 
the Government the amount of their capital, 
while for the remaining three more had to be 
paid. 

The following extract from the prospectus of 
the loan issued at the commencement of 1912, in 
connection with the taking over the Gothard 
Railway, will be interesting :-

The Federal Law of the 15th of October, 1897, 
concerning the acquisition and the working for the 
benefit of the nation, and the organisation of the 
administration of the Federal Railways for the purpose 
of the nationalisation of the five principal Swiss 
railways, has been consummated by the purchase of 
!.he Gothard Railway. By virtue of Articles 8 and 
12 of the above-mentioned law the accounts of the 
Federal Railway are kept apart from those of the 
other branches of the Federal administration, and 
are drawn up in such a manner that the financial 
situation of the railways can be exactly ascertained 
at any time. The net profits resulting from the 
working of the railways is in the first place devoted 
to the payment of interest and the redemption of the 
railway debt. Of the surplus 20 per cent. is paid 
into a special reserve fund kept distinct from the 
other assets of the Federal Railways until this fund 
shall have attained. with capitalised interest. the 
sum of 10,000,000 francs. The surplus of 80 per cent. 
is to be employed for the good of the railwa~ to 
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complete and bnprove the eondiUofUI 01 transport. 
and principally to reduce proportionately ~ 
tariffs, and pusenger farea, and to extend the .,..tern, 
eecondary Iinee in particular. ID the event 01 the 
receipts, including the amount carried lorward from 
the profit. 01 the preceding year, not bein, .umclent 
to cover working expeDle8, the IUIId required lor 
interest and redemption wW be taken from the 
reserve lund. 

Payment lor the railway. taken over II made either 
by the translerence 01 the debt obligaUona 01 the 
old railway eompaniel to the SwiM Confederation. 
or by creatin, fresh 10801 lllued directly by the 
ConfederaUon. The money required lor exteDliODl 
and periodical new eonstruction II alto lurniabecI by 
these Federal rail .... ay JOaDI in the event 01 the IUID8 

accumulated from the above-mentioned 80 per cent. 
01 the .urplus, or from other IOUftleI, proving In
aufficient. AD the obligatioDi thUl IIIued constitute 
• direct debt 01 the Federal RaiI .... ay. within the 
meaning 01 the legal pl'elCripUoDi cited above, and 
the SwiM ConfederaUon, with aD Its Uleta, II I'eIpODIJo 
ibJe therelor. 

At the end 011911 the total CODIOUdated debt 01 
the Federal RailwaY', alter aDowing lor the amount 
to be redeemed on account 01 1911, amounted to 
1,837 ,563,850 ~ making, with the amount 
provided by the Government , per cent. loaD deitlnecl 
for the payment of the balance 01 the purchue 
price 01 the Gothard Railway (83,750,000 franca), • 
total 01 1,~1,318,850 francs. repreeentlng an annual 
charge lor interest and redemptioD 01 58,751,809 
franca. It should be noticed in this connectJon that. 
in accordance with the Ja .... 01 the 15th October, 1897', 
the redemption of aD the Federal Railway Joau 
must be effected within 60 yean at the most, dating 
from the creation of each Joan. From the eomlng 
into existence 01 the Federal RailwaY' up to the 
end of 1911 50,054,9(0 francII have been redeemed. 
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The results of working for the years 1906-10 
are shown by the following table :-

jiB " y_. Worldn. EzpeDI& BaIallc:c. . In ~j! ftYeDue. 

-- Pra. Pn. Fri. I=--
1906 2454 182,887,572 87,407,906 45,429,666 65'8 
1907 2468 142,984,991 96,450,888 46,484,608 67'5 
1908 2468 142,129,814 100,958,946 41,170,868 71 
1909 2648 165,540,622 111,550,171 58,990,451 67'4 
1910 2742 187,604,058 117,180,671 70,478,882 62'4 
1911 27 .... 196,511,897 124,647,775 71,864,082 68'4 

The administration of the railways is kept 
entirely distinct from the administration of the 
rest of the country's aHairs. 

The tariHs on the Swiss Railways are on a 
kilometric basis. Owing to the mountainous 
condition of the country there are few navigable 
rivers, and the railways suHer but little from 
competition in this direction. There is, however, 
a certain amount of competition from the steam
ship companies on the great lakes, and the 
ocean rates also constitute an important factor 
to be taken into consideration when fixing tariHs. 
This last assertion may appear strange in connec
tion with a country without an inch of sea-coast, 
but when it is bome in mind that by reason of 
the central position of the country the Swiss 
Railways have to deal with a considerable amount 
of through traffic, for instance, between Italy and 
Belgium, and Austria and England, the connec
tion is made clear. As the playground of Europe, 
passenger traffic naturally is a very important 
factor, and it must be admitted that the travelling 
public are admirably catered for; the carriages, if 
not luxurious, are clean, lavatory accommodation 
is provided on every train, no matter how short 
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the joumey may be, and the employees are 
respectful and courteous. 

It can hardly be denied that the nationaliaation 
of the Swiss Railwaya baa proved a IUccea .. and 
the following extracll regardiug the Swi.. Rail
waya from a Return regarding foreign and 
eolonial State-owned railwaya to an Order of the 
House of Commons, dated 18th November, 1906, 
is interesting:-

The financial resulu 01 the purchase 01 the railwaya 
are described &I latialactory. Till the preeent time 
the revenue hal beeD lUfIlcient (1) to cover working 
expenses, (2) to pay Interest OD the pUJ'Chue money, 
and (8) to pay lor linking lund on the debt Incurred 
In the pUJ'Chue 01 the railwaya. 

Apart from the ftDancial question, the pUJ'Chue of 
the railwaya is· regarded &I all unqualified 1IUCCeII1I. 

Both pa.saenger and gooda rates have been reduced, 
and the railway IIel'Vice hal Improved. besidea wbleb 
the linking lund contributions have until DOW been 
paid without feC01lJ'IIe to the finances 01 the State. 

The opinion expressed it abared by the great 
majority of the Swiss people, and the feart 10 
often expressed in this country by opponenu of 
State-owned railways, that the increase in the 
number of State employees would result in 
pressure being brought to bear on Parliamentary 
candidates, have proved quite unfounded. 

In eonsidering the Italian railway ayltem, it 
should be borne in mind that the Kingdom of 
Italy Italy was only eonstituted in 1860, and 

that up to that time Italy Wal eompoled 
of separate States. The first Slate to have a 
railway was the Kingdom of Two Sicilies, • line 
of eight kilometres in length being opened in 1839, 
and it was not until nearly twenty yean later 
that aD the Italian States hod railways. 
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When the Kingdom 01 Italy was constituted, 
there were 2189 kilometres 01 railway working. 
In 1865 the main lines were divided among lour 
large Companies-the Railways 01 Upper Italy, 
Roman Railways. Calabrian and Sicilian Railways, 
and the Southern Railways. A few years later 
the three first named were absorbed by the State. 
In 1885, however, the railways were again 
divided. this time into three great systems, 
called the Mediterranean. the Adriatic, and the 
Sicilian. and were leased to private Companies 
bearing these names. lor a period ol.sixty years. 
the Government retaining the right to re-acquire 
the lines at the end of each twenty years. This 
right was utilised at the end of the first twenty 
years. i.e. in 1905. and the Southern Railway. 
which lormed part 01 the Adriatic system. was 
taken over the following year. 

In 1911 the railways of Italy totalled 10.705 
miles, 01 which 8280 were State lines. There are 
a lair number 01 private lines, but none of any 
importance. and many are subsidised by the 
State. Concessions for the construction of rail
ways by private enterprise are still granted, but 
not for more than seventy years. and the State 
participates in the profits should they exceed a 
certain amount. In granting concessions. the 
Government reserves to itself the right to purchase 
the line (1) at any time after the expiration of 
thirty years from the date of the opening of the 
line. payme.nt taking the form of an annuity 
(which may, however, be capitalised at 5 per cent.) 
of one-third of the net profits of the three best 
years of the preceding five years; (2) within two 
years of the completion 01 the line, the price 
being based on the amount expended on construc
tion Ilnll materials. plus 5 per cent. 
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Main lines which are necessary to eompleb: 
the State system may be taken over at any time, 
on payment of their value and any lou that ma, 
have been incurred in ope_tion, plus 5 per cent. 

As mentioned above, the railway. were 
officially taken over by the State in 1905-8. The 
management it entrusted to a general manager, 
attached to the Ministry of Public W oru. Thil 
official deals with all matters connected with the 
working of the railway, including finance, IUbject 
to the supervision of the Minister of Public W orJu 
and Minister of the Treasury. The general 
manager it assisted by a Council of Administra
tion, consisting of himseU AI president, and 
eight members, five being railway officials and 
three technical and administrative experta. These 
members retire periodically, but may be re
elected. 

Among the matters dealt with by thil Council, 
which has great influence, are the regulatioDi ot 
the different departments, the annual estimates. 
and matters affecting the mff. There are abo 
a Parliamentary Supervisory Committee, the 
functioDi of which are indicated by ita name, and 
General and District Advisory Councils, these 
latter being a fairly new departure. The General 
Council it composed, inter alia. of the )linister of 
Public Works, who ada AI president, the general 
manager of the State Railways, officials born 
various Government Departments, such AI Agri
culture, Finance, War, etc .. delegates from the 
District Councils, and two representatiycs cboeen 
by the railway staff from among them.selycs. Ita 
duties include the conaideration of questioDi 
concerning tariffs and goods, the relations between 
the public and the railways, and the reports of 
the District Councils. Among the members of 
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these last, of which there are nine, are local 
representatives of agriculture and commerce, 
chosen by the Chambers of Commerce and Agri
culture. Matters affecting private lines are 
dealt with by a special department attached to 
the Ministry 01 Public Works. The control 
exercised is considerable, all time tables, agree
ments, and the wages and pensions of the staff 
having to be approved by the State, which also 
satisfies itsell as to the technical ability of the 
personnel. The concessions specify the tariffs 
and fares, and any alterations must be approved 
by the Government. All the railways, including 
the State lines, are taxed, and are bound to carry 
postal matter, except parcels, free 01 charge, 
although payment is made in the event of extra 
vans or special trains being necessary. 

The tariffs of the Italian railways are some
what complicated. Theoretically they are on a 
kilometric basis, varying, 01 course, as to the 
class of goods, and according to the way the goods 
are forwarded, whether by fast train or ordinary 
slow goods train. There is also a terminal 
charge to cover the expense 01 loading and un
loading. All the tariffs are published and are 
contained in lour volumes. It may be mentioned 
that, with the idea 01 encouraging certain 
industries, experimental rates are sometimes 
introduced-often for a certain period of the 
year only. The ultimate objective is always the 
benefit of the community at large, and preferen
tial treatment is avoided as far as possible. 

The interest 01 the State in the matter 01 
tariffs is shown by the fact that in several 
instances it has prevailed upon the Companies 
to introduce financially unremunerative, but 
nationally beneficial, rates, reimbursing to the 
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. Companies any loss thereby incurred. The rates I 
of the Italian railways compare very favourably 

. with those of the surrounding countries, the 
through rates in particular. 

Passenger farcs are divided into two da.aet, 
namely, those for journeys up to 150 kilometres 
and journeys over 150 kilometre.. The fares in 
the first-named class are on a strictly kilometric 
basis, varying according to whether the journey 
is made by fast or slow train. For journeys of 
the second class, a differential tariff is in force. 

Generally speaking, there are three classes on 
the Italian railways, a fourth class being included 
on certain trains on various local lines. Among 
special tickets may be mentioned circular and 
return tickets at reduced rates, and special 
season tickets, designed to meet the needs 
of persons constantly travelling on business. 
A third class season ticket over the whole 
8000 odd miles of State Railways costs £, 181. '1d. 
for one month, and £85 2s. lOd. for a year. 
Where necessary, season tickets are issued 
to the State employees and their family at 
one-half the ordinary season ticket rates. The 
Government is undoubtedly devoting considerable 
attention to passenger traffic, and in view of the 
increasing number of tourists visiting Italy every 
year, this is a very sensible thing to do. 

Since the railways were definitely taken over 
in 1905 an active policy of reorganisation has 
been followed, and in 1907 a Commission was 
appointed to draw up a scheme for the simplifica
tion and unification of the tariff.. From 1905 to 
the end of 1910 the authorised expenditure on 
new works and rolling stock amounted to 
£'12,000,000, of which £82,000,000 bad actually 
been spent. The rolling-stock had been increased 
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by 2000 engines, 2000 carriages, and 80,000 
. trucks and vans, but the chief cause of trouble 
is the large amount of single line, and it is stated 
that it will be eighteen years before even such 
double tracks as are urgently required will be 
laid down, the amount available for this purpose 
being only about £600,000 per annum. 

In connection with his investigations regarding 
the Italian railways, the writer came across 
an interesting fact. He learned that when the 
Italian railways were under the company regime 
the delays were so numerous that a number of 
business men formed a 'Railway Reclamation 
Company,' which specialised in carrying to an 
issue claims against the Railway Companies (an 
excellent idea out of which some sharp business 
people might make money in this country). 
The Company was successful. but as a result of 
the improvements following upon the nationalisa
tion of the railways, its business diminished to 
such an extent that it dissolved. This sounded 
so interesting that a letter was written to the 
former managing director of the Company, and 
the following is his reply :-

'l\Iu.AN, 26th NovemIJer, 1912-
'I. The reason for the formation of the Reclama

tion Company was owing to delay in delivering the 
goods, also the bad condition of same when delivered, 
because the companies did not engage sufficient 
employees or have enough wagons. AU wagons used 
for transport were quite old and in bad condition. 

'2. The general opinion Is that they (the railway 
service) are much improved, both for passengers and 
goods service, and that Is my opinion. 

'8. Railway employees DOW are better paid and 
do DOt work 80 many hours as before under the 
companies. 
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'''' The Syndicalist movement fa not Itronr &m01lJ 
the workmen; they work In oo-operaUon and good 
spirit with the Covemment, and 10 tar no agitation 
baa been felt, aod everything and every one Beellla 
much better pleued witb the new ftgime. With the 
State ftgime all .. improved In everr respect.' 

CHAPTER XIII 

BAILWAT KATIONALlSATION IN OTHEa UND. (COMe 
TINUED): aV88U-.JAJlAK-CJDMA-BOLLAND 

THE first railway in Russia was constructed in 
1838. the length 01 the line, which connected 5t 

Petersburg with Tsarskoe Selo and 
Raula Pavlovsk, being lleventeen miles. More 
than one-half of the total railway eonatruction 
in Russia has been carried out within the Iaat 
twenty years, and over one-third between 1891 
and 1907. This is due to the vast extent 01 the 
country and its comparatively small seaboard, 
which at first raised the cost of construction to a 
prohibitive level. Further, the provision 01 a 
railway system was not at first such a pressing 
necessity as was the ease with some other 
countries, lor Russia is intersected by DUJDeI'OUS 
navigable rivers, the utility 01 which is mba""'" 
by a good system 01 canals, and most 01 the 
important cities have direct communication with 
the sea. There were also considerable engineere 
ing and financial difficulties to be overcome. 

At the 1st January. lIn2, the total length of 
line opened to permanent traffic was 46,221 miles, 
viz. :-RUISian Government lines, 28,7U miles; 
private Companies in RDSSia, 14,079 miles; 
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Finnish Government lines, 2140 miles; private 
Companies in Finland, 179 miles; Eastern China 
Railway, 1079 miles. The State lines comprise 
all the railways in Asia, nearly all the Finnish 
railways, and two-thirds of the. railways in 
Europe. Moscow forms the centre of the Russian 
railway system, the lines radiating in all direc
tions from that city. The majority of the lines 
lie in the west and south, and constitute a fairly 
complete system, the north and east not being 
nearly so well supplied. Russia in Asia is 
connected with Europe by the world-renowned 
Trans-Siberian Railway, which was opened in 
1905. The distance from St Petersburg to the 
terminus at V1adivostock is 6677 miles, and the 
journey by the best trains occupies about sixteen 
days. Another important line is the Trans
Caspian line, which will ultimately extend into 
Western China. Russia still offers an almost 
unlimited field for railway construction. Many 
schemes are projected, but a large proportion 
fail to materialise, chiefly for financial reasons. 
Construction is, however, steadily proceeding, 
the new lines opened during 1911 totalling 957 
miles. The new lines under construction during 
1911 amounted in all to 8967 miles, and up to 
lst January, 1912, permission had been granted 
for the construction of 1654 miles of new lines. 
The estimated payments by the State to different 
Railway Companies in 1912, by way of subsidies, 
amount to £1,600,000, while the State's estimated 
share in the profits of Railway Companies 00 
whose behalf it has issued or guaranteed loans 
is £2,000,000. Including payments in return for 
advan<:es, the estimated net receipts by the State 
from private Companies for 1912 is £2,800,000. 
Taking interest on capital into account it has 

a.H. B 
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. been estimated that the Government m.b. an 
lUUlual Iosa in connection with the railway. of 
over £6,000,000. 

Concessiona for new lines are only granted for 
• fixed period, usually eighty-one yean, and at itt 
expiration the line and aU itt appwtenancea 
revert to the State. without compeDJation. The 
Government also bat the right to purchase the 
railway after the expiration of • certain period, 
usually twenty-five yean, and this right bat 
recently been exercised in the case of the Russian 
portion of the Warsaw-Vienna Railway. The 
Companies' freedom of action, from a 1inanciaJ 
point of view, is also greatly restricted by certain 
conditiona. 

About 70 per cenL of the construction expendi
ture on RUS&ian Railway. bat been raised by the 
State and the VarioUi Companies by loans, 80 per 
cenL being obtained from taxes. 01 the loan. 
raised by the State,91 per cenL are applied to State 
Railways, the remainder being assigned to private 
Companies, and 92 per cenL of the Stock Capital 
raised by the Companies is guaranteed by the 
State. The total amount provided for in the 
estimates of.the Ministry of Way. and Communi
eationa lor.1912 for railway construction by the 
State is £12,847,692, an increase of £2,809,231 
over 1910. Of this tum £8,875,184 is to be 
expended on existing lines, .£8,818,175 on new 
lines, and the balance on prospecting, ete. 

Private lines are managed by Directon llelected 
by the Minister of Way. and Communicationa 
from candidates put lorward by the Companies. 
They rank as Government officials, and enjoy aU 
privileges except the right to a pension. AD 
.tariffs must be in conformity with the general 
IaWi governing railway tariffs, and the allotment 
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of profits and the distribution of dividends must 
be approved by the Government. All private 
Companies are required to form Pension Funds 
or Savings and Assistance Banks for the benefit 
of their employees, on lines laid down by special 
rules. 

