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INTRODUCTION


BY MICHAEL PORTILLO


 


BRADSHAW’S GUIDEBOOKS PROVIDE A DEEP INSIGHT into Britain’s state of mind in the year of their publication.


The guide to the United Kingdom from the 1860s (which I use in the BBC television series Great British Railway Journeys) reveals a nation at the peak of self-confidence. The British empire is the largest that has ever existed and, at its heart, London is the world’s first metropolis. The country leads the world in innovation, invention, science, engineering and manufacture.


But by 1913, the mood has changed markedly. The Bradshaw’s Continental Guide of that year reveals a loss of self-assurance. Germany has taken the lead in engineering and scientific research. France dominates new industries like car manufacture and cinema. War approaches.


The guide doesn’t say that explicitly, but it lists the sizes of Europe’s armies and navies country by country. Germany’s army is vast, Britain’s tiny, but the Royal Navy is still as large as any two others put together. The book recounts the progress of the Balkan wars up to the moment of publication. It was to be in the Balkans where the fuse of the Great War was lit.


The Europe described in Bradshaw’s has enjoyed decades of peace. The British have not been involved in a Continental war for nearly a century; and even Germany and France have been at peace for more than 40 years. It’s the old Europe of empires: Tsarist, German, Austro-Hungarian and Ottoman. The coming war will sweep them all away. I have the impression that one of the causes of the First World War was that Europe undervalued peace, not realising how its institutions, prosperity and happiness depended on the absence of war.


The old order was threatened by other things too: by terrorists, for example. Among those assassinated were the Austro-Hungarian empress, the Russian tsar, and the Portuguese king and his heir. A bomber narrowly failed to murder the Spanish king and his British bride on their wedding day. British people have been led by the sentimental poems of Rupert Brooke to view their pre-war period through rose-tinted lenses. Perhaps there was honey for tea for some, but there was also intense industrial strife, violence against and by suffragettes, and an impending civil war in Ireland.


More subtly, artists like Picasso, Braque, Klimt and those of the Der Blaue Reiter movement undermined familiar certainties. Painting, literature and even architecture could be revolutionary, especially linked to nationalism, as in Ireland, or throughout the crumbling Austro-Hungarian empire; and in a different way, in an ever more self-assertive Germany.


Travelling by train with a century-old guidebook has been, for me at least, a wonderful way to learn about the political, cultural and social history of our continent. Just as broad advantage is now being taken of the centenary of the Great War to remember and to reassess, so I hope that the Great Continental Railway Journeys programmes help us to understand what Europeans stood to lose.


But the programmes are full of joy too. We celebrate the eccentricities of nations as we build castells, ’people steeples’, in Catalonia. I battled a huge mechanical dragon in Germany and ‘impersonated’ a ski jumper on a zip wire in Norway. I have been beaten with birch twigs in a Russian bathhouse, heated to melting point in a Swedish sauna, and I tumbled from a toboggan in Austria. I have ‘danced’ my way across the Continent: with a horse in Spain, with a man in Vienna, with a high school graduating class in Warsaw and in a Roman theatre in Bulgaria.


There have been some great railways to admire: the Schafbergbahn powered by a steam locomotive ‘built on a slope’, and the line that climbs through tunnels to Europe’s highest station at the Jungfraujoch. I enjoyed the first trans-Alpine line through Austria’s Semmering Pass and the tracks that hug the river banks between the steep vineyards of the Douro valley in Portugal.


You can read history in railways. In what was known in 1913 as the Holy Land, there was a railway for Christian pilgrims from Jaffa to Jerusalem, and one for Muslim pilgrims from Haifa towards Medina and Mecca. But the British feared that that line posed a military threat to India and Egypt, and during the First World War Lawrence of Arabia blew it up.


I like to give a potted history of Russia with three rail stories. Leo Tolstoy, the novelist, was also a social reformer and champion of the peasants at a time of mounting revolutionary sentiment. He died in a station in 1910. After the March revolution of 1917, Tsar Nicholas II signed his abdication in a railway carriage. Then Germany decided to allow Vladimir Lenin to cross its territory in a sealed train like a revolutionary virus, to foment the Bolshevik uprising that October, and so knock Russia out of the war. It must be the most significant train journey of all time.


I hope that the television programmes may be seen as a celebration of the diversity of nations. So many colourful customs have somehow survived the conforming pressures of globalisation. It’s a celebration of peace as well. After Europe’s terrible 20th century, most of our lives are untroubled by war. Even so, I filmed in Russia while Ukrainians were dying, and the tensions in Israel and the occupied territories are palpable. There are Mediterranean countries recommended in Bradshaw’s that are presently off-limits because of war or terror.


I hope, too, that this book will help you to travel with me through beautiful scenery and impressive cities; to meet entertaining characters; to enjoy new foods; to marvel at extraordinary customs; and to laugh.


