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7. Traffic and Operations since 1938

Business, war, and fraffic

The authors of the business chronelogy emiployed in this paper did not
carry 1t bevond 1938. The war affeeted diverse eeoriomic activities in
diverse ways after that year (Table 31). Some promptly fell below,
and remained below, their 1938 level. Others revived, but in important
cases the rise eame to an end quite carly and was foliowed by a decline.
Toward the end of the war declines were rather general. Perhaps if all
the relevant evidence were assembled and considered it would point
to a trough in general business aetivity somewhere in 1945.

Railway freight traffic revived promptly and continued to grow
{except for a slight relapse in 1940-41) to a peak in 1943 (if we
consider tonnage) or 1944 (if we consider ton-miles} (Table 32).
Quarterly data on ton-miles, which became available in 1944, suggest
a peak in the third quarter of that year. Most of the increase occurred
in 1938-39.

Passenger traflic rose from its belated trough in 1940 to a peak in
1945. Journeys of the armed forces and other travel on government
business accounted for a large part but by no means all of the rise
(Table 33).

The subsequent contractions of freight and passenger traflic can be
traced in more detail from quarterly or monthly data (Charts 27, 28).
The movement of goods, afier attaining a peak in the third quarter
of 1944, declined to a trough in the first quarter of 1947.}

' Heavy shipments of goods to the Channel in support of the invasion and later of
the arinies in France account for the location of this peak. The number of special
freight trains run for the government per quarter had increased gradually to 14,307
in the first quarter of 1944; it rose to 24,816 in the sccond and 32,226 in the third,
after which it declined. R. Bell, History of the British Railways duting the War.

1939-45 (London, published by Railway Gazette, 1946), p. 267.
In the first quarter of 1947 Britain suffered almost unprecedented heavy snows.
(Continued on page 82)
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TASLE 31
Economic Activity in Great Britain, 1938-1946

uNITos i [ [ INIGHEST - IN LOwEsT
MEASURE- 1N 1938 WAR YEAR? YEAR
EIND O AGTIVITY MENT Amount Date Amovnt Date Aireonn;

Houses huilt® Thousands 3324 ... 19»}:} 5.5
Cotton disposals Thous. tons 515 o e 1945 338
Raw wool consnmption Thous. tons ¢ ¢ ¢ !91-’1 115
Linports, at 1938 prices 1938 = 100 100.0 e 194.3 61.9
Exports, at 1938 prices 1938 =100 1000 ... ... 1943 290
Coal production Mill. tons 227 193 231 19-}? 183
Steel ingot production® Mill. tons 108 1939 132 194? 11.8
Ships built Thous. tons 1030 1942 1302 1945 743

Electricity generated Bill. k.w.h. 2.7 194 396 1945 386
Workers in civil

employment Millions 17.4 1939 180 1945 164

* Shown only for activitics that exceeded their 1938 level in sonie war year.
y . . , . - .
¥ Including flais, each flat Leing counted as oue unit. Years beginning April 1,

England and Wales only, e .
¢ 1938-39 not awvailable. Declined continuously from 239 thousand tons ju 1940

to 1944,
¢ Includes castings.
Compiled from Annual dbstract of Statistics.

After a fail in the first half of 1944 and a rise in the sccond half,
passenger traflic declined from March 1945 to an apparent trough in
August 1948.% This long decline during a period of business expansion
is cxplained partly by the cessation of military mevements and the
gradually slackening pace of demobilization and partly by the resump.
tion of private motoring. The number of persons in the Armed Forees
and Auxiliary Services in June diminished by 3,058 thousand in
1945-46, 730 thousand in 1946-47, and 456 thousand in 194748,
Metor fuel was severely rationed during the war; manv car owners
put their vehicles in storage and allowed the licenses to lapse. After the
first quarter of 1945 licenses were rapidly renewed, indicating a great
increase in use of cars, part of it no doubt for Journeys that would
They and a coal shortage interfered with railway operations to some extent (Railieay
Gazette, February 7, p. 175; March 7, pp. 200, 213). But the general trend of trafic

was downward in earlier and upward in later quarters. Even if the weather had
been normal there would have been a trough somewhere in this neighborhood.

