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Ekngli-hs stem In makivg the journey between the
two cities, the uistance travelled on Engiizh ground is
78 miles, and on Belgian 89 miles o©n the English
side are two wel -appointed raiiways, the property of
private companies, both runpivg tiains between Lon-
don and Dover, each wi:h its separate chairman and
beard of directors, general manuger staff. and work-
fag plant. On the i elgian side is a singie railway, he
property of the nation worked by government offi-
cials responsible to the administration for the time
being Uf the two railways on the Engiish side, the
oue m st recently construc ed was authorized by Par-
liament in «.rder to give the public the benefitof *‘com-
petition” by railway But ra liament in its wisdom
does not gecm to h.ve provided tor the contingenoy of
the new company combining with the od one snd
reudering ** competition’’ imp seible, Thecompanies
have combined, aud now see the advautage which the
public has derived jrom the competitive pulicy 8o
much favored by Parliament. First take express
trains While the tare by both the Englich lives tu
Duver for 78 miles is 20s first-class, and 153 second-
olass, or over 3d and 2 1-3d per mile respec ively, the
farea charged by the Belgian State railway for the
journey of 89 miles is only 5s first-class 3s 4d second-
olass, vnd 2s 8d third-c.as-, or lees than seven-tenths of
s peuny per mile first-class, less thap five-tenths of a
penny second-class, and a little more than three-tenths
ol a penuy tLird-class, or about one-fourthl e rate of
travelling in England. It must, however, be added,
thi.t while the English railways allow 120 Ibs of bag-
gage free for each first-class passenger, and 100 lbs for
each second-olass, the Belgian railway allows only 25
kilogrammes, equal to about 56 Iby, free, charging for
all above that weight at the rates of six ceutimes per
kilometre, which, on 120 lbs of total luggage, would
involve an addition to the Belgian tare between Us-
tend and Brussels of about 563 per passenger. But it
will be seen that this arrangemeut is entirely in favor
ot the poorer classes of the community, as it 18 only
the richer portion who carry w.th them lurge loads of
personal Juggage, and it is’ but reasonable that they
thould pay tor their luxury. In the case of ordinary
trains, the fare charged for the 78 miles run cn the two
knglish lines is 188 6d first-class, 138 6d secund-class,
and 68 6d third-class, while that charged for the 89
mi.es run on the Belgian State live is equivaleut to bs
2d flist-class, 28 93d second-class, and 2 1d third-class.
Nor is there so much difference in the epeed as might
be supposed.  The Englich express tiaius perform the
journey ot 78 miles in two hours, and the ordinary
trains in a little over three hours; while the Belgian
express trains perform the journey of 89 miles in two
hours and twenty minutes. and the ordinary trains in
a little less than four hours,

THE RESULT OF LOW TARIFFS,

The present very low tariff on Belgian railroads
has been in force only three years. lc was adopted
in consequence of the advantases derived from a pre-
vious lowering of the tariff. 1n 1865, the Minister of
Public works stated, since 1856, that is to say in eight

ears: —
y 1. The charges of goods have been lcwered on an
average of 28 per oent.

2. The public bave despatched 2,706,000 tons more,
while they have economized more thau 4,000,000 francs
( -800,000) on the cost of carriage,

8. The public treasury has realized 5,781000 francs
more, afier baving paid the cost of working snd the
interest of oapital. .

Being in this prosperous situation, the government
have uﬁied if the time has not come for them to turn
their attention to the second part of the problem o1
cheap transport. In other words, whether it 1s not
proper to apply to the rervice of passengers the priu-
ciples whicﬂ have given such satistuctory recults to
that ot goods. A

The goverument is of opinion that facility and
cheapness of travelling are in principle us fiuitiul
of benefit to all clasges of society as the ecouomical
trangport ot goods can be for the producers and tor
the con-umers.