If it also stimulates your interest in and love of history I shall be very glad. We are what we are thanks to both geniuses and tyrants, because of both virtue and evil. Most of us are very lucky to live in our magnificent continent in the times that we do.
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FOREWORD


WHEN MICHAEL PORTILLO EMBARKED ON RAIL JOURNEYS around Europe, he took the doorstep-sized Bradshaw’s Guide, published in 1913, as an immutable record of Europe as it was then.


This straight-talking guide is an antidote to the sentimental nostalgia that sometimes accompanies old-style railways, the flawed 19th-century icon that became etched on the ground and in the public consciousness.


The continent had been irreversibly changed by the ingenuity that put locomotives on the tracks some 80 years previously and by the industry drawn along in their wake. They were a triumph of technology, but there were still lessons to learn about safety, comfort and timetabling.


Bradshaw’s was designed for the tourists who came later, to advise about the customs and practices of foreign lands. Michael walks in the footsteps of those visitors, experiencing Edwardian times from a European perspective and relishing the flavours of life in this bygone era.


Not every journey listed in Bradshaw’s can be replicated today. Some lines have been diverted, many have closed. A few are new, as are the fast, sleek trains that generally run on them. In that sense, the railway guide is a better testament to the places visited by trains than the routes used to get to them.


Inspired by his schedule, this book aims to illuminate every nation’s railway network expansion – or lack of it. But this is no dry engineering treatise. With the railway narrative comes another, darker chapter which progresses on a parallel track, that of how nations eschewed the economic prosperity that train services brought in order to wage war against one another.


These twin tales tell of intrigue, integrity, innovation, exploitation, old empires, new nations – with a smattering of royalty and anarchy, too. Featured are railway’s great characters with extraordinary vision, those who strove but failed and the villains of the piece.


If the selection of journeys seems idiosyncratic it’s because, diamond-like, the story of how trains shaped Europe has numerous different facets. Each one helps complete the picture, like a piece of a puzzle, making this beautifully illustrated book an ideal choice for rail enthusiasts, history buffs, all inveterate travellers – armchair or otherwise – or as a companion to the popular show.
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LONDON TO MONTE CARLO


HUNGARY TO AUSTRIA


BERLIN TO THE RHINE


BASEL TO JUNGFRAUJOCH


AMSTERDAM TO NORTHERN FRANCE







IN THE WAKE OF THE FIRST WORLD WAR there were ruined villages, fresh cemeteries and a pockmarked vista that snaked for miles through Flanders and France. And the political landscape was irretrievably changed also, with the collapse of the Austro-Hungarian, Ottoman and Russian empires.


Yet a journey by train through Europe before the conflict revealed nothing of the cataclysm that lay ahead.


In truth, the golden age of railway travel, with its massive and swift expansion, was largely over. Europe was already crisscrossed with lines – Bradshaw’s reflected this with its minute detail on numerous routes in existence all over Europe.


The challenge now was to make journeys quicker and more comfortable. Although many improvements were already in evidence by 1913 – such as a greater number of wheels per carriage, seat upholstery and the inclusion of heating, restaurant cars and even lavatories – trips by train were still far from smooth in the seat.


Beyond the view from the carriage window, France was riding high as an imperial power but was better known for being the architect of the ‘belle époque’, or beautiful era. As a consequence, Parisian living was filled with a level of expectation and innovation that glossed over problems created by increasing international tensions. In Germany – where trains were notoriously slow – manufacturing at least was going full pelt, but at a glance the country appeared to be concerned more with acquiring technology than territory. Switzerland was likewise revelling in its industry and a new-found tourist trade, while the Low Countries were shoring up their economies and culinary and commercial interests. As peace gave way to conflict, the incentive to improve trains for travellers vanished at a stroke and engines became the workhorses of war.
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LONDON TO MONTE CARLO


LONDON, THE CAPITAL OF THE WORLD’S GREATEST EMPIRE, was a suave city with wealth and the wisdom of ages evident in even its most ramshackle streets. But, given half a chance, who in the notoriously grimy metropolis would not have been tempted to glimpse the glittering, sun-kissed waters of the Mediterranean, swopping a choking city atmosphere heavy with the pollution of steam trains for a warm, clean breeze? Just a day away, it was an option more people than ever before were choosing in 1913.


With a return fare standing at just £8.18s.7d. for second-class travellers, Bradshaw’s promised the would-be tripper that the 978-mile journey would be complete in a modest 26 hours and 30 minutes, travelling via Calais. That ticket price was comfortably in the grasp of a solicitor, who typically earned £1,400 a year; less so for a teacher, whose annual income was below £200, and certainly out of the reach of the humble labourer, who expected to receive just a pound a week. But more travellers led to cheaper tickets, so journeys like these, once the preserve of the moneyed classes, were inevitably becoming accessible.