* Although February 1944 was higher than March 1945 we do uot take it us a peak
because we do not know what happened two inonths before, and beeause the annual
data suggest a steady rise to 1945,
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TABLE 32
Freight Traffic and Operating Statistics, 1937-1947

NET
TON- LOADED NET NET
TONS NET MILES WAGON TON- TRAIN TON-
ORIGI- TOX- PER MILES MILES MILES MILES
NATED®  MILES®  LOADED PER PER PER PER
(mil- (bil- WAGON TRAIN TRAIN TRAIN TRAIN
tions)  lions) MILE MILE MILE HOUR HOUR

1937¢ 297¢ 18.38 5.65 23.20 131.1 8.61 1,129
1938¢ 264 16.67 5.55 2249 124.9 9.13 1,142

1928° 266 16.27 542 2249 121.8 9.15 1,114

1939 288 ! f f 8.70 ¢
1940 294 ! ! ! f 7.33 f
1941 287 f ! 25.41 ! 7.16 t

1942 2595 23.82 5.98 25.63 152.8 7.23 i,105
1943 301 2436 6.01 26.00 156.0 7.32 1,142
1944 293 2144 6.01 26.21 157.7 7.14 1,126
1945 266 22.02 5.98 25.92 134.5 74 1,149
1946 262 20.64 5.99 25.33 151.2 7.64 1,155
1947 257 20.19 6.23 2178 153.8 7.58 1,276

* Excluding frec-hauled.

® Including free-hauled.

¢ Basic data from: Railway Returns.

¢ Excluding hvestock.

* Basic data, like those for later vears, from Annual Abstract of Statistics. Lower
1938 ratios derived from this source result from the smaller figure it gives for
aggregate ton-miles.

f Not available.

otherwise have been taken by rail. Apparently new petrol troubles
caused a temporary drop in licenses during the winter of 1947-48; the
rail traffic shows a corresponding rise.?

Operations during the war cycle

The increase in ton-miles from 1938 to 1944 was accompanied, as
usual, by a rise in the average carload, the number of loaded cars in a

3The number of journeys rose abruptly in September 1947 and fell abruptly in
October. The disturbance was confined to the scason ticket business. Prices of these
tickets were raised from 25 per cent above prewar to 53 per cent, effective October 1.
Users rushed to buy them before the price went up. Fares for single journeys also
rose, but habitual users who purchase many journeys by means of a single document
can act in anticipation of a rise more conveniently than occasional travelers.
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TABLE 33
Passenger Traffic and Operating Statistics, 1937-1946

NUMBLR O JOURNEFYS TEAIN MILES

Vervierand (B
LuTern it ete. T aotal TRAIN MILES TRAIN HOUR
fmiilions )
1937 N 1,295 283.4 14.97
1938 55.6 1,257 2874 15.08
1939 SRR 1,226 256.9 14.76
1946 7.7 967 201.3 13.23
1941 1161 1.023 201.9 13.16
1942 165.7 1.218 203.2 13.38
1943 2274 1,335 204.2 13.54
1944 25005 1,345 202.1 13.48
1945 236.9 1,372 215.8 13.86
1916 1475 1.266 236.9 14.32

* Not available.

train and the average trainload {Table 39 1. But. again as usual. the
speed of trains declined, and there was little improvement in the
amount of traffic movement during a train hour. On the other hand,
the 42 per cent increase in the mmber of passengers from 1940 to
1945 was cared for by an increase of only 14.5 million train-miles, or
7 per cent (Table 33). The number of passengers in a train obvioush
increased and, since the average speed rose a little. the amount of
passenger movement performed per train hour also increased.*
During the 1944-47 contraction in ton-miles. the average wagon-
load did not decline but the gain during the preceding expansion was
halted /Chanrt 27). The number of loaded wagon-miles, and the ton-
miles, per train-mile did decline. But, once more, speed increased and
hourly train performance rose from 1,126 ton-miles in 1944 to 1.276

m 1947* Coaching train-miles increased during the 1945-48 contrac-

“The 1937-40 cortraction in travel was unusual in that conching train miiles were
curtailed 29 per cent, o drop greater than the decline in the number of passengers,
25 per cent. At first to minimize exposure to air raids, and later to make way for
ureently needed freight, many of the passenger trains in the prewar timetable were
chminated. The scheduled time of :nany others was lengthened. Sce Bell, Chapter
19 and p. 266. The sharp 1958-40 cut, and the restriction of increase thereafter.
were accomplished it a cost in terms of discomifort and inconvenience to passengers
that would be tolerated enly in 2 wartime economy. From 1937 to 1958, on the
other hand, train-miles actually increased in spite of the decline in travel,

