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FOREWORD

Sixty-one years ago the Malta Railway passed into history. There are stations,
tunnels and street names to remind us that there was once a railway in Malta, but
somehow the absence of engines, carriages, uniformed staff and the accompanying
smoke, clanging and whistling make these railway relics everyday buildings when
they are not a downright nuisance to the residents, like the embankment behind
the Corinthia Hotel. So while some remnants of the railway survive, we hurry past,
not having the time or the interest in this forgotten piece of Malta’s heritage. In
1983, the Post Office issued a stamp set to commemorate the railway and the
occasional article is still published in newspapers, written by railway buffs or
people with fond memories. Most of the railway staff have gone and their children
regret “that father had lots of memorabilia, but honestly we do not know where it
is; perhaps we will find it some day and let you know”. BD Rigby partly redressed
the balance in 1971 with his Malte Railway, one of a series of books on narrow
gauge railways such as ours was.

We aim to rediscover the railway and try to understand why we discarded the
words train, iron horse, railway, in favour of our unique appellative, “Il-Vapur ta’
1-Art” - “The Land Steamer”. We will try to look at it through the eyes of the farmer
whose land was partitioned to let the thing through, though that was half his
trouble - the sparks began to set fire to his cornfields around harvest time; to look
at it through the eyes of the worker who hoped to reduce his walking hours if he
could find the fare out of his 2 shillings daily. Thereby hung the tale of the
promoters who misjudged Maltese pockets and could not understand why the more
people carried the more money they lost.

Then Government suspended the service for reasons of public safety and
acquired the railway “for a song”; but well did the shareholders ask, what about
us, the money we sank into the enterprise? The shareholders lost out to a gleeful
Government but the railway seemed to have been accursed from the start. Losses
mounted, subsidies were given, politicians meddled in its affairs, their initial
exuberance soured by the arrival of the tram and the motor carriage, which went
where the railway could not, for less. The same politicians who had expropriated
the railway discovered, to their dismay, that they were saddled with it after newer,
more efficient means of transport arrived on the Island. It is no wonder that they
asked: “What are we going to do with it, this Haereditas Damnosa?

Which brings us back to the remains and the meaning of the railway if we accept
that the present is a measure of our past. The railway introduced the concept of
travelling for fun, the Sunday afternoon outing to leave crowded, unhealthy
Valletta and discover our tiny, beautiful countryside, hitherto the prerogative of
the very rich. On weekdays, the railway bred the first Maltese commuter and made
intercourse between town and village a reality. Large groups of us began to travel
together, speedily and safely. As Governor Borton predicted, it introduced speed
in our lives, the concept of time being money, reducing the use of our legs and
starting the urban sprawl which is threatening our countryside and making a big
town of Malta.

It makes more than authors to write books and we are indebted to several
people who rummaged in their boxes and drawers to come up with documents and
photographs. We received invaluable help from Director of Public Works, Fr M
Zerafa, Police Department, Treasury Department, Fr Gatt SJ, Miss M Strickland,
M Ellul, J Degiorgio, JV Toledo, Chev E Tonna, T Terribile, Dr V Depasquale, A
Baldacchino, J Galea Naudi, Mrs Bernard, Dr A Abela Medici, W Zammit, J Mizzi,
LF Tortell, L Zahra, L Falzon, RJ Caruana, J Caruana, N Azzopardi and G
Farrugia. Special thanks go to John Sultana for revising the original text and
making several useful suggestions.

The first edition has been out of print for some time now, having won
widespread acclaim for its authentic, in-depth study of Malta and its railway. This
second edition has been completely revised and re-set and includes new photo-
graphs and information on the disposal of the railway after March 31, 1931. The
new A4 portrait format makes it a companion volume to our Malta Buses and
Tramway/Lift books.

Joseph Bonnici-Michael Cassar
May, 1992



PAPA, ARGA’
SAFFARLU!

Nhar I-Imnarja mill-Imdina
Bil-Vapur ta’ 1-art gejt '] haw:
Fil-vagun kien hemm sinjuri,
Nies ihobbu jiccajtaw.

Binhom Karlu kien imxerref
Jara kollox jimxi lura;

U, ghax kien ir-rih ftit gawwi,
Qabszet qalet is-sinjura:

“Karlu, zomm il-kappell sewwa
ghax ir-rih itajjarulek:

Fhimtni x'ghidtlek?... Isma’ ruhi,
Jekk itir, hadd ma jgibulek.”

Trux it-tifel ghall-kliem t’ommu,
Baqa’ mxerref barra t-tieqa,
I}-misser, ragel minn taghna,
Malajr haseb ghamel hlieqa.

[1-kappell hadlu bil-mohbi,

U fil-waqt li wrajh hbihulu:-
“Rajtx, kif tarlek?” Qabzet ommu:
“Inbus l-art li r-rih hadulu?!”

Karlu nfexx jixher u jibki,
Rasu jhokk, jaghti b’riglejh;
B'dak ix-xhir u 1-tahbit tieghu
Dejjaq lil kull min kien hdejh.

“Iskot, Karl,” qallu missieru,
“0Oqghod gwejjed, tibza xej’;
Ha nsaffarlu u jarga’ jigi:

Fis, fis, fis! Hawn hu, gej, gej!”

Heikk kif hass il-kappell f'rasu,
Karlu tbissem, faqqa’ jdejh;
Ahna dhakna, u dhakna sewwa;
U staghgibna nharsu lejh.

Wara ftit li ntsiet il-bicca,
B’heffa kbira jagbad Karlu
II-kappell u jixhtu barra,
U: “Papa, arga’ saffarlu!”

PAPA, WHISTLE TO
IT AGAIN!

On Mnarja day from Notabile

I came here by train:

In the carriage there were gentlefolks,
Persons who are fond of joking.

Their son Charles was looking out
To see everything move backwards:
And as the wind blew rather hard,
The Lady cried out:

“Charley, hold your hat fast,

For the wind will blow it away:

You understand what I say... Listen, dear..
If it tlies, nobody will bring it to you.”

Deaf to his mother’s words,

The boy kept leaning out of the window;
The father, a good natured man,
Quickly thought to have a joke.

He snatched the hat stealthily,

And, as he hid it behind his back:-

“You see, how it flew away!™ - cried his mother
Thank goodness, the wind has blown it away!”

Charles burst out screaming and crying,
Scratching his head, and kicking his legs;
With all his screaming and stamping

He annoyed all those who were near him.

“Be quiet, Charley,” the father said,

“Be good, don’t worry;

I'll whistle to it, and it will come back;
Fis, Fis, Fis! Here it is, coming, coming!”

As he felt the hat on his head

Charley smiled, clapped his hands;

We laughed, and laughed heartily,
And we were astonished watching him.

Shortly after, when all was forgotten,
Very swiftly Charley snatched

His hat and threw it out,

And:- “Papa, whistle to it again!”

Quoted from the Second Book of Maltese Readings

with a literal translation for use in the
Government Elementary School - 1904
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A RAILWAY CHRONOLOGY

1870
1873 Mar 26

Apr 21
May 4

June
Jul 24
Dec 11

Dec 26
Dec 30
1874 Dec 31

1875
Apr 15

Apr 30
1879 Feb 3

May 8

J Scott Tucker lays plans for a railway before Council of
Government.

Hutchinson presents his scheme for a railway on the Fell
System.

C Andrews presents his scheme for an ordinary railway.
Select Committee assisted by Major James, E L Galizia and
G C Schinas appointed to examine schemes.

James presents his report.

E L Galizia and G C Schinas present their report.
Hutchinson withdraws. Select Committee presents report,
declares railway to be of public utility and recommends
award of concession to Andrews.

Council resolves to adopt Select Committee report.
Andrews and Rosenbusch granted the concession.

Expiry of Andrews’s privilege. Scott Tucker and Mirabita
involved in schemes of their own.

Mirabita travels to London during the year to raise capital.
Appointment of Select Committee to re-examine three
schemes by Andrews, Scott Tucker and E Fernandes.
Andrews’s scheme chosen for second time.

Government and W S Sharpe, on behalf of General Works,
sign contract for concession. General Works transfer con-
cession to G Crawley who files for bankruptcy in London.
Mirabita and W S Sharpe sue General Works, contending
that the concession holds.

Ferdinand Mirabita writes to his father from London, intro-
ducing Gervase Elwes and the Malta Railway.

May 26 Mirabita offers to obtain concession for Elwes and partners

Jun 7

Jul 3
Oct 24

Nov 29

1880 Jul 28

1880 Nov 16
Dec 22

Dec 29

1881 Mar 3
Jun 3

on payment of £2,500 commission. Elwes accepts.
Mirabita writes to Acting Chief Secretary, introduces Elwes
and partners instead of General Works.

Mirabita invites Alfred Christian to the Board of Directors.
The new Company grants Mirabita power of attorney to sign
and draw money on its behalf.

General Works contract cancelled by Commercial Court.
Elwes publishes report on the Malta Railway.
Government and Company sign new contract, E Micallef
appearing instead of Mirabita as special attorney.

Geneste hired as contractor.

Prospectus published. Government notice authorises Com-
pany to survey and purchase land.

Geneste subcontracts work to Francesco and Annibale
Mirabita.

Ordinance to prevent landlords from obstructing company.
Garnishee warrant by Mirabita brothers of Company prop-
erty.
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Jul 13
1882 Mar 2
Mar 30

Apr 14

Apr 17

May 6
Dec

1883 Feb 28
Mar 1
Sep 22
Oct 11

1884 May 25

Dec 5

Dec 23
1885 Mar 1

Sep 10
1889 Apr

Works delayed until guarantees are given.

Mirabita sues Company for £3,500 in Commercial Court.
Wells-Owen leaves Malta after inspecting works.
Complains of delays and obstruction in his report.
“Gentleman” belies report in the Malta Standard.
Company issues circular to shareholders, blaming
Mirabita, the Supervision Board and the War Office for the
delay.

William Roebuck, Director, arrives, invites Mirabita to settle
claims out of Court. Mirabita refuses quantum.

Notabile residents petition against siting of station.

Line nearly complete. Governor releases surety. Arrival of
Engines 1 and 2. Mirabitas claim credit for the enterprise.
Official inauguration. Staff rules and regulations published.
Commencement of regular services.

Geneste’s first report.

Commercial Court awards Mirabita £300 as commission.
Commercial Court amends Mirabita award to £500 plus 6%
interest from 11 October, 1883.

Geneste’s second report.

Company’s annual general meeting in London.

Second anniversary of railway. Festival at Sagqajja.
General Regulations published.

Line shut temporarily.

May 10 Service resumed with a single train.

1890 Apr 1
Jun 10

1890 Dec 12
1891 Mar 2
Apr

Nov 25
Dec

1892 Feb 25
May 2
Sept

1893 Jan 2
Apr 16
May 12

Dec

1895 Dec 31

1896 Aug 5

12

Government shuts down the line, sues for breach of contract.
Debenture holders’ lawyers write to Lord Knutsford offering
to repair engines if concession is altered and compensation
guaranteed. Knutsford asks Government to delay forfeiture.
Railway forfeited to Government.