The passenger and goods traffic show steady 
increases, and the returns of both Government 
and private railways for 1911 show a greater 
margin of profit than in the previous year, 
the gross receipts from the Government and 
private lines for 1911 being £78,891,1'5 and 
£82,686,288 respectively, as against £67,908,578 
and £81,6n,882 for 1910; while the gross 
revenue from the State Railways for 1912 is 
estimated at £68,800,000. The management of 
the Government Railways has been much im
proved. The supervision is much stricter, and 
many economies have been effected. 

The first rai}"ay in Japan was built by the 
Government in 1872, and ran from Tokio to 

Yokohama, a distance of eighteen miles. 
Japan Other lines were then built, and up 
to 1872 totalled 11' miles. The first private 
Company was established in the following year, 
and in 1895 a greater mileage was worked by 
private Companies than by the Government. 
The positions were, however, reversed in the 
following year, and in Yarch, 1911, the Govern
ment owned '869 miles, out of a total of 585. 
miles. In 1906 a general programme of nationalisa
tion was undertaken by the Government, and 
during that year and the following year seventeen 
private railways, operating 2822 miles, were 
purchased. The price paid was .81,981,000 yen, 
based on the average profits obtained, although 
in no case was a larger sum paid than the actual 
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cost of construction. The money was railed by 
the issue of 10&111 bearing interest at a per cent.. 
redeemable within ruty yean from the profit. 
from the railwaYL The Government Railwaflo 
with the exception of the Korean Railwa,. and 
the South Manchurian Railway, are controUed by 
the Imperial Railway Board, and since 1810 
their accountl are not included in the ordilllU'1 
budget but are dealt with aeparately. The profit 
from the railways ia applied to coDitruction and 
improvement, and should it not prove sufficient 
for requirementl, public 10&01 may be raiaed or 
the money obtained from other lOurcet of revenue. 

An expenditure of £1»,802,000 for railway c0n
struction and improvementl, to be spread OVeI' 

ten years, has recently been approved. It wu 
originally intended to allocate £82,825,000, to be 
spread over thirteen years, the greater part to be 
devoted to widening the gauge of the 704 mi1et 
of line between Tokio and Shimonoseki, but u 
a result of the policy of retrenchment adopted by 
the Government, thia project bas been abandoned 
for the time being. There are in Japan numeroUi 
light railways which serve the purpoae of connect
ing remote centres with the ordinary railwaYL 
The coDitruction of these wu formerly rendered 
difficult by the fact that they were governed by 
the same reguJatioDi u the ordilllU'1 railwa,., 
but in August, 1910, a light railway law wu 
brought in. the object of which wu to encourage 
the building of railwa,. and to obtain proper 
control for the promotion of IChemes for their 
construction. In 1911 a bill wu paued giving 
the Government power to subsidise light railwa,. 
of 2l-feetgauge, and OVel', by making up the 
profit on the cost of constructioD to a per cenL 
per annum for a period of not more thaD 8Ye 
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years. The amount of the subsidies was fixed 
at £257,000 for 1911. 

The idea was to encourage private enterprise to 
supplement the existing transport facilities, and 
it has certainly proved successful. Up to the 
end of 1911 charters had been granted to 119 
Companies for railways extending over 1915 
miles, and costing about £9,000,000, and many 
other applications for charters were pending. 

At the end of 1911 the Government Debt on 
account of railways amounted to 6,574,409,805 
yen (about £6,600,000), the rate of interest vary
ing between 4 per cent. and 7 per cent. The 
amount payable on account of interest was 
about 81,000,000 yen per annum, whilst for the 
twelve months ended 81st March, 1912, the net 
profits from the Japan Government Railway, 
after allowing for all expenses, including interest 
on the railway debt, amounted to £2,093,000, as 
against £1,814,000 for the previous year, while 
the figure for the six months ended 80th September, 
1912, was £1,887,000, or at the rate of £2,674,000 
per annum. It is evident from these figures that 
the net revenue from the railways after payment 
of interest on all outstanding bonds has practically 
doubled within two years. 

The first railway in China was of 2ft. 6in. gauge, 
and was opened in 1876. This line was, however, 
ChI subsequently taken up, and the real 

na railway system was not commenced until 
ten years later, when the line forming the 
nucleus of the present Imperial Railway of 
North China was opened. . 

The chief obstacle to railway development in 
China was the antagonism between the Central 
Government and the inhabitants of the Provinces, 
the former recognising the necessity for foreign 
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loans, and desiring to get the railways under the 
supreme eontrol of the Board of Communicationl, 
while the Provincea were jealous of Government 
interference. and insisted upon providing their own 
capital and engineers. Thiatroublewaa terminated 
in 1911 by the issue of an edict to the effect that 
provincial eontrol.hould cease. and that all trunk 
lines of railway .hould revert to the Government. 

At the end of 1911 about 15500 miles of purely 
Chinese railway were open. while over 2800 miles 
of new trunk lines were under eonstruction. 

Most of the railways in China have been built 
by the aid of foreign capital. and in lOme cases 
the line has been mortgaged to the bondholders. 
The new Government has announced ita intention 
of respecting all loan agreement.. and railway 
eonstruction in China should now go rapidly ahead. 

In September. 1909. a IChool for training 
railway officials was established in Pekin. Most 
of the teachers are returned Chinese studenta 
from abroad, and the IChool is built for 600 
students. The policy of the Chinese Government 
aims clearly at a vast syatem of State-owned 
railways. the capital required for their eonstrue
tion being raised abroad in the shape of Govern
ment-guaranteed loans. repayable by means of 
sinking funds. A fundamental condition of the 
policy adopted by Yuan Shih Kai is that all 
railways in the Republic shall revert to the 
State at the termination of their eoncessions, 
and that the Chinese Government shall main
tain absolute eontrol over their freight rates. 

The principle of State ownership of railways 
has never been definitely adopted by the Dutch 

. Government. and. in spite· of the 
HoUaad effort. of King. Willem I.. it eouJd 
not be induced to take in hand their c:onstruction, 
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which consequently devolved upon private enter
prises. The first concession was granted in 1886 
for a line connecting Amsterdam and Haarlem, 
and subsequently extended to Rotterdam. A 
few other lines were also built by Companies, but 
the possibilities of an adequate financial return 
were too poor to attract private capital to any 
great extent, and the State had financial1y to 
take the matter in hand. In 1860, 1878, and 
1875 "arious laws were passed for the construc
tion of about twenty lines, which, however, were 
not actually built by the Government, but bY' 
a State Railways Company formed for the 
purpose. In addition, lines were also built by 
private enterprise, but were gradually absorbed 
by the big Companies, and in 1890 there remained 
only the State Company, the Holland Iron 
Railway Company, and the Rhein Line, with 
one or two subsidiaries. This last was taken over 
in that year, however, and the system is now 
divided between the State Company and the 
Holland Iron Company, with many lines in 
common. 

A fixed rental is charged for the State lines 
operated by the Companies, which in addition 
must hand over to the Government a share in 
the profits when the dividend paid exceeds ~ per 
cent. Each Company has running powers over 
the lines of the other, the idea being to foster 
competition. The Government reserved the right 
to take over the whole system on twelve months' 
notice, but on the other hand should the Com
panies' profits fall so low that not more than 
86 per cent. could be paid for two consecutive 
years, the Companies could require the State to 
take them over, two years being allowed the 
Government to make the necessary arrangements. 
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Under the agreement of ISDO all tarilfa and 
time-tablet must be approved by the Goyern
ment, whose authority ia alao required for any 
important new worb and purchuea of rollinJ 
.atock. The Goyernment alao baa power to Inter
vene between the Companiea and their tenant.. 
.and as • result of • strike of railway employeea 
in 1903. all mattera connected with wagea and 
conditiona of labour have to be submitted to it. 
.The strike referred to tenninated in favour of 
the men, and thia naturally had • considerable 
·effect on the Companiea' working expemea. 
which were further increased by the competition 
encouraged by the GoYernment, which, of coune, 
involved much unnecessary duplication, and the 
rise in the price of coal. 

The receipts too are poor. for by reason of the 
splendid system of waterway.. the amount of 
goods traffic on the Dutch railways is, contrary 
to practically ev~ other country. of leu impor
tance than the passenger traffic, the respective 
.figures per kilometre for the year 190'7 being 
8892 ftorins and 9291 ftorina. The receipts are 
.steadily increasing. but, as in most countries, 
expenses are increasing atill more rapidly. and 
there does not appear to be any immediate 
prospect of an improvement in the financial 
-results of tbe railway.. The Goyernment there
fore was confronted with the possibility of being 
called upon to take over the Companies. and • 
Royal Commission was appointed to go into the 
whole question. The results of this Commission 
have recently been made known, and may be 
811IIlIIl&rised as follows =--

As the financial results obtained are not likely 
to improve, it would seem that the Companies 
will not be able to improve the service and extend 
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the system to meet the requirements of the 
country. The majority of the Commission was not 
in favour of the State taking over the railways, 
but many members were in favour of placing the 
whole system under one Company, among the 
reasons adduced being that it would thereby be 
much easier to judge whether the taking over of 
the railways by the State is desirable or not. A 
considerable part of the Commission was for the 
retention of the existing system, namely, the 
working of the lines by two Companies, as this 
would avoid any undesirable increase in the 
number of State employees, the railways would 
be conducted on business principles, and the 
endeavours of the Company to make profits 
would result in an efficient service. Stress was 
also laid on the necessity of not mixing the un
certain railway finances with the ordinary State 
finances, as the consequences would prove to be 
very undesirable. The ballot resulted in eight 
votes against seven in favour of the -working of 
the system by a single Company, the taking over 
-of the lines by the State being rejected by ten 
votes to five. It remains to be seen, however. 
whether tho results of the Commission will be 
acted upon. 

One has only to travel from Holland into 
Belgium. or vice versa, to notice the difference 
.between Company and State-operated railways 
in two contiguous countries of an equal degree of 
civilisation. The comparison is vastly in favour 
of the Belgian State Railways as regards speed. 
rolling stock. and fares. 
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CHAPTER XIV 

RAILWAY NATlONA.LISAT.ON IN OTHER UND. (CON
TINUED): AUSTRALIA-NEW ZE.U.UlD
CANADA-KEXJCC>-EOYPT-80UTB AFBICA
ABGENTINA-B~~LE--PEBU 

THE first railway in Australia wu completed in 
1855, but for twenty yean afterwarda railway con-
Au traUa struction was very slow, tllia being 

• partly due to the difficulty of borrow-
ing money at a reasonable rate of interest and 
partly to doubt u to whether any great expendi
ture was justified by the acattered population. 
Every State now hal its railway .. however (and, 
for the greater part, its tramways too), and in 
1910 the total mileage in the Commonwealth was 
17,'81. The principle of State-ownership of 
railway. has been steadily followed in the case of 
Australia, and at the present time practically the 
whole of the lines are in the banda of the Govern
ments of the various Statea, which together own 
15,466 miles out of the above-mentioned total. 
On the 80th June, 1910, the total cost of construc
tion and equipment of the State lines amounted 
to £146,882,474. The percentage of net revenue 
to capital hal shown a fairly steady increase, 
having risen from 8·15 per cent. in IDOl to .18 
per cent. in 1910. South Australia makes the 
most favourable showing in this respect, with a 
percentage of 5·56 per cent., and Tasmania the 
least favourable with 1-71 per cent. It will be 
seen that the profit ia, generally speaking. quite 
good. The following extract from the official 
year book of the Commonwealth u interesting ~ 
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In addition to the purely commercial aspect of the 
figures relating to the revenue and expenditure of 
the Commonwealth railwaY', it is of great importance 
that the object with which many of the lines were 
constructed should be kept clearly in view; the an
ticipated advantage in building these lines has been 
the ultimate settlement of the country rather than the 
direet ooetums from the railways themselves, and 
the policy of the State Governments has been to use 
the railway systems of the Commonwealth for the 
development of the country's resources to the maxi
mum extent consistent with the direct payment by 
the customers of the railway. of the cost of working 
and interest charges. Further, the money has been 
spent in developing Immense agricultural, pastoral, 
and mineral resources, which add to the wealth of 
the community; while the benefitl conferred in pro
viding a cheap and convenient mode of. transit, and. 
In generally furthering the trade and the best interests 
of the Commonwealth, are incalculable. 

As regards fares and rates on the Australian 
Railways, these are changed from time to time 
to meet the necessities of the community, and 
considerable reductions have been made in recent 
years. Generally speaking, they compare most 
favourably with those in force in the United 
Kingdom, which, for so sparsely populated a 
country as Australia, is very creditable. In 1910 
the total number of employees on the State 
railways was over 1)8,000. 

That the policy adopted has in the long run 
achieved success, measured even by the narrow 
commercial standard, is shown by the fact that alt 
of the Australian States are making handsome 
profits from their railways. For the twelve months 
ended 80th June, 1912, New South·.Wales made 
a net profit from its railways of £415,518 after 
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paying aU expeDSel and iDterat on.ita Railway 
Debt. The ease of New South \Vales affordl a 
good instance of the futility of measuring the 
railway system of a country merely as a proftt
earning machine. instead of as part of the country'. 
industrial equipment. For. although the net 
profit for the year referred to is very aatisfactory 
viewed by. itself. it would in the eyes of many 
appear leu 80 if they were informed that it 
showed a faIling-off of .£188.112 as compared with 
the preceding year. when the net profit was 
£601.625; and from the point of view of a,1&i:an
lolder. this drop in the profita would rightly be 
regarded as an evidence of bad management. 
Regarded, however. as one of the public aervices 
of the community. and from the .tandpoint let 
forth in Chapter XVII. thit profit will be c0n
sidered as highly satisfactory. when it is taken in 
conjunction with the fact that during the year 
wages were increased, a much larger sum of 
money was spent on reneww of permanent way 
and other betterments. rates of coal for dist.ancea 
over 200 miles had been reduced to the extent of 
£15,000 per annum, in order to assist develop
ment of the coal industry. and that reductioDi in 
passenger fares aggregating lOme .£70,000 per 
annum had come into operation. During the 
last two yean a minimum wage of '1s. per day 
has been granted to employees of 21 yean of age 
and over; carlen' wages have been raised from 
lIs. per day to 12s.; carpenten' and joinen' from 
lOs. to lis.; and junior memben of the salaried 
staff have been granted a minimum aalary of £110 
per annum. During the year 1910-11 increases 
in wages of the worken on the New South Wales 
State Railways amounted to over £160.000, and 
in the words of one of the severest critics of 
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Australian Government finance. viz .• the Invenm-,' 
Review.-

The ecale of pay looks high enough to be burden
.orne. That It Ia not, is surely proof that a contented 
staff Ia the beat economlaer railway manage1'8 can 
have. And the Chief Commissioner of Railways and 
TramwaYI, Mr Johnson, W81 able while raising 
wages to lower charges at a cost of £60,000 to goodII 
and live stock, and of £70,000 to passenger revenue •• 

The table on page 182 shows the financial 
results of the various State railways of Australia 
during the last year or two. 

Railway construction in New Zealand was 
first commenced in 1860, but up to 1870 there 
N Z I d were only forty-six miles of line in 

ew ea an operation. In th&t year a public 
works policy was initiated. and the Railway Act 
of 1870 authorised the construction of several 
lines and preliminary surveys for others. 

When the Provinces were abolished in 1876 the 
earlier railways reverted to the Government, which
in 1908 purchased the line of the Wellington
Manawatu Railway Company. Practically the 
entire railway system is now owned and con
trolled by the State. on Blst March, 1910, the 
length of the Government lines being 2717 miles, 
of which 11" miles were situated in the North 
Island and 1578 miles in the South Island. Only 
29 miles of private lines were open for traffic on 
the date mentioned. 

The estimated total cost of construction up 
to 81st March, 1910, was £28,518,476, and the 
excess of revenue over expenditure was £1,080,316, 
or 8·8 per cent. On some lines, however, the 
earnings ranged as high as 181 per cent. 

J September 23, 11111. 
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That the State Railway Department is not 
lacking in enterprise is shown by the fact that 
it is possible to obtain a first-class ticket avail
able over the railways of both islands for six 
months at a cost of £8 I 

The .Government railways of Canada consist of 
two lines-the Inter-Colonial Railway and the 

CaDada Prince Edward Island Railway. 
The total length of the State-owned 

and operated lines is 2072 miles; which were 
built at a cost of $119,615,666, on the credit of 
the Dominion or the provinces concerned. In 
addition. the building of lines is encouraged by 
Government subsidies and the guaranteeing of 
interest on bonds. At the 80th June, 1911. 
the guarantees, subsidies, and land grants by 
the Dominion and Provincial Governments were 
as follows:-

Cash subsidies. $202,179,256 ; guarantees, 
$148,886,857; land grants, 55,256,429 acres. 

The administration of the Inter-Colonial Rail
way is often criticised by interests which do not 
view with approval any extension of State 
ownership. Canada is the one important British 
Dominion which does not own the greater part 
of its railway system, and it is laying up a store 
of trouble for the future not dissimilar to that 
experienced by the United Kingdom. Already 
there is a strong current of feeling in the West 
against the heavy rates charged there, and an 
uneasy feeling that if the State does not end up 
by owning the railways, the Railway Companies 
-or, at least, one of them-will end up by own
ing the State. The next few years should witness 
some interesting. developments in connection 
with the railways-as interesting as in the case 
of the United States. 
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The total length of the railways of Mexico In 
September. 1911 •. excluding lines of a purel, 
MalCo local character. w.. ID,I7T kil0-

metres, of which the Government 
owned or controlled nearly 16,000 kilometre.. 
One railway-the Tehuantepeo National Rail
way-is absolutely owned by the Government. 
but is operated under a special agreement b, 
Messrs S. Pearson IG Son. Limited. of London. 
The National Railways of Mexico, formed by 
the amalgamation of the Mexican National and 
Mexican Central Companies. are controlled 
through 8Iock O'U1fIe'r./aip by the Government. 
which owns ,280,004,580 out of a total capital 
of '460,000,000. The principal independent 
railways are the Mexican Railway Company. 
the Southem Pacifio Railroad Company of 
Mexico, and the United Railways of Yucatan. 
All the railwaYI in Mexico have been built under 
concessions providing for their ultimate reveniOD 
to the Government. with compensation for 
buildings. roUing stock. and material 

The railways of Egypt date from 1852, when 
• line running from Alexandria to Cairo w .. 
Egypt built. In 1858 a line from Cairo to 

Suez wu opened. forced labour being 
employed. and the land being taken without 
payment; but this line w .. IUbsequently taken 
up and replaced by a new line from lsmailia to 
Suez. 