* 1947 was the trough ¥ear in ton-miles, There are no quarterly data on speeds, and
hence none on hourly performance, for 1944-46.
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CHART 27

Fyeighi Traffic and Operations
First Quarter 1944-Fourth Quarter 1952
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Shaded pericd is contraction in ton-miles.

tion in travel (Chart 28); in part at least, however, this development
reflects an cffort to get back to prewar standards of frequency and
convenience.”

Stocks of equipment altered little during the war and early postwar
vears. The railroads were able to handle their 50 per cent increase in

®This was certainly true in 1948. Sce British Transport Commission, Report and
Accounts for 1948, p. 78.
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TABLE 34 _ R
Changes in Equipment and in Traffic during War Cycle

Ar LR CENT
ar AT TERMI- CHANGE
INITIAL PEAR xaro Expan- o Con.
FROVGH TROUGH  fion lraction

Freieht service

Year 1048 1544 1947 193841 101447
Net ton-miles (hillions) 16.27 2hH 20.19 5009 ~174
Trucks and wagons ( thousands)*
Rutlway owned, operating stock 66t 685 660 38 ~34
Railway owned, available® 641 616 586 0.8 -93
Privately owned. operating
stock ¢ 610 594 24
Privately owned, available™* ¢ 550 197 ~96

Passenger sercice
Year 1940 1945 19487194015 1945.48
Number of journevs!millions 967 1.372 994 9 07
Passenger-carrving vehicles
‘thousands}*
Operating stock 427 10.5 0.+ 52 —0.92
Available® 0.1 36.3 35,8 0.5 ~14
* Average of figures for end of vear and end of precedin vear.
® Excluding vehicles under or awaiting repair.
“ No data. 638 thousand owned in July 1937 and 605 thousand at eud of 1620,
? Does not include vehicles not requisitioned for railway operation, There wire few
of these.
* The annual number of journeys was slightly smaller in 1949 and 1950 than in
1948 : but monthly data sngeest a trough in 1948, Cf. Chart 28.
f Includes rail motor cars.

freight traffic with only a 4 per cent increase in the number of Wagons
(Table 34). Indeed some wagons were allowed to fall into and remain
in disrepair, for the serviceable stock increased only one per cent. The
42 per cent rise in passenger traffic was actually accompanied by a
decline in the total stock of passenger-carrving vechicles and a greater
decline in the usable stock. Conversely the declines in traffic at the end
of the war were greater than the declines in stocks of wagons and
carriages. The number of locomotives cannot be subdivided by branch
of service, but the highest figure for “operating stock.” in all services,
in the period 1938-48 (20,611 locomotives, at the end of 1943}, is
only 5.9 per cent larger than the lowest figure (19461 at the end of
1941). The highest figure for “available” stock (16.812, at the end
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CHARY 28

Rail Journeys, and Related Data
January 1944-December 1952
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of 1943) is 5.1 per cent above the lowest figure (15,991, at the end
of 1946). As usual, the railroads were able to deal with heavier traffic
by keeping their equipment in use more of the time. The changes in
loads, hourly performance, and use of equipment during the war
cycles in freight and passenger traffic were broadly similar to those we
found in peacetime cycles.

The financial results, too, resembled in some respects those encoun-
tered in times of peace. An increase in operating revenues from 1940
to 1944 was accompanied by a falling operating ratio except in the
last vear {Table 35. Comparable data for 1938 and 1939 arc not
available). As revenuc declined after 1944, the operating ratio rose
until expenses exceeded revenues in 1947.