Sale by alienation (subasta) of railway. Government steps in
to stop piecemeal destruction of public asset.

Porta Reale timber viaduct declared unsafe. Stone replace-
ment authorised.

Select Committee on railway reorganisation presents report.
Arrival of Engine N*. 5. William Shelford consulted about N*
6.

Line re-opened. L Gatt Acting Manager.

New regulations published.

Arrival of Engine N2 6

Workmen’s trains resumed.

Proposal for siding between Notabile and Birkirkara.

L Gatt, now manager, presents report on first year. Travels
to England to acquire experience in railway management.
Porte des Bombes timber viaduct declared unsafe. Stone
replacement authorised. Overway at San Salvatore com-
pleted.

Buhagiar succeeds Gatt. Railway school opened. Mtarfa
extension authorised. Arrival of Engine N2 7.

Woodward Report on four proposed extensions. Notabile
tunnel commenced. Arrival of Engine N° 8.



1898 Oct 15
1899 May 8

1900
1901 Sep 4

1903 Jan 14
Jul 2
1905 Mar 2

1906 Dec 14
1911-12

1915 Jul 11

1916

1917 June

1919-20
1923 Jul 22

1924 May

1927

1928 Feb 3
Mar 12
Jun 12
Oct 26
Nov 16
Dec 12

Buhagiar asks for more money on account of clayey rock
in Notabile tunnel. Valletta station improved.

New regulations published. Old ones repealed. Arrival of
Engine N° 9.

Mtarfa extension completed.

Unsuccessful negotiations for the opening of a light railway
to Sliema.

Group charter rates published.

Tramway concession signed.

Tramway reduced fare to 1d. between 5.00 and 7.00am.
Engine N° 10 delivered.

School pases introduced.

Lt Governor admits that tramway was causing the railway
deficit.

Buhagiar offers railway workshop for manufacture of mu-
nitions.

Buhagiar introduces loose underground drainage at the
stations. A steep rise in the price of coal. Hand grenades
manufactured in railway workshop. Carriages converted to
carry Gallipoli wounded.

Strickland proposes to sell the engines to the French for use
on the Western Front.

Wage increases for regular and substitute staff.

Cattle incident at Santa Venera. Mgr. Ferris reproved for
his conduct on the train earlier in the year.

Rizzo succeeds Buhagiar.

Engine N? 3 retired.

Bennett report.

Rizzo replies to Bennett.

Tenders for the railway.

Beaumont, of Sentinel Wagons, writes to Sir Ugo Mifsud.
The Grungo case.

Motion to convert the line into a speedway.

1929 May 27 Motion to suspend services.

Jun 25
Dec 16
1930 Jun 26

Jul 9

Jul 29
Augl
Oct 15
Oct 20

1930 Nov 21

Dec 8
1931 Jan 16
Mar 16
Mar 31
Apr 7

Beaumont arrives in Malta.

Tramway shut down.

Constitution suspended. Strickland retained in consultative
capacity.

Strickland’s unofficial memo on the railway.

Committee on reorganisation of bus service meets.

Rizzo’s evidence before Motor Traffic Committee.
Committee publishes its conclusions.

Overseas Motor Transport offers to run railway if granted
monopoly for a combined rail-bus service.

Rizzo reports on the possibility of running the railway for a
few more months.

Traffic Control Board set up.

Reduced service time-table.

Notice N* 98 announces closure of the railway.

Railway closes down.

Strickland’s memo to Governor on disposal of railway assets.

13
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Facing page: The
promaters conducted
surveys of pedestrian
and cab traffic through
Porte des Bombes,
Floriana. and the
Marina Gate, Valletta
in order to estimate
potential traffic for the
railway

A RAILWAY IS BORN

“The terms of concession possess no feature of attraction to English capital.”
Edward Rosenbusch, in a letter to Sir Victor Houlton
December 31, 1874.

hen J Scott Tucker first proposed a railway for Malta in 1870, the

Island was perhaps one of the last countries in Europe without one.
The railway revolution was nearly over and the world was on the threshold
of newer, quicker, and more efficient means of transport. Arailwayona 17-
mile (27.2km) long island was illogical were it not for Malta’s strategic
position and dense population which, added to the thousands calling in
ships or taking up local residence, made the railway seem a feasible
proposition. The local Government did not want to invest in such a risky
and costly enterprise; foreign capital was always welcome but the terms of
the concession and their observation remained Government’s prerogative.

The Island’s gentle topography and association with Britain deceived
experienced Victorian engineers inte assuming that things were going to
be easy.

In 1873, C Andrews, a construction engineer, surveyed the island and
drew up plans. Andrews’s partner was E Rosenbusch, the Engineer and
General Superintendent of the Mediterranean Extension Telegraph Co.
Lid of Valletta. They submitted plans to the Council of Government on
April 21. The Council was already examining another proposal submitted
by Major Hutchinson on March 26, 1873. On May 4 the Council appointed
a Select Committee made up of Messrs. Dingli, Trapani, Scicluna Barbaro
and Decesare to examine both schemes and make recommendations. The
Select Committee engaged the services of Major James RE, EL Galizia and
GC Schinas to interview the promoters and submit two reports, James to
workindependently of the others. James’s appointment was not capricious:
as an officer of the Royal Engineers his superiors at the War Office would
certainly veto any construction that would endanger the island’s military
prowess. Equally, the choice of two Maltese architects ensured that both
schemes would be studied from a local perspective.

Both Andrews and Hutchinson proposed a narrow metre gauge railway
which was widely used in underdeveloped countries since it was cheaper
and easier to construct and required smaller and slower engines which
were ideal for the steep gradients and uneven topography often encoun-
tered. Both reports differed substantially in content and conclusion and so
deserve closer examination since they influenced the terms of the conces-
sion with dire consequences for the Malta Railway Company.

15



The Major James Report

When James submitted his report in June 1873, he made no secret of his
War Office brief. His introduction was followed by a description of the two
schemes, Major Hutchinson’s, which he named Railway N° 1 and C
Andrews’s, N°® 2. This was followed by comparative remarks, conclusions
and suggestions on the schemes.

Major Hutchinson’s scheme - Railway N°® 1
Hutchinson’s railway was based on Fell’'s Aldershot Railway where two
continuous iron-girder rails were supported on a series of iron trestles. At
Aldershot, the gauge was half that proposed for Malta, stability being
obtained by the use of side friction wheels on engines and carriages.
Hutchinson claimed that Maltese stone piers could replace the steel
trestles to support the gauge and eliminate the side friction wheels. The
engines and carriages would have a low centre of gravity for stability. He
estimated the necessary capital at £42,000 or £6,000 per mile. Land
purchased for his scheme would cost less than under the trestles. Valletta’s
Terminus was to be sited on the left side of Porta Reale in St John’s
Counterguard, a better site according to James, than Andrews’s.
Hutchinson’s line would then pass between Lintorn Barracks (Beltissebh}
and the Ospizio (behind the Police GHQ), proceed to Salvatore Bastion in
a 20ft (6.1m) long tunnel, traverse the road from Notre Dame and Porte des
Bombes Gates to Pieta on 20ft (6.1m) high trestles, and arrive at a station
to be built at Ta’ Braxia, which would be called Porte des Bombes Station.
The line would then run parallel to St Joseph’s Road, Hamrun with a
station near Palazzo Leone. Another station would be placed to the south
of Birkirkara’s old church. The next station would be between Attard and
Lija after which a right curve would take the line to the south of Mosta, with
a station there. Here a left curve would take it to Notabile Terminus at the
foot of the hill, near the Attard/Zebbug road junctions. Wignacourt’s
Aqueduct would be traversed between Mosta and Notabile. Hutchinson’s
minor stations would be mere stops without booking offices, and tickets
would be issued on the train. He envisaged extensions from Mosta to Marfa
and from Hamrun to the South and West of the island.

C. Andrews’s scheme - Railway N® 2
Whereas Hutchinson had submitted artist’s impressions instead of de-
tailed plans, Andrews produced a map of the route through the fortifica-
tions and calculations of the cutting and embanking required for the
gradient proposed, the results of his own 1873 survey. His gradients were
1 in 70 at their steepest; the narrowest curves were to be of 10 chains
(201.2m) radius. His line would require 40 tumoli (40ha) of land costing
£1,5301in compensation, theland through the fortifications being given free
at a nominal rate. James thought that Andrews’s estimated track width of
51/s yards (5m) was excessive for a single metre gauge. Andrews’s costs were
estimated at £27,291 or £4,102 per mile; they were based on £6,320 for the
first mile and £3,000 for each of the following. James doubted if Andrews’s
figure of £2,300 for rolling stock was adequate. The rails would resemble
Indian Tramways’, 3"z inches (0.09m) deep and weighing 35 pounds per
linear yard (15.88kg per 0.91m).

Andrews sited Valletta Station at the Marina Curtain to the right of the
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Andrews proposed a
terminus for Valletta
below the Marina Gate
in the area known as
Gnien is-Sultan (The
Sultan’s Garden)

drawbridge. The line would then penetrate the fortifications by a long
tunnel which, as a contingent advantage, would carry the main sewer when
drainage works in Valletta and Floriana commenced. Rubble from the
tunnelling would be used to build the embankments along the line. After
emerging at the rear of the re-entering angles of Magazine and St Francis
Bastions, Floriana, an embankment would take the line to Bugeja’s Stores
{Coleiro’s Winery) near the left face of the Crown Works (Sea Malta offices)
until it reached the road from Marsa to Hamrun (Spencer Hill) which would
be traversed by an oblique iron-girder bridge. From there a curve to the
Northwest would bring it to the junction of roads leading to Marsa and
Hamrun. The rest of the line to Notabile would be on surface.

There would be stations at Hamrun, between St Joseph and Msida, near
Birkirkara’s old church, and between Attard and Zebbug, where the line
approached the Lunatic Asylum before arriving at Notabile. There were to
be no level crossings, bridges and fences to be used where public safety
required it. Wignacourt’s Aqueduct would be traversed at Hamrun and San
Anton.

Andrews proposed three extensions, the first to St Paul’s Bay and Marfa
“from whence a steam ferry to Gozo would be possible”; the second would
connect Qormi, Zebbug and Siggiewi, while the third, clearly meant to
please the War Office, would extend to Fort St Elmo from the War
Department’s Pinto Stores, for the conveyance of ordnance and military
supplies.
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Railway N 2A - James’s modification of Andrews’s plan

for the first mile

James did not modify Hutchinson’s plan since any objections to it would
affect the entire Fell system. He proposed to modify Andrews’s scheme to
make it acceptable to the War Office. James proposed a goods station at the
Marina Ditch to link the wharves along the Grand Harbour. Andrews’s
main tunnel would begin at the Marina Ditch and exit at Kalkara Gate
(Crucifix Hill}, after which a second tunnel carried the line to the re-
entering angle of Magazine and St Francis Bastions, Floriana, as Andrews
had proposed. Andrews’s projected embankment behind Bugeja’s Stores
prejudiced the fortifications and would be removed from the plans by
cutting a 50 yards (45.7m) long tunnel under the Crown Works,

Comparative remarks on schemes 1, 2 and 2A.