In 1876 a Khedevial decree w .. issued. placing 
the control of the railways under a mixed admini
!tration. but in 1905 this body Wal replaeed by 
a general manager. At the end of IDI0 the total 
length of the Egyptian State Railwa,.. wu about 
·1480 miles. 

The Egyptian State Railwa,.. return a good 
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profit, the yield for 1910 being 5'5 per cent. 
as compared with lSol per cent for 1909. 

In addition to the Egyptian State Railways 
proper, there is an extensive system of light 
railways, the principal being the Auxiliary 
Railways of Upper Egypt (State-owned) and 
the Egyptian Delta Light Railway Company, 
which obtained a 10 years concession in 1901, 
and has constructed about 59' miles of narrow
gauge lines. 

The Egyptian State Railways compare favour
ably in most respects with the railways of Europe 
and America. Sleeping cars are run under 
arrangement with the International Sleeping 
Car Company, and the famous "'ain de lw:, 
known as the Nile Valley Express, and which is 
composed 01 dining and sleeping cars, with 
second-class accommodation for servants, is 
known throughout the world. 

In the Act of Union, the Railway System of the 
Transvaal and the Orange Free State,Cape of Good 
South Africa Hope, an.d .Nata.l were placed under 

one administration. At the end 01 
1911 there were 7568 miles of Government line 
in operation and 560 miles 01 privately-owned 
line. The management of the Government lines 

. is carried on by a Board of three Commissioners, 
with the Minister 01 Railways as chairman. 
The capital expenditure on railways up to the 
date mentioned amounted to £79,871,655, of 
which .£6-11,876,991 has been raised by loans. 
For the year 1911 the surplus 01 earnings for 
working expenses and renewals was '£6,909,008, 
and the net. profit, t.,. after payment 01 interest 

. on loans, was £2,509,662. South Africa compares 
very favourably with other countries as regards 

,capital cost per mile and maintenance expenses. 
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At present the net profit. help to neD the 
general revenue of the Union; but under pro
visions of the Constitution, in les. than two yean 
they wiD be devoted. after allowing for depreci .... 
tion, to the reduction of rate. and tares. and 
should the provision. of the Constitution be 
strictly adhered to there it likely to be .orne 

. trouble, for the withdrawal of IUch an important 
lOurce of revenue will necessarily have to be 
met by increased taxation. 

The prosperity of the South African Railway. 
at present depends to a considerable extent on 
the mining industry, but thil lOurce of traffic 
will not, of course, last for ever. TbiI IeeJn8 to 
be recognised by the authoritiet, however, who 
are devoting large IUmI annually to depreciation 
and endeavouring to reduce capital liabilities. 

As might be expected in the case of the com
paratively recently developed countries conm
tuting the continent of South America, a large 
portion of the railway Iystem it privately owned. 
although the Government. exercise a far greater 
measure of control than in the case of thil 
country. 

In Argentina, at the end of 1910, the State owned 
8911 kilometres out of a total of 28,638 kilometres. 
Arg tina The railway. of that country date 

eo from 18S" when the Government 
of the Province of Buenos Ayres iIIUed a decree 
anthorising a concession for aline of 22,730 yards 
in length. The necessary capital DOt being 
entirely subscribed. the balance w.. advanced 
by the Government of the Province, which at 
the same time gave a guarantee. The . line w .. 
not a ~ however. and in 1868 w .. taken 
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over by the provincial government and, subse
quently, sold to the Buenos Ayres Western 
Uailway Company. In granting concessions for 
the earlier railways, the Argentine Government 
often gave a guarantee of interest, and in some 
cases land bounties. The guarantees were with
drawn in 1895 and 1896 however, Government 
bonds being issued instead. Among the laws 
governing the railways should be mentioned the 
Mitre Law, which exempts the companies from 
all taxation-National, Provincial, and Muni
cipal, and until 1947 grants them free importa
tion of all materials required for construction 
and working. In return, the Government claims 
a payment of 8 per cent. of the net receipts, 
which is, however, applied to the construction 
or maintenance of the bridges and roads crossed 
by the railway. 

The following is an extract from the Consular 
Report for 1911 on the Trade of Buenos Ayres :-

The avowed object. of the Government. railways 
ill to open up districts undeveloped by private railway 
enterprise-districts, in fact., that are too far re
moved from the sea to admit of profitable develop
ment., or where the population ill sparse and local 
conditions unattractive. The State railways are 
consequently to be found in some of tfle most back
ward parts of Argentina, in which it is desired to 
.pread civilisation and encourage colonisation. 

The Government railways in the north of the 
Republio are now being used as mediums for reaching 
beyond the limits of unproductive territory. This is 
being e1fected by carrying over the State aystem 
railway extensions that are now penetrating into some 
of the neighbouring Republica. . 

State-constructed railways are to be found in the 
provinces of Jujuy. Salta, Catamarca, La Rioja, 
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At present the net profits help to neD the 
peraJ revenue of the Union: but under pro
visions of the Constitution. in lea than two yean 
they will be devoted. after allowing for deprecia
tion. to the reduction of rata and fares, and 
should the provisions of the Constitution be 
strictly adhered to there is likely to be IODle 

. trouble, for the withdrawal of .uch an important 
lOurce of revenue wiD necessarily have to be 
met by increased taxation. 

The prosperity of the South African Railways 
at present depends to a considerable extent OD 

the mining industry. but this lOurce of traffic 
will not, of course, last for ever. This aeems to 
be recognised by the authorities. however. who 
are devoting large .uma annually to depreciation 
and endeavouring to reduce capital liabilities. 

As might be expected in the ease of the com
paratively recently developed countrie. consti
tuting the continent of South America, a large 
portion of the railway system is privately owned, 
although the Governments exercise a far greater 
measure of control than in the ease of this 
country. 

In Argentina, at the end of 1910. the State owned 
8971 kilometres out of a total of 28,636 k.ilometres. 
Art tIDa The railways of that country date 

en from ISS4, when the Government 
of the Province of Buenos Ayre. issued a decree 
authorising a concession for a line of 22,730 yaro. 
in length. The necessary capital not being 
entirely .ubseribed, the balance was advanced 
by the Government of the Province, which at 
the IaIDC time gave a guarantee. The -line was 
not a suecess; however. and in 1868 wu taken 
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over by the provincial government and, subse
quently. sold to the Buenos Ayres Western 
Uailway Company. In granting concessions for 
the earlier railways. the Argentine Government 
often gave a guarantee of interest. and in some 
cases land bounties. The guarantees were with
drawn in 1895 and 1896 however, Government 
bonds being issued instead. Among the laws 
governing the railways should be mentioned the 
Mitre Law. which exempts the companies from 
all taxation-National. Provincial, and Muni
cipal, and until 1947 grants them free importa
tion of all materials required for construction 
and working. In return, the Government claims 
a payment of 8 per cent. of the net receipts. 
which is, however, applied to the construction 
or maintenance of the bridges and roads crossed 
by the railway. 

The following is an extract from the Consular 
Report for 1911 on the Trade of Buenos Ayres :-

The avowed object of the Government railways 
Is to open up districts undeveloped by private railway 
enterprise-districta, in fact, that are too far re
moved from the sea to admit of profitable develop
ment, or where the population is sparse and local 
conditions unattractive. The State railways are 
consequently to be found in some ot the most back
ward parts ot Argentina, in which it is desired to 
spread civilisation and encoUl'llge colonisation. 

The Government railways in the north of the 
Republic are now being used as mediums for reaching 
beyond the limits ot unproductive territory. This is 
being eJfected by carrying over the State system 
railway extensions that are now penetrating into some 
of the neighbouring Republica. 

State-conatructed railways are to be found in the 
provinces of Jujuy. Salta, Catamarca, La Rioja. 
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Tucumaft, Santiago del ERero, San .J ...... ~ 
and Santa FL The ')'Item 00ftft 8880 miJeI of nil
way. 

In Brazil the total length of line. In 1010 ... 
21,870 kilometre., of which 8760 kilometra were 
BraaU Government lines. The principal 

State Railway iI the Central of 
Brazil Up to 1907 the capital represented by 
this line amounted to £18,292,995, and for that 
year the excess of revenue over expenditure wu 
"1,878, or 0·80 on the capital; in 1879 it wu u 
high as 6'81 per cent. On only two occaaiou
in 1870 and 1872-baa the expenditure exceeded 
the revenue, although it must be admitted that 
the tendency for the past few years baa been down
wards. The receiptl for the year 1909 were 
£7,756,97" as against anexpenditure of £5,896,580. 

On the Government linn a .,..urn of 1000 
kilometre tickets baa been introduced. The ratea 
are: 1000 kilometres, 11 milreia: 2000 kilometre.. 
840 mi1reia; 8000 kilometre., 118 mi1reia: toOO 
kilometres, 152 mi1reia: 5000 kilometre.. 195 
mi1reia; 6000 kilometres, 280 mi1reiI. In the near 
future all the line. 01 Brazil will be linked up and 
• nniform system of freightl arranged. 

In 1910 there were 8783 miles of line open for 
traffic, of which 1660 belonged to the State. 
ChU The principal railway in Chili iI known 

• as the Longitudinal Railway of Chile, 
and is now under construction. The work ia being 
carried out by contractors. and as eaeh IeCtioo iI 
completed it is taken over by the Government, 
and a decree published acknowledging acceptance 
of the section, and guaranteeing the payment 
of 5 per cent. interest per annum, eorresponding 
to the value of the section, from the date 01 ita 
being taken over, and alao a Cumulative Sinking 
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Fund of II per cent. per annum, untU the total 
price of the work is paid off. 

Practically the whole of the railways in Peru 
are worked by the Peruvian Corporation. In 
Peru 1911 the total length of the line in 

operation was 1656 miles. of which 1120 
were worked by the Corporation. The raUways 
were ceded to the Peruvian Corporation for a 
tenn of 66 years from January. 1890. but under 
an agreement made in 1907 this was extended to 
the year 1978. At the expiration of the lease 
the lines will revert to the Government, which. 
during the period of 17 years. by which the lease 
was extended, will receive 50 per cent. of the net 
profits from the raUways after allowing for the 
service of Bonds which may have been issued 
by the Corporation. The land required for the 
railways is provided by the Government, which 
also has a voice in the fixing of tariffs. 

ClIAPTER XV 

BOW THB STATE CAN ACQUIRE THE BAILWAYS 

IT is not sufficiently well known that there is 
already on the Statute Book an Act by means 
of which the Government has the right to pUJ'o 
chase nearly the whole of the existing railwa, 
system of the country on giving the Railway 
Companies three months' notice of their intention. 

This Act (7 & 8 Vic. c. 85) was introduced by 
Mr Gladstone when he held office in the Con
servative Government presided over by Sir Robert 
Peel. In the year 184. a Select Committee. 
with ?tlr Gladstone as chairman. investigated 
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the general railway question, and reported that 
rates were much too high, that competition 
between Railway Companies w.. likely to do 
more injury to them than good to the public; 
but that, on the other hand. monopoly in private 
hands was dangerous and to be guarded against. 
and that the Government should reserve power 
to purchase the line. at a reasonable COlt after a 
given time. A. a result, during the lame year, 
a Bill introduced by Mr Gladstone, and known 
as the 'Cheap Train. Act,' wu pe.saed. whicb 
provided (1) that at least one train a day on 
every system should convey passengers at fares 
not eueeding one penny per mile. (2) a revision 
of the maximum rates, (8) the granting 01 
certain powers on the Board of Trade to com
pel the Railway Companies to conform to the 
law, and (4) for the compulsory acquisition 
of the railways by the State at the discretion of 
Parliament at ~ny time alter twenty-one years 
from that date. The clauses relating to tru. 
compulsory acquisition of the railway • .tate 
that the price payable to the Companies shaD 
be twenty-five years' purchase of 'the annual 
divisible profit. estimated on the average of 
the three then preceding years.' but that ' if 
the average rate of profit. for the laid three years 

; shall be less than the rate of ten pounds to the 
bundred. it shall be lawful for the Company, 
if they shall be of opinion that the laid rate of 

· twenty-five years) purchase of the laid average 
· profit. is an inadequate rate of purchase 01 such 
railway, reference being. had to the prospects 
thereof, to require that it shall be IeIt to arbitra-

· tion in ease· of difference, to determine what, 
if any, . additional amount of purchase money 

· shall be paid to the laid Company.' 
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It will be noted that, if the average rate of 
profit proves to be less than 10 per cent., and the 
Company is of opinion that twenty-five yea~ 
purchase calculated on the average profit is an 
inadequate purchase price, 'reference being 'had 
to the prospects thereof,' it may insist upon 
arbitration to determine upon what, if any, 
additional amount of purchase money shall be 
paid to it. 

In the early days of railway construction in 
this country, when a railway was a new and 
speculative sort of venture, and when money 
earned a higher rate of interest than is now the 
case, 10 per cent. was not regarded as so high 
a rate as it is to-day, and the excessive growth 
of capital of the Railway Companies in excess of 
the growth in the value of their assets shown 
on page 21, was not foreseen. Still, the Act is 
quite clear; if the average rate of interest on the 
Company's capital was less than 10 per cent., it 
was undoubtedly intended that the Company 
should have the right to demand arbitration, 
and there is no doubt that in the event of any 
Government attempting to put the said Act 
into operation, the utmost use would be made of 
this clause in an effort to obtain more than 
twenty-five years' purchase of the profits, because 
the Railway Companies would argue that they 
Btood to lose nothing, whereas they might con
ceivably gain something by going to arbitration. 
On the other hand, it is quite clear that, in 
determining whether or not twenty-five years' 
purchase of the . average profits was adequate 
compensation, the arbitrators. would have to be 
guided by the prospects of increased profits_ 
Seeing that, when the railway servants compelled 
the Railway Companies to raise wages, those 
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Companies demanded of Parliament the right 
to increase their ratea-in other words. tho 
Railway Companies are dependent upon the 
permission of the Government to increue their 
profits-the prospects of increued profita would 
appear to be dependent upon the goodwill or 
the Government. against whOle valuation the 
Companies would be appealing before the arbi
trators. It does not look, therefore, u thougb 
the ,wIway Companies would be able to mate 
out much of a cue for increased compensation. 

Another clause of the Act Iimita ita operation 
to railways constructed after the year 18"- At 
that date the number of miles of railway linea in 
operation in the United Kingdom wu 2820. 
At the end of 1912 the mileage of railways in the 
United. Kingdom wu 23,"2. So that tho 
provisions of the Act would apply to 21,122 
miles, leaving 2320 miles uncovered by iL These 
2820 miles are made up as follows :-

IIectIo.- ..w 1»7 

London and North Westena 
Midland ••• •• 
North Eastem 
Great westena 
Great Eastem ~'. •• 
Londoo and South w: 
Lancashire and y: 
Great Central 
South Eastem 
LondoIl, Brightoa, and South Coast 
CaledooiaD •• 
Glasgow and South Westena· 
North British 
Sundr7 other linea •• 

~ 
405 
288 
8iIO 
223 
115 
H .1 
81 
81 
51 
51 
It 
H 

241 
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It would appear, therefore, that if the Govern. 
ment were to exercise its right under the 18441 
Act of purchasing the railways on twenty-five 
years' purchase, the owners of the 2820 miles 
of line detailed on the previous page could refuse 
to be bought out; but seeing that these are 
isolated sections, all the cards would lie in the 
hands of the Government, which could invite 
the proprietors to operate these sections on their 
own account, and the Government Railway 
Administration could either construct new loop 
lines (the threat alone would be sufficient) or 
it could pass an Act obtaining running powers 
over those sections, so that no real difficulty 
arises out of these sections which do not come 
under the operation of the Act. Now it by no 
means follows that, in nationalising the railways, 
the Government of the day will act under the 
provisions of the 1844 Act. Under that statute 
the Government has power to act without 
requiring any mandate from the people, but it 
is, of course, extremely unlikely that it would 
make use of so old an enactment without the 
authority of the electorate, and there are very 
many people who consider that the provisions of 
that Act are much too favourable to the Rail
way. Companies, which would receive at least 
double the value of the land, materials, and 
plant owned by the Companies. The Railway 
Companies enjoy their concessions and monopo
lies by permission of Parliament, and although 
the proprietors would urge that the concessions 
of the Companies, unlike the practice adopted 
in every other country except the United States 
are perpetual-that is to say, run for ever and 
ever, and that any termination of such con
cessions, except under the terms of the 1844 .... 
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Act, would be confiscation, it must be remembered 
that a Conservative Government reduced the 
rate of interest on Consols from 8 per cent. to 
21 per cent., and ultimately to 21 per cent., 
which was also • confiscation.' StiD, let us .. surne 
that the Government, being kindly disposed 
towards the British Railway Companies, decided 
to give them the full benefit. of the lU4I Act, 
and to buy them out on the basis of twenty-five 
yean' purchase of their average profit., without 
inquiring too closely into the extent to which 
profit. have been divided up to, even if not 
beyond, the hilt. The net working profit. of 
the railways of the United Kingdom lor the 
three yean 1909-11 are given in the Board of 
Trade returns as followl :-

1909 145,136,466 
11110 47,855,889 
1911 48,581,746 

Average, "7,O:U,7oo 

Twenty-five times, which equals £1,1'15,817,500. 
This means, therefore. that the Government 

to-day can buy up the British Railway Syltem 
by paying over to the respective Companies 
a sum equivalent to twenty-five years' purchase 
of the average profits for the last three yean, 
and that if this right were exercised in respect 
of the entire British Railway System, the pur
chase price would amount to the hUge IUID of 
one thousand one hundred and lleVenty.ftve 
millions. It should be pointed out that there it 
nothing in the IM41 Act to prevent a Govern
ment from purchasing part of the railway system 
only-the purchase of the property of one C0m
pany does not necessarily involve the purchase 
of the property of another. A . difficulty that 
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occurs to many people in connection with the 
purchase by the State of the railways is the 
difficulty of allocating the different proportions 
of the purchase money to holders of different 
categories of stock. • How much,' these people 
Ilsk, • would be given to the holder of South 
Eastern Railway Five per Cent. Debenture Stock, 
the market price of which is, say, 125, and how 
much would be given to the holdel'9Of the Ordinary 
stock of the London, Chatham, and Dover Rail
way Company, which has never paid a dividend, 
which is never likely to pay one, and yet stands 
at the price of £20 per £100 of stock?' The 
answer to this question is perfectly simple. If 
the Government were to buyout the railways on 
the basis of the 1844 Act, how the money is 
divided up is not its concern. The onus of divid
ing the purchase money among the various 
classes of proprietors clearly lies upon the Rail
way Companies. The Government here is in the 
position of a person buying the business of a firm 
and paying over the purchase price to the firm, 
such purchase price being based upon so many 
years' purchase of the average profits; as between 
seller and buyer, it is not the latter's business 
how the purchase price is to be divided up 
among the partners in the firm which is being 
bought out. In other words, the Government 
would be dealing with the Companies, and it is 
for the Companies to settle with their stock
holders the exact proportion of the proceeds 
which each class of holder is to receive in just 
the same way as the National Telephone Com
pany has to settle with its different classes of 
stockholders as to the extent to which they shall 
participate in the purchase money received 
from the Government. 
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Thus far we have been ccmaidering only the 
case of purchase unclei' the terms of the 1846 
Act. It i&, of course, open to Parliament, .. the 
sovereign authority. to purchase the railwaYI 011 
all altogether different bali&, the purchase price 
being determined in luch fuhioll .. Parliament 
thought fit. There ia DO doubt that if it were 
decided to buy up the railwaYI 011 the baIiI of 
avaluatioll of their aasetI only. the purchase 
price would DOt be fifty per cont. of what the 
Companies would receive if bought out 011 the 
basitlaid down by the 18" Act; there could be 
DO questioll of a value being attached to goodwin. 
for the Railway Companiel eam their profit. 
by rea&Oll of the monopoly conferred UPOIl them 
byParliament. The Companiel could, however. 
make out a case that much of the capital IUb
scribed by their ltockholderl had been done 10 
on the strength of the concessions held by them 
from the Government, and although holden of 
Coosola could with equal right urge that they 
had purchased that security on the strength of 
the GovCl'Dment undertaking to pay 8 per cent., 
it would be impossible to overlook this plea, 
and sonte allowance would doubtless be made 
for this factor. One thing it clear. howeYer. 
and that it that the Railway Companiel in this 
country hold their concessions subject to the 
provilions of the Act of 18". 10 that the puttin, 
into operation of luch Act would not be an in
justice to any existing stockholden; TOG cannot 
eat your cake and have it. 
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CHAPTER XVI 

THB FINANCE 011' BAILWAY NATIONALl8ATION 

IN the preceding chapter we have seen how, in 
virtue 0' the 1844 Act, the Government could 
buyout the Railway Companies for a SUID 

equivalent to twenty-five years' purchase of 
the average annual profits during the three 
preceding years. 

