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Norway took place only during the summer, but the Germans early
tried to establish themselves permanently in our chief commercial
town, Bergen, by being allowed to winter there. The Norwegians
for a long time strove to prevent this, and even as late as about
the year 1200), the number of Germuns wintering there does nnt
seem to have been very large. During the latter half of the 14th
century, however, und still moie in the 15th century, when Norway,
from various reasons, was materially as well as politically much
weakened, the Hansards gained more and more the npper hand
over the Norwegian merchant elass, notwithstanding their stubborn
and to some extent very bitter resistance. The Hansards (from Lubeck
especiully), were wost domineering in Bergen, where they some-
times committed various acts of violence und aggression against
the citizens of the town. The foreigners (especially from Rostock)
were also very troublesome to the Norwegian merchants in the
principal commercial towns in the eastern part of the country,
Tonsberg and Oslo; and at the besinning of the 16th century,
when the efforts to put an end to the foreign conumercial dominu-
tion were finally erowned with success, these towns were very much
reduced in strength. Bergen, on the other hand, on aecount of
its lively fishing trade, continned for a long time to be the most
importunt commercial town of Seundinavia; and here for genera-
tions the Hamsards still struggled perseveringly for their commer-
cial supremacy. To a certuin extent, they were kept in check
by the energetic king Cnwrrsrian I at the beginning of the
16th century; and in the years from 1507 to 1560 they were
compelled to respect the laws of the country, and ceased to form
practically u state within the state; but they continued to keep
the greater part of the commerce of Bergen in their hands until
the growing supremacy of the Dutch on the sen, and the Thirty
Years' War (1618--164%) had weakened them in their own country.
The «German fuctory» in Bergen. however. continued to exist until
the middle of the 18th century, although the commerce was more
and more transferred to the townspcople.

Even during the period of greatest depression, the Norwegian
burgher-class was not entirely annihilated *); and other foreigners

*) With regard to Oslo, a complaint of 1508 states that the number of bur
ghers, which, shortly before the arrivul of the men from Rostock (who, in 1447,
were unrestrictedly allowed to winter in Oslo and Tonsberg), had been 500 or 600,
was now only from 60 to 80.
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than the Germans, especially English, Scotch and Dutch, and
also the Danes, with whom we were politically connected after
1380. carried on trade with Norway.

The Dutch gave considerable impulse to Norwegian cominerce,
as they had commenced as early as in the middle of the 15th
century to some extent to export timber from the South of
Norway. For a couple of centuries the timber was purchased
everywhere even in the country districts directly from the peasants.
The Norwegians also. to some extent, exported timber in their
own vessels. Water saw-mills were established in Norway about
the year 1500, but not until halt a century later did they acquire
any importance for onr export; aud even as late as about 1875
our timber export to Holland still consisted mostly of rough tim-
ber (see page 431).

In the second half of the 16th century, productions and
trade generally made a large stride in Western Eunrope; and the
building of both houses and ships caused a great demand for
Norwegian timber, not only in Holland, but also in Spain, Portugal
and England. The economic conditions of the country itself also
improved, and the Norwegian commercial class in many towns
gained new lite. This was vrobably largely due to the immigra-
tion of foreign elements, which, however, immediately took root
Lere, many of the immigrauts marrving into Norwegian families,
At Bergen. the largest commercial houses were of foreign origin,
and simultaneously with the decline of the Hamseatic factory
some of the sons of its members became Norwegian citizens.
At the end of the 18th century, even in Bergen, there was only
a small minority of merchants who did not feel themselves to be
Norwegians.

During the latter part of the 16th century, our own vessels
ugain commenced to take some part, though a relatively small
one, in the trade with foreign countries, which during the latter
part ot the 14th, and almost the whole of the 15th century had
been carried on chiefly by foreign ships.

In the course of the 17th century, the commerce and shipping
of Norway received u great impulse, although it was to a certain
extent seriously hampered by wars and other circumstances. The
timber-trade flourished greatly, and came more and more into the
hands of the growing Norwegian mercantile class in the towns,
although the export was still largely carried on in foreign vessels.
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By the town privileges of 1662, it was ordered that all export
to foreign countries should be from the towns, a rule which had,
indeed, been in existence since about the vear 1300, but which it
Lhad not been possible to observe, especially as regurds the timber
trade. During the 16th, and the early part of the 17th century,
this trade had also called into existence, or helped to develop, a
number of new towns, so-called c<loading-placess (ladesteder), in
the south of Norway, at the mouths of rivers in®which timber
was foated to the sen. Among these towns were Fredrikshald,
Moss, Bragernes (a part of Drammen) and Arendal. The commer-
cial freedom of the -loading-places» was considerably restricted
by the above mentioned town privileges: but they retained the
right of shipping timber (and importing grain).

The timber export from southern Norway increased from 102
shiploads, measuring about 425000 eubic teet, in IH28, to 673
shiploads, measuring about 2.5 million cubic feet, in 1560, and to
as much as 1650 shiploads, or ubout T million cubic feet, about
the year 1620. A considerable export-trade in timber was also
carried on from the western part of the country (mostly in Scoteh
vessels) and from the northern districts. In 164, the whole tim-
ber export is said to have amounted to about 35 million cub feet.

The export of fish wus also very considerable, especially from
Bergen ({cf. table on page 427); and the mining indnstry, com-
wencing, on a large scale. in the 17th century, also contributed
considerably to Norwegian export.

Towurds the end of the 17th century no  inconsideruble
part of the trade of Norway was curried on by her own vessels,
even though that export trade which wus of the greatest impor-
tance to shipping, the timber trude, was still chiefly carried on in
foreign vessels. . The mercantile mwaurine of Norway towurds the
end of the 17th century probably amounted to 400 or H00 vessels,
with a carrying capacity of about 60,000 tons.

The national commerce und shipping were advanced to quite o
considernble extent by various measures taken by the Dano-Nor-
wegian government during the reign of Currsrran V (1670--1699).
One of these was the ordinance of 1671, favouring the so-called
vessels of defence”™), merchant vessels, that could, if needed, be
used as war-ships. The customs too, which were formerly exclu-

*) A similar provision had ulse been given 50 years earlier, in 1621.
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sively regulated for fiscal purposes, were now also used as a means
of directing the course of comuerce, siiipping and industry.

On the other hand the vigorous deveiopment of Norwegian
commerce was considerably hampered Ly the system of privileges
obtaining in the 17th century, by which some towns were greatly
tavoured, sometimes at the expense of other towns, which the go-
vernment even went so far as to try to suppress in favour of the
privileged town, — e.g. by ordering its citizens to remove to the
other town —, sometimes at the expense of country districts, for
instance, of Finmarken, the northernmost distriet of the country.

The increases in the customs duties were also felt to be ra-
ther heavy, especially the export duaty on  timber, which was
considerably inereased at the beginning of the 17th century, and
also the old export duty on fish.