James favoured Hutchinson's site for the Valletta station at Porta Reale
which was more socially acceptable for the upper classes than the Marina
Ditch. Although Porta Reale was more central to the City and was
eventually chosen, the Marina was the real gateway to Malta, and railway
revenue estimates had calculated on several foreigners using the train for
excursions to Notabile. A zig-zag footpath was later constructed from the
Ditch below St John’s Counterguard to Porta Reale Railway Station. James
admitted that schemes nos 2 and 2A would be of better service to the
population and there would also be the additional bonus of goods traffic.

Hutchinson’s trestles would not prejudice the fortifications but, disman-
tling hundreds of tons of steel in the event of war would be a military
liability. The plan held no prospect for goods traffic. Either system would
serve the countryside though James preferred N° 1’s proximity to Mosta
which he thought was larger than Zebbug. He refuted Hutchinson’s theory
of continued cultivation under the line. Farmers would suffer regular
interruption, the ashes would set fire to their crops and consequently the
area occupied by the line had to be written off for cultivation purposes. The
Fell system eliminated bridges and level crossings but a headway of 11 feet
(3.4m) over the main roads would be necessary.

In Andrews’s criticism of Hutchinson’s scheme, James said that, contrary
to his allegations, Fell’s trestles could be reversed instead of renewed after
seven years, thus doubling their lifespan. It would not be difficult to repair
the line because the structure was not as rigid as Andrews had stated.
James dismissed Andrews’s other objections to the Fell system: changes
in temperatures, the difficulty of raising the outer rail on a curve, the size
of the carriages, safety and wind exposure. Andrews alleged that the
British Board of Trade would never authorise the construction of such a
line, that at Aldershot being only an experiment by the British Government.
James wrongly interpreted this as evidence that the system was acceptable.
Since fares were a vital consideration in a railway operation, James argued
that the cheaper Fell system would enable lower fares to be charged.

Conclusions and suggestions
James summed up as follows:
1 The tunnel route (N°.2) chosen for the first mile.
2 The Mosta route for the countryside.
3 The Fell system, modified by the use of stone instead of iron piers
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well adapted to Malta’s needs.

While taking full responsibility for his opinions, James suggested that

the promoters should be bound to:

a. guarantee completion of work by depositing a sufficiently large
sum of money as surety;
b. forfeit the concession and works already completed if the project
was not completed by a given time;
c. guarantee origin and security of capital;
d. be given power to purchase land;
e. allow inspection during and after construction;
f. submit to official regulations relating to fares, timetables,
roads, aqueducts, speed and safety;
g. submit to seizure by Government in wartime and be compen-
sated accordingly;
h. await ratification of the concession by the Secretary of State for
War.

The Galizia/Schinas scheme

Galizia and Schinas submitted their report on July 24, 1873. While the first
part resembled Major James’s their observations and conclusions differed
substantially from his.

Galizia and Schinas thought the public would be equally served at Porta
Reale or the Marina though the latter would boost trade and benefit the
Three Cities. They upheld Andrews’s scheme for the line’s approach to
Zebbug, and refuted Hutchinson’s allegation that Andrews would divide
the island.

Hutchinson was criticised for the dearth of information supplied on
plans, speed and manpower. (Incidentally Major James had taken the
trouble to make his own calculations on behalf of Hutchinson.) Andrews’s
proposed curvature radii were too narrow for safety but his assertion that
the Fell curves would be reduced into polygons was unfounded. Galizia and
Schinas criticised Hutchinson for designing carriages without dimensions
and scale. They praised Andrews’s scale drawings of 35ft by 7ft (10.7m by
2.1m)carriages with seating based on the American system. These carriages
would probably have some trouble in negotiating the short curves.

Galizia and Schinas condemned the Fell system for safety reasons.
Their mind boggled at the consequences of derailment, boiler explosion,
and engine breakdown or any other circumstance requiring a halt. They
concurred with Andrews’s assertion that, if panic ensued on a train, the
first thing its passengers did was to rush out of carriages. In Fell’s case they
would have to abandon a train 10 to 30 feet (3m to 9.1m) above the ground!
Forthisreason alone, iffor none other, Galizia and Schinas chose Andrews’s
scheme.

The Select Committee decides

On December 11, 1873 the Select Committee presented its conclusions to
the Council. Both promoters had initially requested Government aid but
this was later renounced. The Governor sent the report to the Military
authorities for vetting. In the meantime Major Hutchinson withdrew and
the War Office communicated an amended plan to Andrews; he in turn
submitted an amended plan which was acceptable to them save for some
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minor modifications. Notabile Terminus was moved closer to Rabat to
placate residents’ protests about the new site.

The Committee concluded that the proposed work was of public utility
and recommended that for the purposes of Ordinance IV of 1873, Andrews
and Rosenbusch should be granted the exclusive concession for 99 years
subject to the following conditions:

1. Work was to commence within a year from January 1, 1874 and be
completed by January 31, 1875 failing which the promoters would
forfeit the privilege granted to them.

2. That the proposed four extensions be completed by June 30, 1877,
December 31, 1878, December 31, 1879, December 31, 1880
respectively, after which the promoters would forfeit their right to
these extensions, with the privilege of selection passing on to the
Government.

3. That, should the promoters delay completion of the works for any
reason except force majeure, they would be liable to a penalty of £1
for every day up to the first two months, £1.10s daily for the next
two and £2 for the subsequent two. After a delay of six months the
work and the concession would be forfeited to Government.

4. That the railway was said to be complete when provided with the

necessary engines and rolling stock.

That plans and drawings be submitted to a Board for approval.
Thatbridges or tunnels be built atintersections of the railway with
public roads, streets or lanes.

7. That the promoters do not interfere with any public aqueduct or
works, nor obstruct valleys or water courses except as sanctioned
by the Board.

8. That the engines and rolling stock, platforms, signals, bridges and
every part of the permanent way be subject to regular inspection
and their continued use or otherwise to be decided by the Board.

9. That the promoters have a sufficient stock of spares and reserve
engines and rolling stock for the running of the service.

10. That the engines be built on the principle of consuming their own
smoke.

11. That, barring force majeure, the railway shall work uninterrupt-
edly, failing which a penalty of £5 a day would apply for a stoppage
lasting one month, £7 daily for any day during the next month and
£10 daily for any subsequent days. After these three months, the
whole of the railway will be forfeited ipso jure to the Government.

12.  That postage bags and police officers be carried free.

13. That timetables and speed be subject to change by Government.

14. That fares shall not exceed: first class 1s.0d., second class 0s.8d,
third class 0s.4d.

The Committee noted that the fares proposed by Mr. Rosenbusch were
much too high; they hinted that it was in the promoters’ interest to charge
fares within the reach of all sections of the population.

On December 26, the Council approved the Select Committee report.
Andrews and Rosenbusch had a year in which to form a Company, raise the
necessary capital and commence work. While Andrews and Rosenbusch
were sounding out capitalists, J Scott Tucker reappeared in May 1874 with
a letter to the War Office and Sir Victor Houlton, in which he stated that

o o

20



he had the money for the venture. He proposed to tunnel under Floriana
starting from Porta Reale to Porte des Bombes, the first time that this route
had been mooted. The railway was a vitally important project which would
remove congestion in overcrowded Valletta whose citizens were constantly
exposed to bad drainage and danger from several tons of ordnance.

Since shareholders’ money was involved, Scott Tucker wanted full
control of the construction and running of the railway except where
military considerations were at stake.

He assured Governmentthat the shareholders would not prejudice their
own investment by defrauding the public. The War Office had approved his
tunnel route. His line made extensive use of crossings since he alleged
Andrews’s bridges would be so expensive to construct and maintain that it
would be impossible for the line to show a profit. Scott Tucker requested,
gratis, 20 acres of Government land to be used for the creation of neigh-
bourhoods along the line to generate traffic. He criticised the conditions
imposed by the Select Committee which discouraged investors and denied
theisland the benefits of this “unquestionable public utility”. Scott Tucker’s
forthright proposals were unacceptable and consequently ignored.

A Maltese businessman, Giuseppe Mirabita tried, unsuccessfully, to
raise local capital to finance his own project. He even travelled to London
to raise the money. It is likely that he was fully cognizant of his rivals’
position. Mirabita’s ambition to bring the railway to Malta and his
subsequent role would create havoe during the construction of the line.

Andrews’s partner, Rosenbusch, failed toraise capital before the conces-
sion expired. He offered Government free use of the railway in return for
asubsidy and asked for a six-month extension during which the unattractive
terms imposed by the Committee would hopefully be revised.

After expiry of Andrews’s privilege, Scott Tucker and a German busi-
nessman, Fernandes, reapplied for a concession. The Council appointed yet
another Select Committee on April 15, 1875 to examine these applications
and Andrews’s, and at once re-endorsed the latter, rejecting the former as
unacceptable. Rosenbusch’s request for a subsidy was rejected. Rosenbusch
had offered Government free use of the line, but the Committee advised
Government to pay the new Company for any service rendered.

The first contract - February 3, 1879

Although Andrews’s and Rosenbusch’s concession had been reaffirmed,
their London associates were critical of Government’s excessive control in
the matter. However, a Malta Railway Company was formed on March 30,
1876 with a nominal capital of £100,000. The company name was changed
to the Valletta-Notabile Railway Co Ltd. on November 24, 1877. It is not
clear whether Mirabita was initially associated with this company or not.
Mirabita had on his own account engaged a civil engineer, WS Sharpe to
conduct surveys and draw plans. Sharpe, promised financial backing
elsewhere, joined Mirabita to form the General Works Company to con-
struct “Valletta and Notabile Railway”. Mirabita promised to obtain the
concession from Government in return for a fee of £2,500, his sons
Francesco and Annibale being given the works contract based on Sharpe’s
plans. Mirabita paid Sharpe £1,035.10s. which included payment to the
engineers Pickering, Ridley, Buchanan and Roebuck. Sharpe estimated
that £18,000 would be sufficient to build the line,
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Giuseppe Mirabita
fright) and his sons
Annibale, Ferdinand
and Francesco ilefi!
were instrumental in
bringing the ratlway to
Malta

Andrews and Rosenbusch ceded their title to the concession and a
contract was signed between Government and General Works who bound
themselves to deposit a surety of £1,000 before commencing construction.
They could rescind their claim to the title two months from the contract and
be able to withdraw their surety. The contract was based on the Select
Committee’s recommendations which amounted to a virtual stranglehold
by Government. The contract was signed on February 3, 1879, with WS
Sharpe representing General Works. However, the promised capital was
not proven and General Works transferred the concession to GB Crawley
who rescinded the contract and applied for the return of the surety within
the period stipulated. A liquidator was appointed in London but Mirabita
and Sharpe sued General Works in Malta’s Commercial Court affirming
that the concession still held.

