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obtain seats in the trains. The supply of carriages, how-
ever, was meagre, and speculators made large profits by
buying up tickets and re-selling them at a premium. As
soon as the number of carriages was increased, this lucra-
tive trade came to an end. Five trains a day were run
between Brussels and Malines, and wice versa; but on
Sundays the crowds were so great that the trains succeeded
each other with only a few minutes’ interval. The car-
riages on the early Belgian lines were even ruder than
early ones in England, and they had to be mounted by
means of ladders. This primitive method was, however,
soon superseded. An opening, without door, was made
in one side of the carriage, and the traveller in ascending
rested his foot on a triangular iron step. As many acci-
dents occurred by reason of the smallness of this step, it
was speedily replaced by the wooden foot-board and doors
were placed in the entrance apertures. These primitive
open cars remained in use for something like ten years,
and they were then replaced by covered carriages, but
with the sides still open to wind and weather. At first,
the cold was shut out by curtains, and later by movable
sheet-iron shutters.

On May 4, 1836, the Brussels-Malines line was extended
to Antwerp and then three classes of carriage were perma-
nently adopted. The third class carriages were termed
wagons, the second chars-a-bancs, and the first diligences.
The original chars-da-bancs contained forty passengers, all
of whom had to enter and leave by one door. Later on
they were constructed to carry eighteen, and finally to
carry ten as at present. The first-class diligences were a
distinct improvement upon any carriages which, down to
the date of their introduction, had been in use upon the
Belgian lines. There was a corridor down the centre, and
the seats were arranged in compartments, each containing
eight places, four on a side. These carriages were neces-
sarily somewhat stuffy, but they were, generally speaking,
comfortable, and the traveller no longer had aught to fear
from the weather. They long remained in general use.
Up to 1868 they were commonly met with on the Belgian
lines, but were subsequently withdrawn, although a few
lasted until the early ’eighties.

Completion of Original System

The remaining parts of the original system were opened
as follow: Malines to Ghent in 1837 and thence to Ostend
in 1838; Malines to Louvain and Tirlemont in 1837, thence
to Ans in 1838, to Liége in 1842, and through Verviers
to the Prussian frontier in 1843; Brussels to Halle in 1840,
to Mons in 1841, and to the French frontier at Quievrain
in 1842.

M. Simons hardly saw the completion of the railway
system which he planned, for he died on May 14, 1843,
at the early age of 46. In conjunction with H. Maus
he built the engines which, with the aid of cables, hauled
the trains up the steep incline on the Malines side of
Lidge from 1842 to 1871, on a gradient of 0:028. He
constructed the first railway bridge over the Meuse at Liége,
the so-called Val-Benoit bridge, and directed the boring
of the tunnels on the Liége-Aachen line.

Apart from the original railway system, two other lines
were taken in hand by the Government about the same
period. ‘That from Ghent to Courtrai was completed in
1842, and the line from Braine-le-Compte to Manage and
Namur in 1843. These brought the Belgian railway total
up to 541 km. So far the State had reserved for itself
the monopoly of building railways, but the popular idea
arose that the pew mode of transit was too costly to
become general, or to allow of the transport of heavy
goods, by reason of competition from the waterways. The
low rates, rendered necessary as a matter of course, gave
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such unsatisfactory financial results that, when the Gov-
ernment proposed fresh schemes of extension, the
Chainbers refused to sanction a further outlay. Thus an
opportunity was given for private enterprise to carry on
further construction.

In 1842 the State granted a private company the right
to build a line, 50 km. in length, from Antwerp, Téte de
Flandre (now Rive Gauche), to Ghent. Other concessions
followed in 1845-1846, including chiefly the sections of
Namur-Liége, Charlerci-French frontier, Antwerp-Dutch
frontier, and Entre-Sambre and Meuse, and subsequently
the West Flanders lines and those of the Province of
Luxemburg.

In granling concessions to private companies the State
followed one of two methods, cither (4) the company con-
structed the lines which were then operated by the State,
or (b) both construction and operation were carried out
by the company. In the latter case the companies were
naturally tempted to consider their own advantage, and
by combining were able to compete actively with the
carlier State lines.

The Antwerp-Dutch frontier, Entre-Sambre and Meuse,
Louvain-Charleroi, and Chatelineau-Morialme lines were
amalgamated in 1864 as the Société du Grand Central
Belge, the name of this company corresponding to the
geographical position of its network; the Aix-Maestricht-
Landen line was added to it in 1867.

Fears of Foreign Control

In addition to the foregoing considerations, the fear that
the companies might come under the control of foreign
financiers induced the Belgian Government to adopt the
policy of acquiring the railways, which has been con-
sistently followed since 1871. This policy permitted of a
unification of tariffs and regulation of competition as now
exists between the railways and waterways.

Perhaps the most important example of Belgian lines
passing to foreign control was provided by the system
now known as the Nord-Belge. On August 12, 1845, a
concession was granted to the Société de Chemin de fer
de Namur & Liége, an English-owned company incor-
porated in Belgium, to build a line through the Meuse
Valley from Liége to Namur, a distance of 60 km., for
a distance of 12 of which outside Liége there is a route on
each bank of the river. This line was opened on
September 5, 1851. The English company ceased to work
the line in 1854 and made it over in the following year
to the French C. de f. du Nord—which adopted the name
Nord-Belge for this territory—against a fixed annual rental
of one million francs, which is still being paid and justifies
the continuance of the legal existence of the old company.
In the original concession one of the articles stipulated
that the period of its validity was to be ' 90 years from
the time when the whole line shall have been brought into
use,”” while another laid down that if within ten years
of the granting of the concession France should build a
railway to Givet, also on the Meuse, at the Belgian fron-
tier, the company should be obliged to prolong its line
another 50 km. from Namur to join up, and, in that case,
‘ the date of the expiration of the concession for the whole
line shall be that prescribed for the Liége-Namur section.”’
A lile was in fact built to Givet by the Est Company in
1858 and the Nord-Belge line, the financial position of
which apparently was not very good at the time, built
the extension, under some pressure from the Belgian
Government, and completed it in 1863. A dispute as to
the interpretation of this arrangement was settled in 1933
by the decision of the Belgian Courts that the concession
should expire in 1941. {This was referred to in our issue
of October 13, 1933.) In addition, the Nord-Belge has
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