The promising conmencement, of a revival of the national
commerce and shipping received a gerious blow from the protracted
Great Northern War (from 1709 to 1720) in which about one
third of the Norwegian mercantile marine was lost,

After 1720, Norway had peace, almost without interruption,
for 87 years. During this time our commerce and shipping ad-
vanced very considerably, although at first quite slowly.  About
the year 1750, the Norwegian mercantile marine was again of
about the same size as before the great wur; commerce, during
the years 17H0—1760, increased greatly, thanks to the unusually
abundant herring-fisheries, which, however. afterwards aguin de-
creased; the timber export was large, and the production of copper
was considerably inereased.  The aggregate value of Norwegian
exports (at the prices then ruling) was probably ubout kr. 10,000,000
per annum during the period 17TH50—1770. The imports probably
represented a similar amount, of which 3 or 4 million kroner were
represented by cereals, o the quantity of about 2.2 million bushels,
chiefly imported from Denwmark, that country having had, from
1730 to 1788, with a few interruptions. e.g. during bad years,
the moncpoly of importing grain to southern Norway, the most
populous part of our country.

During the last quarter of the I8th century, and the first few
vears of the 19th century, the commerce of Norway had reached
an extent such as it had probably never before had. During the
North American War of Independence (1776-—1783), the prices of
our export goods were considerably increased, and the neutral
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position of onr country gave an opportunity for a profitable trunsit
trade, our territory being used for storing purposes. During the
European wars caused by the French Revolution, our country also
derived great advantages from its neutral position, until we our-
selves. in the year 1807, were drawn into the war. During this
period several reforms were introduced in our commercial legisla-
tion, greatly benefiting the economic condition of the country, e.g.
the repeal of the Danish grain moenopoly on Norwuy. the release
of the commerce on Finmarken (1787), the decree of 1793 relating
to credit storage and a less burdensome customs tarif (1797).
At the beginning of the 19th century, however, the bad condition
of the state {inances necessituted some new imposts which never-
theless were not so heavy as to prevent a further improvement
in our commerce, the timber-export to Englund being especially
large.  Our whole timber-export during the vears trom 1804
to 1806, some especially  brisk trading years. amounted on an
average to 3DH.000.000 cubie feet. while the grain import during
the vears 1799 to 1808 amounted on an average to 2.6 million
bushels.

The lust purt of the 18th century was a period of growth
in Norwegian shipping. sufticient to mark it as an epoch in its
development. In 1792 the Norwegian mercantile marine had grown
up te 280 vessels with a total of about 110,000 tons' burden.
In 1806 our mercantile marine even counted 1,650 vessels with
an aggregate burden  of about I8GOO0O tons, some of  which,
although not very muany, properly belonged to foreign countries.

As a consequence of the rapid growth of the Norwegizn mer-
cantile marine, trade with our country. towards the end of the
18th century, was carried on in Norwegian vessels to a much
greater extent than it had previously been. Whereas even as late
as about 1770, most of the timber exported from the chief port
of export, Drammen, was shipped in Dutch vessels, during the last
few years of the 18th. und the first few years of the 19th cen-
tury. about one half ~r more of owr timber-export wuas carried on
in Norwegian vegsels. A large part of the fish-export ubout the
vear 1800 was also carried on in Norwegian vessels.

The flag of the Dano-Norwegian monarchy, the old Danish
colours, was well known in most European countries, and might
be seen in Asia, America and Africa. During the yeurs 1800 to
1803. the Kuropean ports outside the monarchy were visited
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on an average by 4,072 vessels of about 500,000 tonse burden,
carrying that flag.  Almost half this tonnage went to the British
Tsles, chiefly Norwegian vessels carrying timber. The otber Eu-
ropean countries were also visited by many Norwegian ships, but the
vessels visiting foreign continents were chiefly Danish. About 43 %o
of the total mercantile marine of the Dano-Norwegian monarchy
(Schleswig-Holstein included] in the vear 1800, were Norwegian.

In the year 1807, the good times came to an abrupt end, for
in that year the long war with England broke out. In the years
1808 und 1809, 1813 und 1814 there was also war with Sweden.
Commerce and shipping now became very irregular, and many
ships and cargoes were lost. During the years [810—1812, in
spite of the war, we had brisk commerce and shipping with Eng-
land, the so-culled -licensed» frade, which, however, did not bring
any lasting advantage; and 1813 and 1814 were very bad business
veurs. The situation was still more ageravated by the miserable
pecuniary conditions: and the bad crops of 1812, in connection
with the English blockade. cansed actual famine.

During these hard times, Norway was greatly reduced financially;
but they served the purpose of developing und consolidating us as a
nation, so that in 1814, when our country was forcibly sepurated
from its connection with Denmark, and handed over to the Swedish
king, instead of quietly submitting to this. it was able to establish
iteell’ us au independent kingdom with one of the freest constitu-
tious in Europe; and only as such did it enter upon the union
with Sweden in which the two independent kingdoms of the
Scandinavian peninsula have each. for the last 8D years, at peace
with foreign countries, enmjoyed on the whole a happy national
and economic existence,

The first years of our new constitution, however, economi-
cally considered, were very depressed, and it was somewhat long
before our commerce and shipping could again recover strength,
atter the protracted war. Our timber-trade in particular gave bad
profits, in some cases even loss, as it was necessary to sell large
stocks on nand at any price. The trade with Engiand was greatly
reduced on account of the exceedingly high duty levied by that
country on timber from all other places than her own colonies.
This circumstance contributed not a little to u decrease in our
shipping, so that the tonnage of the Norwegian mercantile marine
was reduced from 176,000 tons in 1816, to about 130,000 tons in
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1826. Qur fish-trade was relatively more profituble especially on
account of the increasing quantity of winter herring.

After 1823, the timber trade also grew more profitable, prices
having risen, and higher freights having given new life to shipping.
A geoeral BEuropean and American commercial erisis, however.
which oceurred in 1825, once more caused a depression in Nor-
wegian commerce and shipping for some years, doring which
several of our large, old-established timber firms. thad had survived
the earlier crisis, were ruined.

At the beginning of the thirties. a more lasting period of
improvement set in, continning upon the whole, allowing for
depressed timber trade in 1840 42, to 1847, while the veurs
from 1847 1849 showed a great depression due, among other
things, to the excessively high prices of grain  prevailing in
1847, and the irregular counditions of the world's commerce,
caused by the revolutionary movements in 1848, In 1800 better
times .again commenced, and as o summary of the cconomic de-
velopment from 181D to 18DH0, it may be said that not only were
the wounds from the war period (1807—1814) healed. but by
the middle of the century our commerce and shipping had
uttained even a higher stage of development than during the first
years of the century, which had been so exceptionally fuvourable
to our economy.

