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2. The Movement of Persons

Number of journeys was related to the state of business

In almost every year from 1850 to 1912, the British and their visitors
took more railwayv journevs than they did the vear before (Tables
175. There were only three slight declines — 0.4 per cent from 1878
to 1879, 1.0 per cent from 1908 to 1909, and 2.4 per cent from 1911
to 1912. The first of these could be regarded as a brief eventual response
to the business contraction of 1873-79, the second as a belated reaction
to the contraction of 1907-08. The third cannot plausibly be paired
with any phase in the reference chronology; it was probably a conse-
quence of the coal sirike in 1912, With two exceptions, then, we cannot
find any specific phases corresponding with the prewar business phases'
(monthly figures, if we had any, might show a closer relation) . Growth.
however, was retarded in all the business contractions except 1890-94
(Table 10). Even in that instance the average annual increase, while
slightly larger than in the preceding, was much smaller than i the
following expansion.*

After the war, the response of potential travelers to business condi-
tions was much more conspicuous. For every reference phase, annual
fizures, which include the numerous routine journeys of scason ticket
holders, reveal a rise in the number of journevs for every business expan-
tThere is no complete figure for 1868. But even the incomplete total shows a rise

fron: 1867. Concrivably travel way have diminished from 1868 to 1869: 1866-68

is a reference contraction.

2 Production of pig iron and steel ingots was smaller in 1893 than in 185+ The
trough vear in coal production, cotton imports, conrsumption of rails, tonnage of
vessels entered, and tonnage cleared was 1893 vather than 139t If 1893 1s taken
as a teference trough, the growth of passenwer traffie per year is as follows (million:
of journeyst:

1886-90 25.0
1890-93 18.3
1893-1906 38.1

This sinele exception to the general pattern of retarded growth disappears.
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TARLE ©

Number of Rqil Journeys, 1845.1902

{millions)
1845 33.80 1873 1533
1816 13,82 1874 -_177.8
1847 514+ 1875 30710
1848 58.0* 1876 5145
1849 60.4* 1877 53495

1878 365.0

1849 63.8 1879 562.7
1850 729 1880 603.9
185] 85.4 1881 626.0
1852 89.1 1682 6548
1853 102.3 1883 683.7
1854 111.2 1884 6935.0
1853 118.6 1885 697.2
1856 129.3 1886 725.6
1857 i30.0 1887 733.7
1858 139.1 1888 7425
1839 149.8 1889 775.0
1860 163.4 1890 817.7
1861 173.7 1891 8155
1862 180.4 1892 8611
1863 204.6 1893 8732
1864 2293 1894 911 4
1865 2519 1895 920.8
1866 2743 1896 a8n.3
1867 287.7 1897 1030.4
1868 304.1% 1898 1062.9
1869 306.7 1899 11n6.7
1870 3365 1900 11423
1871 375.2 1901 11724
1872 422.9 1902 1188.2

* Years endeg June 30,
b Incomplete: sonie companies failed (o report.

Does noy include Journeys by holders of season and periodical tickets. No information
on such tickets, 1845.50, Number of holders reported bcginning 1851, but each
holder Counted as gne regardiess of length of time for \;~}|i('h ticket was valid,
185!-!901, number of journeys €annot be estimg teq For nuniber, 190213 includ.
ing and excluding holders of season tickets, sce Table 17, (




TASLE 10
Rail Journeys: Change per Year between Reference Years, 1854-1913

CHANGE FROM PRECEDING

DATE
Per year
YEARS To To
FROM NUMBER peak trough
REFERENCE  LEVELOF PRLCEDING oF from from
DATE BUSINESS  DATE JOURNEYS® Total  trough  peak
(millions)

1854° Peak 1.2 e e
1855 Trough 1 118.6 7.4 7.1
1857 Peak 2 139.0 204 10.2
1858 Trough 1 139.1 0.1 0.1
1860 Peak 2 163.4 213 122 ...
1862 Trough 2 180.4 170 ... 8.5
1866 Peak 4 2743 93.9 235 ...
1868 Trough 2 N e ¢
1873 Peak 5 455.3 ¢ S
1879 Trough 6 562.7 1074 179
1883 Peak 4 683.7 121.0 302 ...
1886 Trough 3 723.6 419 ... 14.0
1890 Peak 4 817.7 92.1 230 ...
1894 Trough + 911.4 93.7 ... 23.4
1900 Peak 6 11423 230.9 385
1901 Trough 1 1172.4 301 .. 30.1
1903 Peak 2 11953 229 11.4
1904 Trough 1 1198.8 35 .. 35
1907 Peak 3 1239.5 60.7 202 ...
1908 Trough 1 1278.1 186 ... 18.6
1903 Peak 6.l e e
1904 Trough 1 1585.1 190 ... 19.0
1907 Pcak 3 1688.9 103.8 36 ..
1908 Trough 1 1711.2 223 223
1913 Peak 5 1897.5 i86.3 3713 ...