The success of the Belgian system induced other
governments to follow this plan. Thus. 01 3,777 miles
upen in Frursia 950 miles were constructed ut the ex-
peuse of the State, aud are worked by a goverument
waff, 877 miles were constructed under cuncesrivns,
and are worked by the goverument; 1,950 miles were
constructed snd wotked by the goverument. In 1863
the State lives yielded a profit ot 7§ per cent. ou the
capital expruded om their construction; the lines
wourked by the government yielded 6 jer ceut., aud
the lines worked by private c.mpanies 8} per cent,
Care has been taken in Frussia to prevent large pre-
liminary expenses such 88 thuse which are neceesary
in Epgland in carrying bills through Parliament
Competition between rival cormpanies which would
caus: a deprecia ion of railroad pr perty is notallowea.
The g vernment tixes the fare, and sees that i. is suffi-
cienay low. No pew liue is to be conceded which the
unnister considers compeiitive. ‘1his is intended to
secure the value of the lines when they shall become
the property of the government

A similar policy has Leen obeerved in the other
German States, in which the railways contribute
largely to the revenue. Austiia has been compelled
to ﬁvave the construction of the roads to companies
It reserves the right, when the profits excred 156 per
cent , to muke reductions in the tolls authurized by
the concession ; at the end ot 90 years the propeity iu
the railways and their appurtenauces becume the pro-
perty of the btate.

‘T'he railway policy of France has been somewhat
sim lar. When public railways were first introduced
in that country in 1836, the guvernment unacert. ok to
assist in their formation by grauting sums ju aid, and
by constructing the earthworks and briuges ‘lThe
Yreuch Lines are for the most part leased to six great
companies for a perivd o1 99 years, during wlich a
tund is reserved from the traflic rccespts for redemp-
tion of the capital, after which the lines become,as in
the case of the German railways, the sbsolute pro-

perty of the State Meuanwhile, in return for the
aseistance originally granted by the government, the
companies are required to carry the mails free, as in
Germany, and to carry the military and public em-
ployes at very low rates. The companies have also to
submit to the control exercised by government over
the rates and fares charged for all classes of traffic,
besides paying a tax of 10 per cent. on their gross re-
ceipts Butas the carrying monopoly of the cc mpanies
is rigidly protected, and no competitive lines are con-
ceded, nor more railways constructed than are consi-
dered neccssary for the adequate sccommodation (f
the public, nearly all the Freuch companies pay large
dividends to their proprietors.

THE CHARACTERIST!CS OF ENGLTSH AND CONIINEN-
TAL RAILROADS.

In England travelling is quicker and dearer; abroad
it is slower, cheaper, aud safer. The foreign receipts
are greater and their expenses less. In France the
receipts per mile are 10s. 2d , against 68 3d.; the net
profit in one case i3 8. bd , in the other on'y 2s. 9d.
The reasons of this are fewer trains, less wear and tear,
and slower speed. Great attention is paid on the Con-
tinent to third-class travel. Only princes and English-
meu travel firat-class  bighty per cent ot the German
travellers are third and fourth-class. Yet they charge
for first-class passengers but 1id. per mile; the other
rates are correspondingly low.

THE COMPETITIVE PRINCIPLE.

English statesmen have been fond of supporting
oompetition amongst railroads; but the desired eff: ct
has not been produced. On the contrary, the addi-
tional expenses of a parliamentary or speculative
oharacter, increase the rates ot charges. The evidence
before the cummission shows conclusively that the
competitive system has broken down completely.

THE UNPOPULABITY OF ENGLIEH RAILROADS.

Iun England, railroads are regarded as enemies of the

ublic, on the continent as their triends. The follow-
Ing extracts from evidence betore the parliameutary
commisgion will illustrate this:

The two systems, said Mr. Stewart (formerly of the
London and Northwesteru Railway), are totally differ-
ent. One represents a system of unrestricted compe-
tition, Jeading occasionally to very great inconvenience
and injustice to individuale; carried o, as respects
current transactions, without regard to comuercial
principle, and too often with a view cnly to effect a
cettlement with & competitor; producing disturbance
and much inconvenience to the general trattic and also
serious injury to individual!s loca ities, and ports;
whereas abroad they have a system based on mono-
poly, regulated by the State with a view to the avoid-
auce of those evile; & system, in fact under which
Kra:ticnl effect is given to the intentions ot Cardwell’s

ot.