Another basis that might be employed to 
value the railways would be to take the average 
market price spread over a period 0' three years. 
and to buyout the different categories 0' stock 
on this valuation. Whichever method were 
adopted, it is evident that the purchase by the 
State 0' the railways would involve financial 
transactions of great magnitude. We will now 
consider, therefore. first the question of how the 
State would find the capital necessary to carry 
out these vast transactions; and, secondly, what 
benefit, in a financial sense, the State could 
expect to enjoy as a result of such purchase. As 
has been shown in the preceding chapter, the 
amount required to buyout the whole of the 
Railway Companies of the United Kingdom may 
be taken as round about .£I,175,600,000-8n 
enormous sum. It will at once be asked, 'How 
is this money to be found" To people. unac
quainted with finance, the difficulty presented 
by such a question appears insuperable. The 
reply is, however. that actual cash has not to 
be found at aU. The amount of gold in circula· 
tion in the United Kingdom is officially estimated 
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to be between £100,000,000 and £120,000,000; 
and yet the paid-up capital and debt of the 
Railway Companies !'each the enormous total 
of £1,82',000,000, and we are entitled to ask in 
reply, 'How wal this money found!' The 
purchase by the State would resolve itself into 
an exchange of Railway Company stock for 
Government Railway stock. Once the purchase 
price is fixed, the Government can issue bonda 
to an equivalent amount. There are two ('()urses 
open to the Government witb regard to the 
process of conversion. These are:-

(1) The Government can, in ill Act, provide 
that payment IhaIl be made in Government 
Railway Itock, IOcb ltock being handed over 
and calculated at ill lace value in the rightful 
proportions to holden of Railway Company 
stocks. 

(2) The Government can offer existing holden 
of railway securities the option of receiving casb 
or taking in exchange 10 much Government 
loan, holding out &I an inducement to take the 
latter the attraction of • IJJl8ll bonus, by adding, 
say, I per cent. to the amount paid if taken in 
stock. 

U the former alternative were adopted, those 
people who, on account of the lower interest 
that they would receive from Government stock, 
did not care to keep it, could immediately leD it 
on the Stock Exchange and re-invest their money 
elsewhere. 

The second course is more favourable to 
existing holders of railway stock,- &I it gives them 
the option of receiving casb or Government 
Railway loan. There is nothing new or startling 
in this procedure, for it is adopted by nearly 
every Government when it converts an existing 
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Joan into one bearing a lower rate of interest, 
and the Government usually arranges with 
• group of bankers and financial houses to carry 
through the whole operation, the said banks, 
for a commission. engaging to take up or place 
any balance not taken in exchange for old 
stock. 

The obvious objection to the creation of an 
enormous amount of new Government debt is 
that this fact would, of itself, depress the price 
of Government stock altogether. It should be 
borne in mind, however, that the creation of 
a Goveriunent Railway stock would not 
represent any increase in market securities, 
because for every £1 of Government Railway 
loan issued, at least £1 of existing railway deben
ture or capital stock would be cancelled. If, there
fore, the holders of any large amount of railway 
stock refused to exchange such stock, and elected 
to take cash, so many millions would be awaiting 
investment and would be applied to the purchase 
of other high-class securities that the price of 
these would rise, until the Government Railway 
loan would appear so attractive in comparison 
that many of these millions would perforce find 
their way into it. By paying some attention to 
the technical details, the Government Railway 
Joan could be made so attractive as to be a 
favourite form of investment. One of the 
reasons why Consols, British Railway Companies' 
Debentures, and other similar high-class loans 
have fallen so much of late years, is that, not 
being repayable at any fixed date, holders have 
no guarantee that they will, some years hence, 
be able to get their capital back intact. In other 
words, whilst the safety of the interest is indis
putable, the amount of capital placed in such 
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loans is not at all secure. and '100 of ConaoJa. 
"hicb, in the yeai' 1896 colt the hol~ '105. 
would in 1912 fetch him only 'n were he to seD: 
and '100 of London and North Western Railway 
8 per Cent. Debenture stock, which in the yeai' 
1902 cost the holder oyer !100 would. if aold 
now, only fetch !SO lOs. Inyestors are eradually 
realising that it pay. them to tum their attention 
to loans and debenlurel which have to be repaid 
at their face value (if not above) at a certain date, 
this fact of itself preventing any very seriOUI 
fall in price: and that is one of the principal 
reasons for the waning popularity of CoMOlI 
and Railway Companies' Debentures, and the 
increasing popularity of foreign GoYernment and 
foreign municipal and railwayloana, for the re
payment of which a date is bed. U therefore 
the Government, in issuing ita railway .took, 
makes it repayable at a fixed date, and in bearer 
bonds for small amounts. with eoupoDl payable 
at any important Post Office, it will be killin, 
two birds with one stone. Fint, it wiD create • 
security ever ao much more popular with IID&lJ 
investora than either Consoli or Railway Com
panies' Debentures: and. ICCOndly, it will be 
avoiding the great crime of British Railway 
finance-namely, the non-repayment of debt, 
for the British Railway Companiea practically 
stand alone in that they never redeem their 
debt out of current earninga. A linking fund 
of I per cent. per annum-that is ten shillinga 
per year for each !100 of debt--either invested 
separately at a per cent., or utilised for the pur
pose of eanceIlation of the existing debt, will 
suffice to payoff the whole of the debt in ninety
four years. The amount required for thia purpoee 
is indi~ted on page 202. 
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. A Government Railway loan of the nature 
here indicated is really a better security-if 
luch be possible-than Consols; because. while 
having precisely the same security as ConsoIs
namely. the guarantee of the nation. it has the 
further specific security of the railway revenues. 
The Swiss Government has borrowed some 
millions of pounds for the purpose of buying 
out the Railway Companies in that country. 
and these points are brought out prominently 
in the prospectus of the last loan issued. an 
extract from which will be found on pages 
159-160. 

We will now assume. for argument's sake. 
that the Government decides to buyout the 
Railway Companies of the United Kingdom, 
which it might do either in one great operation 
or by sections-probably the latter, as that 
would. of course. tend to prevent the dislocation 
that some people fear if the whole operation were 
carried out at one time. As we must take a 
figure for the basis of our calculations, let us 
take the high one resulting from the application 
of the 18404. Act, which, as has already been shown, 
would involve a purchase sum of £1.175,600,000. 
To allow for all circumstances, we will show the 
results accruing from the issue of 8 per cent. 
stock. 81 per cent. stock. and 81 per cent. stock. 
As has been shown. the average profits for the 
years 1909-11 amounted to £407.0240,000. If the 
nation were to buy up the railways on the terms 
provided by Mr Gladstone's Act of 18U-i.e. 
on twenty-five years' purchase of the average 
profits-this would call for the issue or 
£1,175,600,000 of Government Railway stock, 
on which this annual profit of £401.0240,000 would 
luffice to pay exactly t per cent. By this 
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operation the Government would eome into 
possession of annual profita equal to exactly 
~ per cent. on the price it bad to pay: and 
the difference between the rate of interest the 
Government would have to pay on the money it 
borrowed and ~ per eent. 'Would be • yearly net 
profit to the Government. We will put tru. 
out in tabular form:-

AonuaJ Sum required to pay IDtaftt on I:J,1'75,8OO,OOO 
GovenuDmt Stock at rates lDdiatWd. 

btefll - A~""'" ......... 
laleft8l. ftIl1dnd. 

........ --,.. lit 
...... L .~ 

1 01 
10 185,268,000 U7,o'U,000 111,758,000 

81% 88,207,000 .7,o'U,000 1,817,000 
81% .1,146,000 .7,o'U,000 1,878,000 

It wiD be Been therefore that., in the most 
favourable case-i~. if the Government issued 
its railway purchase stock at 8 per cent.-there 
'Would be an immediate annual profit on this 
score alone of £11,756,000; at 81 per eent. the 
annual laving would amount to £8,817,000; 
and in the least favourable cue-namely, the 
issue of the railway purchase stock at 8i per 
cent., there would still be an annual laving of 
£5,878,000. 

And all this, be it remembered, from the 
financial operation alone without effecting a lingle 
improvement in management, and without laving 
• farthing by the elimination of any of the 
present IIOUnft of waste through duplication of 
stations. officials, etc. In other words, even if 
the Government were to keep in office the existing 
1400 Company cfuedors, all the gmeral managers. 
were to keep all the different eompeting gooda 
yards in operation, 'Were to keep all the thousaDd.s 
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of smaIl railway receiving offices and shops, even 
where two or three are next door to one another, 
there would still be this enormous saving, which 
is due simply to the fact that the credit of the 
State, under the worst conceivable conditions, 
is yet vastly superior to the credit of the best
circumstanced Company. By the economies to 
be effected by the abolition of the superfluity of 
high officials, by gradually doing away with the 
unnecessary duplication referred to, which, in 
the matter of goods wagons alone, would result 
in the saving of enormous sums annually, by the 
enormous economies which would come from 
a unified administration similar to that of the 
Post Office, at the very least another £10,000,000 
(the figure would probably be much nearer 
£20,000,000) would be saved. This would leave 
a margin of from £15,000,000 to £20,000,000 
per annum. Deduct from this the sum of 
£5,878,000 to be put aside annually for the 
gradual extinction of the whole of the railway 
debt (a factor which, as already explained, 
would tend to keep the price of that security 
at par), and there would still remain an annual 
surplus of from £9,000,000 to £16,000,000 out 
of which to reduce passenger fares and goods 
rates and improve the conditions of the railway 
workers. Thousands of workers at present 
engaged on unproductive work would be set 
free by the unification and co-ordination of 
services, and these could be utilised to reduce the 
hours of labour and to cope with the increased 
traffic which would immediately ensue. because 
experience shows that every reduction in the 
cost of transport and communication is at once 
followed by an enormous increase in the use of 
such communication or transport--as witness 
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the case of the Post Oftlce. where every reduction 
in rates is followed by an enormoua increue in 
the quantity of postal matter handled. The 
savings to be effected by unification would Dot 
come from any reduction in the number of 
workers of lower grades, but by a gradual elimi
nation of unnecessary high officiala, and in the 
abandonment of thouaanda of unnecessary dupJi. 
cate receiving offices, and the greater use that 
could be made of the collectively-owned rolling 
stock than is the case at present, with each 
Company jealously keeping its own reserve of 
passenger coaches, goods wagoDJI. etc. After 
fifty or sixty yean the railway debt would have 
disappeared. and a sinking fund of .£5.878.000 
per annum be set free fen the further reduction of 
rates, etc. 

Throughout this chapter I have taken the 
terms of the 1St. Act as a basis on which to 
nationalise the railways. There is, however. 
another method of purchasing the railwaYI 
"hich would vastly simplify the difficulties 
of alloCation of the purchase money to the 
different categories of stockholders, and that is 
to buy them up on the basis of the average 
market price of each class of security-in other 
words, to take as a basis of purchase the valuatioo 
that the stockholders themselves place upon 
their property. It would be of considerable 
interest to ascertain how this compares with 
purchase on the basis of the 1841. Act. To work 
out the purchase price on the average quotation 
of all the different classes of Railway stock in 
the United Kingdom would be an enormous 
task. for one Company alone, the Great Central. 
has Debenture stock. 2nd Debenture stock, five 
different classes of Guaranteed stock, and about 
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ten of Preference stock. Not only this, but 
there are certain stocks of smaO unknown Railway 
Companies which are not quoted, they being 
held by the large Railway Companies controlling 
their lines. To arrive at an idea of how purchase 
at average market price would work out, I have 
taken two large companies, viz. London and 
North Western Railway and Great Northern 
Railway, and have calculated the valuation of 
their stocks based on the mean middle price 
between the highest and lowest touched each 
year during the five years 1907-11. The following 
statements will show the result, and show also 
that for those securities which are not quoted 
but are held by the Companies themselves, the 
par value has been taken, and as the average 
yield on these unquoted securities, calculated 
on par value, works out at 8'6 per cent. and 
8·98 per cent. respectively, it will be seen that 
they have been rather overvalued than under
valued:-

LONDON AND NORTH WESTERN R.uLwAY Co., LTD. 

eo", 0/ PuTeAase based on Yalue 0/ S«UTilW. 

Value of Share and Loan Stock of the 
London and North Western Railway 
Company based on the middle prices 
between the highest and lowest touched 
each year for the five years 1907-11 tUl.980.582 

Par value of securities in other com
panies worked wholly or partly by the 
London and North Western Railway 
Company 1,924,715 

Il".905.Hr 
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Coli 0/ PtI1'CIuJH bad Oft ltrtImty-jlw lima Val 
tIOtraIl- ~nn,"" ProJU lar 1M TA-re. 1",.. 1810-11, 
1.'9,948,875. 

The dividends or Interest at present paid 00 the 
eecuritiee or the Companies worked by the London 
and North We&tem Railway are .. roUowaJ-

DfvIden4 III ~ 

£536,'.9 
1a_ .... _1. 

15,990 
889,CM9 
870,753 
278,089 

20,000 
818,029 
812,500 
'2,886 

NiJ. 
8 
81. 
6 

'I 41 
15 
6 
It 

£2,924,715 Average Yield, 8·8 per cent 

GREA'l' NOBTBElUf IUu.W'&T CoKP.&JfY, Lorrnro. 

ColI 0/ PurcJuue baled Oft YallUl 0/ S«Urilia. 

Value or Share and Loan Stock or the 
Great Northern Railway Company 
baaed 00 the middle prices between 
the highest and lowest touched each 
year. for the five yean 1907-11 •• Da,072,M1 

Par value or leCUritiea in other Com-
paoiee worked wholly or partly by the 
Great Northern Railway Company 8,282,100 

Total. £58.335.241 

ColI 0/ PurcJuue bad Oft ltrtImty-jIvc limu 1M 
1IfIft'tIg_ AIIftUGl ProJU lar 1M nn. Y,.. 1909-11, 
£58,809,050. 

The dividends or interest at present paid on Uae 
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IleCUrities 01 the Companies worked by the Great 
Northern Railway Company are as 'oUows:-

£600,000 
.a,OOO 
16,000 

1,014,000 
250,000 

'75,000 
46,000 
15,000 

8,500 
9,800 

600,000 
585,100 

£3,262,000 

Per CeIIt. 
o 

:\ 
4Th 
81 
/u 
8 
f 
15 
8 
8 
8 

Average Yield, 8'03 per cent. 

These tables are very interesting, for they show 
that, in the case of the London and North Western 
Railway, stockholders, if bought out on twenty
five years' purchase of the average profits for the 
last three years, in terms of the 18440 Act, would 
receive over £5,000,000 more than if bought out on 
the basis of market prices; and in the case of 
the Great Northern Railway they would receive 
about hall a million less. It is a significant 
fact, and shows how the present management 
bas depreciated the value of the stockholders' 
undertaking that in some cases compulsory pur
chase by the State on terms of the existing Act 
would work out to the advantage of holders, for 
the market price must be considered as the best 
possible test of the value put upon a concern 
by stockholders and those expert in valuations 
of this sort. It is, therefore, quite possible 
.that State purchase might be effected on the 
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basis of the average market price. and in thil 
event it should be bome in mind that .. the 
purchase of stock camel with it the next dividend. 
the net cost to the country would be some milliona 
less than the totals given above. 

CHAPTER XVII 

WRA'l' PJlon'l' SHOULD .. NA.nOlUWED JlA.ILWA." 
IYSTEM URN! 

Tm: very question which lonna the headin, 01 
this chapter ahow. the difference between a 
Company-owned and a State-owned railway 
system. In the case of the fonner the questioo 
would by many be deemed absurd, for it is 
obviously the duty of the management 01 a 
joint-stock company to earn the maximum 
amount of profit possible for ita shareholdera. 
As lOOn. however. .. the railwaY' are owned 
and operated by the State, they are to be regarded 
purely from the standpoint of a great public 
service, and the question arisea how much profit 
should they make! 