And there was the added inducement of seeing Paris, Cannes and Nice en route. Paris was still basking in the reputation it garnered at its turn-of-the-century exposition, which promised ‘cultural effervescence’ as it focused a spotlight on the French capital and delivered some fine architectural additions to the city. The destination of Monte Carlo was a playground for the wealthy, with its casino culture, initially instituted to save the ruling royal family from bankruptcy, still a rarity.




ST PANCRAS: A STORY OF SLUMP AND BOOM


ONCE IT WAS A GRAND GATEWAY to London for those who came to the capital by train from the north. Now the refurbished edifice of St Pancras is the exit point for those heading south to Europe by rail.


The fortunes of St Pancras, reflecting those of British railways, have also at times gone in two different directions.


It was built alongside King’s Cross station in 1868 to accommodate the high number of new railway lines in London, on land that was once slum housing and a graveyard. No workaday design, its wrought-iron roof truss made it the era’s largest space enclosed by a single span ever built – later mimicked across the world.


The first train to pull into the station arrived on 1 October at 4.20 a.m. carrying the overnight mail from Leeds. St Pancras became renowned as the delivery point for beer from Burton, stored in cool cellars beneath the station, and milk among other commodities.
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The iconic facade of St Pancras station, in central London. St Pancras International has been the home of Eurostar since November 2007





With new wings of the Midland Grand hotel completed by 1876, the station was firmly established as a London landmark. But a bomb dropped in 1941, which wrecked the tram shed, together with a decline in the popularity of rail travel in subsequent decades put the station building under threat. By now, rail operations were nationalised and, hoping to wring new wealth from two railway relics, plans were made to replace both King’s Cross and St Pancras with a single modern building.


Poet Sir John Betjeman, a champion of old England, was among opponents who campaigned vigorously against the idea and they were rewarded by the building’s preservation. But still it languished in disrepair until plans for the Channel Tunnel were conceived. Today, with regular services departing to Europe, the palatial glassy and Gothic station, specially adapted for its new role, seems a fittingly grand stepping-off point for a technological triumph like the Channel Tunnel.


In 1913, long before engineers burrowed 75 metres (225 ft) below the English Channel, travellers departed from more southerly London stations like Victoria and Charing Cross, for ports that lay close to the French coast, including Dover, Folkestone and Newhaven.


The ships that awaited them were small steamers with a typically rolling gait which had been providing an often uncomfortable interlude between British and French railways for almost a century. Although Frenchman Louis Blériot had crossed the Channel by air in 1909, there was as yet no alternative for those prone to seasickness.


From the decks of just such a ship, German inventor Rudolf Diesel (1858–1913) threw himself into the Channel after being plagued by financial worries. Only after his death were the diesel locomotives that he helped pioneer brought into service.
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Old enemies, new friends


Opened in 1994, the 50 km (32 mile) link may have made European travel much easier but it also highlighted a difference in rail travel each side of the Channel. In Britain, the engines could manage only 86 miles per hour. In France, speeds of more than double that were achieved.


But the long-term lack of investment in the UK’s railway infrastructure wasn’t on most people’s minds – rather it was the implied threat to Britain from rabies, which was commonly found in northern France. A huge anti-rabies vaccination programme kept the British countryside safe.


After snipping a ribbon, Queen Elizabeth labelled it the product of ‘French élan and British pragmatism’, while French newspaper Le Figaro hailed the end of British insularity.


Engineers thought differently and Lady Thatcher, who was prime minister when the project began in 1988, reflected their view. ‘Every generation has to do something exciting that will affect the future.’
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With Paris as the country’s railway hub, the city’s stations soon had to be rebuilt to accommodate a growing number of lines





FRENCH RAILWAYS: A TROUBLESOME BIRTH


TWO YEARS BEFORE BRITISH ENGINEER George Stephenson unveiled his steam-powered Rocket in 1829, there was already a railway quietly hauling coal on a 21 km (13 mile) stretch near Lyon. Admittedly, it relied on a combination of gravity for the downhill stretches and horse power going up but, nonetheless, by the middle of 1830 it provided a passenger service for those content to squat in bumpy coal wagons.


Its lack of ambition was perhaps typical of French aspirations for railways at a time when the business of trains in Britain was exploding.


True, there were a few other attempts to get railway travel underway, but political instability following the Napoleonic Wars shackled progress and, between 1827 and 1842, only 569 km (354 miles) of line were built. Finally, a government bill was passed in 1842, designed to kick-start the industry.


The law decreed that the state would build the necessary infrastructure, including stations, and prepare rail beds. Meanwhile, private companies would lay rail and operate rolling stock.


On paper, it looked a fine ideal. In practice, the bureaucracy that plagued French governments of the era continued to hobble expansion despite monumental efforts by, among others, politician Alexis Legrand (1791–1848) to establish a national railway network. According to Legrand, the railways were ‘the roads of power, enlightenment, civilisation’.


