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financiai failure of the Prince Edward Islanrd
Railway, the only remaining government rail-
road enterprise, bas been perhaps even more
disastrous, Ibis road baving been operated at
a deficit from the beginning. These resuits,-
bowever, may not be used as arguments eitber
for or against governmental management of
railroads. Though financially a failure, tbe
state railways ut Canada bave been in many
ways a success. Tbey bave helped lu juin
the eastern provinces in a strong polilicai
union, lu create a traffic witb Quebec & On-
tario, le foster a feeling of solidarity, & bo be
serviceable lu the couinlry in the deplorable
event ut' an Amnerican or Oriental war. The
nation stepped mbt the breacb wbere private
capital besitated, & the millions that have
been spent bave nul necessarily been wasled.

Tbe financial success of a railway, or of a
s3'stem of railways, depends upon the relation
that the excess of revenue over operating ex-
penses bears te the total cost of te line. A
railway may be successful because ils gross
receipts are large, or because ils working ex-
penses arc amaîl, or because ils capitalization
is low, or tbrough a combinat ion of some or
aIl of these circumslances. The net income
of a railway may be large, but where, as in
the United Kingdom, the capitalization is
very beavy, the net revenue per dollar of in-
vested wealth is small.

In new & sparsely-seltled countnies, the
nailways are usually capitalized at a low fig-
ure. In the U.S. the capitalization is cunsid-
crably heavien in the east than in the less
populous west, & the same relation ubtains
between Western Europe & the more sparse-
ly-settled countnies of the east. Tbe capitali-
zation ut' Canadian railways is $52,oo0 a mile,
wbicb is less than that uf U. S. roads (59,610o)
& considerably less than that of noads in many
Europep States. Tbe capital account per
mile of fàilway in England is about 5 limes,
in Scotland more tban 3 limes, in France &
Belgium more Iban twice, & in Genniany,
Switzerland, Holîand & Italy fromt once & a
baîf lu twice as great as in Canada. This
low capilalization is due not only te the sparse-
ness of the population, but te the comparative
yonîh of the Caîtadian railways. The capi-
tal account of British railways increaseýd from
£24,630 in 1838 to more tban £47,2o0 ($23.5,-
oo01 in 1895, but Ibis, bas been largely due, as
in other countries, 10thie tende ncy of the rail-
ways to brancb otut mbt industries othen than
that of transportation.

The chief cause of the low capitalization of
Canadian.:nailways is the obvions one of low
cost of construction, but cost & capilalization
are nul quite identical. In Canada, as else-
wbcre, the capital account bas been swelled
lu langer proportions by the facile expedient
of stock.working. Wben tbe Manitoba &
North-Western went into receivership. it was
bonded t10 from 5o lu îoo% above ils cost. of
construction. The second issue of Canadian
Pacific bonds was made at 25%, & a subse-
quent & still langer block was sold aI 52.
There is a nalural lendt-ncy for the capital ac-
count of ail corporations lu approacb, not the
actual invesîment of capital, but the real value
of franchise & othen pnuperty ;.tbus the in-
fation of railway property for the purpose of
concealing profits, or front less laudable mo-
tives, bas obscured the actual cost ut' con-
slnucting the nainroads. In the absence of
trustwontby statistics, bowever, we may still
infen that the cost was not excessive. The
right of way, wbich in tbickly-selîled districts
is custly, & on wbicb tbe Englisb railways,
accurding 10 a moderate estimate (that of
Jean's), expended fully one-tenlh of Ibeir total
capital, Was obtained in Canada cbeaply, if
nul gratis. The vast suis often expended on
palatial stations, on terminal facilities in great
cities, in avoiding grade-crossings, etc., were
nul demanded by Canadian conditions. In
tbe United Kingdom imntense sums have been
spent in promoting & combaling paliamen-

tary legilation. & drains have been made
upon the~ resources tif the railways by, al l orms
of legai & exîra-legal extortion. On the other
band, many of the raw materials of construct-
ion have been dearer than in Europe, & the
Canadians hatve only partially pursued the
policy of substituting cheap alien tor the dear-
er native labor.