The risc in the margin of profit from 1940 to 1943 must be attrib-
uted to the growth of traffic, for changes in price relations were unfa-
vorable to profits. Except for moderate increases in 1940, rates and
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TABLE 35
Operating Revenues, Expenses, and Profits, 1940-51

NE OPIRATING
GKOSS OPFRATING RATI,
OPERATING OPERATING RECEITS, (2) =1,
RECEIPTS EXPENDITURE i1 — L %X 100
) (2) 3} (4)
A Millions of pounds
1940 248.0 203.5 D 82 1
1941 293.8 226.6 67.2 77.1
1942 343.5 251.7 91.8 7.3
1943 381.7 272.2 109.5 713
1944 394.4 301.2 a3.2 76.4
1945 383.9 317.0 66.9 82.6
1916 360.7 3252 35.5 90.2
1947 355.6 367.2 ~11.6 103.3
1948 336.1 3099 26.2 092
1949 325.5 3128 12.7 96.1
1950 340.1 313.7 26.4 920
1951 3727 337.8 319 9.6

1940-47, four main railways and London Passenger Transport Board. 1948-31, Rail-
way Executive; operations of London Transport Executive not included.

fares were stable (Table 36). The Board of Trade price indexes most
appropriate to a discussion of railway purchases suggest that prices of
railway maierials and supplies increased. Workers on the railways
received successive increases in wages and salaries.”

The adverse cffect of declining traffic on profits was probably re-
enforced during 1944-47 by further unfavorable realignments of prices
received and paid. Prices of materials and supplies apparently rose
faster than rates and fares. Wage rates were advanced in 1945 and
again in 1947, but their average percentage rise over the full 194447
period cannot be computed and we do not know whether it exceeded
the percentage rise in the changes for railway services.

The high operating profits during the war ycars did not bencfit rail-
way stockhelders. Beginning in 1940, railway earnings, including those
of the LPTB, were pooled. The government guarantced to the rail-
ways an annual net revenue based on prewar figures, and retained the
excess, if any. The arrangement continued through 1947; on January

* See Ministry of Labour Gazeite, Feb., March, July, 1940; May, June, 1941; April,
Sept., Oct., 1942; Jan., july, 1943; May, 1944.
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TABLE 36
Indexes of Prices of Railway Services and of Wholesale Prices

RAILWAY SERVICES WHOLESALE PRICES®
Freight Passenger ITron and Nonferrous
rates fares Coal steel metals
1637° = 100 1938 == 100
1940 109¢-¢ 109¢<¢ i15.7 145 130.5
1941 117 117 1295 130.2 1313
1942 117 117 138.9 131.2 133.3
1943 117 117 150.8 131.4 133.5
1944 117 117 169.7 132.4 135.4
1945 117 117 192.4 135.7 134.6
1946 121 125¢¢ 198.1 1504 159.8
1947 132¢¢ 130 200k 159.2 235.6
1940 = 100%
1940 100 100 100 100 16)
1941 107 107 114 114 101
1942 107 107 122 115 102
1943 107 107 133 115 102
194+ 1n7 107 149 116 104
1944 = 100%

194+ 100 100 108 100 100
1945 100 100 113 102 99
1946 103 107 117 114 118
1547 113 119 120 120 174

* Board of Trade indexes.

b Prior to October 1.

¢ Average weighted by number of months rates were in effect.

2 Rates and fares were increased 5 per cent on October 1, 1937: increasc became
10 per cent on May 1, 1940 and 1634 per cent on December 1, 1940.

« On July 1, 1946 increase over 1937 became 25 per cent for rates and 33i5 per cent
for fares.

£ On October 1, 1947 increase over 1937 became 55 per cent.

¢ Figure above for cach year divided by corresponding figure for 1940 or 1941,

1, 1948 the railways became public property. Althongh the govern-
ment suffered a heavy loss in 1947 it made a handsome profit over
the entire period 1940-47.

The postwar expansion

The data in Table 31 snggest that the British economy was expanding
from 1945 to 1946. A new monthly index of industrial prochuction,
prepared by the Central Statistical Office, indicates that the expansion
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continued thercafter. Converting the “interim™ index for 1946 g
1047 to a 1948 base, linking it with a revised index for later periods,
and seasonally adjusting the figures, we find that industrial production
increased from 74 per cent of 1948 in Jamary 1946 to 123 per cong
in April 1951; since then it has declined a little. The growth of ontpnt
was not only prolonged but steady, except for a temporary set-hack
caused bv the extreme winter weather early m 1947, /Seasonal adjnst-
ment of data does not “climinate” the cffccts of extraordinarily haq
weather.) .