The timber-export abemt 1840 regained the extent it had
enjoyed during the splendid commercial years at the begiuning
of the century. About one third of our exported timber now
went to France, the agricultural population of which required
a good quantity of timber for the improvement of their
houses.  About 22 °y of the timber went to England, and us
regards (uantity, somewhat more to Holland, but less in value.
because the exports to that country, as before. chiefly consisted
of rough timber. The fish-export in the middle of the century
was probably larger thun it had ever been before. Since 1818,
the heavy duty levied on timber on its export from Norway,
has been considerably lowered several times, until in 1898 it was
entirely repealed. It was then our last remaining export duty.

The totul value of the Norwegian export about 1838 has
been caleulated at about kr. 19,040,000, of which kr. 6,740,000
are represented by timber, kr. 9,920,000 by fish products, and
the rest kr. 2.380,000 by silver, iron, copper, smalt and other
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articles. In the forties the total value of the exports was caleu-
lated to be kr. QH,&()U.U(_)D (Eimber kr. 9200000, fish produects
kr. 13,600,000, and other goods kr. 4.000.000).

The value of imports from year te year has probably about
equalled the value of the exports with the addition of the in-
creasing income resulting to the uation from shipping (about
kr. 6,000,000 in the thirties and about kr. 9000000 in the
forties).

After 1826 the Norwegian mercantile marine inereased without
interruption from year to year: in 1835 we had reached about the
sume tonnage as before the commencement of the war in 1807,
namely about 180,000 tons and in 1850, 289,000 tons.  In the
course of the 20 vears from 1831 to 1850, our mercantile marine
had been inereased by 5 %, which corresponds with the average
inerease of the whole eivilised world's acerecate tonnage during
this period.

The annual average of the ageregate tonnage of Norwegian
vessels leaving foreign ports with cargo. or leaving Norway for
foreipm ports wus.

From 1836 to 1840 H6H.000 tons. whercot 109,000 tons were
carrying goods from one foreign conntry to another;

From 1846—-1850, S10.000 tons, whereof 248000 tons were
carrying goods from one foreign conntry to another.

Thus it appears that our earrying trade between foreign
countries made rapid advance, and among the chief factors
contributing to this resull was the circumstance that our vessels
from 1825 onwards were placed on an equal footing in Sweden
with those of that country, and that Great Britain and other
countries, on wccount of the political union established between
Norway and Sweden, allowed Norwegian vessels to import Swedish
goods.

As regards the foreign shipping on Norway, the number of
vessels arriving wuas increased frow H,413 in 1827 to 8,542 in
1850, and their tonnage from about 400,000 to about 700,000
register toms. In 1827, rather more than ®/3 of this tounage
was represented by Norwegian vessels, and in 1850 about three
fourths. From 1838 to 1850 hardly more than one third of the
vessels arriving were loaded, but when leaving, most of them
carried . cargo.
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. NORWEGIAN COMMERCE AND SHIPPING
SINCE 1850.

During the latter hulf of the century, our commerce und
shipping made such progress as it hus hardly ever done before in
such a short space of time.

This especially applies to shipping.  From 1850 to 1879, the
Norwegian mercantile marine increased from 285,000 *to 1,527,000
tons. i.e. more than Hve times. In 1899 we had, as stated on
piuge 404, a tonnage of 1.05H8.000 tons. whereof 438000 tons are
represented by steam vessels. These latter have for the most part
been acquired during the last 20 years, as our stemmship tonmage
in 1879 only amounted to 52,000 tons. The first Norwegian steam
vessels commenced to run ae early as 1827, but as late as 1864,
our total fleet of steam vessels mmoeunted to only about 5,000 tons.
The aggregate cffective carrying power of the Norwegiun mer-
cantile marine (considering one steamship ton equal to 3.6 sailing
tons) is at present about 2.700.000. tons, that 15 to say. about
nine times a8 large as in 1850,

The development of Norwewian shipping will also be elearly
apparent from the following table of the aggregate tonnage sailing
under the Norwegian flag, eleared with cargo from foreign ports
or from Norway for foreign ports:

Tonnage (in thousands of ree tons) of Norwegian
viessels eleared with earge
Years Fr hiE o
B From Norway rom other countries
o r“w.lml FFor For other Totul
Trarti Norway countries
1846--50 . . . . . 119 IFE 248 10
1851 —00 . . . . . 570 200 . L 1,400
1861--70 . . . . . 700 2RE 1,310 248K
1871-80 . . . . . a6e 4171 2,794 4,284
188100 ., . . ., . 1,410 it I 3658 5,650
180f—656 . . . . . 1,560 1,008 4,202 6,050
1806-98 . . . . . 1,765 1,166 5,680 | 8,511

It appears from this fable that the Norwegian mercantile
marine at present performs about ten times as much work as was
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done by our ships half a century ago. and thal the advance has
been greatest with reference to the carrying trade between foreign
countries. ~ Reckoning by the tonnage, about two thirds of " the
Norwegian vessels leaving port in 1898 were steamships.

The average number of Norwegian vessels cleared with cargo
from foreign places, or from Norway for foreign countries (or
rather, the number of voyages made by them) from 1851 to 18bb
was 10,726, and in 1898 20,200, whereof 11,704 represents the
steamships. - - If we also take into consideration ballasted vessels.
the total number of voyages made by Norwegian ships in the
vear 1898 will he 30,000, and their aggregate tonnage 13,940,000
tons.

The annual amount of freights earned by onr vessels ave-
raged, from 1863 to 1865, kr. H0.000,000 and from 1873 to 1878
kr. 100,000,000, Tn 1886 and 1887, on account of the unfavou-
rable condition of affairs, it had gone down to kr. 77.000,000,
vising again to kr. 120800,000 in the good year 1889 and falling
again to about kr. 83,000,000 between 1893 and 1895, In IROG
and 1897, it again rose to about the same amount as that of the
best. of the seventies, that is to say, a little above kr. 100000000,
and in 1898 o kr. 115,000,000, although the carrving activity of the
whole fleet since that time had been considerably inereased.  The
reason i8 that the freicht rates now, on account of the technical
progress of Lhe shipping industry, are much lower than thery were
at that time, althongh they are higher than they were in 1803 1805,
The nef income of the country may, perhaps, be estimated at ubout
half the amouant of treights, or. at the present time, a litle more.