* Journeys of season ticket holders included only in lower (1903-13) segment. Not
shown for reference peak 1845 or trough 1848, since reference dates pertain to
calendar, data to fiscal years.

b Earliest reference date for which calendar year data on jeurneys are available; no
reference dates available on fiscal year basis.

¢ No data for 1868; no computation possible for 1866-68 or 1868-73.
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sion, a fali for cvery contraction (Chart 8, top line) * e EXpinsiaon
corresponcing to the 192193 veference Pht?-“"f was, to be sire short apy|
small. War conditinng, severely discouraging ordmary civiliay trave],
prolonged and in 1940 greatly decpened the contraction after 1037
(‘The most rapul growth of military and other War-conect e travel
came after 1940

Monthly data, which do not mehde the trips of scason ticket holders,
fail to disclose any specific contraction in the vicmity of 19.27{’8 (Chart
). But the curve is flatier i that rcference phase than in ghe expan-
sion before or after. And all the other reference phases from 1920 to
1938 can be matehed by rises and falls in jonmrneys. (Becanse we have
no monthly fizures hefore July 1920 or after April 1939 v cannot fiy
the beginning of the first or the end of the last contraction. !

In May 1937, many people must have gone np to London to see the
coronation ccremonies: the mmber of travellers was enormous. Ha
there been no change of kings, May would not have towered so far
above its neighboring months; but it or somc one of them would haye
been a peak, and there wonld still have been i rise from 1932 5 1937
and a decline thereaftor,

In the snbwivs of London, the traffic of May 1937 was ceven more
memorable. Busmen i the central areq of the city went o strike. Al
busses in that area were completely withdrawn from, service from May |
to May 27 inchysive * The combination of the ceremonies and the
absence of alternative facilities created an enormong Jam below gronng
(Chart 9. If these dramatic bt transient events ha not occurred, jt
looks ax thongh May wonld have been lower than stibsequent months,
and we accordingly place the peak in Deceniber, Another roval rigyal
——asilver jnbilee - crowded the nnderground lines iy May 19355 [
March 1924 , strike of tramwaymen an busmen diverted 1 heavy
traflic from the sprface lings.®

“The aumbey of scason tickets s reported in terms of equivalent anpyal tickets.
€.g8. a ticket usable for three months s counted as one-fourth of 5 ticket. It js assumed
that each annyal cquivalent tickes s used for a return tip on cach of 500 days,
i.e. for 600 journeys,

Rides on London undereround railways are rot included.

All figures are for passengers criginating: 5 Passenger traveliing
roads is rounted onlv once.
* London Passenees "l‘rzmsport Board, Annual Report. Year ended  June 30, 1037,
p-9.
*London Passenger Transpart Board, Annuaf Reporg, vear ended Jupe 30,193,
p. 25: Railicay Gezette . Mav 17, 19335, p. 955,
*Railvay Gazette. Maych 28, 1924, p. 488.

OYer several rajl.
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cHaRT 8

Rail Journeys: On Season Tickets, Other, and Total, 1919-1951

Mitlicns of journeys

1,200

:

1,6C0 r‘/

600 i

b

Seascn tickets

400

200 —
elipitll 11 I U IO I U T O B
1919 '35 ‘40 '45 '50

Choded periods are reference centrections.,

For the purposc of fixing peaks and troughs, we ignore the salient
fluctuations that reflect these accidental circumstances. We arc able to
discern broader waves in the number of underground rides, whicl: cor-
respond on the whole to the reference chronology. Again there is no
contraction in the vicinity of 1927-28; but the growth in that business
contraction was less rapid than in 1926-27 or 1928-29 (Table 11). All
the other reference phases can be matched with specific increases and
declines. For lack of monthly figures, the starting date of the first con-
traction in rides and the ending date of the last cannot be fixed.
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TABLF 1

London Underground Rides
Change per Month between Reference Months, 1924-1929

CHANGE FROM PRy cEppy
DATE

Per monih

MONTHS To To
FROM NUMRBEE Jsh fraugl,

REVERENCE LEvEL o FRYECEFDING Or /N”" /l,wr
PATE BUSINTSS DATE RI:E ™ Fotal trough feak

{million.