A final cause of the low construction cost of
Canadian raiiways is found in the character
of the lines. In Canada, as in the U.S., there
has been in the character of construction a
wise adaption of means to ends, & cheap,
ligbt, single-track lunes have been built, in-
stead of the heavier & more durable track, in
more populous districts. As traffic increased,
the ligbt structures have been perfected &
suppiemented ; steel bas taken the place of
iron & even of wooden rails, & the permanent
way & roliing sîock have been generaily im-
proved. But the raîlways of Canada are stilI
far more ightly constructed than those of the
United Kingdom, or France or Belgium, ow-
ing to the smaller amount of traffic.

The buik of ibis traffic is freigbt, the re-
ceipts from this source, amouni ing to 64 % Of
the total income in 1897, while only 9-4% were
derived from mail, express & miscellaneous
sources, & but 26.6 % from the pasienger
business. The preponderance of the freight
traffic, acbieved in spite of' water competition,
is due to the sparse population & the large
area, distance acting considerably less as a
deterrent to freight transmission than 10 tra-
vel. The passenger traffic of Canada bas
grown very siowly. While the tonnage mov-
ed, per bead of population, increased 194 %
(from i. 6o to 4. 73 tons) from 1876 to 1896, the
number of traveliers increased only io6 %
(1.40 to 2.88) during the same period. While
the Canadian thus averageonlV 2.9 trips ayear,
the average in the United States is 8.2, ini
France 9. 1, in Germany 10.4, in Belgium 14.7,
in the United Ringdom 2A.4 (excluding season
tickets', & an almost equal nîîmber in tbe
New England States. If the ,length of the
trip is taken into account, the statistics of
travel are net s0 unfavorable to Canada,
since in ail rural, & particularly in tbinly-
settled, districts i Russia, Norway, Hungary,
Roumania & the Western States) the average
distance covered by a traveller is generallv
greal. Like the Englisb railways, those of
Canada do flot,' as a rule, give statislics of
passenger-mileffge, but a rougb calculation
gives tbe average trip as about 40 miles. On
the Canadian Pacific eacb traveller is carrivd
46.,5 miles, & the rate per mile is 274c- If
Ibis fane obtained tbrotîghout the wbole of
Canada, the average distance travelied w~ould
not be far from .3 miles, but, despite tbe bigb
fanes in Manitoba & the Northwest, wbere 4c,
& S~c. a mile are not unusual, tbe average re-
c'eipts per passenger mile are probably less.
On tbe assumption of forty miles per passen-
ger, the average yearly travel per capita
equais only -116 miles in Canada, as compâred
witb 153 in Germany, 170 in France, 2o8 in
the United States, & about 250 miles ýest.) in
the Britisb lales. With tbree-fourtbs of Bel-
giums population. 300 times its area, and 6
times ils railway mileage, Canada carnies but
fifteen million (14M810,407) passengers compar-
cd to littie Beigiums hundred million-a dif-
ference oniy partially compensated for by the
smailer parcours (about 13 miles) on the Bel-
gian railroads.

Since 1885 t he passenger traffic bas incrcas-
cd more slowiy than the railway mileage, &
from 1890 10 189,5 it bas remained almost at a
standstill, but an increase of 15.6 % ini the
traffiç from 1895 10, 1897 indicates a coming
revival in the passenger business. Tbe fneight
traffic bas also recovered from the ili-effects
of tbe business depression of -recent years ;
but, despite tbe recent increase in traffic, the
total earnings per mile of road bave steadmly
declined. In 1875 the receipta per mile of
road were $4,033 ; in r88o they had sunk 10