The shipping trade between Norway and foreign countries
in IRU8 wag more than four times as large as in 1850, the agpre-
eute tonnage entered into Norway having risen from about 700,000
register tons to 3,140,000 register tons. The number of vessels
only rose from 8,542 to 14.4D6, and consequently their aversge
burden rose from 81 to 217 register tons. The share tuken in
this trade by the Norwegian flag has decreased somewhat, namely
from three fourths to two thirds, one great reason of this decrease
being that the conversion from sail to steam commenced at a
later period with us than with the other most important sea-
faring nations, and also that still only about half the regular
steamship lines between Norway and foreign countries ave in
Norwegian  hands.  During  the vears 1871-—7H, the annual
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average tonnage of all the steamships entered was 311,000,
whereof only 37 "0 carried the Norwegian flag: but in 1898 there
were 1974000, whereof H8 % carried the Norwegian flag. Of
the total tonnage entered in 1898, 66 “w were Norwegian, 12 %
- British, 8 % Danish. 7 "o Swedish, 4 "o German, 175 "o Russian
and Finnish, 1 " Dutch and v % of other nationalities,
Whereas, abont the middle of the century. only one third of the
tonnage that arrived in Norway, carried cargo, in [880 about half
came with cargo, and in 1898 almost two thirds. 'The vessels leaving
Norwegian ports. now as formerly, ave for the most pari loaded.

The developurmt oif our foreign convmerce from 18RS to 1898
will appear from the tible below. giving the value of imports and
exports, and of the ageregate commerce during those vears:

Value ™ in wmillions Vadoe, v willions
ol kroner, of ol kroner, of
Years 5 " Yoears ;
i ¥ E z Ed ks ',_: f
O v e T o oo O ANV e = e g £
z s &z z T F
£ = E = z, = z E
= - L= = - o3
= o L = b 5 2
o m 2z = 45, xs

1851 55 . . SO GRT 00 TR RS L 1ak2 1118 2780
1850060 . . . IR 471 10ad IMRG o un 1655 1191 2416
1861« 65 . . i | % IRTR B3 BUHI ¥ 1R RO b 5 IGCH 100 [ W
18G6- 70 . . . lood TR 1787 kG . HELZ LT B8R0
187175 . . . 1587 1062 2300 W4T Lo HGRTOIGT.T dnt
IRTG—RO . . 146 103 2R%.5 0 18U L 2R0Y 1593 MG

It appears from this table that the aggregate foreien com-
merce of Norway since the fifties has been more than guadrupled.
Relatively to the population. it has incereased from kr. 67 to 206
per inhabitant.

1t also appears that the importation has increased to a larger
extent than the exportation, especially of late.  Here, however,
two circumstances are especially worthy of consideration. In the
first place, a large part of the great difference hetween our import

*1 For the imports, the values given are caleulated according to the prices
prevailing each year, as ulso the exports since 1R65; for exports hefore 1866, the
values have heenscaleuluted from the prices prevailing about 1855

27
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and our export trades. is covered by the proceeds of the ship-
ping, of which we have spoken ubove. Until the end of the
eighties it muy be estimated fhat in et vears this difference
has been covered. u few years having cven given a surplus,
while during the last ten years, the proceeds from the shipping
were not sufficient to cover fhe difference between the imports
and exports. But here it should be noted that the importation
of means of production and raw materials has increased to a
much greater extent than the importation of articles of consumption.
The imports of the first kind have gone up. during the last ten
years (from 1888 to IR98), from kr. H50.000.000 to kr. 117,000,000,
those of the latter kind from kr. 108000000 to kr. 163,000,000,
The imports for productive purposes from 1866 to 1870 represented
28 4 from 1871 to IRTH 32 %, from I8T6 to IR0 only 26 Y.
in 1888 32 %, and in 18498 42" of the total imports. This
development is chiefly owing to {he growih of Norwegian industry.
Tmports of articles of conswmption amount novi. us they did in the
seventies, to about the sume quantity as the exports. Tu this con-
nection it should, however, be kept in mind that the said prodoctive
import to u certain extent is ulso indirectly consumed through the
domestic consmption of industrial products.  The consumption of
articles intended for enjoyment and Iuxuries has also inereased
quite considerably.  Much foreign capital has been invested of late
in industrial enterprises and in Norwegian government and wmuniei-
pal bonds. and the banks have also drawn considerable foreign
capital into the country.

The great advance made by Norweginn commerce und shipping
during the lust generation is, of conrse, closely connected with the
extraordinary development of the world's commerce, and iuter-
national intercourse during the sume period. The mercantile marine
of the world, as regards its effective carrying power, is now about
five times as large as it was in 1850, and the total value of com-
wercial transactions two and w half times as great as it was from
about 1¥60 to 1865, From what has been stated before, it appears
that the commerce and shipping of Norway, taken on the whole,
has not omy been able to keep pace with this rapid development
of the world, but has even made a relutively more marked progress.
(tur commerce is now more than three times as large as it was
in the first half of the sixties, and our effective tonnage is nine
times us lurge as it was in 1850, although even at that time it
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was comparatively important. Our share of tlie whole world's
mercantile marine was at that time about 2.7 per cent, in 1879 it
had increased to H.7 per cent, but after that period it was for
some time relatively reduced. because, us mentioned above, we had
not yet commenced to acquire steamships to any large extent.
Since 1886 we bave. in that respeet, kept up better with the
development, so that om mercantile marine has maintained jtself
at about 5% of the total fleet of the world.

Awmong special causes of the advancement. noticeable, as far as
Norway is concerned, during the last two generitions, we may
particularly mention the vepeal of the British Navigation Act, duting
from 1850, by which our vessels were allowed free carrving trade
between British and other foreign ports, and the liberal customs
poliey of Great Britain and Ireland, which has once more made
these countries the chief customer for our export. while an ex-
treme protectionist policy during the greater part of the fivst half
of the century had considerably veduced onr previously Hourishing
trade with Great Britain.  The especially favourable conditions
of the wmarket during the yvears 850D also gave a great im-
pulse to our commerce and shipping, and something similar can
be said of the commencement of the seventios.  Here shonld also
be mentioned, last but not least, the repntation which the Nor-
wegiuti seamen have earned for ability and honesty, inspiving all
conmmereial nations with the confidence that theiv goods are eare-
fully and conscientiously treated in owr vessels. Norwegian seamen
are also very much sought after to man foreign vessels, and
now, as in previous times, our seamen bring honour to thie Nor-
wegian Hag.

The development of our commeree and shipping lhas not
progressed evenly from one year to another. but las been rather
fluctuating.  Thus the years 18LHT and 18OH8, especially the latter,
show u decrease, the reason whereot must chiefly be sought in
the great Kuropean :and American commercial crisis which oceurred
in 1857, This crisis. nowever, had rather a favourable than an
unfavonrable influence on Norwegian trade, because the result of
it was that the Norwegian commereial life which had previously
been largely dependent on foreign banking-honses, now grew more
independent. This greater independence of our commercial life
was also partly brought about by the development of our private
banking-institutions. our wholesale commerce and our shipping.
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During the sixties our comumerce on the whole increased,
the imports having gome up from kr. 63.000,000 in 1860, to
kr. 103,000,000 in 1870, and the exports from kr. 50 or 60,000,000
to kr. ®1,000,000. Our shipping during the swme period made an
extremely rapid advance, our mercantile marine having increased
from HHO,000 register tons to 1.000,000 tons.