While the legal question awaited judgement in Malta and London,
Mirabita, having no doubt written off General Works as a bad debt, tried
to interest Richard Gervase Elwes,who had been introduced to him by his
other son Ferdinand who lived in London. Mirabita wrote to Elwes on May
22,1879 promising to obtain the concession from the Government in return
for £2, 500 in cash or in bills drawn on London, his sons being preferred to
build the line. Elwes confirmed the commission and subcontract of works
to Mirabita’s sons. Mirabita provided the Company with copies of the plans
and drawings he had commissioned from WS Sharpe and a survey of
estimated traffic. Edward Rosenbusch had commissioned a similar survey
in 1876, policemen and other persons being engaged to compute pedestrian
and carriage traffic through Porte des Bombes and Marina Gate over a
number of days.

Mirabita introduced the new company to the Acting Chief Secretary on
June 7, 1879. The Company accepted an amended contract which denied
it the right to rescind and withdraw the surety before two months had
elapsed. The Acting Chief Secretary hedged until General Works’ legal
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position had been clarified. De-

spite this the new company was

registered in London on June Dated RT3
12,1879. Elwes teamed up with

another engineer, George Wells

Owen; both secured an alloca-

tion of 100 shares each in the

new company as a considera- THE GOVERNMENT OF MALTA
tion for their work. The new

company had a nominal capital

arn

of £60,000 and its first directors THEgMALEAE LA DACOMBARE
were OH Howath, GR Mitford, LIMITED.
and GW Usill.

On July 3, 1879, Mirabita
wrote to Alfred Christian, the
president of the Malta Cham-
ber of Commerce and repre-

sentative of James Bell and Co, @oncession for g{aﬂh]tmﬁ
inviting him on the Board of =
Directors. IN THE ISLAND OF MALTA.

Christian had acquired con-
siderable knowledge of these
matters in Switzerland, but he
declined to accept and recom-
mended his principals, Messrs James Bell, asbankers. On August 28, 1879,
Mirabita and General Works were declared non-suited by the liquidator in
London and the contract was cancelled by a decision of the Maltese
Commercial Court on November 28, 1879.

The Elwes report - 1879

Late in 1879, Richard Gervase Elwes published a report on the Malta
Railway, containing a map of the route and probable extensions. Elwes’s
figures were based on Mirabita’s estimate of an average 4,700 pedestrians
and 1,400 carriages using Porte des Bombes daily. His report emphasised
the importance of Valletta as the focal point of the island; the railway would
satisfy the needs ofthe rich who deserted Valletta in droves in summer, and
the poor who went on Sunday outings. In addition to intercourse between
town and country, thousands of foreigners arrived annually in ships as
servicemen, tourists and businessmen.

According to Elwes, Valletta Terminus was within easy reach of both
harbours and tunnelling underneath Floriana would be easy since the rock
was soft and dry. The railway depot would be based at Hamrun and there
would be stations at Msida, Birkirkara and Attard. Feeder traffic from
nearby villages would be encouraged. A resident of Naxxar would find it
convenient to walk to San Anton, one and a quarter miles (2km) away, and
take a train, instead of walking the whole way to Valletta. Elwes estimated
that every person served by the line would make an average of eight single
journeys annually at an average fare of 3d. There would also be 10,000
visitors and 600 seasonal ticket holders who would pay 2d. daily for six days
a week or £2.10s. annually. The annual income would be £12,000 or £35.5s.
per mile per week. Working expenses of similar railways in Italy and the
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Isle of Man did not exceed 50% of the income, so0 he estimated a net receipt
of £6,000 or 10% of the £60,000 working capital. Elwes ignored goods traffic
in his estimate until the line was extended to the Harbour wharves when
passenger traffic would also increase. The railway could carry 1,300
passengers daily on 26 trains of 50 persons each, at half-hour intervals in
both directions for 13 hours.

A second contract - July 28, 1880

The records of Notary F'S Camilleri (Notary to the Government) of July 28,
1880 show that E Micallef, special attorney of the Malta Railway Company,
was granted the 99-year concession and the exclusive privilege to make use
of the public land and property, construct and operate a railway between
Valletta and Notabile and purchase tracts of Government land required for
the railway.

The contract resembled General Works’ and imposed 25 conditions
inspired by the 1873 Select Committee report. Clause 16 in the report was
similar to Clause O of the contract. This imposed total forfeiture for
interruptions in service exceeding three months. Other conditions gave the
Supervision Board full regulatory and discretionary powers as, for example,
in Clause P, to order the discontinuance of the service, in which case the
penalty contemplated in Clause O applied. The Supervision Board was
composed of three persons, two appointed by the Government, and the
third by the Officer commanding the Royal Engineers in Malta. Clause N
obliged the Company’s engines to consume their own smoke, failing which
a daily penalty of £5 would apply. Under Clause Z the Company had to
deposit a surety of £1,000 in gold coin at the Receiver General’s Office at 3%
interest to ensure continuance of the works. The surety would be returned
when the Company had spent £5,000 within the first year.

The Company had to get War Office authorisation for any alterations on
military property. Government had the power to purchase the railway 15
years from the date of opening after giving six months’ prior notice. The
price would be equal to 17 years’ purchase of the Company’s average net
receipts based on the three years preceding the notice with an additional
10% for compulsory purchase. If the market value of the Company was
greater than the price ascertained, Government would pay the difference.
Disputes would be referred to Her Majesty’s Imperial Government according
to the Railway Companies Arbitration Act. Forfeiture would apply if the
Company’s nominal capital was not proven satisfactorily within six months
on the evidence of bankers’ receipts showing that a minimum of 33% of the
subscribed capital had been paid up.

Launching of the Malta Railway Company
With the contract signed, the Company published its prospectus and
opened share application lists. The prospectus contained an amended
report by Richard Gervase Elwes based on his earlier work. The share
capital was made up of 6,000 shares of £10 each payable as follows: £1.0s
per share on application; £1.10s per share on allotment; £2.10s per share
on 10 January, 1881; £2.10s per share on 15 March, 1881; £2.10s per share
on 15 May, 1881. _

Subscribers were granted the privilege of paying the whole instalment
on allotment, in which case interest at 5% would accrue on the full amount
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from the date of payment. Prospectuses, application forms, engineers’
reports and any other information were obtainable from the Company’s
Directors or Bankers at 18, St. Helen’s Place, Bishopsgate Street, London.

The share application list closed on Monday, December 6, 1880 for
London and on the following day for the counties, On December 10 letters
of allotment of shares were sent, 4,683 shares of £10 each being subscribed
initially, and another 300 later. This raised the Company’s paid-up share
capital to £49,830. A Government notice of December 22, 1880 authorised
the Company to exercise for a year the right to survey, purchase and make
use of private property.

On November 16, 1880, the Company appointed FAB Geneste to
construct the railway for £58,000 and complete it by December 31, 1881.
The contractor was obliged to pay 5% interest on the paid-up capital during
construction and give guarantees for the fulfilment of the contract. On
December 29, 1880 Geneste subcontracted the work to Francesco and
Annibale Mirabita who at once asked for their father’s commission plus
interest. He gave them financial guarantees to enable work to begin. But
all was not well between Mirabita and the Company. He had been slighted
when the contract was signed, his commission had not been paid and his
sons had to kowtow to Geneste.

After a decade of proposals, reports, committees, concessions, contracts,
disputes and correspondence, Malta would finally join the narrow-gauge
group of countries. The Malta Standard of December 1880 augured success
and assumed that the Company would be using Andrews’s 1873 survey and
Rosenbusch’s 1876 estimates. The English periodical The Truth of De-
cember 2 summed up the prevailing optimism before construction began:
“This appears to us a fair investment for money. As the railway is to be
constructed under concession from the Government and under the su-
pervision of a Board of Officers and Engineers; and as the line seems to be
in the nature of a suburban one, and pass through a thickly populated
district; and the whole cost of construction is of £8,000 per mile including
rolling stock, it certainly looks as if a good dividend would be earned.”

FORM OF APPLICATION.

[(TO BE PRESENTED ENTIRE TO THE BANHKEI,

THE MALTA RAILWAY COMPANY, LIMITED.

Issue of £30,000 Seven per Cent. Debentures.

TOCUHE BIRECTORS O FIHE MALTA RATLWAY COMUANY. LIMITRD

I harrhy reuest yon o allot m Sawrn per cend, Delentoves of the
Cutngny, npon s tevis of the prospectie, dated July $ist, 1839, il 1 oengage 1o meecpt the sl
Debwentwres, or any less amonnk you vy allob (o e, amd to puy the instlinenls therean in

neeorilines with Uhe suid prospectus,
Nignutwre
Address
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Facing page: Floriana
tunnel excavations
during the month of
April, 1882. This is one
of a series of
photographs of the
construction of the
railway taken by HJ
Dauvison, a Strada
Reale (Republic Street)
photographer

CONSTRUCTION
AND INAUGURATION

“I think that a quicker pulse will beat through the Island and the advantages of
railway communication will force themselves on the people.”

Sir Arthur Borton, Governor of Malta,

February 28, 1883.

eneste failed to complete the works by December 31, 1881 as
G stipulated in his contract due to disputes with the War Office,
Mirabita, the Supervision Board and landowners. The Company obtained
from the Government an extension up to July 28, 1882. Although costs
exceeded Andrews’s and Sharpe’s original estimates, the Company hoped
that, after the opening, it would be able to pay its debts and eventually show
a profit.

The construction of the line presented several technical and legal
problems. Acquisition of the land turned out to be a far more complex and
expensive task than Andrews or Hutchinson had calculated, since land-
owners and farmers resented such an intrusion on a centuries-old land-
scape. No advantage could be perceived from the railway for this odious
partitioning of their land. As soon as construction started in March 1881
landowners began to obstruct the company’s engineers from surveying
their properties, causing delays in the building schedule. Maltese law gave
no power of entry on land to be used for construction before the execution
of the deed of transfer. The Company appealed to the Crown Advocate on
the matter with the result that an Ordinance was published “empowering
Company officials, after giving notice, to enter any land which was to be
used for purchase, or for mere surveying, or to take levels, probing or boring
to ascertain the nature of the soil and setting out of line of work”. The first
mile was Government and War Office property and since much of it was in
tunnel, it was bought for a nominal fee. The rest of the land from Porte des
Bombes to Notabile had to be purchased from several whole- or part-
owners represented by trustees and executors of families, religious orders
and confraternities.

The first plot was bought on April 23, 1881; the last on June 6, 1883. A
total of 117 blocks of land were bought, the lowest sum paid being 15s0d.
(for an area below Tal-Plieri, limits of Notabile), the highest £375, for an
area of 187 sq canes (748m?) limits of Birkirkara at the junction with St
Venera. The total sum paid for land acquisition was in excess of £5,000.

The works included the cutting of Valletta Terminus tunnel, shafts and
tunnel “rom St James Counterguard to St Philip Curtain at Floriana, the
building of stations, guard huts at level crossings and viaducts at Porta
Reale, Porte des Bombes and Attard. Other works beyond the first mile
included the excavation or construction of embankments, cuttings, masonry
arches, parapet walls, steps, galleries, foot and cart crossings, ramps,
boundary walls, open drains and siphons. Foot paths and aqueducts had to
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LAND ACQUIRED BY THE COMPANY BETWEEN 1881 AND 1883
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Davison'’s photograph
of the line nearing
completion near Tal-
Fatati (now Villambrosa),
Msida, in April 1882,
Ballast wagons carry
loose stones for packing
in the embankment
under construction in
the background

be lowered or re-aligned. The War Office obliged the Company to use timber
for the viaducts at Valletta and Porte des Bombes since these could be
easily removed or destroyed in the event of an invasion.