Again, Sir Rowland Hill also observed :

1t cannot be denied that the injuetice inflicted in
various ways on the companies i8 too often 1etaliated
upon individuals. No one can fail to be struck with
the great amount of public dissatisiaction on the sub-
ject of railway management, of which not a littie has
come betore us in evide. ce. And it must be admitted
that there are points and occasions on which com-
plaint is well founded.

IRREGULARITY OF THE TARIFPF.

In Belgium there is a fixed rate of tariff, the system
is wniform; it is based ou just and definite priuciples;
it works to the entire sut sfuction of the public. In
England, on the uther hand, it is an.malous and most
uniair,

INJUETICE OF THE RAILROAD MONOPOLY,

There can be no doubt that the idea on which Par-
liament originally set out, of allowing private indi-
viduals to project, coustruct, and retain as their abso-
lute property the national highways and the right ot
working them for their sole profit, was short-eighted
and foolisb; and that the theory then entertained of
applying the principles ot free trade to railways was
agsurd in the highest degree. For therailway is essen-
tially of the pature of 8 monopoly. with woich any-
thing like free competition is impossible. Kaiiways
have superceded nearly every other method of convey-
ance. ‘* a railway,” says John Stuart Mill, “igin a
great degree & piivate monopoly; and a8 government
which concedes such monopoly unreservediy to a pri-
vate company, does much the same thing as it it al-
lowed an individual or an association to levy any tax
they cboose, for their own benetit, on all the mait pro-.
duced iu the country, or on all the coiton iwpuoited
into it.”” This, however, has been done in Euglad;
and the way it has been done—so strongly iu cuntrast
with the policy pursued by Belgium, Prussia, aud oth 1
continental governments—hus aiready been produc-
tive of many evils, and is likely. if not remcdied by
legislation, to be productive ot many more. It has
been ascertained that it ir & very great loes to the puu-
lic, though affecting in the tirst ivstance the share
holders, to have non paying roads c. nstructed. W here
there are two comjeting lines there is always au
avxiety to con bine them, and thus reduce expenses.
The advauntsges of amargamating lines are highly
spoken of by railroad maunagersin their evidence be-
fore the Raiiroad Commissiou. * Every fresh awalga-
mation,” says oue of these officials, ** has added to the
development of the tratlic. We have improved from
being & non-paying line to paying six per cent.”” ‘Lhe
que tion thun arises why uot carry out the flrinciple
which appears 80 good und amalgamate all the hiues?
1t must Le admitted, however, thut the managers and
others whose occupation in this case would be gone,
do not think this acmirable.

THE IRISH RAILWAY TRAFFIC
The main feature of the Irish system is the exor-
bitancy vl the 1ares chargea; its other inconvenjeuces
are no less disastrous to the companies. Thus, in
travelling from Waterfo:d to Dublin, & distance ot 112

miles, a third-class passenger must spend the greater
portion of two days. The tares charged third-class
passengers between A*hlone and Dublin are higher
thau the express first-c'ass fares on Belgian lines for a
similar length. ‘The resources of the cuuntry are
not properly worked in consequence of these charges.
Thus the west coast of Ircland swarms with fish, and
po facilities of forwarding it cheaply and rapidly to
England or to the eastern cosst are sfforded. ] he de-
fence of the proprietors is tbat the roads are private
speculations, and that the companies endeavour to re-
coup themselves. But it is in the method of doing
this that they err. 1t is extreme'y vnerous to the pub-
lic aud dots not eurich their proprietors. The ex-
pense of working them on the high fare system
amounts to 75 per cent of the grcss receipte, and the
averayge dividend is 2} per cent. It is worthy of notice
that, while the increuse in the receipts from pass¢nger
traftic on the English railways in 1868 comp:red with
1865, was £674,585, and on the Scotoh railways £76 134,
the decrease on the Irish railways during the rame
period was £41,166. And yet the mileage of Irish rail-
ways compaled with the population and the area of
country served, is less ip proporiion than either in
England or Scotland, while the Irish lines have been
constructed more cheaply than those of most Euro-
pean countries, as will appear from the following table :
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Epgland....... .... 4,701 b 17 41,600
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Ireland 199 8 (] 14 0C0
Belgium, . 1247 9 10 | 18480
France. , 9414 4 4 24 80
Pruesia , 3717 2 4 16 740
Austria ... J 664 1 21,700