$3,418; in 1885, 10 $3,175 ; in 1895, 10 les
than $3,000. 1 bis dê'clint-, wh ch may be par-
alled elsewhere, is due partly Io the contr-uc-
ticn of new & tenîporarily unremunerative
railwaý s, & partly 10 the great decline in
freight charges, %hich bas been au striking a
feature ot American railway bistory. ibe
receipts per ton-mile on the Canadian Pacific
declined from .50 10 1i 17c.frolIm tb8to1896,
& numerous other instances of cbeapened
transportation might be cited.

lI e resuit of comparatively low rates &
sparse population bas been diiiiinisbed receipts
per mile, the statistics for Canadian railways
sbowing but $3, 107 in t896, comiparedtoabout
$7.000 in the United States,;âi î,ooo in France
& Germany, $i 2,o00 in Belgium, & alniost
$24,000 in Enigland & Wales.

Fortunately the operaling expenses bave
declined stilI more rapidly. During tbe 2o
years ending with 1895, the operating ex-
penses declined frOm $3,268 10 $2,049, &
wbile the working expenses formed 82% of the
total revenue in 1876, jhe proportion bad sunk
10 69 % in 1896. Despite ibis decline iin the
coefficient of exploitation, however, tbe net
earnings $ 1 S,500,000, furnisb but a very mod-
eraIe return, 1.72 % upon the total paid-up
capital, inciuding the governiment subsidies.

The Canadian railways bave passed tbrougb
a storxn-&-slress period Ibat bas been accen-
îuated & aggravated during the last few
years. The slowly returning prosperily of
both Canada & the U. S. pronmises 10 aid the
railroads of Canada, & railway securilies
have risen, witb increase in railroad profits.
The suspicious decline in operating expenses
wilbin the last few years bas occasioned a
sigbt scepticism as 10, the acluai extent of
the increasing prosperity of the railways, &
pessinîistic views are beld in London & else-
wbere concerning the ability of such roads as
the Grand Trunk 10 wealher future storms.
It seems probable, boweven, Ibat tbe future
progress of the Canadian railways will be con
tinuious, if nul rapid. The brigbt promises of
20 years ago bave not been realized; popul a
lion bas increased slowly, & the great coun--
try 10 the soutb bas robbed Canada of ils im -
migrants. But the Canadians bave built for
the future, & tbe developmnenl of Manitoba &
tbe west, & the increase of manufacturing in
Quebec & Ontario, coupled with a conserva-
tive railway Olicy, doubtless will improve
tbe railway conditions in Canada.- Engineer-
ing Magazine.

[In statingîbhaîthe U. S. bas robbed Canada
of ils immigrants, Mr. Weyl bas, probably,
spoken on bearsay. 0f immigrants who
came across the Atlantic, inteîîding 10 setîle
in Canada, & then cbanged their minds &
went to the U. S., the total number is very
sniall. At one lime there was a considenable
movement from Quebec lu lite factory towns
of the New England States, but the tide is
now running the other way, & repatriation is
the order of thé day. From Ontario consid-
et-able numbers, principally farmers' sons,
went 10 Minnes0ta, Dakota & otberNortbwest-
erm States while those districts were being
opened up by raiiways & before there was
tbrougb aIl-rail communication witb Manitoba
& tbe Nortbwesl Territories by tbe norlh
sbore of Lake Superior. But that aiso i s a
mnalter of ancient history, & to-day there is a
considerable movement of setlers from neariy
every Western State bibt te Canadian North-
west.-EDITOR RAILWAY &SHIPPINCGWORLD.]

At a meeting of the Ontario Lumbermen's
Association in Toronto Aug. 2, il was agreed
tbat the Board of the Association sbould sec
the G. T. R. & C. P. R. officiais & endeavor 10
induce tbein 10 equalize the treigbt rates on
sot & bard wood. To Toronto the rates now
are 6ý4 c. for soft wood & 7y% for hardwood;
t0 Montreal i21c for soft wood & 15 for
bard wood.
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