The fairly large amount of cutting and embanking failed to resolve the
problem of gradient. The line climbed to Valletta with a gradient of 1:50
at the Mile End (Blata l-Bajda) and 1:60 at Porta Reale (City Gate). At the
other end the Notabile (Mdina) Terminus gradient was 1:40 having
climbed all the way from Birkirkara at 1:90 to San Salvatore at 1:66.
Cuttings were about 16ft (4.9m) at their deepest and 12ft (3.6m) wide at the
bottom. Recesses were cut to provide shelter for the unwary walker along
the line and steps were cut into their sides to give access to fields and lanes
on both sides of the line. The embankments rarely exceeded 20ft (6.1m).
They were raised with pitched slopes of 05:1 and lined on the outside with
stone recovered from cuttings. Tunnels were built to enable farmers to
cross the line without having to climb them. The Engineer of April 1883
reported that, seen from a distance, the train seemed to be running along
a wall.

The metre-size narrow gauge consisted of vignoles steel rails rolled at
Barrow-in-Furness in 1881 and weighing 45 pounds per yard (20.4kg per
91.4cm).

They were fish jointed and secured to the sleepers at the ends and the
middle of each rail by fang bolts, which had their nuts at the top of the rail
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An embankment (facing
page, top) under
construction near San
Anton Gardens.
Embankments were
made of packed stone
lined with dressed
stone on the outside.
The wooden guides
indicated the
embankment’s sloping
angle. Tunnels in the
embankment permitted
farmers access to fields
divided by the line

Frank Geneste, in white
hat, {facing page,
bottom) poses on a
ballast wagon on a
newly-completed section
of the line af Attard

flange to avoid the need of opening out the permanent way for screwing out.
The rails were secured by dog spikes at intermediate sleepers. The dog
spikes were cylindrical with blunt ends. The rail flanges were not notched
but the fang bolt washers were placed chock up against the ends of the fish
plates to avoid the rails creeping down the inclines.

Difficulties and delays

Although the line had to be completed by July 28, 1882, work proceeded
slowly and Wells Owen, one of the Company’s engineers, arrived at the
beginning of 1882 to file a progress report on the works. He reported to his
directorsin London soon after leaving Malta on March 30, 1882. His report,
which was also circulated locally, stated that the Floriana tunnel was half
complete with all the shafts down to the required level. Apart from four
plots at Birkirkara all the land as far as 4 miles 47 chains from Valletta had
been acquired, the embankments, cutting and bridges were complete, and
the permanent way was laid and ballasted. Wagons were already in use to
carry stone to parts under construction. Wells Owen explained that the rest
of the line was incomplete because the Supervision Board had refused to
authorise new plans before a solution was found for Valletta Station, whose
site, the Board said, was unsuitable due to its position at the bottom of St
James Counterguard ditch. The Board ultimately conceded that the
Company had no other alternative site and more plans were approved.
Wells Owen reported that the 500-strong workforce could be increased to
speed up the work and ensure completion by the end of the year.

Thereport was criticised in the Malta Standard by a correspondent using
the pseudonym ‘A Gentleman’ who, according to the editor, could be relied
on to give a true and unbiased picture of the situation. It is tempting to
assume that ‘A Gentleman’ was none other than Giuseppe Mirabita who
had by now sued the Company. ‘A Gentleman’ queried Owen’s estimates,
addingthat work was proceeding slowly and the Floriana shafts had not yet
reached the required level. Less than half the land had actually been
purchased and the sleepers which had been sequestrated on arrival by the
Mirabitas had not been laid despite their release by the Commercial Court
following guarantees given to the creditors. ‘A Gentleman’ belied the
manpower figure given by Wells Owen and said that it was much less. He
also reminded Wells Owen of Dr Mizzi’s petition on behalf of Notabile
residents against the proposed site of the Terminus.

When another newspaper, the Malta News, criticised ‘A Gentleman’s’
commentsin the Malta Standard, it was accused of being in league with the
Company in its efforts to mislead the shareholders. The Malta Standard
alleged that the photographs of the line at Villambrosa and St Venera,
which the Company exhibited at 18, King Street, Cheapside, London,
showed the only part of the line that was complete.

The Company explains

On the basis of Wells Owen’s report, the Company informed its sharehold-
ersin an April 14, 1882 circular of the obstructive requirements of the War
Department, the Board of Supervision and the “abnormal nature” of
Maltese law which had resulted in an eight-month delay which would
retard the opening date. To add insult to injury, when the problems had
been resolved Geneste intimated that he wished to relinquish his contract.
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Above: A deep cutting near Tal-Mirakli, Attard. Steps cut in the sides as well as a stone bridge
permitted access to fields and roads on both sides of the line. The bridge and the cutting lasted until
the late 'Sixties {facing page, top) when both succumbed to extensive housing development

Below: The level crossing at the junction of the Mosta-Atiard road proved to be one of the most
hazardous on the route y
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This had caused consternation among the
directors in London and Mr. Roebuck, one of
the Directors, sailed to Malta at once with a
briefto conclude, as far as local laws allowed,
all court actions against the Company by
persons who had delayed hearings by every
possible method. These persons (not men-
tioned in the circular, but certainly the
Mirabitas) had taken advantage of Malta’s
peculiar laws which made no distinction
between the contractor and his principals in
respect of debts due to them. As a result,
they had obtained garnishee warrants on
the property, and laid an embargo on Com-
pany funds and employees.

s Mirabita vs. Burke, Roebuck and Geneste
R AT Mirabita’s sons, Francesco and Annibale,
obtained garnishee orders on Company property on June 3, July 13, July
15 and October 6, 1881. The company owed their father £2,500 as commission
for his role of mediator in negotiating the contract with the Maltese
Government. Geneste managed to obtain release from these warrants by
advancing guarantees. It was not until after the final warrant of March 2,
1882 that Mirabita sued in the Commercial Court in a case which was to
drag on for two years.

The case had a number of important legal aspects. Was Elwes author-
ised to promise Mirabita a fee of £2,500, his appointment as special
attorney and, to his sons, the works contract? Had the contract been
negotiated and concluded thanks to Mirabita? Whose plans was Geneste
using, Mirabita’s or his own? Was Mirabita entitled to a commission?

As soon as William Roebuck arrived in Malta in April 1882, he asked
Mirabita to present his claim against the Company. (Roebuck stayed at
Dunsford’s Hotel, Valletta while the Company’s offices were at 58, Strada
Mezzodi (now South Street.) Mirabita asked for a total of £3,500, £1,000 for
the plans and £2,500 as commission, plus interest. Alfred Christian was
brought in as mediator. Roebuck offered Mirabita £2,000 in cash and
£1,500 in Company shares. Mirabita countered by requesting £3,000 in
cash and £500 worth of shares.

The Directors then telegraphed a final offer of £2,250 in cash and £500
in shares. Mirabita refused and opted to continue the battle in court. The
case had started with George John Burke (the resident engineer) as
defendant, who was later replaced for a short time by William Roebuck.
Geneste represented the Company thereafter, following his retention as
manager when the line opened.

The Commercial Court decided that Mirabita was entitled to a Com-
mission and appointed two referees to liquidate the sum. Mirabita was
refused payment for the plans which he voluntarily supplied to the
Company. The case continued in 1883 when the railway had already
opened. Had Mirabita been aware of the final award, he would undoubtedly
have accepted Roebuck’s original offer.

While Roebuck was trying to sort things out with Mirabita, he wrote to
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Sir Victor Houlton on April 21, 1882 requesting yet another extension, this
time of nine months from July 28, 1882, it being clearly impossible to
complete the works by that date. Roebuck reiterated that the last mile had
only been started in April after the site for Notabile Terminus had been
finally established and permission for construction being given by the
Supervision Board.

During July, the Supervision Board, on the advice of EL Galizia,
Superintendent of Public Works, rejected GJ Burke’s (the Company resi-
dent engineer) proposal to leave the keys of the gates at the minor level
crossings in the custody of residents living in the vicinity. The Company
was reminded that according to the terms of concession, safety at level
crossings was its sole responsibility and no economies in manning would be
tolerated.

Burke and Geneste were respectively appointed Resident Engineer and
General Manager in August 1882. That same month Geneste requested
permission to use telephones for communications between stations instead
of an electric telegraph, as had been proposed earlier in the contract. The
Supervision Board acceded to his request and also reminded owners whose
land had been damaged by the railway that they were entitled to com-
pensation from special funds which the Company had been obliged to
allocate for that purpose.

On June 1, 1882 the Company informed Sir Victor Houlton that it had
instructed its bankers, James Bell, to apply for the return of the £1,000
deposit and accrued interest. The Governor refused to authorise the release
of the money. In August the bankers reiterated that by the end of July, more
than £17,000 had been spent, well in excess of the £5,000 which the contract
stipulated before the surety was restituted.The bankers pointed out that
the Governor was cognizant of the reasons for the delay in completing the
line and his refusal to authorise the release of the surety was all the more
incomprehensible. The Governor at some stage probably believed that the
works would not be completed but in December he authorised the release.
On December 1, 1882 Alfred Christian, on behalf of Messrs. James Bell,
received three bills totalling £1,070.2s.2d. drawn on the Crown Agents,
being the surety and accrued interest.

The Mirabitas sensed that things were not going well for them, in and
out of court. The railway was nearly complete, the engines were being
tested and they had failed to slow or stop the works. They published a
communique in the Malta Standard of December 23, 1882 in which they
claimed credit for the completion of a beneficial project which they had first
initiated in 1874. They explained that “following the collapse of their
partners, General Works, they had been magnanimous enough to hand
over their plans and drawings to the rival company set up by the same
engineers whom they had previously employed and who gloated over the
passing away of that Company”. The Mirabitas said that “the new company
had treated them unfairly, forcing them to act against their will”. They
exhorted the Maltese to recognise that the Mirabitas had spared no
expense and effort to make this enterprise a reality!

The final cost exceeded Andrews’s and Hutchinson’s estimates. In 1884
the total cost was put at £76,971.145.9d. Acquisition of the land alone had
proved to be a painful, expensive exercise costing over £5,000, well in excess
of Andrews’s estimate of £1,500.
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The military
authorities insisted on
the use of timber for the
viaduct linking Valletta
terminus tunnel with
Floriana tunnel

A Description of the track

Valletta station was the starting point of the line. It was sited in the very
centre of the City’s commercial and social life at the junction of Strada
Vittoria (also known as Strada Fianco, now Ordnance Street) and Strada
Reale, or Kingsway (now Republic Street). The station was designed by
Wells Owen and Elwes and was the most impressive of all the Company’s
stations. Its design harmonized with the adjacent Royal Opera House. The
station building included a booking and a manager’s office. From the main
entrance hall a graded series of steps led passengers down to the gas-lit
platform, 35ft (10.7m)below the street. The terminus was not built at street
level since this would have meant breaching the fortifications of Valletta,
which at that time had only three heavily guarded gate entrances (Porta
Reale, Porta della Marina, Porta Marsamxetto). The terminus tunnel
excavated underneath was 43ft (13.1m) wide, including two 10ft 9in (3.3m)
platforms on either side of the double linked tracks to enable the down train
to “run round” the carriages for the next up trip.