Within ten years the numerous private companies had combined to form just six major ones, wielding enough power to sidestep meddlesome government intervention on their projects. However, private firms weren’t covered in glory either. Connections that would interlink the privately run lines remained inconveniently few, as companies focused on their own railway empires rather than the passengers’ needs. Almost all radiated from Paris and passengers often had to make a detour via the capital to complete a journey to a city that was neighbouring their own.


As for the residents of the overcrowded medieval city, there was considerable upheaval with the construction of six major stations, all of which were duly expanded to accommodate an ever greater number of trains. The first platform to be constructed there was Gare Saint-Lazare in 1837. It was followed by bigger enterprises in the shape of Gare Montparnasse, Gare du Nord, Gare d’Austerlitz, Gare de l’Est, and the original Gare de Lyon. A decade later, the lives of the poor and displaced were disrupted once more when further swathes of the city were cleared for development in the grand plans drawn up by Baron Haussmann (1809–1891).
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Art Deco and diesel pull in the crowds


At the turn of the 20th century Paris hosted the Exposition Universelle. The French capital, which had so recently been transformed by the grand neoclassical designs of Baron Haussmann, was now lavishly decorated by its exhibits. The first World’s Fair had been held in London half a century previously and there had already been four in Paris, including one in 1889 for which the Eiffel Tower was built. Events like these were now significant features in the international calendar. More than merely a commercial showcase, they were a celebration of innovation, and it was here in Paris that diesel engines were unveiled for the first time. An electric train toured the show site, which covered hundreds of hectares and attracted 50 million visitors during 212 days.


However, its greatest legacy was the promotion of Art Deco design, including the architecture of the Gare de Lyon. A station had existed on the site since 1852 and, despite four subsequent extensions, was too small for its task. The new Gare de Lyon had its 13 lines sheltered in a magnificent double-span iron and glass palace and was topped by a clock tower 64 metres (210 ft) high. Travellers remember it best for its ornate restaurant.






TRAIN TRAVEL AND LA BELLE ÉPOQUE


IN A FEW SHORT DECADES after the arrival of the first trains Paris was transformed, and with its new edifices came a vibrancy that radiated around the world. The process to this golden age wasn’t immediate but was inextricably linked to the effect of railways.


The population of Paris increased more during the 25 years that followed the opening of the first station than during the previous eight centuries.


People were fed by rural produce transported to the city on rails and each of the major stations on the outskirts became a hub for commerce. Wines from the south also made a commercial debut.


Meanwhile, the centre of the city benefited too, with the first modern department store, Le Bon Marché, opening in 1852.


Life in Paris was blighted by the Franco-Prussian war, which began in 1870 and amply illustrated the military value of railways. Well-supplied Prussian armies, as well as rail-borne artillery, were swiftly on the move towards the French capital, while France’s army was partially paralysed by a poor railway network.


Afterwards, the French were determined to characterise the new Third Empire with confidence, prosperity and innovation. The country’s industrial revolution, accompanied by further expansion in railways, stepped up a gear, fuelling a new age of conspicuous consumption, for the middle and upper classes at least. And the trains brought artists, writers, chefs, performers and designers to Paris, in a time that became known as the ‘belle époque’, or beautiful era, which would soon pervade most of western Europe.


German poet Heinrich Heine explained how the train made Paris feel like the centre of Europe. ‘I feel as if the mountains and forests of all countries were advancing on Paris. Even now, I can smell the German linden trees; the North Sea’s breakers are rolling against my door.’
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The first car to arrive in Paris in 1891 created a stir among carriage drivers, whose livelihood would soon be under threat from the Métro





But soon a new age was dawning – that of the motor car. Steam- and petrol-fuelled vehicles were pioneered in France, with Armand Peugeot producing his first car in 1889, a year ahead of the Panhard et Levassor company and nine years prior to the first Renault being made. By 1903 France was the world’s leading car producer.
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Métro magic


Coach drivers had dreaded the coming of the train for fear of losing their jobs. After its arrival, those in Paris were in fact kept busy ferrying passengers from the major stations at the outer rim of the city to its heart.


However, their boom years were about to end as, alongside the motor car, came the Métro.


It was a project that had been discussed since the middle of the 19th century and at one stage even elevated sections were proposed to help cure congestion on the roads. When digging finally began in 1898, the project was nearly four decades behind its equivalent in London.


Opening in July 1900 to service the Olympic Games, held in Paris at the same time as the Exposition Universelle, the first line linked the Porte de Maillot to the Porte de Vincennes.


Cutting-edge technology was used to excavate further lines, with the ground beneath the River Seine being frozen with calcium chloride brine so that tunnelling could safely take place.


By 1913, when Bradshaw’s Continental Railway Guide was published, there were ten lines and some 467 million passengers riding on them.








There was a response from the railway companies, prompted not only by the arrival of the motor car but also by the increased size of coaches hauled by engines to house ever more passengers.