At the beginning of the seventies the times were unusually
brillinnt, und our import and expert in 1874 reached the
hitherto unknown figures of kr. 186,000,000 and kr. 121,000,000
respectively, and the aggregate mmount of commerce consequ-ntly
kr. 307.000.000, while our shipping at the same time brought
about kr. 60,000,000 into the country.  Our mercantile marine
at the expiration of the same year amounted to 1.317.000 tons.
During the latter part of the seventies, however, times were de-
pressced, and the aggregate amount of commeree in 1879 went down
to kr. 221,000,000, Even the wercantile mavine which, since 1826,
had grown without interruption, was somewhat reduced in 1879
(from 1.027.000 to 1,511,000 tons).

Sinee that time conditions have again changed.  After some
improvement in the beginuing of the cighties. there came some
vears of depression, especially with regurd to shipping. The years
1888 and 1889 again brought better conditions.  During the last-
mentioned year onr commerce reached the ficure kr. 324,000,000,
and onr mercantile wmavine, which, in the conrse of the eighties,
had Huctuated considerably, reached the figure of 1,611,000 tons,
whereof 1,443,000 tons were represented by sailing vessels and
168,000 tons by steamships.

The succeeding vears (1890-—189H) were. on the whole, a
period of commercial depression.  Commercial transactions, how-
ever, increased to kr. 353,000,000 in I891. but during the following
three yeurs they remained between 330 and 340 million kr. To-
wards the end of 1895, commercial life again begun to revive, and
comuiercial transactions, during the mnusually favourable and brigk
vears, 1897 and 1898 reuched a higher point than ever be-
fore, respeetively kr. 431,400,000 and kr. 439.500,000. (Cf. the
following dingram showing the development of our commerce since
1870).  Owr fleet of sailing-vessels reached its highest point,
1,003,000 tons, at the end of 1890: but it has again gone down
to 1,121,000 tons since that time, on account of the numerous
shipwrecks, and becaunse truding with sailing-vessels does not at
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DEVELOPMENT OF THE COMMERCE OF NORWAY SINCE 1870.
300 mill ke

HENIEEERE
200 | _ ..II._..,___.__.__ e e T
- /J,-..M/A\.\ém'{...q:);t:; .l
| /_— T — - 41 T i
00—t A pigh . B /. z __.;mu
-.__._-1.?‘ 1T .._.{ i; I i !_I ; II
w,J,.lr-!{iH]',{_ _ ikt
?ulr_ov B 1675 ) 820 ' ‘Il'u.ssl o |uao_l_ . nes 'j'f-jn?:

SRR TIPS £ i1{ ;1] ¢
Ixport

Fxeess of import.

present generally pay except for long vovages. The fleet of steam-
ships during the nine years, 1890 - 98, has gone np trom 163,000
to 438,000 tons.  The total carrying power (see page $15). which
from 1892 to 1804 remained almost unchanged, has sinee that
time inereased from 2,222,000 tons at the heginning of 189D, 1o
2696000 tons at the beginning of IS0 a point never before

reached,

IV. PRINCIPAL ARTICLES IMPORTED AND EXPORTED.

A. IMPORTED GOODS,

The goods imported may be divided into two chief groups
according to the object of the importation, onports fir conswmption
and enports for purposes of production.  During the year 1898, as
mentioned above, goods were imported for the former purpose to
the value of kr. 163,000,000 (5% Yy of the total imports) and for
the latter purpose, to the value of kr. 117.000,000 (42 /).

Among the articles of consumption, the articles of foud and
drinf are of the greatest importance. In the years 1866 to
1870, we imported, on an average, of such goods to a value of
kr, 52,000,000, and in 1898 of kr. 97,500,000; but their ratio to
the total import of the country has gone down from H2 %4 to
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35 %, which indicates u considerable incrcase in the national
weulth. Nearly half the value of the articles of food and drink
imported is represented by cereals, which, in 1898, we imported
to the value of kr. 45,500.00G. The iaportation of grain is at
present much more extensive than in previous times, not only
absolutely, but also relutively to the size of population, having
increased from 2,400,000 bushels (3 bushels per inhabitant) about
the year 1780, and an average of 4300000 bushels (3.3 bushel
per inbubitant) during the years 1851 1860, to 15,500,000 bushels
(7.15 bushel per inhabitant) in 1898, Of the grain imported about
the year 1780, 33 % consisted of barley. 25 % of malt, and
20 % of rye: and in the fifties, H % of ryve, 40 % of barley,
5.2% of vrye flour, and 3.8 %/ of wheat or wheat flour. In 189%,
49 % was rye, 23 % barley, 8.0 "W wheat fiour, 6.4 %a rye flour
and 2.4 % wheat.

Next in importance are groceries of which, in 1808 we im-
ported for an amount of kr. 24500000, three fourths of which
are represented by coffee and sugur. The consumption of these
articles, und especially of sugar, has greatly inereased in the course
of the lust two generations. The import of sugur per inhabitant
in 1835 was only 2.3 Ibs. in I8H0, 5.5 Ibs., in the seventies and
eightics, about 10 to 12 Ibs. in 1893, 20 ths. and in IXOR, as mueh
as 30 1hs. The price of sngar has gone down considerably, a circum-
stunce which is largely due to great reductions in the duty at
the beginning of the ninetics.  The consnmption of coffee per
inhabitant in 1835 was only 2 lhs, in 1850, 5 lbs. and in 1898,
11 s, The consumption of tobaceo per inhabitant has gone down
from 2.4 Ibs. in the seveaties to 18 1b. during recent years.

Of articles of food and drink other than cercals and groceries,
Norway. in 1898 imported for kr. 27.500,000. whereof kr. 12,600,000
are represented by animal produce, and 7.8 million kr. by wines
and spirits.  The annual import of wmeat and bacon bas risen
between 1881 and 188D, from G400 to 15000 tons' weight, or
from 4.3 to 7.0 million kroner.

Ot articles of elothing and other similar goods the importation
in the years 18661870 averaged kr. 14000000, and in 1898,
kr. 37,000,000, chiefly textile goods. Compared to the total
import, this group of articles has remained almost unchanged,
generally between 13 % and 17%. The chief textile urticles im-
ported were woollen and cotton goods. and yarn.
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IMPORT OF CEREALS, TEXTILE GOODS AND GROCERIES SINCE 1870,
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Among articles of consumption we should ulso mention house-
holl goods and furniture, which we imported to a total value
of kr. 22000000 in 1895,

If we now turn to the smports for production. we  notice
that the greater part of the value is represented by raw materials,
these wmonnting, in 1898, to kr. 73,000,000, while kr. 22.000,000
are represented by machines and implements, kr. 19,000,000 by
ships, and 2.4 million kr. by unuval stores.