Rising production was not reflected in rail traflic mntil after the
1947 disturbance (Chart 27). Ton-miles increased from the first quar-
ter of that year to the first quarter of 1952; more recentiy they appear
to have dinminished.

The average wagon-load improved mnch more distinetly during this
expansion of traffic than in carlier expansions. Special influences ag
well as the usnal cyclical processes were at work. One of these was 2
ciumge in the character of equipment. When the British socialized
their coal industry, the new National Coal Board inherited the private
rail wagons that formerly belonged to the mine owners. When rail
transport was nationalized i 1948, the Coal Board turned these
vehicles over to the British Transport Commussion, which operates the
railroads throngh its snbsidiary, the Railwav Fxecutive. Many of the
formerly private wagons were antiquated, and the xecutive began to
break them up. Of 544 thousand acquired, 55.000 were demolished in
1948; 68,000 were withdrawn from service in 1949; 31,000 in 1950-
and 27,000 i 1951. They were comparatively small. At the 1937
censns. privately owned coal wagons could carry, on the average, only
10.91 tons; wagons owned by railwavs at the end of the vear could
carry 11.93 tons. While the Exccutive was getting rid of this equip-
ment 1t was also acquiring new vehicles of more than average size.
Between the end of 1948 and the end of 1951 tlic average capacity
of all its wagons. old and new, increased from 12.50 to 13.16 tons, at
a rate of 0.22 tons per year. The increase for ratlway-owned wagons
from the end of 1921 to the end of 1938 was only 0.10 tens per ammm.

In view of the pronomnced change in the average load, it is perhaps
not surprising that in this cxpansion of traffic the nmmber of loaded
cars per tram diminished, although it increased i previous expan-
stons. But one wonld «ill expect the growth of traffic to be accom-
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panied by an increase in the average amount of freight in a train; actu-
ally, however, there was little change in net ton-miles per train-mile.

During the interwar expansions growth of traffic had reduced the
speed of freight trains. In the present instance, however, the Executive
took special steps of a permanent character to expedite movement, and
the average speed increased in 1947-1951. Hourly performance — ton-
miles per train hour — consequently improved, even though there was
no improvement in ton-miles per train mile.

Except for minor and temporary fluctuations, the number of people
riding in trains has been remarkably constant since early 1948 (Chart
28). The growing attraction of motor travel almost exactly offsct the
normal stimulating effect of business expansion on rail travel.

The Executive did not, on balance, reduce the amount of service
offered, measured in train miles. This business expansion was not
accompanied by the usual, cost-reducing risc in passenger train loads.

Although freight traflic increased, and passenger traffic diminished
very little, the revenues of the Railway Executive declined from 1948
to 1949 (Table 35). Higher charges contributed to the subsequent
revival. Freight rates were raised 1625 per cent on May 15, 1950; and
the rates thus cstablished were raised 10 per cent on April 16, 1951.
From year to year the operating ratio varied inversely with revenue.
A final profit figure after deductions other than operating cxpenses is
not computed for the railways separately. A “balance on net revenue
account” is reported for all BTC undertakings combined
London Transport, road and water transport, hotels, etc. The balance
for the first vear was a deficit, £4.7 million, which deepened to £20.8
million as operating revenue fell. As the latter revived, the deficit was
reduced to £14.1 in 1950 and was succceded by a very small positive
halance, £0.1 million, in 1951.8

railways,

$ BT(C’s accounting system differs considerably from the system that prevailed under
private ownership. Depreciation charges on much of the property are now com-
puted and included in operating expense. For this reason among others, operating
ratios before natonalization are not closely comparable with operating ratios after-
ward. The concept of “balance on net revenue account” differs widely from the old
“net revenue.” Deductions made in computing the “balance” include not only
writc-offs and other items bat amortization of the British Transport Stock (govern-
ment debt) issued in exchange for railways and other properties.
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