Thus, in 1907, the powerful Pacific 231 locomotive began service, with the figure denoting the number of axles it possessed. Later, Swiss composer Arthur Honegger, who confessed a passion for steam locomotives, wrote a symphony dedicated to that particular engine. ‘To me they are living things and I love them,’ he said.


FEAR, LOATHING AND A LOST TRANQUILLITY


ASIDE FROM THE RAILWAYS, other technologies were advancing, including the art of movie-making.


In 1895, Auguste and Louis Lumière, whose father had made his fortune manufacturing plates for stills photography, had patented their Cinématographe, a combined camera, projector and film printer.


Based at the family home in La Ciotat, a resort in Provence, the brothers experimented by filming everyday subjects, including the arrival of a train hauling four freight wagons and at least 12 coaches at the station.


It was this 50-second unedited film taken from a static camera that they chose to premiere in Paris before a paying audience later that same year. A favourite story that’s been a cornerstone of cinema history is that terrified audience members fled the venue, certain that the train would erupt from the screen.
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The sight of this locomotive on the big screen was said to have had customers fleeing the movie theatre





Certainly, many in the audience might have had misgivings. Two months earlier, there was a derailment at Montparnasse, when an express crashed through the buffers at the terminus. The accident happened because the driver, running several minutes late, had been trying to make up for lost time.


Consequently, the locomotive careered into the station at speed, simultaneously suffering brake failure. It crossed the station concourse, crashed through the perimeter wall and fell on to the Place de Rennes below, where it landed on its nose. A woman in the street was killed by falling masonry. Later, the driver and a guard were fined. The train, left perched upright for several days, caused a sensation in Paris and was the subject of numerous photographs by both professionals and amateurs.


But today there’s some doubt about whether a panicked audience screamed at the film of the train. It may well be that a 3-D film by Louis Lumière on the same theme, screened 40 years later, was the one that spread alarm for, although the French may not have been used to moving pictures, they were by now accustomed to steam trains like the one filmed. By 1880, about 6,000 locomotives were fully operational, carrying more than 50,000 passengers a year.


However, it’s true too that trains have always inspired fear. By 1840, French trains were driving at 40 mph and accidents like that at Versailles two years later, in which 55 people were killed, loomed large in the public consciousness. The fear of railways or train travel, properly called siderodromophobia, inspired one French railway company to employ a doctor to examine why people were scared. For some, though, their opposition was fuelled by hostility rather than fear, as a tranquil rural life vanished with the arrival of the trains.






The waterways fight back


Naturally blessed with a series of rivers, France had further enhanced the network of waterways from the mid-17th century after investing in canals. Now those with a vested interest hurled obstacles in the path of aspiring railway companies trying to establish a foothold in the early 19th century. That railways would be detrimental to agriculture and would threaten a traditional way of life were also given as reasons to curb their spread. In 1832, the chamber of commerce in Rouen turned down plans for a 136 km (84 mile) rail link with Paris, citing the damage that it could do to canal and riverside enterprises.


It wasn’t the end for the railways in France but it certainly proved to be a hold-up. Inevitably, railways spread across the country and did indeed take freight off the waterways and on to the tracks. However, a short period of neglect was followed by further boom years on canals, as from 1860 it became apparent that a competitor to the railways would help cut prices. By 1893, there were more than 7,000 miles of navigable waterways in France carrying 25 million tons of freight. However, most traffic was on the River Seine, the canal that linked the Marne and the Rhône and other routes in the north.
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HUNGARY TO AUSTRIA


THE AUSTRO-HUNGARIAN EMPIRE was once a giant on the world stage. By the time Edwardian travellers were visiting the region the empire was fraying around the edges. But the authorities there were adept at papering over the cracks, not least thanks to a fine railway network. Before the First World War there were 20,760 km (12,900 miles) of railways in Hungary to serve a population of some 21 million, the vast majority of trains being operated by the state. In Austria, also largely state-owned, there was almost 12,875 km (8,000 miles) of track.


Budapest had an underground train system by 1896, the first in Continental Europe, and Vienna was just two years behind, operating steam trains beneath the streets of the imperial capital.


It was no coincidence that Emperor Franz Josef I – in power since failed revolutions in both Hungary and Vienna in 1848 – was a fan of railways. Not only did he personally support railway ventures across the territory, but he had his own sumptuously appointed royal train, known as the Imperial Express.


Ultimately, however, none of this could hold back the tide of nationalist feeling among the peoples of the dominion. Neighbouring Serbia was casting avaricious glances at the empire, hoping to carve off a slice for itself. When the emperor’s heir presumptive, Archduke Franz Ferdinand, was assassinated in Sarajevo in the summer of 1914 by Serbian Gavrilo Princip, a challenge was thrown down. Franz Josef was in his imperial home at Bad Ischl when, on 28 July 1914, he signed the papers that signalled war with Serbia.