The original plans show a turntable where the track ended at the bottom
of the stairs leading down from the station building, but this was never
installed. The outer edge of the station tunnel was arched with masonry to
a central height of 32ft 6in (9.9m) above the track. Valletta station was
connected to the other stations by telephone, a set of coded rings being used
to signify the position of a train on the line. The drop ditch outside the
terminus was bridged by a timber viaduct of four 22ft 6in (6.8m) spans and
one of 38ft (11.6m) at the terminus tunnel side. There was a water pipe for
the boilers at the end of the viaduct. The double track merged into a single
one on entering the 913yd (835m) Floriana tunnel.
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Above: Map showing
the curve in the tunnel
made necessary by the
discovery of a huge
reservoir near Sarria
Church

Facing page: The
Engineer of April 13,
1883, published
drawings of Valletta
station building and
terminus tunnel
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Floriana tunnel was a feat of constructional engineering at a time when
machinery and transport were limited to pick, spade, basket, hand winch
and horse cart. [t was cut at a down gradient towards Porte des Bombes and
included a curve near Sarria Church. The work began in September 1881
and was completed by October 1882. Tunnelling proceeded from both ends
and from a number of circular shafts which were used for ventilation and
removal of spoils. These were hoisted to the surface in wicker baskets using
hand operated winch cranes. The shafts were lined with stone and “blinded”
to prevent material from falling on the trains. A metal grating and a round
wooden fence were all one could see on the surface, though the noise,
needless to say, was highly audible. The first shaft was close to St Magdalen
Ravelin, (near the Tritons Fountain). Here the tunnel was so close to the
surface that masonry arches had to be built over it before being covered
with a layer of rubble. The tunnel reached a depth of 90ft (27.4m) at
Wignacourt Fountain. It was 15ft (4.6m) wide and 14ft (4.3m) high except
for the platform at Floriana Station.

While tunnelling was in progress, a large water reservoir dating back
from the time of the Knights was discovered at a spot beneath St. Publius
and Sarria churches. The straight downward course of the line had to be
modified into a wide gentle curve starting from beneath the Maglio
Gardens and ending at Floriana Station. The Engineer of April 13, 1883
described this slight deviation asa double “S” curve. However, few passengers
ever recalled any abrupt turns during the three-minute candie-lit tunnel
trip; what they did recall was the smoke and noise recoiling into the
carriage after striking the low roof and the narrow sides of the tunnel.

At the end of the Sarria curve was Floriana Station, the only other
underground station besides Valletta, its platform being reached after a
90ft. (27.4m) descent. The plain station building on the surface consisted
of two rooms near Wignacourt’s Fountain, There was a booking office and
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Above: A Manning
Wardle engine crossing
the steel viaduct above
the road which led to
Pieta. The road on the
left led to Ta’ Braxia
cemetery. The viaduct
did not allow double
decker motor buses (first
imported in 1905)
sufficient headroom;
upper deck passengers on
their way to Sliema were
regularly warned by the
bus conductor to duck
their heads

Facing page (top): Plans
of Floriana Station. The
ventilation shaft and
grating (arrowed in
photograph inset) was
close to the Wignacourt
fountain. It is now
covered up

Floriana tunnel ended at
St Philip Curtain (facing
page, bottom left) and
thereafter pierced the
fausse braye (bottom
right) before reaching the
areq outside Porte Des
Bombes

a room from which one descended to a shaft-ventilated landing situated
half way down to the platform. From there a second series of steps in an
opposite direction led to a 10ft (3m) platform excavated from the tunnel
itself by increasing the span of the arch forming the roof. Tunnel and
platform were 20ft (6.1m) wide. On leaving the station the line continued
underneath St Philip Curtain before emerging into the light for the first
time since Porta Reale. Here the tunnel breached the Curtain bastion at a
very steep angle and defence works were undertaken to prevent access in
war time. Guard Hut N° 1 was sited here, the gradient at this point being
1:271. From here a final small tunnel breached the fausse braye leading to
Porte des Bombes viaduct and the bridge over Princess Melita Road.

The viaduct at Porte des Bombes was also built of timber on War Office
instructions. This viaduct carried the engine and carriages across the drop
ditch before the line finally left the fortifications. Beyond this point was
Princess Melita Bridge over the avenue of the same name leading down to
Pieta. Plans for this triple-arched bridge and another single-arched one
over the road near Ta’ Braxia Cemetery were approved by the Railway
Supervision Board on 29 January and 7 February 1881 respectively. The
central span of Princess Melita Bridge was made of steel girders and was
271t (8.2m) wide and 14ft (4.3m) high. There were two secondary stone
arches on either side each 15ft (4.6m) wide and 12ft (3.6m) high. The
avenue was lowered by 4ft (1.2m) to keep the railway track level and allow
sufficient headroom for loaded carts passing underneath.

Beyond Princess Melita and Ta’ Braxia bridges was the Mile End. Guard
Hut N° 2 was sited here, the line then curving gently towards Hamrun
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Above: The steel
viaduct which led to
Attard Station, a short
distance away

Facing page, top: The
level crossing outside
Birkirkara Station

Facing page, bottom.:
Birkirkara Station as
originally built
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parallel with St. Joseph High Road. Guard Hut N° 3 was at Shepherd’s
Ditch about 100 yards (91.4m) from Hamrun Station.

As originally designed, Hamrun Station had two platforms with sidings
leading to a carriage and engine shed. Passengers were provided with a
shelter shed and there was a small booking office and a room for the Station
Master. Hamrun Central Station, as it was known, was the place where the
engines were coaled, washed, painted and repaired. Up and down trains
were “made up” according to daily requirements. From the very start,
Hamrun Central Station was considered as important a station as, if not
more than, Valletta and Notabile. Beyond the station buildings was a
semaphore signalling system some 20ft (6.1m) in height. In a horizontal
position the semaphore arms indicated “caution”, when both arms were
hanging down it indicated “proceed”. It was dismantled when the expan-
sion of Hamrun prevented the signal from being seen from the other
stations.

Beyond Hamrun the line climbed at 1:50 gradient to Msida Station. This
was a tiny station, halts being arranged with the ticket collector. It was
sited at thejunction of the line with Strada Villambrosa (near the Franciscan
Minors Priory) and overlooked Msida valley and creek. The simple station
building consisted of a platform, a guard room and a shelter shed or open
canopy for passengers. Not far from Msida Station was Guard Hut N° 4
where the line traversed Strada Misrah il-Barrieri. The line here was on
the level as it passed Guard Hut N*® 5 at Msida Road, Guard Hut N° 6 at
Santa Venera and Guard Hut N*® 7 at Wejter Street before the entry into
Birkirkara Station.
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Birkirkara Station was sited near Strada Fleur-de-Lys and the impor-
tant level crossing here was manned by chainmen based at the station. The
original plan for Birkirkara Station envisaged something not unlike
Valletta, but the ensuing building had a central arched gate with a lamp
above, flanked by two entrances on the sides for different paying classes of
passengers. There was a large shelter canopy and a siding for early
morning workmen’s trains to Valletta. Birkirkara marked the end of the
profitable part of the railway, because the rest of the line to Notabile was
too thinly populated to generate lucrative returns on ordinary days.

Guard Hut N° 8 was at Old Church Street just out of Birkirkara Station.
The gradient here began its long ascent to Notabile. There were two more
Guard Huts, N? @ and 10 before the line arrived at San Antonio Station
which resembled Msida Station. However, this stop was very popular as
the nearby Gardens which gave the station its name, were very popular.
The station was sited at the junction of the line with San Antonio Road, and
thelevel crossing was manned by station staff. Beyond San Antonio wasthe
first really stiff 1:50 climb up an embankment to Attard, a steel viaduct
being crossed just 50 yards (45.7m) from the station. The viaduct’s girders
were supported at the centre by a stone pillar to allow two-way traffic
underneath. The bridge and embankments were at an angle of 35 degrees
to the road.

Asoriginally built Attard Station resembled Msida and San Antonio but
it was later embellished after Government take-over. Guard Hut N* 11 was
situated at Tal-Mirakli, at the junction of the line with the road to Mosta
via Ta’ Qali. The line here traversed the road at a steep angle and a number
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of serious accidents later occurred here. The next stop was at
San Salvatore Station at the junction of the line with Notabile
Road. The station was similar to those of Msida, San Antonio
and Attard.

Beyond San Salvatore lay open countryside, Guard Huts N°
12, 13 and 14, and the final stiff climb to Notabile Station at a
gradient of 1:40. Guard Hut N° 12 was just outside San
Salvatore Station, N® 13 was where the Qormi-Rabat Road
crossed the line and N* 14 was at the Zebbug-Rabat Road
junction.

Notabile Station originally represented the end of the line.
The station was built at the bottom of a cutting in the areas
known as I1-Qanpiena, Tas-Saqqajja and Habel Polin. A siding
was provided to enable the engine to “turn” round for the down
trip. The station building was 48ft (14.6m) long and contained
an arched entrance leading to a booking office, a ladies’ room
and the Station Master’s office. Travellers complained of the
small, damp and uncomfortable waiting rooms and the absence
of public toilets. From the station, a few steps led up to
Racecourse Road. A first-time visitor would have been sorely
mistaken to think that he had arrived at Rabat. The engines
did all the pulling up to Notabile Station, but the passenger did
all the walking up to Saqqgajja.
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On May 6, 1882 the residents of Rabat and Notabile, as well as the
Archpriest and Rectors of the Religious Orders, presented a petition to the
Governor to protest about the site of the new station and the ensuing uphill
walk. They complained that they would not get any benefit from the
railway since the station was too far away from Rabat. Because of its site
at the bottom of the hill, they would be constrained to hire cabs all the year
round to take them to Rabat and the latter part of the journey would cost
more than the train itself. The Governor was asked to convince the
Company to build the station closer to Notabile at a more suitable site. The
petition failed to achieve its purpose and one wonders why when Floriana
Station was 90ft (27.4m) below the surface. A tunnel could have been cut
under Saqqajja Hill (as was done later) and a station with steps built over
it in the same way as at Floriana.

Construction problems, legal battles, land acquisition difficulties, siting
of stations, financial troubles and the prevailing general excitement
generated by this forthcoming novelty thus lasted throughout the three
years it took to build the line. There remained the official opening.

Inauguration - February 28, 1883
The Malta Times and United Service Gazette looked forward to the railway,
hoping that the cab drivers’ monopoly would finally be broken. A number
of trial runs preceded the official opening which was to be another
milestone in the history of Malta.