July 1926 Trough . 2Ly

March 1927 Peak 8 277 28 5%

Sept. 1oy Trouch 18 R 2 . 01
Julv 1909 Peak |41 K 2.0 0o

Phrecanongy Averiaee,

Riding on trams (street cars) and trollev-busses also fluctaated wiy),
business { Chart 10).7 From 1920 o 1090 tallic incrcased and de-
creased i rough correspondence with the reference phases. Fixcept fo
a slight rise, 1935216, however, there was no traflic expansion core.
sponding to the 1932.37 Dusiness expansion. But the flates of the
curve during that reference phase nrkes o sharp contrast with ji«
abrupt fall in 1929.39, Duwring the whole period from 1920, an cver
tdly large part of the service initially provided by trams was taken
over by motor busses, We would prefer to study the total of tram. e,
and bus passengers. hut unfortunately no figures including (he latter
are avalable before 1939, The combined totil did rise from 1932 ¢,
P937 CTable 12, column 10),

Growth of motor competition

For the raihways, the growing appeal of travel by PrVAte motor car was
probably of greater mament than the growth of travel by bus. Fram
1922 50 the outhreak of swar seventeen vears later, oqy ownership in-
"From Table 12, column 8. J'he vernce ending date of (he

vear. weighted by the
amount of traflic reported in connection with each ending (

e would be slichil
hefore Mouyeh 3 prior to 1939 iy somewhat Loty ghay Maveh 31 in Laer Ve,
Our iyl practice is to «harg g figure in qhe middle of (1 period o which e per-
tains, Accordingly we have plotted the dag, at Septenther 30 of the ealendar vear
opposite which they e shown in the bl thranel TS T and o Tittie Lot b in-
ning 1932,

€
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CHART 9
Rail Journeys, July 1920-April 1939
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crart 10

Rides on Trams and Trolley Vehicles, 1920-1937
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Notes 1o Tapre 12

* Coalendur Year.

"Yeai ending March 31 following vear in Col. 1.

“Vear ending Jioe 30 following veuy §r Col, 1,

* Less than 500,000,

“T'he drop in the figures in cols. (2) to (4) reflects the triosfer of many under-
tukings to the LPTB: their waflic even in the fraction of a vear hefore the date of
transfer 12 not included.

Cols. (2) to (5) from Ministry of Transport, Trem:cays and Li Rail:eays. Return
of Capital, ete. (annual), various issues. (6) and (7) from London Passenger Trans-
port Board, Annual Report and Accounts, 1959, (9) frem ‘irafhie Conanissioners’
Annual Report, 1937-38.

creased continually -~ cven in the contraction vears 1930-32, although
less rapidly theu than before or after (Chart 6. A lnnubler form of
private transport, motorcyveling, gained in popularity up to the niddle
of 1928; but cven before that date cars were increasingly preferred to
evcles, and after it the number of the latter gradually deciined. The
growth of motoring can be discerned also in the swiftly rising consumnp-
tion of motor fucl Table 137, The figurcs, however, include con-
sumiption by all kinds of mnotor vehicles, not ouly cars. Mcanwhile, rail
travel, which grew so steadily before World War 1. diminished or stag-
nated fron onte business cycle to the next. Business expansion in 1921-24
and 1926-27 did not restore to the railway companies all the passengers
they had lost in contraction: there was little if anv net gain from 1927
to 1929, or from 1926 to 1937

Travel less volatile than tonnage

Although nding on raitwavs and tramwavs was affected by busitess
conditions, the disturbances were not as great as thosc in freight traflic.
Between 1920 and 1958 the percentage fluctuations in the number of
rail journcvs (including those of scason ticket holders but not rides on
the London underground railways) were sialler than the most nearly
corresponding specific changes in tomage orginated {Table 14. The
one exception, resulting [rom the continued decline in rail journevs to
1940, mzyv be ascribed to war conditions. ) Percentage changes in the
mumbcer of tram rides were likewise smaller than those m tonnage.

We are obliged to base the foregoing comparisons on annual figures,
since regular monthly counts of railway journevs including those of
scason ticket holders have never been made, and there are no monthly
figures on tram aud trolley rides. We do have monthly data pertaining

31



TABLE 13

Domestic Supply of Automotive Fuel (Motor Spirit), 1921-195]
(millions of gallons)

192] 238.7 1935 13307
1929 281.6 1036 14025
1923 287.6 1937 1,476.8
1924 370.2 138 1,584.0
1925 358.5 1939 1,515.0
1940 1,241.6
1925 485.9 1941 1,546.1
1926 677.0 1942 1,418.4
1927 702.9
1928 823.6 1642 1,097.5
1929 870.0 1943 1,191.9
1930 1,057.3 1944 1,666.1
1945 1,680.2
1930 1,095.8 ' 1946 1,369.5
1931 1.047.0 1947 1,288.0
1932 1,092.3 1948 1,359.6
1933 1,199.5 1949 1,573.3
1934 1,241.5 1950 1,696.4
1951 1,906.9

Coruputed from the following data, so far as available: (1) imports, (2) produc-
tion of British refineries, (3) production in Britain from coal and shale, (4) imports
re-exported, (5) domestic production exported.