Most people wiD agree that the revenue derived 
from a public service should be sufficient to meet 
all outgoings. to provide for maintenance of 
plant and any depreciation that occurs. to meet 
the interest on the debt which has been incurred 
for the purchase or construction of such service. 
and. furthermore. to provide for the gradual 

. redemption and extinction of such debt. It will 
also readily be admitted that a reserve fund for 
contingenciea should also be created. But wbeD 
all this has been done, and there is stiU a surpJ"" 
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what should be the aim of the administration' 
Should it endeavour to maintain and increase 
such surpluses, as would undoubtedly be done 
by an ordinary commercial undertaking working 
for profit, or should it utilise such surpluses to 
give increased facilities, to, reduce fares and 
rates, and to improve the conditions of the 
employees? ' 

First, let us look at the matter from the stand
point of the community. It seems fair enough 
that the user of a commodity or service should 
pay sufficient for the service rendered to cover 
all the costs referred to above; 1 but if large profits 
are earned over and above the cost of these 
services, and such profits are applied to the 
provision of other services, or to the relief of 
other taxation, users of the railways may rightly 
argue that they are being unduly taxed, qua 
users of the railways, to pay for other services, 
thereby relieving other people who do not make 
the same use of the railways of their burden of 
general taxation. This is much clearer if we 
regard the question as it applies to municipal 
trams, although the principle is precisely the 
same when applied to a national railway system. 
If a municipal tramway system makes an annual 
profit on, say, £10,000, which is applied to the 
general relief of the rates, the rates to be col
lected from the general body of ratepayers would, 
of course, be diminished by that sum, contri
buted ,wholly by users of the tramways. The 
citizen going to and from his work would not 
, I Th1a l'easonln, appliee to bridge8-lD fact. nothin, 
IeeJDa Ialrer than to urge that thc.e per80lllI and vehiclee 
whleb make WMI of lUelt • emce mould bear their lair 
ahare of the eoet-but in practice it has been found more 
economical to eommunaliae our brldlfee, the coR being 
thrown upGll the whole community. 
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merely be paying m. ordinary ahare of the cost 
of drainage, road maintenance. and other publio 
services. but would be contributing a further IWD 
to the upkeep of those aervices, limply because 
he used the trams. ·Why,' one can imagine 
him asking. • should I be penalised in tm. manner ,. 

It is precisely the laDle with a national ayatem 
of railroads. Unfortunately. with the constant 
and growing need for augmented revenues, the 
temptation to harassed Chancellon of the Ex
chequer to make use of railway surpluses for 
general purposes is nch that there iI a great 
temptation to regard a State aystem of railwaya 
as the national milch cow. Thil Wal for yean 
the case in Prussia, which, after providing for 
interest and redemption of the railway debt, 
has contributed to the national exchequer no 
less than £150,000,000. 

It amounts to this, that any profit over and 
above the legitimate charges referred to in the 
opening paragraph of thil chapter. derived from 
a public service, is nothing more nor less than 
indirect taxation. and iI to be regarded exactly 
as a duty placed upon railway travel and the 
transport of goods by rail, as the present duty 
·upon tobacco, tea, augar, and other dutiable 
articles. National necessities may be such as 
to justify the imposition of such taxes, but then 
let it be clearly understood that they are taxes. 
In the case of Company-owned railway ayst.ems, 
the whole question does not, of course, ariae. 
We do not then call the surpluses 'indirect 
taxation.' for they do not go to the benefit of 
the nation. but are distributed as dividends to 
. shareholden. What, therefore, is indirect tau
lion in the case of a State-owned undertaking 
is merely profit when it Bows to a restricted 
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number of individuals; there are, however, 
some people who go so far as to regard such 
profits as nothing but indirect taxation, imposed 
by and collected for the benefit of a few people, 
instead of by and for the whole community. 

In view of all these circumstances, how are 
we then to answer the question at the head of 
this chapter? I have little hesitation in saying 
that the need for satisfying the shareholder 
(who naturally enough always hopes for in
creased dividends) baving disappeared, and the 
desire for profits being no longer the driving 
force, surpluses should be utilised to increase 
facilities, to create certain services which con
duce to the prosperity 01 the nation, but may not 
immediately be productive, to reduce rates, and 
to improve the conditions of the workers. That· 
there is nothing Utopian in this idea is shown by 
the fact that the Post Office has for years been 
working more or less along these lines, and that, 
as is pointed out in Chapter IX. (the Railways 
and the Post Office), while the railways are 
seeking to increase their fares and their goods 
rates, the Post Office has proceeded in absolutely 
the opposite direction by increasing the facilities 
offered to the public, by increasing the weight 
of letters and parcels permitted at the standard 
rates, and in many cases actually reducing these 
rates. Prudence. however, dictates that just 
as the well administered company bas a dividend 
equalisation fund, so that in a lean year it may 
be able to distribute the usual rate of dividend 
to its shareholders, a certain reserve fund should 
be accumulated by the railway administration. 
so that in a time of depression the net receipts 
do not fall below the level required to meet all 
the obligations and services already referred to. 
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CHAPTER XVIU 

OBJECTIONS TO B4ILW~Y lf~TJOlfAU8~TJOIf 

State Mafllllemenl u Ie" ejJleienl than CompGft1l 
Mtmagemn&t, IU. /ar uample. in 1M CfU' 0/ 1M 
TelepluYM Syatem. 

No argument has ever been put forward explain
ing why the aame managen and workers who 
are efficient when employed by Companies 
IUddenly become either incapable or malevolent 
when their paymaster is the State. The truth 
is, . of C0111'Seo that some Company-directed 
undertakings are efficient and some are m. 
efficient, and that some Government-ownecl 
undertakings are efficient and others inefficient, 
this being largely a matter dependent upon the 
persons who happen to be in controL II a gentle
man is appointed .. head of a technical under
taking solely because he happens to be a retired 
military officer with influential friendt, he is 
not likely to make a success of the enterprise 
entrusted to his eharge. whether it be a Govern
ment department or a Limited Liability Company
Favouritism in connection with the higher posta 
is, unfortunately. rampant both in Government 
departmenta and commercial undertakings. and 
particularly in the case of the RailW8Y C0m
panies. To get a clear view of this matter we 
must first of aD decide what is the measure of 
efficiency. II the sole measure is to be profit., 
it must be frankly admitted that Company 
ownership will alwaya be superior to Government 
ownership. You eannot give a good and em
ment service, alway. be introducing improve
menta and (resb facilities. pay. your w.ken 
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a good wage, reduce excessive working hours. 
lower goods rates and passenger fares, pay more 
regard to the safety of life and limb on the part 
of both passengers and employees, and at tNJ 
,ame time earn ever-increasing profits. As is 
shown by the case of the Post Office, you can 
do all these things and have an adequate surplus: 
but there is no doubt that a Company working 
the Post Office system could, by clever commercial 
management, such as adjusting rates and refusing 
to carry a letter from London· to Aberdeen at 
a loss (not to speak of from London to San 
Francisco for the same rate), by 'speeding up' 
its employees, and by reducing numerous facili
ties. show much larger profits. As to the 
telephone system. the complaints which arose 
immediately the State took over the National 
Telephone Company's undertaking were shown 
to be unfounded. for no change in the working 
arrangements took place for some time after the 
transfer, and the trunk line service. which has 
been operated by the State for several years, 
has been and is conducted with good efficiency. 
The fact is that the telephone service. from itt 
very nature, never can be entirely satisfactory, 
for there is no method whereby one person who 
Is actually engaged in a conversation can at 
the same moment engage in a conversation with 
some one who is endeavouring to telephone him. 
n is not denied, however, that during the transi
tion stage the telephone system in London has 
been unsatisfactory in many respects, and it 
remains to be seen whether this will continue 
when the State has remedied the great defects 
in construction and equipment which it inherited 
from the National Telephone Company. As 
regards the other departments of the Post Office. 
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can anyone dispute the efficiency with which 
their work is earned out! The telegraph service, 
for example, achieves wonderful results. And 
the ordinary work of the Post Office, in the 
quick and accurate delivery of letters, printed 
matter, and parcels, leaves little to be desired. 
Is there any opponent of State ownership who 
would seriously put forward the argument that 
the State should band over the Post Office work 
to a Company or group of Companies which 
would operate it on 'commercial lines'! When 
the railways are taken over by the State the 
control can at once be taken out of the hands 
of the 1400 directors, mostly amateurs in railway 
administration, and placed in the hands of three 
or five railway commissioners, whilst the actual 
technical working can be carried on by the 
existing general managers of the most important 
railway systems. Can anyone suggest that, 
working the entire railway system of the United 
Kingdom as a whole, the direction of the most 
important of the existing general managers 
would become less efficient' 

There is another aspect .f this question of 
Company venus State in the matter of efficiency, 
which should not be lost sight of, and it waa 
excellently put by Hr F. H. Dent, the general 
manager of the South Eastern and Chatham 
Railway, in hi. presidential address to the 
Railway Students' Association at the London 
School of Economics, on the 22nd October, 1912, 
when he said :-

State management would ftlCeive eveo te. fair 
play from critics than QUI' preeent railway. ftICeive, 
and every little failure would be held· up .. aD 
instance of State rni8management. . 
. This is a most important argument in favour 
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of a State owned and operated systcm of rail
ways, fOJ'. opponents of State activities may be 
relied upon to throw a fierce light upon every 
instance of mismanagement or inefficiency, and 
as, with the railways under the State, it will 
be possible to give full publicity to all such 
instances of mismanagement by means of ques
tions in Parliament, whereas at the present time 
there is no method of laying bare the numerous 
cases of bad management, favouritism, and cor
ruption which are prevalent on the railway 
system, the very action of these opponents will 
be a most potent stimulus towards efficiency. 
and indeed one to be desired. 

On a Stat~ System you hav~ a lot oj Red Tape. 
absenc~ oj Elasticity, and aU sorta oj Petty 
Regulatl'on.t. 

. So far as the experience of most people goes, 
there is every bit as much red tape on a large 
railway system as there is in any Government 
department. It is unfortunately true that in 
anything out of the ordinary, officials are prone 
not to give a decision on their own account, 
but to refer back; this, however, is a disad
vantage not inherent specially to Government 
departments, but really to all large undertakings. 
and is part of the price we have to pay for the 
better general organisation and service resulting 
from that centralisation of industry and admini
stration towards which everything is now 
tending. 

TM making oj so~ Sire Hundred Thousand 
Men Govem~ Emp~oyee, rDOUUllead to cor
ruption. u the Pre8$Ur~ oj such a Large Body 
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0/ Yoter. mig", eaw. PtJr'IW, 10 ".. .. 6U1· 
lor their YOIa 6r offm,., BlUer Coruliliou 
0/ LtJbour. 

Defore answering thia objection the question 
might be put: If it u • corruption , for voten 
to put those people in Parliament whose activities 
they think will most conduce to their own per-
1Ona! advantage, are we to apply the term 
'corruption' to the numerou. railway directors 
who, elected by the general body of volen. we 
their votes in Parliament in favour of the Com
panies whose paid Ie"anta they are' Leaving 
cant on one side, can anyone deny that Labour 
problems are cutting right athwart politics. and 
that it u no longer possible to keep these ques-· 
tions out of political programmes' Any ono 
would think that the railway WOlken, miners, 
and othen had never hitherto exercised any 
p~ on either candidates or political parties. 
when, as a matter of fact. they are already sending 
their own members to Parliament in such num
bers that they wiI1lOOn outnumber the Railway 
Company interest itself in the House of Commons. 
And although neither the minen nor the railway 
workers are State employees, lOme people haYO 
a recollection of both these bodies of WOlken 
having compelled Parliament to suspend ita 
deliberations on ordinary political matters in 
order to deal with the requirementa of these 
bodies of workers. There u not much difference 
between calling upon. Parliament to enforce 
certain demands upon employen (which ParJia.. 
ment bas done at the behest of both the railway
men and the miners) and giving consideratioa to 
the demands of these men .. State employees. 
If there u much in thia argument against Railway 
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Nationalisation, the point holds good with equal 
force so far as the Post Office, Government 
dockyards, arsenals, police force, and the like 
are concerned, and these establishments should 
be handed over to Companies. As a matter of 
fact, the railway vote, like the postal workers' 
vote, is distributed all over the country, and in 
those few centres where railway workers form 
the majority of the electorate, they already 
elect their own representatives to Parliament, 
and in this respect do not differ from the few 
dockyard constituencies, where Government 
employees, likewise in the majority, elect their 
representatives to Parliament. 

You are likely to gel more Improvements and 
more Inventions on a Company-owned System 
than m a State-owned System, where all 
initiative wiU be destroyed. 

This point is not proved. The managements 
of our Company-owned Railways are notoriously 
hostile to new ideas, and a considerable propor
tion of those innovations they have int_roduced 
of late years, such as issuing tickets from auto
matic machines, the use of short motor trains 
and carriages with the erection of halts, have 
been in use on the State-owned Railways on the 
Continent years before they were introduced 
here, In electric traction we are so far behind, 
as compared with the State-owned systems of 
the Continent, that German engineers have had 
to come over here to electrify sections of our own 
railways, e.g. the London, Brighton, and South 
Coast: Railway. 

There is, however, more truth in this argument 
against railway nationalisation than in most of 
~ K 
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those en(''OUDtered, provided the loDowing W. 
. tinction is made: under Company management" 
the principal and avowed object 01 the Company 
being to earn p70fitl lor its lhareholden, every 
. new invention or suggested innovation or improve
ment is regarded solely from tm. standpoint. 
New ideas which would conduce more to the 
comfort and convenience 01 the community thaa 
to profits meet with a cold reception, and often
times with active hostility. For example, when 
one 01 the two Railway Companies controlling 
the service between the mainland and the hIe 
of Wight proposed to construct a tunnel so thai 
train passengers could be conveyed to and from 
the island without transhipment, the othe! 
Company opposed it tooth and naiL When one 
tube railway wished to connect with • certaio 
terminus, it was opposed by other railways; when 
one railway wishes to extend and give increased 
facilities to a certain district, it it bitterly opposed 
by another Company serving a portion of thai 
territory; and tm. opposition is openly made, 
not in the public interest, but because the profit. 
of the opposing Company might be affected by 
such additional facilities being given to the 
public. 

The difference between the attitude 01 Company 
and State owned administrations is marked 
when it comes to measures which would increase 
the safety and weD-being 01 passengers and 
worken, but would be detrimental to profits. 
The writer was in Germany • lew years ago, 
when occurred one 01 the series 01 deplorable 
accidents that have taken place on the British 
railway during the -last few years SeTeraJ 
passengers were burned to death. The Prussian 

-. State Railway Administration immediately had 
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experiments made, collisions being arranged in 
the presence of experts, and as a result certain 
additional equipment was immediately placed 
on all trains. Extracts from The Times and 
other papers showing the superiority of life
saving measures on the Prussian State Railways 
a!t compared with the British Company-owned 
Railways will be found in Chapter VIII.; these 
comparisons, it may be mentioned, having been 
made after the occurrence of another bad acci
dent. As is pointed out in the same chapter, 
Government inspectors report that the goods 
couplings used on the British Railways are the 
cheapest in the world and give rise to many 
dcaths, and the attitude in this regard, inherent 
to a railway system which is worked solely for 
the profit of shareholders, is shown by the 
significant extract from a financial article which 
will be found on page 95. 

If a taxpayer were to express the same view in 
connection with a State-owned Railway system 
immediately after a most distressing railway 
accident, he would probably be lynched I But 
this sufficiently reveals the difference between 
the attitude that is likely to be taken up by a 
railway management which has behind it the 
pressure of shareholders eager (naturally enough, 
and no reflection is here cast upon them) to 
obtain increased dividends, and a railway admini
stration whose primary consideration it is to 
serve the needs of the community in the best 
possible degree. An engine driver on the 
Prussian State Railways informed me that every 
engine driver there had to pass an examination in 
telephony, and that the whole of the system was 
so equipped that at any point, in the event of 
a breakdown or accident, the train· staff could 
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immediately telephone for assistance. Compare 
this with the accidents which occur with too 
terrible frequency on our railwaY' in isolated 
places, where one of the worst features is the time 
it takee before assistance is on the acene. 

In the matter of inventions and improvements 
which make for increased profits. however. it 
must be admitted that there is something to be 
said for the objection here dealt with. The 
incentive to increased gain is keener where the 
system is run wholly for profit, and this being 
so. the brains of inventol'1l and officiala are much 
more likely to be directed towards improvements 
or inventions that would increase profits than to 
improvements or devicea that would merely (I) 
serve the interests of the community. 

The &lUi", SlJJck and Seroka Oft IOfM of 1M 
COfitiflefllaf LiftU 1m Inferitw til tIaoIe of 
1M British Railu!ay •• 

This objection is inconclusive and is not 
fairly stated. Advocatee of Railway Nationalisa
tion have never asserted that every State-owned 
System is superior to every British Company
owned Railway System. Nor is it a question of 
comparing British RailwaY' with Foreign RailwaY'; 
for some Foreign Railway. are Company-owned. 
If we are going to compare foreign State-owned 
Railways with British Company-owned Railways. 
which are we to select for the comparison r 
Certainly not the worst of all the State-owned 
Systems and the best of the British Company
owned Systems. Are we to take the Western of 
France Railway. the German Railway .. or the 
Swiss Railways r And in making our comparisons 
with the British Railways. are we to take the 
London and North Western or the Great Eastern r 
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the Midland or the Caledonian? the· North 
Eastern or the South Eastern? And are we to 
compare a main line service in one country with 
a local service in another? All these points are 
important. I have travelled on local lines of 
the Midland Railway where the rolling stock 
wa~ atrocious. It is not enough to limit one's 
investigations to the train service between 
London and Manchester; ask the inhabitants 
of Walsall what they think of the Midland Rail
way. To institute comparisons one must make 
the conditions equal. I have travelled in old 
third-class carriages on the Belgian State Railways 
which were dog-kennels compared with the 
third-class carriages of, say, the London and 
North Western or the Midland lines; but a second
class journey on the Belgian State Railway 
would have cost me less than the third-class in 
England; and, on the other hand, I have travelled 
in third-class carriages in England much inferior 
and certainly much less sanitary than carriages 
of the same class on the Belgian, Swiss, and the 
German State Railways. I have travelled from 
Euston to Glasgow in a third-class carriage so 
recently as January, 1912, when the rain dripped 
through the ceiling. As one who travels some 
thousands of miles every year in Europe, I have 
no hesitation in saying that, on the whole, the 
rolling stock on the State-owned railways of the 
Continent is superior to that in use in the United 
Kingdom, and that the comfort of passengers is 
looked after to a much greater degree, as, for 
example, by the provision of folding tables in 
third-class compartments, better waiting-rooms, 
cheaper and superior refreshments, and increased 
facilities for the obtainment of the same. On the 
other hand, the British system of platforms on 
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a level wiih the footboard is superior to the low
level· platforms in vogue on the Continent and 
in America. and the speed of express trains o. 
one or two of our best lines is IUperior to that 
on the generality of the State-owned lines of the 
Continent. Because we nationalise our railways. 
it is not to be assumed that because we take to 
ourselves the advantages which other nationl 
enjoy by means of their State-owned aystema 
run in the public interest, we should necessarily 

. forgo those things in which we have the 
superiority. 