At 11 o’clock on Wednesday, February 28, 1883 a procession led by the
Archbishop, Bishop of Malta, Mgr C Scicluna, walked from Qur Lady of
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Victory Church to Valletta Station. He was met and escorted &
down to the platform by the General Manager, FAB Geneste. [
The Archbishop blessed the station, engines and carriages. The
party then proceeded to Notabile and returned a short while [#
later.

During the afternoon, several guests arrived at the station
for the official ceremony. There were members of the Judiciary,
the Nobility, Government Officials, the Press, the Army and the &8
Navy. The guests were seated in three composite first/second (S
class and four third class carriages to be taken to Notabile by }
engines N® 1 and 2. These were decorated with flags and palm
leaves. On arrival, Sir Arthur Borton, accompanied by the Chief
Secretary, Sir Victor and Lady Houlton, and Colonel Crichton, 3¢
the Military Secretary, were welcomed to the Station by Geneste .
who escorted them to the Governor’s carriage. At 3 o’clock the
train left for Notabile arriving there in about 25 minutes.
Geneste then invited the Governor and the guests for refresh-
ments in two marquees erected in Racecourse Road.

The Governor delivered an inaugural speech in which he displayed a
keen knowledge of Maltese history, customs and character. He congratu-
lated Geneste for completing a work of public utility which had been
financed by private enterprise. The Governor was aware that the project
had met with several difficulties but these had been successfully overcome
in the end. He reflected that if Notabile’s founding fathers had been
present, they would have been amazed “in drawing a parallel with the slow
and painful traffic” of their era still in evidence in the cart ruts on the
island. He hoped that both the public and the promoters would derive
material benefit from the railway, but cautioned against excessive optimism
about the prospects of this novelty, which he said might initially be
misunderstood by “a somewhat conservative people (the Maltese), who
may perhaps be excused if they are slow to admit that the ways of their
forefathers are capable of much improvement”. He feared that the Maltese
would initially still prefer to walk to work and back, “rather than expend
afew pence in order to obtain speedier and less laborious means of transit”.
However, he was sure that the railway would become popular and the
Maltese would begin to use it to carry their produce to Valletta. He was
confident that the proposed extensions to the north and south of the island
would ensure that “a quicker pulse will beat through the island; villas will
rise on all sides to which those who were chained to their desks during the
day in Valletta will only be too glad to resort during the summer months,
when the work is over in order to sleep in a more healthful atmosphere, and
the value of property will be bound to increase”.

A toast was then proposed auguring the success of the railway. The
party left for Valletta at4.10pm and arrived there 23 minutes later. Crowds
of people thronged the vantage points of Valletta and the cutting at
Notabile Station to watch this memorable and successful event.

On the following day, March 1, the line was opened for the traffic, “the
booking office being thronged before the departure of each train”. The
takings for the first day exceeded £120, no doubt reflecting the general
eagerness to be amongst the first to sample the novelty.

That evening Geneste was the guest of honour at a dinner given at the
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The distinguished
guests at Notabile
Station included the
Governor, the Chief
Secretary, the Bishop of
Malta, members of the
Judiciary, the Nobility,
Government officials,
the Press, the Army and
the Navy and the man
who butlt the railway,
FARB Geneste

Grand Hotel (now the Casino Maltese). After dinner, Geneste thanked his
hosts for toasting the success of the Railway. He apologised for William
Roebuck’s (the Company Chairman) absence and said that without his
energetic and able management the railway would not have opened to the
public on that day. Roebuck had procured in England and then expedited
to Malta the entire plant, engines and rolling stock. Geneste thanked his
local staff, the contractors and workers. He said that he had built railways
in many parts of the world but he could not wish to have better workers
than the Maltese. Geneste thanked the gentlemen of the Railway Board,
two of whom were present, and added that the construction of the railway
had proceeded with great difficulty - field by field in fact.

Thus ended the official opening. After the champagne and the toasts
Geneste would see that his earlier troubles would be superseded by even
greater ones.
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Facing page: Malta
Railway Time-table for
October, 1885

IN THE RED

“I believe there is no country in the world where workmen are carried six miles for
a penny or where first class passengers are carried six miles for four pence.”

Strickland, during a Council Sitting,

May 4, 1892,

fter the inauguration, the Company endeavoured to “settle down”
and give the public an efficient service, ensure profits and pay
dividends. Regrettably, it failed and its brief seven years’ existence was
plagued by financial, legal and technical problems which hastened its
eventual forfeiture to the Government according to the terms of concession.

The first three months of operation were excellent in terms of revenue
and passengers carried because several Maltese wanted to try this novelty.
After June traffic slackened and although this was attributed to the hot
season, it did not pick up during the winter. The Company’s best ever
performance was recorded during those initial three months.

Meanwhile, the Company was sued by its creditors and the Commercial
Court appointed a receiver to manage the undertaking. In a circular to its
shareholders, the Company explained the circumstances which led to this.
Geneste’s first report came out in September 1883, his second on December
5, 1884 before the Company’s second annual general meeting in London.
The Company carried over half a million passengers in the first 12 months
but the bulk of the fares wasin the third-class category. Geneste complained
that Malta’s low wages had had an adverse effect on revenue.

The Company’s directors echoed Geneste’s sentiments in their report to
the shareholders at the second annual general meeting held in London on
December 23, 1884. The report gives some idea of the railway’s first two
years,

Extract from the Directors’ report
The Directors submit to the shareholders the Balance Sheet of the Company, made
up to the end of the financial year ending June 30, 1884,

The Shareholders have already been informed by circular that the undertaking is
carried on by a receiver, and the circumstances which have led to this course have also
been explained.

Since the Directors issued their last report the popularity of the railway in the Island
has become assured, and the best evidence that can be given of this is the traffic
returns for the past year, which show the passenger traffic to be beyond anticipation;
but, owing to the lowness of the fares authorised, the net revenue is not at present
sufficient to pay the interest on the debenture debt.

The Directors are glad to be able to report that the principal action against the
Company brought in Malta, to which reference was made in the last report, has been
decided very materially in favour of the Company, and the other actions, which are of
less importance, are now believed to be on the eve of settlement. These actions have
formed an unfortunate episode in the history of the Company, and by reason of the
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unsatisfactory working of the law in Malta have
caused great expense to the Company.

Negotiations are about to be opened with
the Government of Malta which, itis hoped, will
relieve the Company from its present difficul-
ties and enable it to make an extension of its
line to Sliema. This, if carried out as planned,
cannot fail to be of great advantage to the
Share and Debenture Holders of the Company,
and will provide means of locomotion which
the inhabitants of the Island are anxious to
obtain.

The basis of the contemplated negotiations
cannot, for cbvious reasons, be made public at
present.

The gross traffic return for the past financial
year has been £5,774.12s.1d. The number of
passengers conveyed was 374,235,

The Company's directors were G Cavendish
Taylor, Wm Roebuck, and Major Craigie.
The London Offices had been transferred to
31, Queen Victoria Street, EC.

The principal action against the
Company alluded to by the Directors
was Mirabita’s two-year-old suit. On Oc-
tober 11, 1883, Mirabita’s claim for
£3,500 was finally quashed with the
award of a mere £300 as commission for
his role as mediator. When the case
came up for appeal on May 25, 1884, this
sum was increased to £500, interest at
6% being reckoned from October 11, 1883.

Geneste’s mismanagement

The Company’s best days were on
Notabile or Birkirkara feast days like
that of May 25, 1884, when 6,908 pas-
sengers were carried, 6,000 between 2.30

ADVERTISEMENTS
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to be sold, along the Line of the Railway, ot or
near Hamrun, Misida, Saw Aoptonio, Attard,
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Plans of the Land and Conditions of Sale,
can be scen at No, 111 Strada San Paolo, Val-
letta, between the hours of 92, m., and 12a.
., andda@om 2 toh p.on,

December 30Lh, 18846,

pm. and 8.30 pm. June was always a good month, the 29th being the feast
of St Peter and St Paul (Imnarja) at Notabile. Receipts for June 1884 went
up to £760, derived from 63,000 passengers. Between March 1, 1883 and
November 30, 1884, 981,196 passengers were carried. Geneste reported no
fatal accidents for that first year. Three slight injuries were reported to
persons who had alighted while the train was still in motion. Weekends
were also busy and profitable, two engines being used on Saturday nights
tocarry opera goersto Valletta. Expenditurein London and Malta exceeded
revenue by £692.5s.8d.

Geneste organised popular events at Notabile to get people to use the
Railway and increase revenue. The anniversary of the Railway was
commemorated during the first years with a programme of sport at
Saqqajja. The second year’s anniversary programme was held on March 1,
1885. There were foot, sack, water-pail and greasy-pig races, amongst
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other events, music being provided by a Birkirkara band. About 20,000
people attended this event, 5,000 of them travelling on special trains. The
main attraction was the greasy-pig race. The terrified animal slipped
through hundreds of people before finally being caught in the vicinity of
Porta dei Greci (Greeks Gate), near the Roman Villa.

Later in the year Geneste organised May-pole and Greasy-pole feasts on
the glacis near Porta dei Greci. The police were given free transport on the
Railway.

Residents of Sliema petitioned the Governor in May 1885 to extend the
railway to their town and to St Julians. Signatures were collected in
Marich’s tobacco shop in Palace Square, Valletta. Although the Sliema
extension was highly desirable, the Company did not have the capital but,
on the contrary, was plunging deeper into debt.

New bye-laws were published on September 10, 1885. The bye-laws
stipulated that tickets were:-
to be shown on demand
valid for day of issue only
to be checked on purchase
to be delivered at the end of the journey
valid for travel in class/carriage indicated
not transferable/re-usable
valid for the travel zone indicated
not to be mutilated or altered
subject to space being available

xS E

Passengers were prohibited from:-

being drunk

using obscene or abusive language

damaging railway property

travelling on the roof or steps of a carriage

entering or leaving a carriage while the train was in motion
disobeying orders given by railway staff

retaining a dog or animal in a carriage if objected to by fellow
passengers

carrying loaded firearms

travelling if infected by contagious diseases

striking or molesting railway staff.

RN ol o

S ©®

10.

For all his efforts Geneste failed to balance revenue with the needs of an
engineering enterprise. His small engines were soon overworked on the
line’s steep gradients. It was a matter of time before they fell into disrepair.
Little maintenance was carried out on the permanent way especially at San
Salvatore junction where 2,000 vehicles crossed the level crossing daily.
Here the line traversed Notabile Road at a steep angle, something which
would have been disallowed in England.

The Supervision Board was inactive in the first years. The Company was
politely reminded of its contractual terms and the penalties involved.
Geneste was already guilty of unauthorised overcharging, reduction of
services, especially on Sundays, and improper maintenance. He was
blamed for the engines’ deterioration, allegedly caused by negligence and
inexperience. 1886 was the last year in which the Railway ran regularly.
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Genesteresignedin 1887 and management was taken over by the Company’s
Directors. This did not halt the decline in standards and after a serious
boiler accident in the Floriana tunnel on March 20, 1889, the Supervision
Board and Government acted upon a situation which was irreconcilable
with public safety. Government at first hesitated to enforce its rights since
the revenue figures were disturbing and less money was being earned over
the years. £5,488 were earned in 1885, £4 667 in 1886, and £4,762 in 1887.
No dividend was being paid on the capital since the interest on the ‘A’ and
‘B’ debentures had not been earned.