With that, Tsar Nicholas II of Russia mobilised troops to honour a Slavic alliance, which in turn provoked Germany to come to the aid of Austro-Hungary. When Germany declared war on Russia, France, being already paired with Russia through a diplomatic agreement, was then inevitably at war with Germany. Britain might have sat it out despite an existing three-way agreement with Russia and France. But when Germany invaded Belgium en route to France another treaty was contravened and Britain felt obliged to act. Thus, two rival camps lined up to do bloody battle.




RAIL AS A STRATEGIC WEAPON


WHEN BRADSHAW’S 1913 GUIDE was published, the Austro-Hungarian empire was the largest political entity in Europe, covering 700,000 square kilometres (270,000 square miles).


Its history was complex, and the enforced union between peoples was frequently an unhappy one. Hungary, for example, won a long battle against Turkish rule in the 17th century, only to find itself under the dominion of the Habsburg empire centred in Austria.


The arrival of the railway in Hungary in 1846 became a symbol of a burgeoning rebellion against the status quo for radicals who dreamt of an independent state. One such patriot was poet Sándor Petöfi (1823–1849), who was among the passengers in the first rail service that ran between Pest and Vác. After noting that ’men can also fly today’, he instantly appreciated the advent of railways and their potential for bringing about reform. He captured this optimistic mood in a poem:






The railways are the veins of earth


Culture and progress prosper where


They cause pulsations of the air


To nations’ greatness they give birth.







Two years later there was indeed a revolution in Hungary, with Petöfidying in one of its last battles. It was one of a number in Europe in 1848 fired by liberalism – and doomed to failure. Without exception, each revolt was defeated and an even more oppressive regime than had previously existed was installed.


In Austria’s case, Franz Josef I (1830–1916), deeply conservative and militarily minded after a spell in the army as a young man, became emperor of the Habsburgs.


Brooding resentment still festered in Hungary, where 14 generals had been executed by the Austrians in Transylvania in 1849.


The emperor, plagued by a series of wars, finally made two fundamental realisations: that he could not rule safely and successfully without cooperation from Hungary, and that railways were strategically important to the military wherewithal of the empire.
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A melting pot of peoples and cultures, the Austro-Hungarian empire was once a dominant force in Europe





In 1867, Austria and Hungary agreed to a union which finally offered some status to Hungarians, granting them their own parliament and army. Emperor Franz Josef was head of state for both – and encouraged major railway-building projects.


Unlike other imperial nations, Austria did not seek colonies overseas. But it was keen to keep its assets intact despite a rise in nationalism. Within its borders were not only Germans and Hungarians, but also Czechs, Poles, Italians and Serbs. Austria’s major cities included Vienna, Prague, Trieste and Kraków, while Hungary counted Zagreb and Bratislava as well as a number of Romanian cities in its fold.


So railways that linked these far-flung outposts of empire could also be used to ferry in the army to quell any uprisings. Perhaps for that reason, both countries preferred a state-run system from 1879, although private companies played a small part in the railway story, too.
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Bridging the Danube


Not all Hungarians sought revolution. Statesman István Szechényi (1791–1860) was loyal to the Habsburgs and believed that economic prosperity would bring about change.


To that end, he employed William Tierney Clark (1783–1852) to link two sides of Hungary’s main city, Buda and Pest. Clark, who was responsible for two bridges over the River Thames among others, designed and supervised the building of the Chain Bridge at a cost of £622,042, leaving Scotsman Adam Clark (no relation) (1811–1866) in charge of its day-to-day construction.


The bridge, 202 metres (600 ft) long, was finished in 1849, after which Adam Clark had to twice save it from being blown up, first by the Austrians then the Hungarians themselves. He did so by filling bridge compartments with water to mitigate the effects of explosives.


Afterwards, Tierney Clark praised the ‘energy and perseverance’ of Count Szechényi and reflected on the difficulties, including ‘the magnitude of the river over which it is thrown, its depth, the nature of its bed, and the velocity of the current’.






A TALE OF TWO CITIES


PARIS WAS NOT THE ONLY SUBJECT of an ambitious remodelling programme in the 19th century. Always anxious that his empire keep pace with the rest of Europe, Franz Josef I had grand plans for his capital, Vienna.


Perhaps the most significant contribution he made to change the face of this medieval city was to boldly tear down its fortifications – which the city had outgrown – and replace them with a broad and stylish boulevard. The elegant Ringstrasse, which was officially opened in 1865, set the tone for a city that began to fill its streets with magisterial buildings. Among them was a Greek-style parliament building, galleries, a grand opera house and a university. There was a park studded with statues and a world-famous walz in its honour.