Competition rTUUlM moT' Faeilitiu for the Publie. 

Only between certain towns, and these facili
ties are now being reduced. for, in the words of 
Sir w. Guy Granet, general manager of the 
Midland Railway, 'The paradoxical position 
under the rule 01 unlimited competition is that 
competition must be restricted or ruin will 
inevitably lollow." 

Increased facilities granted to cerbUn favoured 
localities have to be paid for by other localities 
where the Company bas a monopoly. It is small 
consolation to the daily passenger on a wretched 
slow subUl'ban service. travelling hall-frozen on 
winter days in unheated carriages, to know that 
the lew people journeying between London and 
Manchester travel in fast well-appointed corridor 
trains. 

HO'III oboul the Frmela SItJte 114ilfDo.y., .A" 
they '"" lleing fIJO'rked III CI Heavg Lou and 
rhth fret/ue1Il .AecideftU _ all other IOTtI oj 
dis~' (here the objector usua1I1 
becomes vague)_ 

I Repon to Bou4 of Trade. ·19O'f. 
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There are well-administered State Railways 
and badly-administered State Railways, just as 
there are well-administered Company-owned 
Railways and badly-administered Company
owned Railways. The case for Nationalisation 
of Railways is that, of the two systems, the 
State-owned system is much better adapted to 
the needs of the community, and is in obedience 
to the whole trend of modem business manage
ment, which is towards large units. Let us, how
ever, examine the French State Railway System 
a little more closely; There are two French 
State Railway Systems. The old one has been 
in existence for many years, and consisted of 
a number of derelict lines which the State took 
over in the public interest. This system has been 
well managed and has always been the first to 
introduce reforms-for example, it was the 
first to heat all its carriages in the winter (years 
before the British Railway Companies com
menced to think about it), and carried third
class passengers on its day express trains at a 
time when the French Railway Companies 
compelled third-class passengers on their systems 
to travel at night. The French State System 
which most objectors have in their minds is, 
however, that of the Western of France Railway, 
which public opinion compelled the State to 
take over in the year 1909. This system had 
been a drain on the French exchequer ever since 
its establishment, and its management was so 
atrocious that it became a byword throughout 
Europe. Public indignation with the Company 
reached its culmination when one moming, 
thousands of passengers, infuriated at several 
hours' delay, destroyed the glass roof of the St 
Lazare terminus in Paris by stone· throwing, 
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instead of waiting for the roof to collapse of ,its 
own accord, as oocurred at Cbaring Cross Station 
some years ago. (Had Cbaring Cross Station 
belonged to a State-owned Railway System, 
instead of to a Railway Company, it would have 
been put forward as an argument against 
nationalisation.)In the face of great opposition 
on the part of interested parties, the French 
Government carried through the nationalisation 
of the system, and found that it had taken over 
an almost derelict line in dreadful repair, with 
equipment even worse than that in use on many 
of the local lines in the United Kingdom. That 
accidents should be frequent on a system with a 
permanent way that had been left to go to rack 
and ruin, with engines that were continually 
breaking down, and an obsolete equipment of 
line, is no cause for wonder; and accidents 
had been of frequent occurrence for years. But 
the moment the State entered into possession of 
the line, not even a minor accident could occur 
without special prominence being given to it in 
the Press, whereas when similar accidents occurred 
on the Co~pany-owned systems of France, they 
were either dealt with in a short paragraph or 
were not reported at all. And then, because 
the French Government, since it took over the 
system, is expending millions every year on 
betterments and is showing worse financial 
r~ults than the Company it dispossessed, critics 
wish to hold it up as an example of the failure 
of nationalisation I What they do not report is 
that a steady improvement has been in pro
gress ever since the system was nationalised. so 
much so that the Association of Season Ticket 
Holders on the line presented an addres~ to the. 
general manager, felicitating him upon the vast 
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improvement that had taken place in the service 
since the State took over the line. 

As is shown on page 158, the railway experts 
sent to France by our own Board of Trade 
report that the State administration has eHected 
an improvement over the state of affairs obtain
ing when the system was Company owned, and 
the following extracts from. reputable London 
papers not at all prejudiced in favour of State
owned undertakings deserve publicity:-

Under an energetio Minister and a practical 
general manager, the Ouest-Etat Railway Is making 
strides towards perfection. Presently one of the 
jokes of the caf~ concert will have lost ita point. 
The trains positively run to time nowadays, and now 
other reforms are to be instituted. During this 
week a summer service will be established between 
Paris and Trouville, which will accomplish without a 
stop the 219 kilometres that separate the capital of 
France from the summer capital of pleasure. 

For the first time in history the Paris train will 
rush disdainfully through the great glass-roofed 
station of EvreUll without drawing breath, and reach 
the Normandy resort in 2 hours 45 minutes. If this 
Is not a terrifying speed, it is a very respectable one, 
effecting a saving of more than sixty minutes on the 
route, and representing an even fifty miles an hour. 
And beyond that pace the Ouest-Etat trains are 
forbidden to go, the chief desire of the administration 
being to avoid accident. 

A SOLID BOAD. 

This laudable ambition is aided by the fact that 
new rails now lie between Paris and the sea-rails of 
good, solid construction; at the same time, the road
bed is well ballasted. Added to this, the bridges 
and viaducts have been strengthened. Three non
stop trains pass by Evreu to Trouville or to Paris 
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during the day. The first leaves Paris at three 
o'clock, or rather lah. 45m., to arrive at the 
fashionable resort at 18.29--that is to say, in two 
hours and three-quarters, less a minute. The time 
hitherto has been four hours. 

Another train leaves Trouville at 8.43 in the 
morning to disembark its passengers at the Gare St 
Lazare at a quarter-past noon. And, finally, a third 
train, which already exists, but has been quickened 
for the occasion. It leaves the Norman beach at 
half-past three and arrives here at half-past six. 

And one hears excellent accounts of the work that 
is now going on between Paris and Dieppe, which 
will accelerate the journey and augment the traffic 
between England and France. The line is being 
doubled in some of its sections. 

The State has resolved, evidently, upon a forward 
policy, which is bound to have a favourable result 
upon traffic earnings, though, for the moment, the 
deficit has been increased to a formidable extent. 
On the suburban lines steam traction will give place 
to electricity, and the development which is expected 
to result will rendcr more than ever necessary thc 
proposed enlargement and improvement of the Gare 
8t Lazare.-Pall Mall Gazet'.e, 9th July, 1912. 

NEW STATE TRAINS. 

I saw some of these trains dart out from the 
Invalides Station. They consisted of two brand-new 
electric Pullman cars, beautifully painted in green 
and white, the colours of hope and integrity •. They
shot out of the station towards the Champ de Mars 
at Intervals, like birds let loose from· a trap at a 
pigeon-shooting contest; and trom the bridges along , 
the subway people looked down in wonder at the . 
novel sight. The State Railway had waited for the 
day of the ..Presidential Election to inaugurate its 
new cars and auto-motors, and the innovation 11M 
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greeted with applause. At eleven o'clock one could 
take a seat In one of these trains, pay a Hying visit 
to Versailles, l8y "Bonjour" to friends lunching at 
the Hotel des Reservoirs, be back in Paris at noon, 
and lunch comfortably at home, all thanks to the 
innovation of the State RaUway.-Daily Telegraph, 
18th January, 1918. 

It is not, however, claimed here that the 
administration of the Western of France Railway, 
arter it was taken over by the State, was good. 
So far as I have been able to ascertain the inner 
history of the undertaking, the state of affairs 
for the period immediately following nationalisa
tion was little, if at all, superior to that which 
obtained under the old Company regime. Many 
of the higher officials of the Company who 
remained in the service of the State showed a 
sullen hostility to the new regime, and there is 
possibly some truth in the assertion that many 
people were given jobs on the railway through 
favouritism. The advantage, however, of State 
ownership is that, as has already been pointed 
out, it is so exposed to public criticism, and as 
a result of the complaints that were made follow
ing upon one or two accidents, the French 
Government found itself compelled to make 
a clean sweep of many of the officials. Now the 
reformed administration is making its effcct 
perceptible, large sums of money have been 
voted for a thoroughgoing improvement of the 
system, which is to be transformed, many parts 
are to be electrified, and it is the intention of the 
French Government to make the Western State 
Railway one of the model systems of Europe. 
A few years will show whether this is accom
plished or not. 
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Ou, Good8 Serviu .. FtMter than tJuzl of 1M SIiIU
oumed Railway. of 1M Continent, 

Thit is only half ltating the truth. The 
transport of goods on the Continent baa developed 
along lines entirely different from those on which 
it has developed in England. and baa been much 
more systematised. There is the ordinary slow 
goods traffic (petite Weaae), which is certainly 
slow according to the English idea, occupying 
between three and four days for a journey which 

. in the United Kingdom would take between 
one and two days; but this petiU fliwae service 
is exceedingly cheap. Then there is the faster 
goods service, for which a higher rate is charged. 
and in connection with which, on payment of 
a small fee, the railway administration absolutely 
binds itself to deliver within a certain number of 
hours, and if it does not carry out tbiJ under
taking has to pay the consignor an indemnity 
regardless of whether he had suffered any loss 
by the delay or not. But over and above tbiJ 
different system, there is the one great fact that 
in countries where the railways are owned by the 
State, the railway system and the Post Office 
are &0 closely interwoven that most of the eon
ligaments which in the United Kingdom have to 
be sent as goods traffic are carried by parce18 fO!' 
at much lower rales; for in these eountries It is 
possible to send by parcel post eonsignmeots 
weighing up to 1 cwt., which are delivered 
with the same celerity that is displayed by our 
Post Office in eonnection with its smaller parcel 
post traffic. The advantages to the manufacturer 
and trader of being able to IeIld consignments 

. of goods of any description weighing up to 
1 cwt., to any part of the country at one fixed 
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charge, regardless of distance and with the 
assurance of delivery on the following day, can 
hardly be over-estimated, and a system of this 
sort places the most remote country districts on 
an equality as regards cost of transport with 
places in the vicinity of the big towns and centres 
of production. This one realises most vividly 
in Switzerland, where right up in the mountains, 
a three hoW'S' railway journey and a four hours' 
mule journey from the nearest large town, one 
lees bicycles, sacks of produce, etc., being deliv
ered by the Post Office at the one uniform rate. 
The charge for transporting a package weighing 
i cwt. from anyone portion of Switzerland 
to any other, by ·the post, is 8s.; and a 1 cwt. 
package is carried for the sum of 5s. 11., whilst 
the maximum British weight of 11 lbs.; goes for 
'd. in Switzerland. 

State Railway Systema have trouble with their 
Worker" as, for example, Italy, Australia, 
and France. Under the State the Men ar, 
likely to agitate more than where Busine88 i8 
carried out on Commercial Line,. 

So far as I am aware, no one has ever said 
that State systems never have trouble with their 
workers, but I am certainly prepared to go so 
far as to say that State ownership means less 
labour unrest and fewer strikes. We have a 
good instance in our own country. The Pos~ 
Office is run by the State and the railways are 
run by Companies. For many years past there 
has been an agitation on the part of both sections 
of workers for improved conditions, but when 
have we had a general strike of postal employees! 
Control by Companies directed. by gentlemen 
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who are entirely out of touch with, and whoUy 
unsympathetic towards, their worken, and are 
not subjected to criticism and the Ileal'ChJight of 
public opinion, u g the case with every public 
service. has caused hundrecb of sectional out
breaks on our railways. two of them of 10 wide
spread a nature that Parliament hal been forced 
to intervene. One of the objectioDi urged against 
nationaJisation by many people g that the 
worken immediately get better pay and con
ditions; this of itself diminishes the labour unrest 
and to a certain extent IesseDi the likelihood of 
a serious agitation. Whether under State or 
Company control, we are never likely to be wholly 
free from agitation, for what business man finds 
himself wholly freed from requesta on the part 
of his staff for rises! The strange thing is, that 
when such a request comes from railway worken, 
it is termed • agitation.' Knowing that their 
grievances or requesta wiD be duly ventilated 
by means of questions in Parliament, worken 
on a State system are much leu likely to revolt 
than is the case with management like that at 
present in control of the British Railways. 

The main point in aD these labour disturb
ances is: Do the fact. of the case justify the 
workers' demands! With State ownenhip, 
which means the publication of fuD statistical 
data, a discontinuance of the process of watering 
eapitaJ, and the cessation of petty persecution, 
all such questions would be dealt with on their 
merits; all the card.t would lie on the table, and 
public opinion would be· the determining factor. 

For these reasons, atrikea are of much rarer 
occurrence on State niIway aysteJns than on 
Company-owned systems. In FraDee, the men 
on the Company-owned lines were out on strike 
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for concessions, most of which had for some 
time been enjoyed by their co-workers on the 
State system, who struck with them from a sense 
of solidarity. On the French, German, Swiss, 
and other State Railways, workmen delegates 
have seats on Advisory Councils or Boards of 
that description, and are in much more direct 
touch with the administration than has ever been 
the case in this country. From the point of view 
of labour unrest, I see no possible solution other 
. than that of nationalisation, which, by reason 
of the vast economies described on page 202, 
is the only method whereby sufficiently large 
sums can be set free to permit of the granting of 
the just demands of the men. 

To Purchase the entire Railway System of the 
Country woulrJ mOTe than double the National 
Debt, anrJ with C01I8ols 80 low that they (mly 
yielrJ 8 per cent., this woulrJ be absurd. 

The first part of this objection reveals ignor
ance of the first elements of business and finance. 
If a large Company, like J. & P. Coats, Lever 
Brothers, or Brunner, Mond & Company, issues 
fresh capital or Debentures for the purpose of 
buying up some fresh business, no sane share
holder protests that it is 'increasing its indebted
ness.' At the present moment, the • debt' of 

. the Railway Companies (for capital is also a 
'debt,' the 'debt' being to the shareholders) 
exceeds £1,824,000,000, and if the State were to 
buy up the whole of their assets and issue 
£1,175,000,000 Government Loan in respect 
thereof, it would not be increasing its real or 
net debt at all, any more than I, if I buy a house 
for £600 and. borrow that sum on ~ts security, 
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am increasing my net indebtedness. It must 
be remembered that the tl,826,OOO,OOO of 
Companies' debt would be wiped out, or nther 
replaced, by • Government Railway Loan. 10 

that while the assets remain the aame, the amount 
of nominal indebtedness thereof would ruIllll 
lie reduced. 

The objection that the issue of 10 enormous an 
amount of Government Railway Loan would be 
likely to bring down the price of Consola and 
other Government securities Itill further baa 
more justification than most of the other objec
tions raised. and the opention would have to 
be handled carefully. On the other hand. .. 
pointed out above, the operation doet not involve 
the creation of any fresh debt, aeeing that at least 
an equal amount of securities at present in the 
hands of the public would be cancelled; it 
amounts really to • conversion. and if the holden 
of a large portion of existing railway securities 
either refused to take the new Government Loan. 
or .old it as soon as received ~according to 
whether the terms of the purchase gave them the 
option of stock or cash, or compelled them to 
take payment in Government Loan). this amount 
of capital would be set free seeking investment 
in some quarter or other. and if these millions 
found their way into other securities of the aame 
class, the price of these would rise 10 much that 
the Government Railway Loan would in com
parison be • most attractive invest.menL When 
• Government converts ita Loan into one yieldiJll 
lower interest, it usually employs the aervices 
of a syndicate of bankers and fiDJUlCial houses 
to carry through the operation (Messrs. Rotha
child did this • year or two ago for the Brazilian 
Government). and if done in this fashion. there 
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need be no fear of any serious dislocation in prices. 
In fact, by making the Loan redeemable at par 
within a fixed period it would become a more 
popular investment than many of the Railway 
Debenture stocks, holders of which have lost 
a large portion of their capital in view of the 
heavy depreciation that has taken place. 

CHAPTER XIX 

WHAT RAILWAY MANAGERS TmNKl 

ARGUMENTS IN FAVOUR OF ONE SYSTEM 

I submit tbat amalgamation, or working agree
ments equivalent tbereto, may with advantage go 
further, and for tbe following reasons :-

There are Companies whose geographical position 
and circumstances are such as to determine tbe 
desirability of amalgamation in tbe public interest, 
apart altogether from flnancial advantage to tbe 
Companies concerned. 

Where such Companies are competing for a large 
volume of business, as tbey generally are, by circuit
ous routes, and hauling traffic, it may be, fifty or 
sixty miles farther by one route than by tbe otber, it 
constitutes something little short of national waste, 
provided always tbat tbe shorter route is able to deal 
with tbe traffic on line and at terminal stations. 

Passenger train services which could be far better 
arranged to meet tbe public needs are duplicated, 
and cross-country and branch line trains connect 
with one main service only, and that often tbe worse 
of two routes. 

Where running powers are exercised under such 
circwnstances tbey are to tbe detriment of tbe 

1 The headings are mine.-E.D. 
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general train accommodation 01 the cfistrict, otkn 
adding to the troublel 01 an already congeat.ecl main 
line, and are duplicate. which would be eaaily 
avoided under one managemenL 

10 the collection and delivery 01 merchandiM and 
parcela, the atreet. are burdened by UDneceaaary 
vehicle&, due to the employment 01 two where one 
would well IUfIlce. 

The availability for tramo generally 01 receiving 
and delivery depots of each 01 8UCh companiel would 
eecure to the public additional and often much needed 
faciIitiei for morter and more expeditioul, and, 
consequently, leu costly cartage. 

The interchangeability 01 ticketl by 8UCh eom
peting routea mould not fail to be 01 great advantagf 
to the travelling public. 