Awong  raw  materials  we  may  especially  mention  coal
(kr. 17,000,000), hides and skins (kr. 8500000} iron and steel
(kr. #.000,0000, vaw materizly for textile industries (5.3 million kr..
chiefly cotton, wool and hemp). petrolonm, ete. (3.3 million kr.)
and  hemp-seed-oil. lingeed oil, ete. (2.3 milhon kr). It is of
particulur interest to follow the development of the import of
coal, which muay serve as a kind of burometer of our industry.
In 1835 we only imported 6,000 tons of coal. but in 1850,
more than 47,000 tons, in 1860, 125,000 tons, in 1870, 250,000
tons, in 1880, 470,000 tons, in IR, TRT.000 tons, and in 1898,
1,265,000 tons. ,

The import of iron and steel has also increased very much,
and still wmore that f dluminating oils, of which article we
only inaported about 20 tons per annum in the fifties, in 187H
5,000 tons, in 1897 about 40000 tons, and in 1898 somewhat
less --- 37,000 tons. Of hemp, on the other hund, we now
import not much more than in the fifties, and less than in the
seventies. )
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Of steam-engines, locomotives and other machinery we im-
ported in 1897 for 7.G million, and in 1898 for 9 million*kr. In
the fifties and sixties we only imported for a few hundred 't]:wumd
kr. of such goods, and in the seventies angd eighties for a.lﬁouplf“f
of million kr.

The following diagtam shows the value of out uport of raw ma-
terials and machines and of our exportations of "indusfrial_ proftuets.
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ILmport of machines and implements.

Of vessels, we bought from ubroad, during the years 1891 to
1895, on an average 88300 register tons, and in 1898, 130,000
register tons, of which 70500 register tons are represented by
steamships.

Of munufactured metal goods. whereof a part is included under
the ubove-mentioned head of household goods, there was imported
a total of somewhat more than 23 wmillion kr. in 1898, chiefly
iron goods. During the years 1866 -1870. the total amount of
the import of manufactured metal goods was only 3 or 4 million kr.

B. EXPORTED GOODS.

Timber and fishery products are now, us formerly, our most
Important articles of export. A characteristic feature, however,
of our export trade of late has been the constant and very rapidly
growing export- of industrial products. Of the total value of ex-
ports in 1RI8 — 159 million kr. -— 59 million kr. are represented-
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by timber und wooden goods, and 45 willion kr. by fishery pro-
ducts, "thus together G “/o of the whole export. During the five
vears 1871 to 1875, the annual export of timber and wooden
coods amounted to #H million kr., and of fishery produets to
42 million kr., making u total of 82 % of the whole exports.
From 1891 t6 18SH the figures were 44 and 45 million kr. and
(79, respectively
Other exports were:

Pl

Milivm kroner

1871 76 18OT 495

raverage!  (average!

FRGG TROT 1RO

Novwegian products

of agriculture and cattle raising . 386 11.58 1253 15361 15.71
sealing, whaling and hunting . 1.4 304 2050 283, 273
mining amd mineral industrey, .
jee ete . . L . . o L L, 708K H.50 ||,.':2_ Il').':‘.i: 13.34

» spinning and weavimge industry 2.6] 520 643 ii.TEli .46
other branches of industey . . 2.35 .34 11,26 1224 14.95

Foreign good: . . . . . L L. 206 5.0 10.02 K02 7.88
The total export of Norwegian industrial produets, — including.

ataongst other things, wood pulp (classed above wmong wooden
goods), but lewving out of consideration dressed deals and bonrds,
ships, fish-oil and margarine mcressed between 18567 and 1897
from 1'% to H0O.4 million kr., but in 1898 went down to 41.6
million kr. (in I1R76G- 1877 we exported of this kind of goods, on
an average, for 10 million kr., from 1886 to 1890, for 26.7 millios
kr. and from 1891 to 1895, for 36.6 million kr.).

The export of fimber, in 1898, amonnted to 69.700.000 cnbic
feet, representing u value of 4 willion kr.  As far as quantity
is concerned, we exported almost twice us much ug in the forties ¥),
but somewhat less than in the first half of the seventies and
rather more than the average for the vears 1881 to 1897,

Of late years, between one third and one fourth of the timber
has been exported in the most refined condition, numely uas dressed

*; See puge 413; for the export of timber during the 16th and 17th cen-
turies, p. 408—409; for that of the years 1804—06 p. 411.
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deals and boards. The export of this kind of timber in 1898,
amounted to 21,160.000 cubic feet, while from 1R71 to 1875, the
average was only 10 million eubic fect

Iu the ubove figures representing the export of timber, some
originally Swedish timber is included. which has undergone more
or less munipulation in Norway.

Under the head of wooden goods must next be mentioned
wood-puelp, an industrial product which is of recent origin and of
which, us late as 1875, we only exported 8500 tons, with a value
of kr. 683,000. In 1885 this export had increased to 91,000
tons, in 1895 to 246,000 tons, and in 1898 to 315060 tons
with w value of 17.85 million kroner. Of this totul, 235,000 tons
was moist mechanical pulp (kr. 7400,000) and 60,000 was dry
chemical pulp (kr. 8,600,000), while dry mechanical and moist
chemical pulp were of less importance. If we leave timber and
fish-products out of consideration, there is no Norwegian article
of exportation which at the present time approaches wood-pulp in
importance,

Turning next to the other lurge branch ot Norway's exports.
fish-products, we  tind  the aggregatse valne of those exports in
1808 to have been, as before mentioned, 4H million kroner, to
which may be added one million kroner for tinned goods, which
mostly consist of fish products.  The fish exports of the above-
mentioned year were of about the same amount as the average
of the last 30 vewrs.  In the individual years, however. there are
often very great fluctuations. both as regards quantity and price.
Compured with former times, on the other hand. the fishery ex-
ports have made great progress, although, relatively speaking, they
have always been importunt. The tuble p. 427 shows the amount
of the Norwegian fishery exports, as fur as the most important
articles are concerned, at various times in the course of the lust
200 years (for the years before 1815, however, only from the most
mmportant. places of export).