The results which would follow the amalgemation of
Irish railroads would inc'ude the immense sdvan-
tages arising from 8 cessation of rivalry, jeslousy,
competition; an immense saving would at once be
affected iu the working expenses 1n place of ueeless
boaids ot aircctors, audit rs, secretarie, epgineerr,
aud general directors, an «flicient executive could be
subatituted, sitting in Dublin. As the suthority of
Pailiament would te rcquired to effect this consolida-
tion, the question is raired why 1.0t at unce place them
under the coutrol of the goverument, TLe expenre
of purchuse would be trifling, not more than 422,000,-
000. ‘This might be raised by a governn ent stock at
:2 per cent , the interest oo which would be less b
167,000 than the receipts from the railroads in 1866.
It 18 calculated that the expenses of working them
under government countrol would be reduced 15 per
cent., involving & eaving of £300 0(9 antually, which
might be employed in reducing the fares. Amongst
other authorities recommending the purchase of the
railroads by the government are Mr. Monsell and Sir
Rowland Hiil. These have made important reports
on the subject, which the former, in support ot the
policy of the government assuming the proprietorship
of the Irish railways, Las not yet been answered. and
inde¢d is unanswernble. That of Sir Rowland Hill
is a report for the 1uture, worthy of the auwhor of the
* Cheap Postage System.” In brief, he sets forth
that experienoe has shown that railways are essentially
monopolies; consequently, thut they are not suitable
objects for ordinary commercial enterprise; that they
cannot be left advautageously tu independent com-
panies, who, ot course, manage them with exclusive
rejerence to their own interests; but that they should
be in the hands of those whe will control their man-
agement with a view to the intere:ts ot the country at
large, that is to say, in the hands of the government.

HEAaTING RAILROAD CaAR8 —The New York Timcs
says: A new apparatus for heating railway cars has
just been tried ou the Michigan ~outbern Railroad.
It cor si~ts of a seiies of pipes. passing a ong the sides
and beneath the :eats o the cars, ccnnected with a
cylindrical tank incicsirg a coal burning heater, and
paitly filed with water, which 18 g1adually converted
into heated vapor, which readily passes through the
pipes, circulating through them, and returning to the
tank. imparting heat to every pirt of the car in pro-
portion to the t-mperature to which the vapor is
rai-ed. The apparatus is capable of holding enough
cual and enough water to last twenty-four houre, and
is_+aid to require little or no attention during the
trip. It is reported to have seived its purpose admir-
ably in the tiiul that has betn made ‘Ihere ix no
doubt that we require some other mode of heating
railway cars than the dangerous coal stoies wh:ch
last winter, as in previous w:nters, produced such
terrible disarters and destruction of hie. The oom-
panies ought to see to this ma ter befo: e the arrival
of the very cold weather.

Snoopy.—Wo llen rags are becoming a more im-
portant article than formwerly. Once they were used
ch efly for manure, for which _uipose they are ve:y
valuab e, & large demand existing for them among
the agriculturists of England; but since wocllen
fabrics have auvanced so much in price they have
been extensively worked over and during the war
have given ris: to a terin that will not very g0 n pass
out f mewory with the Amcrican pevpie—Shoudy.
The woollen rags are thuroughl: picked to pieces
and make an extrewely shurt stup ed wool, whi b
may be used for some fabrice, but the cloth in o wh'eks
it is woven is of comparatively little valus.