1921-25 segment of table: (1)--(4).

1925-30 segment: (1) +(2)—(4)—(5).

1930-5¢ segments: (l)+(2)+(3)-(4)—(5). Aviation spirit excluded from (1
aud (4) in 1942-51 segment, included previously.

(1), (4), and (5) from Customs and Excise Department, Annual Statement of
the Trade of the United Kingdom. . . . In earlier years, (2} from Board of Trade
Journal, e.g. June 6, 1935, p. 907; (3) from Mines Department, dnnual Report.
In later years, both from Central Statistical Office, Annual Abstract of Statistics.

to railway trips of passengers other than season ticket holders, and to
rides on the underground. But they are not useful before 1929 or after
1937.2 We therefore confine our comparisons to two phases (Table 15).

*Since we do not know when the peaks in travel corresponding to the 1929 peaks
in ton-miles occurred, we cannot compute the decline from these peaks to the follow-
ing troughs. Interpretation of comparative changes in ]1921-26 would be complicated
by the strikes. Furthermore, we would have to compare an expansion in {on-mjles
that began in 1921 and ended in February 1924 with an expansion in underground
rides that did uot begin 1ntil September 1923 and did not end until Sepiember
1925 — a comparison of doubtful meaning. There Was no peak in cither kind of
travel until 1927 and no trough around 1928, so we have nothing to compare with
the 1926-27 expansion, [927.28 contraction, or 1928.29 expansion of freight traffic.
We do not know when the contraction of travel that began in 1937 ended.
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In both, the chauges in rail journeys and in underground rides were
milder than those in ton-miles. Travelers are likely to take longer jour-
eSS N prosperoas times, Passenger-miles may tlu'rt‘fur(-. vy more thfm
the number of passengers. But American statistics indicate that varia.
tions in passenger-miles arc also milder than those in ton-miles.

Since travel passed through few up-and-down fluctuations before

TASLE 15
Ton-Miles, Railway Journeys, and London Underground Rides
Per Cent Change hetween Specific Peak and Trough Months, 1921-1938

BAML JOURNEYSY UNDERGROUND RIDES
TON-MILES® it e
7¢ Change Nuwm- Chanse N Chapop
LEVEL from Date ber  from Dete Lor fiom
oF fircceding lecel fwnle preced- level mil- fovced-
TRAFFI: date ieach: d leoms) ingdare 1eached livnis ' Do date
Peak May 1929 6 May 1936 220
Trongh —25 April 1932 610 Jan 1933 290 g
Peik 31 May 1037 71.8 22 Dee 1937 361 24

* For dates and absolute amounts sce Table 7.
* Excluding those of season ticket holders and excluding London underground
railways,

T913. we can’t make phase-by-phase comparisons of amplitude iy that
carlier age. But in a sense we can say that then, too, passenger was more
stable than freight traffic. Tonnage tended to increase more than the
number of passengers in expansions, less in contractions / Table 16,
In all 7 rising phases of business, both freight traffie and travel in-
creased: but in 6 of them, the riatio of tons to passengers also rose, i.e.
tonnage incressed by a greater percentage than passengers, In 3 of 8
contractions, tonnage fell, but passengeis became more numerous: the
ratio, of course, fell. In 3 others. both kinds of traflic increased, but the
ratio again fell — the 1ise in journevs was more vigorous than that in
freight carried.