[t will be seen trom the table on page 425, that our exporta-
tion of the products from agriculture and cattle-raising has ad-
vanced rapidly of late, namely, from barely 4 million kroner
annually in the years 187T1—7H, to 15.7 million kroner in the
year 1898.  This increase is especially due to the two articles,
butter and condensed milk, of which the exportation in 1898
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| |
Year (average) Klipfisk i!‘iinrklishb Herring , Fish-oil : Hoe

! rsalted! :

. : i

Tons § 'I"hum::uulj Thousand Thousand

; allons ' owallons  malloms
About 1695 . . . . . about 4,300 Pone i TR 11
= 17T 2 s = ow about 3,400 a0 rjnm, 154 s
1756—60% . . . . . .| about 9,100 BT bt 356 2005
Abont 17807 . . . . . o400 w0 T ase 165
s JR0BL. . L v . 17,500 b 10 uls o a10
181610, . . . . . . 1,500 THROO | pas2 w21
1820-20. . . . . . . 4500 0 12800 | 82720 BGH | 4B
T3040 o 2 = & s od BA00 15600 | Lhia6 ! Bed B3N
1841000 . . . . . 1000 0 13,700 15,400 1 1478 HED
1851 -60. . . . . . . JGGO0 15000 | 14820 0 1437 733
YRELTO0. . . . . .. 2mu00 - 14,600 21.8TH 0 1,899 RTH
187180, . . . . . . dGs00 ogmm00 Lo1agar o 280 1,221
1881--00, . . . . . . 47 800 ', 145,600 :, PR B0 1,204
18O —uh. . . . . . AL600 | 1R300 20,042 4345 1 1,206
18698 . . . . . 11,800 17,300 © 2230 .76 . 1,151

amounted to kr. 3600000 and kr. 4,600,000 respectively.  The
margarine (kr. L3OO is counted as butter.

The most important of the other articles of  exportation
were packing-paper (kr. R100000; 1891 to I8, average only
3.000,000); ships (kr. 4.700.000; 1891 to 1885, 0.6 million kr);
ice (kr. £.700,000; 1RGT to 1895, kr. 1,000,000; the ice market
in 1R9% wus nnusually fuvourable); dressed stone (kr. 2.000,000);
iron and steel nails (kr. 1,800,000} ; metals and ores (kr. l.iil!ll,l}{m);
bran (kr. 1.H00000); copper, ete. (kr. 1.00O0O00L  Formerly we
also  had an  important  exportation  of textile manufactures
(1891 95 an average of 45 million kr. 189697 6.0 million
kr.), which almost exclusively went to Sweden; in the month
of August 1897, however, the mutual exemption from duties
which for a long time had been granted by Norway and Sweden
to the products of the respective countries. ceased to exist, and
our exportution of textiic manufactures has now almost entirely

Yo From Bergen 1605--99, Kristiansond  1645- 97, Trondbjem 1680 - 82,
84-—88.
2 From Bergen, Trondhjem (17330 and Kristiansund.
" Besides 440,000 gallons of other salt fish,

) 1825 - 24,
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disappeared. while our importation of the sume class of goods
from Sweden has come down from nearly kr. 8,500,000 in 1896
to kr. 900,000 in 1898.

The following diagram shows the development in our export
of the most important articles.
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V. THE COUNTRIES MOST IMPORTANT TO OUR
COMMERCE ).

The countries that arve of the greatest importance to the
commerce of Norway, will be appuarent from the following table
giving the average value of the commerce carried on with each
of them in the years 186670, 1801- 95 und 18Y8. (See the
table next page).

It will thus be seen that Great Britain and Ireland and
Germuny are now, as they were a generation ago, unguestionably
the most importunt conntries for owr commerce. The commerce

" In studying the statements and figures presented in this chapter on the
busis of the Norweginn commercial statistics, it must he kept in mind that the,
goods are considered as having been imported from the country whence they
age last sent, and as having been exportad to the country to which they were first
shipped, even if these he not the original place of prchase or the final destination.

s =
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Value of imports Value of exports Total commervee
Connitetin (millions of kroner!  (millions of kvoner!  (millions of kroner)
“mﬁ('.- 1[1-'18'3‘1- O ISOK 1866 T0 1891 - 050 1898 1866 To IRY1 9% 1Hud
1. Gr., Brit. . 247 587  BLO 215 455 663 462 1042 1473
amd Trel. .
2, Germany. . 30,1 A B22 116 16 230 417 200 1003
3. Sweden . 6.1 287, 236 6.2 208 1454 I;’.:I‘ 400 300
4. HRussian . . 7.8 18K 220 3.6 34 4.6 114 2220 275
A, Holland . R Ro 120 5.4 [0 T 0,2 148 213
6. Denmark. 17.5 10,4 14.4 1.1 4.6 GA 216 150 213
7. Belginm . 1.3 TH 126 14 1.6 .7 2450 124 1z
8. 1.8 Ame _
TICHL; &5 & 01 1. 14.2 0.1 1.5 1.3 0.2 1.8 b i
9. Franee . . 3.0 500 a0 BT, 7.8 GO IZe 128 120
10, Spain .. 0.8 (R 2.1 i 12.9 8.9 IRV b3 S VR
11. Other
countries [ a7 LR} .1 S0 103 1.5 G 20
Tetal 1017 2112 2802 Ta.6 i P20 1588 1758 dbba d4834%a

with Great Brituin, however. has developed faster than that with
Germany. in as much as the share the British Isles have in our
aggregate commeree has gone up from 264 %» in 1866 70 to
33.0 % in 1898, while that of Germany has only visen from 28.8 %,
to 24.0 %.  As regurds our imports, the two countries are on
about the same level, but as a market for Norweginn produocts.
Great Britain and Ireland are tar ahead of ail ofther conntries,
as in 1898 no less than 41.6 % of our exports went to that conntry.

We may also mention that the commerce with Sweden, on
account of the above-mentioned chunge in the customs relations,
wus much simaller in 1898 than in the year immediately preceding;
but it is nevertheless larger than it was 30 years ago. Sweden's
share in our total commerce amounted in 1866G- -T0 to 7 ", in
1891—95 to 145 % and in 1898 to 8.9 Y.

Denmark’s share in our commerce, on the contrary, was much
larger in 1866-—70 than it is now. especially as regards the im-
ports, as at that time more than 17 %4 of our imports came from
Denmark (now only 5.2 %), and Denmark, next to England and
Germany, was the most important country for our commerce.
Our trade with France has also relatively greatly decreased, especi-
ally as regards exports. This is chiefly due to the prohibitory
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IMPORTS TO NORWAY FROM U. K., GERMANY, SWEDEN AND RUSSIA.
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customs tarif in France; for owing to this, our export of timber
to that country, which, since the twenties, was of great importance
(see page 413), hus been greatly reduced. TIn 1866 we still ex-
ported 14 million cubic feet of timber to France (value 7.7 million
kroner), but in 1898 only 4 million cubic feet (2.2 million kroner).
— The export of timber to Holland which, during the first half
of the 19th century und even up to the beginning of the seventies
generally amounted to about 7 or 10 million cubic feet, wmounted,
in 1898, to only H.6 million cubic feet; but as it now chiefly
consists of sawn or dressed goods, while in former times it con-
sisted mainly of rough-hewn timber, the value is not much less
than it was in 1874, and is even larger than it was HO or 60
years ago (in 1845, 1.7 million kroner. in 12874, 4.2 willion kroner,
and in 1898, 3.6 million kroner).