Consequently, it was one of the most fashionable of European cities before the First World War, giving the semblance of being at the heart of a strong and resilient empire. Bradshaw’s concurs with that view. ‘[Vienna] is regarded as one of the brightest and healthiest of the large continental cities, with cheerful and courteous inhabitants.’ According to the guidebook, the Ringstrasse, ‘a fine broad thoroughfare’, extends in a two-mile-long crescent around three sides of the inner town, with most of the city’s principal buildings nearby.
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The Ringstrasse. Vienna was ideally tailored to its well-heeled residents; but those living at the margins of society faced a hapless existence from which it was almost impossible to escape





On the flip side of its public face was a private agony unfolding in an underbelly where nothing of the glamour that enchanted overseas visitors rubbed off on inhabitants. Inadvertently, perhaps, Bradshaw’s indicates what was at the core of the complacency in this divided city, which finally cost Austria its empire. Describing the exhibits of one of the main museums, the guidebook says the ‘unrivalled accumulated treasures of many centuries’ in the imperial collection ‘is probably the richest and most valuable and historically interesting collection in existence of articles of gold and silver, gems, jewels, precious stones, crystals etc., historical curiosities and smaller works of art’.


But while these riches left Edwardian visitors awestruck, they were remote from the legions of poor people who inhabited this so-called ‘city of dreams’.


In 1913, an estimated 1,500 Viennese people committed suicide, ostensibly to escape their piteous existences. Fewer than half the city’s inhabitants were born there, so many were isolated not only by lack of money but also by language and custom.


The emperor, swaddled in luxury at the Hofburg Palace, was blind to the deepening chasm between the wealthy elite and the disconsolate masses. Although he had enjoyed popularity, fewer of his people than ever before now shared his imperial beliefs. Vienna-born historian Frederic Morton (1924–2015) summed up the contradictions by noting that imperial Austria was ‘a byword for melodious decay’. ‘In the Vienna of January 1913 illusion and reality embraced elegantly, seamlessly,’ he wrote in his book Thunder at Twilight.


With the Western world teetering on the edge of a precipice, the city’s veneer was poised to fracture.






Royal railways


Austria’s first railway opened in 1837, although it wasn’t completed that year. Running northwards from Vienna, it would finally reach Kraków for a journey that by 1913 would take about seven hours. It was called Kaiser Ferdinand-Nordbahn, after the emperor, establishing a pattern for railway names that reflected the encompassing role of the royal family.


In the 1850s, Vienna was linked with Salzburg via the Kaiserin Elizabeth-Bahn, the railway named for the empress who would be assassinated by an Italian anarchist in 1898. By 1860 the Franz Josef line carried passengers between Vienna and Belgrade.


The first locomotives to run in Austria were made by Robert Stephenson’s company in England and accompanied to Vienna by Scot John Haswell (1812–1897), who was persuaded to stay, becoming locomotive superintendent of the Austrian State Railways. He built the Wien, the first Austrian-made locomotive, in 1841 and helped establish the empire’s first engine manufacturer.
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A train speeds through the high mountain pass between Salzburg and Tyrol





THOMAS COOK LAYS THE TOURIST TRAIL


WITH STUNNING SCENERY, a free-wheeling intellectual discourse and a robust pedigree in music history, Austria was an obvious choice for tourists in pre-war Europe.


As early as 1868, travel entrepreneur Thomas Cook had accompanied trippers to Vienna as part of a tour from Venice to Budapest. Five years later, he gave a further helping hand to Austria’s fledgling tourist industry by publishing his first international timetable with details of trains, boats and horse-drawn carriage services.


But Emperor Franz Josef still believed more people could be enticed to Austria. Now railways would have a new role outside the military arena, as an initiative was launched by its state-run railway company.


On 23 July 1912 (in a report submitted by the Marconi Transatlantic Wireless Telegraph), the New York Times reported that observation cars from the Canadian Pacific line would soon be attached to express trains and used for local excursions. ‘The Hungarian Minister of Commerce and Railways has entered into negotiations with the Canadian Pacific Company for the establishment of a similar train service of American cars on several lines of the Hungarian railroad system, mainly to the Tatra Mountains and Transylvania,’ the report said.


The Canadian Pacific had for years been using specially designed observation cars with larger-than-average windows and an open platform at the rear, so that passengers could enjoy the scenery of the Rocky Mountains as they travelled between Calgary and Vancouver.


Outside, the carriages – the longest in Europe – were made of varnished teak. Inside, there were 33 free-standing leather armchairs, as well as a library and a secretary and telegraph services.


As it turned out, the unprotected platforms proved too dangerous to be used in long Austrian railway tunnels, so glass was installed when the coaches were made in 1912 by a Prague company, to Canadian Pacific specifications.


According to Bradshaw’s, in the summer of 1913 Austrian State Railways were once again due to include Canadian Pacific observation cars ‘to the chief daylight express trains … traversing the most picturesque districts of Austrian Tyrol.’ It’s not known if this happened.