A similar conclusion emerges when we ask what happened to travel
during the phases in freight traffic rather than during the reference
phases. In all of the 7 freight expansions for whiclt e know the number
of passengers, the latter inereased, but usually not in proportion to ton.
nage, for in 5 of them the ratio rose. In all the contractions of tonnage,
journeys increased, and the ratio. of course, felj.
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TABLE 16

Tc?ns (;onveyed, Number of Journeys, and Ratio of Tons to journeys
Direction of Net Change between Reference Peak and Trough Years,
1857-1908

and between Peak and Trough Years in Tons Conveyed, 1861-1912

EXPANSIONS CONTRACGTIONS

Dates Tons  Jowneys  Ratio Dates Tons  Journeys  Ratio

REFERENCE PHARES

1837-38 + + +
1858-60 + + -+ 1860-62 + + -
1862-66 + 4+ — 1866-68 + No data  No data
1868-73 + Nodata No data 1873-79 + + —
1879-83  + + + 188386 — + —
188690 4 + + 189001 + —
18941600 4 + - 1900-01 — + —
1901-03 + 4 +- 100301 -+ + +
1944-07 + -+ + 1907-08 — + —

PHASES IN TONS CONVEYED

1861-62 — + —
1862-67 + + — 1867-68 — No data  Nodata
18€8-73 + Nodata No data 1873-7+ — + —
1874-77 + + — 1877-78 — + —
1878-83 -+ - + 1883-86 — L —
1886-91 + + + 1891-93 - + —
1893-1900 + + T+ 190001 - + —
1901-07 + +- -+ 1907-08 — + —
1908-11 + + + 1911-12 — No data No data

Season ticket business more stable than other travel

About one-third of all journeys in Britain are authorized by season
tickets, good for a number of trips and sold at reduced rates. As far as
one can teil from annual figures for the years after World War 1, sales
of scason tickets did not actually rise and fall with the state of the
economy {Chart 8).° On the contrary, they declined continuously from
1920 to 1933; three business expansions failed to halt the downward
trend. But they did retard it. The number of tickets sold conformed, in
this sense, without exception from 1919 to 1938.

Apparently, however, this part of the passenger business was some-
what more stable, as far as cyclical disturbances are concerned, than

> Number of journeys on scason tickets computed as explained in note 3.

ko>
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TASLE 17
Journeys of Season Ticket Holders and Others, 1902-1913

JOURNEYS
OF OTHER }l)l'}(.\l;\b(’)F
PASSENGERS SEASON RATIO CF
THAN SFASON  NUMEBEP OF TICKET TOTAL OTHER
TICKET SEASON HOLDERS JOURNEYS  JOURNEYS
HOLDERS TICKETS® L2 x 600" (1) + (3} TO TOTAL
{millions) {thousends) Tmdilliony) =)
() 2 (3) ) (5)
1902 1,188.2 592.6 355.6 1.543.8 770
1903 1,195.3 618.0 370.8 1.566.1 063
1904 1,198.8 643.9 386.3 1.585.1 756
1905 1,199.0 663.0 3978 1.596.8 751
1906 1.240:.3 693.5 416.1 1,656.4 749
1907 1,259.5 715.6 429.4 1,688.9 EL)
1908 1,278.1 721.8 433.1 1,711.2 747
1919 1.265.1 730.3 438.2 1,703.3 743
1910 1,306.7 752.7 451.6 1,758.3 743
1911 1,326.3 779.2 1467.5 1,793.8 .739
1912 1,294.3 785.1 4711 1,765.4 733
1913 1,454.8° 737.8° H2.7° i,897.5 b

* Cf. note 3 to text.

* Not comparable with figures for other years: all journeys of workmen included in
“other”; multiple-trip tickets for workmen formerly included in season tickets, and
their journeys in those of season ticket holders.

the remainder; in other words, the number of individually purchased
journeys tended to rise and fall by greater percentages than the number
of journeys authorized by season tickets. The ratio of other-than-season-
ticket journeys to all journeys rosc in 4 of the 5 business expansions after
1918 for which we have data, fell in 4 of the 5 contractions (Chart 11).
The fall in 1919-20 was not as rapid as in 1920-21 ; the rise in 1927-28
was slightly less rapid than that in 1928-29, considerably less rapid than
in 1926-27.

The figures available for a short period before the war are harder to
interpret. Rides of season ticket holders increased every year — did not,
like other traffic, diminish from 1908 to 1909 or from 1911 to 191°
{Table 17). From their failure to do so we might infer greater stability.
Although the ratio of non-season-ticket to total journeys fell in the three
reference phases, the decline was more rapid in 1903-04 than in
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CHART 11

Ratio of Journeys Other than Those of Season Ticket Holders
to All Roil Journeys, 1919-1951
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1904-07, as we should expect if other traflic is more variable. But in
1907-08 the ratio actually rose.’

® As we have noted before, perhaps we should vegard the response of passenger
traffic to business contraction as having occurred in 1908-1909. But even the 1908-
1909 change, from .747 to .743 or —.004, differs negligibly from the average 1904-
1907 change, (.756 -- .746) = 3 or — .0033, or the averzge 1904-1908 change,
(.756 — .747) — 4 or — .00225.