Then there is the financial advantage gained by 
the fusion 01 routes, providing thereby alternative 
ways for the eonveyance 01 traffio between principal 
centres. The eongestion of one route which, In Ita 
singleness, eould only be met by capital outlay, can 
be relieved by the alternative route being In the 
bands 01 the one eon trolling agent who can use the 
means of eommunication at his dispoIIaI to the belt 
advantage, and get run economic resulta from the 
original capital outlay on the line. 

The expenditure of new capital upon a congelt.ecl 
route really amounta to waste when an alternative 
route, albeit in the banda 01 a rival Company, BUfficl· 
ently clear to deal with the traffic, is available. 

The expeOlle 01 a second executive would a1ao be 
saved. 

Another important result to be acIUeved by auch 
amalgamations is the broadening of the ana of 
revenue 8uctuatioo. Where a Company to-day relia 
main1y upon one induslrJ', or one IIOUI'Ce or tramc, 
be it coal or be it eotton, miacellaneoua manu.lactures 
01 iron and steel, or agriculture, or pa5IIeIIgeJ' bw;~ 
01 a suburban character, or pleasure traIJlc to the 
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seaside, and that particular revenue is, by reason 
01 depreasion, seriomly reduced or fluctuates as 
between awnmer and winter, the effects are damaging 
to the community in more ways than one. 

Firstly, practice-indeed, neoessity-compela such 
Company to employ a not inconaiderable number 01 
casual hands. at once the worst lorm 01 labour lor 
the employer, and the moat demoralising to labour 
itsel'. 

In the instance of winter goods traffic being heavier 
than in summer, labour is displaced, and grades and 
pay reduced, unless increased passenger business is 
sufficient to absorb the surplus. 

A financially weak railway is unable, by reason 01 
its inherent weakness, 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 
traffio having outgrown the limits of the line as 
originally constructed, or for an alteration in or 
augmentation of equipment which the changed con· 
ditions of trade or traffic may have made desirable. 

SIB SAM. FAY, 
General Manager, Great Central Railway. 

(llltmOr'Gfldlnra 10 Committe. 0/ Board 0/ Trtuk Railway 
Conference, 1909. . 

DIVIDED CONTROL MEANs W A8TB 

What I see advantageous is, that where railways 
are wasting money by divided control and by com
petition of little or no public utility in districts where 
their geographical situation and their intercommunica
tion makes alliance natural, then they should be 
encouraged and given the fullest facilities for com
bining into one system, provided always that the one 
system is well within the administrative powers 01 a 
single executive. 

On this latter point we have, I think, some guide 
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from Germany, where, forming the PruaIao State 
Railway.. there are 21 railway cIist.ricta having each 
eeparate rate .ooedul~ practically IepU&te equip
ment and management. 

SIB SAX. FAY, 
General Manager, Creat Central Railway. 

(Memorandum to Committu 0/ Board oJ Trade RailfMJ 
Con/ermce, 1909. 

In the aervice of cartage. competition Ieada to 
expenditure which would be unneceuary if It did not 
exist. Vans are IeDt out with light Joada In order to 
aecure the earliest delivery, and In many cue., and 
particularly In the IUburbi of larger towns, two or 
three vans will be engaged In delivering light loadl 
which could easily be conveyed In ODe. 

Again. the deliwry boundariea of the nriouI 
eompaniea extend Into each other'. cliItrictI, and 
thus there is a considerable owrlapplog and waste 
of resourees. 

SIB Ca.ut.u 3. 0wEHa. 
General Manager,London and South Western Railway. 
(Memorandum to Committu 0/ Board 0/ TY'ade llIJibtJq 

Con/ermce, 1909.) 

Certainly all capital bad Dot been wilely expended. 
The traffic to and from the countiel of SUIIIeX, Surrey, 
and Kent, even with the Continental traffic added. 
ought Dot to require a tunnel under the TbameI and 
five bridget over it, four of the latter each eanyiDg 
leveral lineI of rails. 

lIB F. IL DIacT, 
General Manager, South Eastem and Chatham 

Railway. 
('{ddreu to 1lailma1l SIudml¥ ~ nporIe4 ill 

• RailuKJy GtzzeIk,' 25th Odo6er, It12.) 

There is IItiII another eeoDOIDy common to both 
eIasses of amalgamation, which deeens earefuI 
eon.aideration, and that is the ecoDOIDy which would 
ftSult from greater unilonnity of rolling Itoclt and 
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railway plant generally. Perhaps no better illustra
tion can be given 01 this than brakes. It cannot but 
be disadvantageous that the East Coast route Irom 
London to Scotland should be in the hands ot three 
.eparate companies, two 01 whom use the Westing
house brake and the other the Vacuum, involving an 
expenditure in 'dual fitting' which would never have 
been incurred had the route belonged to a single 
company. 

l\Ia A. KAYE BUTrERWORTB, 

General Manager, North Eastern Railway. 
(Memorandum to Committee oJ Board oJ Trade Railway 

ConJerence, 1909.) 

Competition between the various railway. led the 
Companies to offer certain facilities trom which, 
however, the public generally gain little or no advan
tage. For instance :-

(A) A Company having the longer route, had, 
ill order to compete with a Company with a 
shorter route, to run their trains at a greater 
speed and sometimes extra trains in order to 
give an equally good serviee; 

(B) For the same reason the competing Companies 
carried light loads of goods in their wagons, 
thus using a larger number of wagons than 
would have sufficed 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 Consignee's premises, for the purpose 01 
competing with its opponents, whose station 
was better situated for securing traffic. In many 
cases the competition 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 
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periods), and in mao7 CUeI han received DO 
payment for the accommodatloD provided; 

(E) The Companiee in competition with each other 
have allowed their wBiOna to remain under 
load for long periods, free of c:harge, with ooaI, 
ore, and other deacriptiona of raw material 
forwarded to worb in quantit.lea beyond the 
capacity of the &radell' Itorage acconunocJa.. 
tion; 

(F) In mao7 C88eI unreasonable claims bave been 
made b7 lOme badera and paid b7 the Rall· 
way Companiel in order to retain traftlc; 

(G) There is • number of undertakings (Joint 
Lines, Joint StatioM,etc.) owned Joint!7 by two 
or more Railway Companies, and the contending 
interesta of the Owning Companies involve the 
employment of leparate Itaffa for the manage
ment and maintenance of these undertakings; 

(H) The. exigencies. of competition have rendered 
it necessary for the Companiee to maintain 
at 1arge cost • staff of Canvauera and other 
Agencies (such as Offices for the reception of 
goods and for booking pauengera) whlch 
would otherwise have been unn_ary. 

With regard to (A), (B), and (C), although the 
practice involved the Companies in conaiderable 
expenditure, it is obvioua that the tradera could 
receive no profit or advantage from the competitive 
effort. of the Companie8. 

With regard to (D) and (E), the traders who did 
not provide suftlclentwareh01lleand Itorage IICCOIJlIDOo 

dation would doubt1esa benellt b7 the Itorage pr0-
vided b7 the Companiel at stationa and in wagona, 
but, on the other hand, this was unfair to the tradera 
who incurred the expense of providing acc0mmoda
tion 8Ufticient for their requiremeota. 

With regard to (F), the practices of lOme tradera 
were a aerioua burden 011 the Companie8, and, 011 the 

..other band, the pe.ania"7 ..s-&age pined b7 tl:cm 
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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, etc .. 
would effect economies in their management, without 
detriment to the intereata of the public. 

With regard to (H), the employment of Canvassers 
and other competitive AgenCies forms a substantial 
burden on the Companies, and it is doubtful if the7 
bestow any appreciable benefit on the traders. 

The late Ma R. MILLAB, 
General Manager, Caledonian Railway •. 

(Memorandum 10 Committee 0/ BOQTd 0/ Trade Railway 
Conference, 1909.) 

MANy SO·CALLED 'FACILITIES' OF LITI'LB VALUE 

Whether competition from the point of view of the 
Railway Companies has not b~en 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 ex
ample, more trains are run between many competi
tive points than are really necessary even from the 
point of view of the most exacting traveller. Man
chester 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 58 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 80 between the same 
hours, while there Are '1 from London in the hour 
betwcen 12 (noon) Dnd 1 o'clock and 7 from Man
chester between 10 and 11 a.m. Making due aIlow
nnce for the accommodation of intermediate towns, it 
is obvious' that some of the trains betWeeD London 
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and Mancbeater are UIlDeCeII8IU'7 and could be en.. 
penaed with by arrangement between the compaoJes 
interested, and without any m&I disadvantage to the 
travelling public. The Compania do DOt require 
Parliamentary authority for this Itep. 

!ria A. Bz.uLaY, 
General Manager, Taff Vale Railway. 

(Memoratadum to Committee 0/1loard 0/2'raM ll4ilaIaJ 
Con/ermee, 1909.) 

MANAGEBS ILumICAPPBD BY PlutaEJIIT SYft'UI 
Another direction In which advantage to the 

public might be looked for ia In greater freedom of 
action on the part of the manager of a nOway where 
competition hu been to a great extent eliminated, 
and 10 greater power ia given him to try experimeot.l 

SI& W. GUY GLUlET, 
General Manager, Midland Railway. 

(Memoratadum to Committ« o/lJoaTd 0/ T,GdI ~ 
Con/ermee, 1909.) 

Moreover, it ia not merely that the abeence or 
competition would In itself necessarily put an end 
to a great deal of IInnece-ary train or wagon mi1eage, 
but, by freeing the officera of the two companies from 
the necessity of IpeDdiog their time in ICheming bow 
to aecure traftic for their own line, it would enable 
them to throw their best drort.l into what, under 
an ideal 8)'IItem. would 8eeDI to be the proper c:Iwmd 
for the effortl of the braio-worken on a railway, viz., 
on the operating aide, devising how best to combine 
economy and efIicieney or working, or, In other words, 
bow to give to the public the greateat facilitia at the 
least cost, and, on the ClOIIlJI1erCiaI aide, trying to 
aeate and fOllter DeW iodUBtriea and gmeraIly to 
develop to the fullest extent the I'eIOUnlrS of the 
clistrict which the Compeoy ex.ist.I to aerve. At 
Pl'e8eDt much of the time and energy or the more 
highly-paid offidala of a Railway Company ia taImI 
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up with work in which the trading community has 
no Interest, and which is only rendered necessary in 
the Interest of the shareholders whom they serve by 
the keen competition which exists between Companies 

MIl A. KA VB BUTrERWORTB, 
General Manager, North Eastern Railway. 

(Memorandum to Committee oJ BOClTd oJ TTade Railway 
ConJerence, 1909.) 

Where the State Railway officer would gain would 
be in the cessation of questions arising out of the 
conflicting interests of Railway Companies; he would 
not have to be constantly resisting demands of 
public or Parliament. • • • On the whole he would 
have more time to devote to the real business of a 
railway manager or Buperintendent, i.e. the opera· 
tion of traffic. . 

MIl F. H. DENT, 
General Manager, South Eastern and ChaUlam 

Railway. 
(Address to Railway Students' Association, repOTted in 

• Railway Gazette,' 25th October, 1912.) 

UNn'ICATlON MEANs VAST ECONOMIES 

Otherwise, an amalgamation between competing 
Companies not only makes possible the minor econo
mies already referred to as possible in the other class 
of case (e.g. reductions in the number of directors 
and higher officials, etc.), but would often enable 
considerable sums of money to be saved in other 
ways 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 necessary to spend large sums of money in 
canvassing against one another, and if competitions 
were removed by judicious amalgamations, the greater 
part of this money could be saved. How much of 
the expense of canvassing can be saved by a particular 
amalgamation depends, largely, on the nature of the 

.... L 
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eompetition left: if two out of three oompetiton Joia 
handa, probably the laving under thJa bead wiD 110& 
be great. whereas if the effect 01 the amalgamatioa 
were to put an end to competition In deftned areu, 
the laving might be considerable. 

Ma A. IUn BtlTl'Uwoanr. 
GeneraJ Manager. North Eastern Railw.y. 

(Memorandum to Curnmitla of Board oJ TrtuJ. RailrDaJ 
Confermee. 11109.) 

The amaIgamationa which resulted In the 1ft 
existing Scottish undertakinga limplifted the railw.y 
arrangements 01 Scotland, and enabled economJe. Co 
be effected in working and lJIIIIIageIDent, .. weD .. 
the giving of IeI'viceI and facWtiea to the traden and 
the public which would haft been quite Impoaible 
with a large number 01 comparatively IIDaII railwa,... 
and the arrangements which at praent nJat amooc 
the flve Companiel with regard to routing 01 trafBc 
and mutual availability of tickets have done IOIIJeo 

thing more in the aame direction. Tbere .. DO Ie8IOD 
to believe that • further ICheme -01 amaIgamatioD 
which would unite In one aD the railwaYi 01 Scotland 
would not have the aame beneficial results .. attended 
the amaigamationl which have already takeD place. 

There would. by aucb an amalgamation of the flft 
nwwa)'l, be Aving (1) In the cost of direetioa. 
management, and mff generally: (2) ... result 01 
the common UIIe of working Itock and plant: (8) by 
the discontinuance of duplicate IefViceI and 1lati0a8: 
(4) in the cost 01 advertisiDg and eao--mg at 
present considered needful for competitift reuooa; 
and (5) in the aimplifying of the whole arrangemenll 
of the Companiea. particularly in connectioa with 
joint l.ina, escbangea 01 tramc, running powen, etc. 

IIa W. F • .lACDOJf, 
General HaDager, North Britilb Bailway. 

(Memorandunt to CtnrtmilI« oJ Board of Trcr4e Rai-, 
Conference. 11109.) 



RAILWAY NATIONALISATION 248 

UNIFICATION MEANS BE'l'TEB SUVlCEII 

Paradoxical 81 it may seem, a reduced passenger 
train service between competitive places 81 the result 
of combinatiolll between Railway Companies gives 
the publio a more frequent service. Under competi
tion the trailll of two Companies are frequently 
arranged to leave a town at or about the Bame hour, 
and it fa obvious that, although a passenger baa a 
ohoice of two routes at the same hour, he can only 
use one. Under combination, the reduced number 
of tmilll are arranged for departure at separate times, 
and (with an inter-available system tor the use ot 
return tickets) the passenger h81 more frequent 
opportunities ot trav.elling. 

The Late MB R. Mu.L.uI, 
General Manager, Caledonian Railway. 

(Memorandum to Committee oJ Board oJ Trade Railway 
ConJerence, 1909.) 

No REAL COKPETlTJON 

AB regards charges, it cannot be pretended that in 
Great .Britain competition has done much, it any
thing, to bring about a reduction. In very early days 
those who thought over railway problema saw that 
anything like competition in charges was out of the 
question, it Railway Companies were to pay dividends, 
and almost from the first combination took the 
place ot competition so tar as charges were concerned. 

At the present time practically aU rates and tares 
(including in those terms the conditions ot the 
contract of carriage 81 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 competition 
ot routes fa that they are fixed on the distance by the 
shortest route, 80 that the charges by the longer 
route may be said to be reduced by competition. 
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But tbJa Sa not a reductiOB 10 any real IeDIe 01 the 
word, for it Sa leldom any advantage to a trader that 
hia gooda ahould be eanied at a lower rate per mile, 
If the reduction In the rate per mile .. ollly iD propor
tiOB to the circuitoumea of the route. III IUCh C8IeI 

it Sa the existence of the aborter route, Dot the com
petition between the two, that benefit. the trader iD 
the matter of charge. While competing routa 
between the IllUDe point. afford the most common 
iDstaDcea 01 agreement .. to rata and lara, theIe 
are by no meaD8 the ollly iDltancea. Tbua, where 
two or more placea aituate on different railwaY' are 
themselvea iD competition, the chargea are often 
agreed, ,.g. the rata between aD Inland town and 
two competing porta. 

Apart from rata and lara, the chargee lor aervJcea 
other thaD actual transportation on railway and the 
conditione applicable to them, ,.g. cartage chargee 
aDd rebata, warehouse rents, wagon demurrage, 
etc., are generally agreed between the Companiea 1D 
competitive districts, and iD the Itreu of preleDt 
railway conditione are likely to become inCft8llingly 
BO, BO that we may eay generally that competitiOD 
between railwaY' aerving in the aame district or 
forming alternative routa doea nothing. or nest to 
nothing, in the direction of reducing ehargea. 

1Ddeed, it ia quite likely that in BODIe C8IeI competJ
tiOB may help to keep up charges. Where agreement 
baa to be arrived at, aomebody baa to give way. and 
between a Company wanting a low charge aDd • 
Company wanting • high ODe, it would Dot be aur
prising if OB many occasiona the former had to give 
way. Certainly inatancea could be cited where • 
Company'. 'local' rata (i.e. the rata in which DO 

other Company Sa concerned, and which, therefore, 
it caD fix without conaultatiOD with othera) are on 
• lower baaia thaD its 'foreign' or 'through. ratea, 
and it baa often been stated, and baa DOt, 10 far .. 
I am aware, been aerioualy contradicted, that iD the 
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district which is most free from railway competition, 
viz., the North-East of England, rates are at least 
B8 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 
ott-quoted passage in the Report of the Joint Com
mittee of 1872, and it is a striking commentary 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 opposed 
by the local authority, is the one locality where, 
since 1872, the feature of direct railway competition 
has been introduced. 

MR A. KAYE BUTl'ERWOllTB, 

General Manager, North Eastern Railway_ 
(Memorandum to Committee oJ Board oJ Trade Railway 

Conference, 1909.) 

UNIFICATION INEVITABLY LEADs TO RAILWAY 

NATlONALlSATlON. 

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 record of successive 
amalgamations. For instance, the half-dozen largest 
railway undertakings in England are made up of 
some 800 amalgamations, and the mileage of the 
railways acquired by purchase or amalgamation (as 
distinguished 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 
undertakings. Unless, therefore, we are prepared to 
admit the possibility of the whole railway policy in 
the past having been in a wrong direction, the infel'
ence is irresistible that combination between railways 
up to a point is desirable, and the only question to 
be considered at any particular time is whether that 
point has been reached, leaving out of view the 
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policy of uniting all railways under one management, 
whicll would almost necessarily mean the manage
ment by, or on behalf of, the State. 

MR A. KAYE BUTTERWOBTH, 

General Manager, North Eastern Railway. 
(Memorandum to Committee 0/ Board o/Trade Railway 

Crmference, 1909.) 