Previously warm relations between Canada and Austria dramatically cooled in the spring of that year. Ostensibly, the reason was a new steamer line launched in March 1913 that docked in Trieste, in direct competition to Austrian and German shipping lines, which had previously enjoyed a monopoly. In reality, it was the thousands of poor citizens of the empire who bought oneway tickets and emigrated, depriving the army of valuable conscripts, that grated. Observation car services were suspended following a bitter legal battle. If they resumed at all it was only for a short period, before the outbreak of war. The service didn’t return to the timetables after the conflict had finished and dreams in Hungary of cashing in on a tourist bonanza were dashed.
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On the rack with the Schafbergbahn


Tourists who visited Austria were keen to appreciate the stunning vistas – but less enthusiastic about a long mountain hike.


Accordingly, the Schafbergbahn was built to take passengers to a dizzying 1,190 metres (3,904 ft) in carriages hauled by a steam cog railway. During its construction, 6,000 mules were used to take equipment up the mountain, which in places has gradients of 1:4. The line covers a distance of almost 6 km – around 3½ miles – on a track gauge measuring one metre (3 ft 3 in). Also known as rack railways, the engines grind upwards as teeth in its operating cogs mesh with corresponding gaps on the rails. The first locomotive arrived in bits, to be reassembled at the bottom of the mountain. Those workhorses that first went into service in the summer of 1893 are still doing sterling work today alongside more modern engines.
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BERLIN TO THE RHINE


AT THE START OF THE 20TH CENTURY, Germany had nearly 64,000 km (40,000 miles) of railway track, having increased its network by ten times in 50 years.


A juvenile state, established in 1871, Germany was nonetheless ambitious and the military advantages loomed large in the minds of Kaiser Wilhelm II and his army top brass.


One unintended consequence of the expanded rail capacity was a boom in the number of tourists that visited. For the many Britons who took advantage of the far-reaching railways in Germany, the start of the First World War seemed all the more baffling. To them, the German army’s agenda wasn’t immediately clear – although it had been in place for as long as the country had existed.


Strategically, the benefits of trains were clear. Prior to the railway there were horses, but these were used mostly for officers, while rank and file soldiers marched in columns to any designated war zone.


The speed at which Napoleon’s troops travelled was often cited as a reason for his success. His men marched 15–50 km a day, without waiting for cumbersome baggage trains. When they got hungry, they lived off the land – which made them no friends among farmers.


However, now soldiers could travel 50 km (30 miles) in just two hours, or several hundred kilometres every day. And they arrived at their destination without undue exertion.


Trains in the industrial Ruhr would have even greater significance during the First World War, after weapons production increased to more than five times the pre-war level, to meet government orders.


Much later, it would be a different war that caused Japan to plan a railway that would link Tokyo and Berlin. The Japanese emperor’s advisers proposed using German lines from Berlin as far as Baghdad, while the Japanese would make their way to Europe via Korea and across Mongolia and Afghanistan. As the Second World War took what was for them an unexpected course, the railway remained a pipe dream.
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ADVERTISEMENTS.

GRAND HOTEL PAULEZ.

The Hague—Holland.
FIRST CLASS HOTEL. FINEST SITUATION.
| ' At two minutes from the Wood and the Museums. Trams in all directions before the
Hotel. Excellent Cyisine. Moderate Charges. — TH. FREDERIKS, Manager.

¢ TEXE

WESTMINSTER PALAGE

OPPOSIT: WESTMINSTER ABBEY AND THE HOUSES OF
PARLIAMENT.
Most Convenlent for Pleasure or
Smnonin. LONDON Business
Commo lious, Comfortable, First Class Establishment.
Spacious Rere rtion Rooms. Self contained Suites.
NO CHARGE FOR SERVICE OR ELECTRIC LIGHT.
Bedrooms teom 3/6 upwaras. Inclusive Rates trom |1/-each.

A FIREPROOF BUILDING. PASSENGER LIFTS,
ALL LATEST MODERN IMPROVEMENTS.

Telegrams: ' HOSTELRY, LONDON."

L. MORI ENGADIN E.

HOTEL CASPAR BADRUTT

Proprietor: CASPAR BADRUTT.
| FAMILY HOTEL OF THE VERY FIRST RANK. Latest Comfort. Most Modern
1 Sanitary Arrangements. — Finest position. — Summer and Winter Sports.

Apply for Prospectus to the Management. CHARLES ZIEGLER, Manager.

BERLIN, S.W. = First Class Family Hotel.

HOTEL “PRINZ-ALBRECHT.” '

Close to Anhalt and Potsdam Btations, most central, quiet, and finest part of
Berlin, opposite ths House of Commons. Buites with Private Bath and Tollet.

Rooms from 3 Mk. Pension Arrangements.

RAI]IIIM KURHAUS HOTEL

With Dependance.

ST. JOACHIMSTHAL near CARLSBAD.

First Class with 300 Rooms. Bath Rooms.
Radium Drinking Cure. e Radium Baths. e Radium Emanatorium.
Every Modern Cure Appliance. Zander Apparatus. Laboratory, etc. in the Hotel.

The Dependance is open all the year.
Information through the Management of the RADIUM KURHAUS at 8t. Joachimsthal (Bohemia).
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