The Supervision Board finally acted and forbade the use of unsafe
engines. It was found that out of four engines, N° 2 and N°® 3 were under
repair at the Dockyard. N* 1’s boiler pressure had fallen to 801bs (36kg) and
the engine had been sequestrated by creditors. Engine N° 4 needed a five-
week repair job, after which its performance remained uncertain. With no
reserve engine the Company was obliged to run a single train service
during March 1889 after which the lines shut down briefly from April 18
to May 9.

Clause ‘O’ of the contract empowered the Board to suspend the service
and impose penalties for stoppages of less than three months, after which
ipso facto forfeiture would apply. After the Board imposed its first penal-
ties, JC Gilbert, the company’s last General Manager, requested a defer-
ment since he had “sent to London every available shilling for locomotive
material”. The Dockyard bill for the repair of the engines came t0 £399.3s.5d.,
but the Company could not honour it. Gevernment decided to settle the bill
out of public funds and sue the Company for payment later. Several
extensions were granted but when it became clear that the Company was
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Neglect and poor
matntenance on the
Company’s four
engines, including N°2
(below) led the
Government
Supervision Board to
suspend the train
seruvice to Notabile

bankrupt, the Board shut down the line on April 1, 1890. On May 10, 1889,
aMalta Times and United Service Gazette correspondent writing under the
pseudonym ‘Progress’ complained about the suspension, blaming Gilbert’s
predecessors for the deplorable state of the engines which had deprived the
population of an “institution”. While the suspension was in force, the
Company continued to publish a timetable dismissed as a fraud by the
Editor of Public Opinion. His colleague of the Malta Times and United
Service Gazette advised him to support the railway in its hour of need or
change to the cabs of the Malta Omnibus Company.

The Government sued Gilbert on April 5, requesting forfeiture according
to the contract. The Company’s London solicitors, Messrs Lane, Monro and
Soutter, requested alterations to the concession but Government declined
and threatened forfeiture by July 4, unless the necessary repairs had been
executed. In June, Messrs Norton, Rose and Norton, solicitors to the
Foreign American and General Investment Trust Company, debenture
holders of the Malta Railway Company, appealed to Lord Knutsford,
Secretary of State for the Colonies, expressing their clients’ fear of losing
their security through no fault of their own. The Company’s engineer had
estimated that £1,000 would be sufficient for repairs. The solicitors’ clients
offered to advance this sum provided that it would not be forfeited. The
solicitors requested Lord Knutsford to communicate to the Malta Gov-
ernment their desire to defer forfeiture until its was ascertained that
Government considered the advance of £1,000 as sufficient for repairs.

They also wished to modify the contract to protect their clients’ mortgage
rights by guaranteeing payment of the line’s minimum value including
securities advanced previously.




There were £30,000 worth of deben-
tures issued on the railway, and the
shareholders had already advanced an-
other £7,000 which represented a first
charge on the property. They were will-
ing to advance another £4,000 for any
future contingency apart from the £1,000
for repairs. This show of goodwill was
intended to persuade Government to
modify the contract to guarantee that, in
the event of forfeiture, the shareholders
would get their money back.

The solicitorsinformed Knutsford that
the Company had sunk £97,000 in the
project. This sum was not immediately
realisable but the line was an asset of
considerable value especially when re-
pairs had been completed. Government
was asked to guarantee a minimum re-
fund of the £12,000 which would be ad-
vanced including interest for four years.

Messrs. Norton, Rose and Norton re-
iterated that the concession was unrea-

SUNDAY AFTERNOON FEBRUARY 13th
( Weather permitting )

Cuccagna

OR
- .
Albero di Maggio
Bands will play during the morning
and gfternoon
FREQUENT TRAINS tbroughout the DAY,
As under
FroM VaLLETTA
Morning 7.8--7.53—8,38—3.23
10.8—10.53—11.38
Afternoon 12.23—1.8—1,53—2.38
3.23 —4.8—4.53—8.38
6.23 —7.8—-7.53
Frox NOTABILE
Morning  7.50—8,35—9.20—10.5
10.50--11.35
Afternoon 12 20—1.5—1,50—2.35
3.20—4 5—4.50—5.35
6.20—7,50 —4.50—8.35

sonable and onerous. While they accepted
Government’s right to exercise control of
a public amenity, they pointed out that
the public invested money in the assur-
ance that executive power would be used
discreetly.

They felt that the Executive’s absolute power vested in the contract
enabling it to expropriate a valuable line for want of £1,000 worth of repairs
could hardly be called justice! The solicitors warned Government to desist
from taking advantage of the concession and expropriate the railway
without compensation. Such a unilateral uncivilised and unparalleled act
would prejudice Government’s credit, risk public censure and a debate in
the House of Commons.

Knutsford communicated the solicitors’ proposals to the Governor on
June 12, 1890. He advised him to defer the forfeiture to give the Company,
or the debenture holders, the chance to repair the engines. At the same time
he informed Norton, Rose and Norton that he had suggested a postpone-
ment to the Governor but he had not recommended a modification in the
terms of concession.

The July 4 deadline passed and Government deferred forfeiture while
the Company fought for survival in court, Adolfo Sciortino, plaintiff,
representing Government and G Scicluna and C Psaila defending Gilbert.
Inevitably, forfeiture applied when it became apparent that the debenture
holders would not risk more money on the same terms. On December 12,
1890 Judge P Gasan found against Gilbert, and the railway passed into
Government hands.

Throughout 1890 local newspapers criticised Government for depriving
Malta of the railway and persisting on a course whose inevitable end would

Trains will stoponly at Hamrun, Birchircara
and Attard Stations
Single tickets only at usual rates
Particulars for those wishing to climb the
Pole are posted up at the Valletta and No-
tablle Railway Stations.
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THE MALTA RAILWAY COMPAXNY,
LIMITED

(UIGDEB CONCEBSION FROM THE GOVEERSMENT OF liAL‘.l‘A.)

Diractors
George Caveudish Tuylor, Eaq, President of the Varna Railway
Compavy, Chairman;
William Reebuck, Esq, C.E;
Major P. @. Craigie;
Frederick Thompson, Esq.
General Manager
Frank A. B. Geneste, Esq, C.E.
DBoard of Supervision in Malta
Tha [Ton. Fred. L. Henre, Direvtor uf Conteacls, Chairmen;
The Hou. E. L Qulizin, Superiotondont of Public Worky;
+Mnjor R. A. Livesay, R E.
dgents and Bunkert in Malta
Mesers. Jomes Bell & Co.

The Line comunences opposite the Grand Opera House,
pod pnsses underneuth the fortifications by & tounel 1,106 yarils
Jong. It coutinues six miles and Lheee quarlers acroes the intand,
through or nent Haweun, Bligita, Cuewi, Birchircara, Bulzan,
Lia, Attard, Zebbug, Musia, Naxaro, terminnling at Natabile.
Tlere nro two terminal and avd seven internediale stations.

107 .
REGULATIONS
Jor the service of ihe Steam Furry Launches in the
Marsamuseetie Harbour.

The Lanuches, two in number, are permitted to run
only Letween the Mursmuscetto wnd the Shema losding-
places. Bewween 1st Apiil and 3lst October they run
lrom G a.x. to 8 Py aned between Ist Novembor  asad
3lst March, from 7 a3, 10 suuset, They start punetually
every twenty miuutes, and tske their course between the
Government mooring-buoys and thegTizng shore Loth iu
goiug to, and relurning lrom, Sliema,

‘The pumber of pusscugers is limited 1o forty.five,
the {fare Ucing limited to wot less thun 1d. for cach
person, Lut it may be increased by oue bunlf on festival
duys, and doubled in stormy weather when the blue flag

" is boisted at the Mursumuscetio Police Siation.

MALTA GARRISON GUN CLUB.

Shootivg generally takes plrec at the Malw Gnrrizon
Gun Club gronud, ou Fort Tigné glacis, once o week
when birds are procurable.

Pigeous are charged Gd. each
BT o do B Elk

»

SINGLE , RETUERN There is a charge made at each meetine of ls. (rom
s L pail, ; (=4 2 + 14 . +1E
S DISTANCE ‘ell‘l.t"'c?m.lcf‘l'-.ﬂ;‘d!::. Iy itrdy each member who lias been shooting to defray the reut
& i—- i~ S of the Ilouse.
® From Vallettato Mameun . 1 40 | 3d. [ 2d. [ 6d. { 4d.( 3d ‘This House was built by My. M. Museat of Strada
P . e lnili::ll(nlilrcnm :;::: 2::: g‘d'!'g‘: 33: gg: Reale_ for the Malta Guarrison Gun Club on the under-
B 3 S ety )l i | A standing thut Gs. was paid 10 him at cach meeting of
% " n Avard 1816 | ad. L. | 8. } 1id the Club,
o w 5t selvators  30d. § 7d. | 4d. 1630104, | Go. I iherefure there happen to be less than six mem.
:; " » Notabile . .| la | 8d. [ 4d. la.til, 1s. | Gd. bers present, the balance is charged ngainst the funds of
) Workwen's iichels JFingle 3vd class. ‘Retum Jed clans, the (.:llib, if more the balaunce goes to the credit of the
u From Fullelts to !\Plilhilﬂ . 2d. gd. Club.
] " " aﬁ:{"i'i‘::“::m . 1jd. l 2. All Officers of the Army, Navy, Diplomatic aud Civil
H e e e e ettt 1 e Service ure clizible to become members of the Ciub by
I.r.:a:’n:.s#‘.s“r.r::i;u;:;ﬁﬂ':n“q. thie pavment of an eutrance fee of not less than 105,
& s
Fcécing_page: " be “the total ruin of the enterprise and the throwing upon the streets of over
‘é.uzgg ‘gfflz";f_”ﬁf;ptoé one hundred honest hands”. Their editors were unaware of Government’s
one of several festivals plans to revive it. The closure of the railway was inconvenient since the
‘gf:e’;zegl ’:)3; 5; ”f;f’ public had got used to the service. The suspension was labelled “a calamity”

augment railway
revenue. The Malta
Railwaey Company
featured on p. 106
‘above) of the Malta
Almanac and Directory
of 1884 next to the
regulations for the
Marsamuscetto
Harbour Ferries and
the Malta Garrison
Gun Club

Following pages: A
view of the terminus
tunnel at Valletta and
Porta Reale

and the editor of the Malta Times and United Service Gazette clamoured for
a resumption of the service.

This October 1890 extract from the same paper sums up the frustration
of many travellers: “We share the entire ignorance of the public and press
as to what is being done in the matter of putting the Iron Horse on its legs
again, and we think that it exhibits most unaccountably indifference on the
part of Government that some satisfaction is not forthcoming. Why not
come forward with a subsidy? We keep our tottering Theatre, why not keep
on an infinitely more useful line of railway? English pluck and speculation
have given us a capital plant and set the whole concern in working order.
Are we to let the enterprise tumble to pieces for lack of our share of

support?”
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