So long as the present relations between the rail
ways and the State continue, it seems certain that, 
subject to proper safeguards in the interests both of 
the public and of other Railway Companies, consider
able benefit would be derived by extending the oppor
tunities for diminution of competition between 
Railway Companies. 

Whether more extensive benefits migbt not be 
attained by a more complete and systematic elimina
tion of competition, short of State purchase, by a 
scientific grouping of railways, constitutes an alluring 
field for speculation and inquiry. 

Apart, however, from the inherent difficulties 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 between the Chancellor of 
the Exchequer and the President of the Board of 
Trade, and the representatives of the Railway 
Association, it is clear, however, not only that such 
an inquiry 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 un
explored. 

SIB W. GUY GBANET, 
General Manager, Midland ltaiIway. 

(Memorandum to Committee of BO/lTd of Trade Railway 
Crmjerence, 1909.) 
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For many years past both my studies on railway 
subjects and my practical experience have led me to 
a convinced belief in the advantages of well-regulated 
monopoly, in which l believe, even although it should 
come in the guise of State ownership. 

Competition, in my judgment, creates more evils 
than it cures, especially the half-hearted and imper
fect competition which exists in England so far as 
the railways are concerned, which cannot be regarded 
as free competition on a commercial basis. • • . It is 
impracticable to secure unification or any very ex
tensive or far-reaching combinations of railways 
under private management, and I doubt whether 
any form o! control which has yet been devised, or is 
likely to be devised, combined with partial competi. 
tion, can give entirely satisfactory results. 

SIR GEORGE S. GmB, 
Formerly General Manager, North Eastern 

Railway and Metropolitan District 
Railway. 

(Addre88 ro Royal Ecorunnic Society, November, 1908.) 

He was not advocating State purchase. It was not, 
he thought, for a railway official to advocate it or 
otherwise; he ouly thought it must come. 

M:R F. H. DENT, 
General Manager,' South Eastern and Chatham 

Railway. 
(Addre88 ro Railway. Studenl8' A88OCiaIion, reported in 

'Railway Gazette,' 25th October, 1912.) 
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CHAPTER XX 

THE PATH 01' B.A.ILWAY BEFOUl AlTEa 
JiATIONA.LI.8ATION 

IT may be taken for granted that when the 
ra:lways are taken over by the State, the fullest 
advantage will gradually be taken to errect the 
improvements in management that are rendered 
possible by the unification of a number of leparate 
systems, and while there will be no slavish 
adherence to any particular system adopted 
by existing State-owned systems, it is to be 
assumed that the best features of other railway 
systems which appear worthy of introduction 
will be put into practice in this country, while 
retaining any features of the existing British 
railway system~.g. raised platforms, which 
appear superior to those of other railways and 
best suited to the national character. 

Large economies and improvements in manage
ment will immediately be effected, for with the 
disappearance of the railway sharetolder as 
such, the fourteen hundred odd railway·director
ships, with their attendant expenses, will immedi
ately be abolished, and their places taken by 
a lfinister for Railways (or the post might be 
consolidated with that of the Postmaster-General, 
who would be designated lfinister for Posta 
and Railways) and five Railway Commissioners. 
It is here suggested that four Railway Commis
sioners should be appointed as follows :-One by 
the Board of Trade, one by the Treasury, and 
two by the Minister for Railways, these four 
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Commissioners nominating a fifth to act as ehair
man. Two of the Commissioners should be per
IOns of experience in railway management. 
The Railway Commissioners would probably 
retire at the end of every third or fifth year, but 
would be eligible for reappointment by the Rail
way Council, which would by that time be in 
operation, but such appointments would, of 
course, have to be ratified by the Minister for 
Railways. The Railway Commissioners would 
be required to give the whole of their time to 
their duties, and the remuneration of all five 
would certainly not exceed £20,000 per annum, 
which sum would be equal to £14. per head per 
annum of the fourteen hundred existing railway 
directors. The actual management of the railway 
system would be vested in these Railway Com
missioners, who would be under the control of 
the Minister for Railways. The country would 
be divided into so many geographical sections, 
each of which would be placed under the control 
of a manager, and it is here that those of the 
general managers of the Railway Companies who 
have shown themselves to be competent would 
be employed; released from the necessity of 
spending most of their lives around Westminster, 
seeing their Companies' bills through Parliament, 
released furthermore from the necessity of 
having to be answerable to a Board of Directors 
whose function obviously it was to represent 
the interests of shareholders, these gentlemen 
would, for the first time, be able to work their 
section of the railway system with a single eye 
to the benefit of the community-i.e. efficiency 
in its true sense. 

As these Railway Commissioners would be 
as much autocrats in their way as the directors 
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. of the Railway Companies are at the present 
time, it would be necessary to kmper their 
autocratic sway by an admixture of popular 
control It would be desirable, therefore. to 
constitute a Railway Council, which should act 
·as a IOrt of Railway Parliament. representative 
of all sections of the community. Thia should 
be an elected body, and could be formed on lOme
thing like the following basi.: each County 

. Council could appoint two of ita members. and 
each County Borough Council one representative. 
The Associated Chambers of Commerce, the 
Chambers of Trade, and the Associated Chambers 
of Agriculture of the kingdom should appoint a 
certain number of members (say, four each), 
whilst the Trade Union Congresa might appoint 
twelve members as representative of labour. 
The term of office should be three years. Members 
of the Railway Council should be unpaid, but. 
as railway directors at the present time do, 
should travel free over the whole of the system 
during their term of office. Thia Railway Council 
should meet once quarterly, and more frequently 
if found necessary. Ita duties would be to 
consider all questiooa of general improvements, 
rate and fare reductiooa or increases, wages, de.. 
and its decisiooa should be binding upon the 
Railway Commissioners. provided, bowever, that 
such decisiooa were ratified by the Minister 
for Railways. 
. The railway budget should be kept wboUy 
distinct from the ordinary budget. and would 
be presented once annually to .Parliament by 
the Minister for Posts and Railways. and three 
Parliamentary dar- should be al.Iotted annually 
for ita discussion. when • full opportunity would 
be given to. bring up &Oy questiooa of first 
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importance which could not be satisfactorily 
settled by the Railway Council. 

One of the first tasks of the new management 
will be to introduce uniformity of procedure. 
rates, fares, etc. At the present time, for example. 
each Company has its own despatch note, and 
a merchant in a town served by four different 
Companies has to keep a stock of four different 
despatch notes. Regulations and practices will 
be codified, so that the same rules and charges 
shall obtain all over the kingdom, and in these 
petty matters of detail a great deal of trouble 
and expense will at once be saved, and the whole 
machine will work more smoothly. 

Then will commence the task of reorganising 
the train service, doing away with the numerous 
duplicate services which still exist. There will 
be ample scope for this in the case of goods trains, 
and many sections of duplicate routes could be 
utilised for goods traffic only, leaving others 
clear for passenger traffic. 

Uniformity of passenger fares will be insti
tuted, and will be a much easier task than in 
the case of the goods rates. Season tickets, 
workmen's tickets, scholars' imd apprentices' 
tickets will be worked out purely on a mileage 
basis, with the result that, instead of being issued 
merely between certain stations as is at present 
the case, they will be obtainable between any 
two points in the country; there will be a fixed 
tariff for tickets of this class, the prices being 
regulated simply by distance. As to the future 
basis of passenger fares, this will be dealt with 
farther on in the present chapter. 

The question of goods rates certainly presents 
much more difficulty, on account of the chaos 
existing at present, when in many cases it is 
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absolutely impossible to get & rate quoted lor 
goods lrom one place to & distant place OD 

another Company" I)'stem. The unfortunate 
officials themselves, if asked & rate. find them
selves unable to give it. One immediate reault 
01 the unification of the different Companies' 
systems will, however. be the abolition of the 
rractice at present obtaining of calculating 
the charge on a consignment 01 goods travelling 
over two Companies' I)'stelDl AI though it were 
two separate journeys. (See pages 81 and .0 
lor an explanation.) 

The work of simplifying our I)'ilem 01 goods 
rates will certainly have to be undertaken, and 
will occupy lOme yean. It is dangeroUJ to venture 
a prophecy AI to the ultimate basis on which 
goods rates will be worked out in this country. 
but in the writer', opinion the only satislactory 
system, short of an extension of the parcel 
post principle, will be to divide all goods and 
produce into a small number 01 classes (say. ten) 
and to adopt a tapering seale 01 rates strictly 
on a mileage basis. A great simplification and 
an enormous ltimulus to trade and activity 
within the country will, however. be given by 
the much closer working between the Post Office 
and the railways that will be rendered possible 
8S soon as the latter also belong to the State. 
As is pointed out on page 228. in most countries 
where the State owns and operates the railway .. 
the Post Office conveys packages of up to 1 cwt. 
at a low fixed rate, doing away with aU classifica
tions, and often doing away also with the ques.
tion of mileage. By extending this principle 
to the United Kingdom, an enormous amount 
of traffic would be carried in this fashion, and 
would place the produceJ' 800 milea distant from 
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a centre of consumption on an equality with 
the producer who is only twenty or thirty miles 
distant. This point should be noted by those 
persons whose argument against Railway 
Nationalisation is that lower rates would merely 
merease the landlords' profits. 

As regards passenger fares, here also a tapering 
rate might gradually be introduced-the longer 
the journey the less the charge per mile. To 
encourage travel, circular tickets like those in 
vogue on practically all the Continental systems 
should be introduced-i.e. the traveller is allowed 
to mark out his own itinerary, and the cost is 
ea1culated on the ordinary mileage basis, less 
a reduction of from 25 per cent. to 80 per cent., 
according to the total distance covered. A day 
may come when there will be only three fares 
charged throughout the whole of the United 
Kingdom-perhaps twopence for any journey 
up to 25 miles, sixpence for a journey between 
25 and 100 miles, and a shilling for a journey 
above this. To most readers, particularly those 
in the railway world, this prophecy will appear 
wholly preposterous--just as preposterous as 
a century ago the notion would have been that 
a letter travelling from London to Glasgow 
(4002 miles) would be carried for the same 
charge as from the. Bank. of England to Charing 
Cross (two miles). But this is a matter for the 
future. Meantime it may surprise some readers 
to know that, leaving season tickets out of 
account, but lumping together first, second, 
and third class passengers, the average fare 
paid in 1911 by the 1,826,817,000 passengers 
who were camed on the railways of the United 
Kingd'om worked out at less than 71d. 

As in Germany, a special department will be 
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formed for the express purpose of studying the 
problema of railway traffic and railroad eon
atruction by systematic obse"ation and expert. 
Mento and an experimental line will be laid dowa 
like that at Oranienburg, on which to test new 
~ppliances and inventions, and work out the 
different problema which a acientific railway 
management would desire to make. lIere 
experiments are made to show the best kincb or 
materials for use in the roadbed, the most em
cient sleeper, the safest form of slipper, the best 
arrangement of points, signals, etc., and only 
on Buch a system is it possible to have that 
continuity of experiment without which DO 

scientific investigation CAn be made. For yean 
past continuous tests have been made on the 
Oranienburg track .. to the wear and tear that 
rails would stand. Each day a train has heeD 
running on thia track for twenty houn, and 
during the four hours that it is stopped, experts 
take measurements, photographs, plaster casts, 
dc. 

It is to be hoped also that the British State 
Railway administration wiD immediately publish 
its own journal, embodying the results of the 
researches of its own staff, and educating its 
own staff and, incidentally, the British public. 
by Jetting them know what is being done OR 

other railways throughout the world. At the 
present time this function is performed by the 
famous Archir1 for Ei6mbaht=Um, which is 
issued by the Prussian )linistry for PubIie 
Works. and which is the one publication to 
which even British writers on railways have to 
go in search for facts, be they for or against 
nationalisation. There is grim humour in the 
thought that the opponent of the idea of a State-
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owned system, the advocate of Company-owned 
railways, should have to resort to this magazine 
issued by the State Department of the biggest 
Government railway system in the world for 
his data I 

In acquiring the railways of this country the 
Government would at the same time ente' into 
possession of that large portion of the canal 
system owned (and throttled) by the Railway 
Companies. Like every Government owning its 
railways-e.g. Germany and Belgium-it would 
immediately develop the canal system to the 
utmost, realising the value of these waterways. 
The difficulty in which so many of the Railway 
Companies find themselves is that, to cope with 
their ever-expanding traffics, they have to under
take extensive widenings; and this is particularly 
the case with their terminal facilities, for in the 
great cities the land required for extensions is SQ 

costly that the Companies can hardly hope to 
recoup themselves for the additional outlay for 
many years to come. Instead, therefore, 01 
blindly trying to stifle canal competition, the 
State railway administration would give eveI') 
encouragement to traders to send heavy and 
bulky articles in which quick delivery was not 
essential by water. 

Electriflcation of many portions of the railway 
system would gradually be taken in hand on 
a comprehensive plan and on a uniform system. 
as is the case in Sweden and Germany, instead 
of in the slow and haphazard way in which it 
is being done now, when the determining factors 
are the poverty or otherwise of the respective 
Railway Companies, instead of the requirement:s 
of the traffic. 

The. whole rolling stock being immediate.ly 



258 THE CASE FOR 

pooled. there .hould quickly be aD improvement 
in this respect, AI the best .tock would be used 
to ita utmost capacity. The terrible ioequalitiea 
that exist at present AI regarda rolling .tock on 
the different lines will .lOOn cease to exilt, and 
it ia to be expected that, freed from the drag 
and antiquated ideas of wealthy director., the 
IC&Ddal of tena of thousands of empty tlnt-clasa 
coaches, with each compartment brilliantly 
illuminated, being dragged about the country, 
will come to an end. The IIeCOnd class will, 
no doubt, immediately be abolished throughout 
the country. and except on BpeCial tr(liM de luz.e, 
~gainst which there ia nothing to be laid 10 long 
as people are willing to pay for them. it ia to be 
expected that the number of fint-clasa coaches 
will be reduced to the proper proportions, until 
they disappear altogether, their place beinR taken 
by composite coaches, containing here and 
there one first-clasa compartment for the com
paratively few people who are willing to pay an 
increased fare for the sake of IeCluaion. There 
is little doubt that all long-distance traina will 
gradually consist of vestibule cars, and it is to 
be hoped that all these traina will carry & buffet 
(not necessarily a restaurant car), from which 
passengen may order light refreshments. 

With the increasing tendency on the part of 
town worken to live in the country, lOme distance 
from their work, breakfast would be a most 
populu meal on thousands of long distance 
trains each morning, if a light meal were obtain 
able at reasonable rates. 

The numerous abuses which at present exist 
in connection with privilege ticket. would be 
swept away, and these tickets would be granted 
only in eertain well-defined cases, which would 
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be published in the annual report, 88 is already 
done in the case of the Swiss Government ani 
other State-owned railways. 

Retuming to the subject of goods traffic, it 
will probably be expedient to divide this into 
two classes of speed, the fast goods traffic costing 
so much per cent. more than the standard rate 
for ordinary traffic. In view of the extension 
of the parcel post system already referred to. 
whereby packages up to 1 cwt. in weigh'. without 
restriction of Eize and without regard to contents. 
would be carried by that system. an enormous 
proportion of the traffic which requires immediate 
delivery would be forwarded by that method. 
and would be a boon to traders; by co-ordinating 
the different systems and running goods traffic 
between certain places over the least-used 
routes for passenger traffic (it is only with com
plete unification of the railways that a demarca
tion of this sort becomes possible) the working 
of the goods service will be vastly facilitated. ' 
and thousands of unnecessary duplicate goods 
yards and goods receiving offices will be closed. 
the traffic being centred upon the most con
venient ones. In the big towns central goods 
stations will be erected, probably on the lines 
already laid down in such valuable detail by 
Ilr A. W. Gattie. managing director of the 
New Transport Company. Limited, which, in 
London alone. it is estimated, would result in 
an annual saving of £20,000,000. 

These are merely some of the improvements 
which appear probable as the result of nationalili&
tion; others would suggest themselves and would 
come along In due course. 
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the fullest and most extensive reports and 
statistical data, the representatives of the 
country have every opportunity of investigating 
any part of the work which does not seem satis
factory. Although the mere idea would horrify 
our railway managements, it may be mentioned 
that in these reports details of every important 
contract are published, which means that any 
attempt at corruption is much more likely to 
come out than in the case of large Companies and 
Corporations withholding all such details. It is 
unnecessary to pursue this topic any further, 
but opponents of State-ownership might bear in 
mind that the very hostility which they bear 
towards State administration is of itself one of 
the surest checks against abuses of this sort, for 
they may be relied upon (and quite rightly too) 
to search for and ferret out any attempts at 
corruption, a thing which obviously they are 
unable to do in the case of all the large contracts 
which are given{)ut under the present system of 
Company management. 

CHAPTER XI 

RAILWAY NATIONALISATION IN OTHER LANDS: 

GERMA,NY - AUSTRIA- BELGIUM - DENMARK 

-SWEDEN-NORWAY 

THE first railways in Prussia were built by private 
Companies under concessions from .the Govern-

. Genna ment. These: concessions were gov-
ny erned by the law of 1888,. which 

confers on the Government the right of purchase 
after the expiration of thirty years from the 
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date of the opening of the line, the price being 
twenty-five times the average annual dividend 
for the preceding five years. About 1850 it 
became evident that private enterprise was not 
keeping pace with the country's needs in the 
matter of railway construction, and the Governc 
ment undertook the building of lines---ehiefly in 
those districts in which the building of railways 
was not likely to be financially remunerative, and 
where there was consequently little inducement 
for private enterprise to undertake the work. 
This state of affairs continued until after the 
Franco-German War, when German industry and 
commerce began to go ahead by leaps and bounds, 
and the existing railway system proved quite 
inadequate to meet the demands made upon it. 
The railways, however, benefited greatly from 
this superabundance of traffic, and their dividends 
rose accordingly. The profitable nature of invest
ment in railways being made obvious, private 
capital was quick to respond, and so many 
applications for concessions were received that a 
Committee of Investigation was appointed to go 
into the whole matter. The conclusion arrived 
at by this Committee was that economic considera
tions rendered it desirable that all railways should 
be State-controlled; and in 1873 the Prussian 
Parliament resolved to take the first step towards 
nationalisation by rendering the State system 
sufficiently strong successfully to compete with 
private Companies, and voted large sums of 
money for the purpose of acquiring a considerable 
number of private Companies. The rapid growth 
of the country's trade, and the utility of a State
controlled system from a military point of view 
(it should be remembered that the Franco-

" German War was still very fresh in the memory 
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