Our trade with the United States, particularly as regards im-
ports, and with Belgium, exhibits an especially marked increase.

With regurd to the chief articles of importation. we may
mention that of the cereals imported, about half comes direct
from Rmssia (chiefly from the ports— on the Black Sca), rather more
than one fourth from Germany (to a certain extent indirectly from
Russia) and the vest chiely from the United States, Denmark
and Roumania. Lertile goods are chiefly impérted from (zermany
(especially woollen goods) and Great Britain (chiefly cotton and
woollen goods). Of the groceries rather more than half comes from
Germany, and some from the Neilierlunds, Great Britain, ete.;
coal almost exclusively from Great Britain; manufactured and
unmanufactured metals chiefly from Great Brituin, Germany, Swe-
den, Belgium and Holland ; steanships chiefly from Great Britain;
machinery chiefly from Germany. Great Britain and Sweden; meat
and bacon from Great Britain, Sweden, the United States, Denmark,
ete.; wine chiefly from Germany, Spain, France and Portugal. *

As far as the exports are concerned, more than half the
timber (in 1898 57°4) goes to Great Brituin and Ireland. Belgium
and Holland, in 1895, received 9 %o each, Australia 7 %/, France
“and Germany each H "jo, und Sonth Africa 2'/2 “/» of our exported
timber. Of wood-pulp two thirds go to the United Kingdom and
the remainder chiefly to France and Belgium. Of the fish products
(in 1898) 23 °%¢ went to Germany, 19 % to Sweden, (chiefly her-
ring), 16 % to Spain (klipfisk), 13 %o to Great Britain and Ireland,
7%, to Hollang, 6% to Ttaly, 4%/s %5 to the Russian ports on the
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Arctic Sea and about 4 %o to the rest of Russia, 0.4 %/ to Finland,
3.7% to Denmark, 1.7 % to France (roe). Of our paper export
70 % went to the  United Kingdom. and 25 ° to Hamburg;
natural butter and condensed mik go almost exclusively to Great

Britain and Ireland.

V. OUR MOST IMPORTANT COMMERCIAL TOWNS.

Of the aggregate foreign commerce of Norway in the years
1866—70 about 24 %o, in 1881 8D 36 %, in 189195 42 o
and in 1898 40 %, fell to the share of the capital, Kristinnia.
while 19 %6, 16 %, 17 % and 15 ", vespectively, fell to Bergen,
and 6 %, 'z %, T % and 6% % to Trondhjem. To these our
three largest towns there fell a percentuge of 31y of onr total
commerce from 1866 to 1870, and of 61's in 18398, The importance
of the various towuns, however, is very different according to
whether we consider imports or exports. More than half the
imports (52 "/o) in IRON fell to the share of Kristinnia, 16.3 % to
Bergen and 6.6 v to Trondhjem. while of the exports only 189,
fell to the share of Kristiunia, 13.2 "4 to Bergen, and 6.7 % to
Trondhjem. As export towns of especial importance must also be
mentioned the timber-trading towns of Fredrikstad and Drammen.
which in exports exceed even Tromdhjem. Not far behind Trond-
hjem comes Kristiansund, chiefly renowned for its export of salted
and dried fish (klipfisk). TFor imports, Stavanger is the most imn-
portant town, next to Trondhjem (3.5 %)

As far as our chief articles of export are concerned, it may
he of interest to mention that the fishery export (aggregate amount
in 1898, 46 million kr.) chiefly tukes place from Bergen (16 million
kr.), Kristiansund (aubout 8 million kr.). Aalesund (5 million kr.),
Trondhjem, Haugesund and Stavanger; while the timber (altogether
40 million kr.) is chiefly exported from Fredrikstad (13 million
kr.), Prammen (5 million kr.), Kristiania und Fredrikshald (each
4 million kr.), Trondbjem, Porsgrand, Arendal and Kristiansand.
Wood pulp (in all 17.5 million kr.) is chiefly exported from Dram-
men (G milion kr.), Kristiania (3 million kr.), Sarpsborg (2.0
million kr) and Skien (2 million kr.). .

As a brief summary it may be said that the export of wooden
goods takes place chiefly from the south-east, and the fishery
exports from the west and north of Norway. '
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In earlier times Bergen, as has been already said, was our
chief commercial town. This was the case until far on into the
present century, in as much as it was only after 1835 that the
“customs duties on goods imported to Kristiania regularly exceeded
the import duties levied in Bergen. The exports from Kristiania
about 184D were only estimated at 1.4 million kr. while those from
Bergen were estimated at 6.8 million kr., from Stavanger at 2.8
million kr., from Drammen at 2.6 million kr., and from Trondhjem
at nearly 2 million kr. In the middle of the seventies. Kristiania,
as well as Bergen, exported for about 20 million kr., Kristiansund
and Fredrikstad for about 10 million kr., Drammen for about
7 million kr. and all other towns combined tfor about 47 million kr.

Vil. THE MOST IMPORTANT SHIPPING TOWNS.

The greater part of the totul effective currying power of
the Norwegian Mercantile Marine - 2,696,000 tons - namely
2,339,000 tons, belongs to the towns.  The fleet of the most im-
portant towns, sailing-vessels as well as steamships, at the end of
1898, will be seen hy the table below.

Steiimships Mailing-vessels Aggre- Augregate
" : i i effective

lFowns - wate :
: | 2 tounage | CUTTVINR
i Nnmber Tonnage = Nuiher * Tonnuge i e power®)

1 i .

1. Bergen . . . 235 151,600 108 T.800 ¢ 159,400 " 553,700
2. Kristinnia . 168 | 76,600 176 117,400 © 194,000 393,500
3. Tonsberg . . 69 53,100 6 31,300 84,700 © 223,700
4, Stavanger . | 69 1 27,100 366 64,600 1 H1,600 162,200
5. Aremdal . . 23 1 8,100 180 88,300 96,400 | 117,400

Next in importapce to the towns named in the table come
Haugesund, with an effective tonnage of 86,900 tons, Drammen
(77,000 tons), Porsgrund (57,000 tons), Grimstad (56,200 tons),
Sandefjcrd (53,800 tons), Fredrikstad (50.500), Kristiansand (48,100),
Kragere (47.309), Mandal (46,000), Trondhjem (42,600). As regards

%} 1 steamship ton considered equal to 3.6 sailing-ship ton.
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steamships in particular, Haugesund had 15,900, Trondhjem 11,400,
Drammen 9,000 register tons, and none of the others more thun
a few thousand tons. )

The most important of our towns as regards the effective
carrying capacity of its merchant service is at present Bergen,
which, with its flourishing fleet of steamships has warked
itself up to a position worthy of this ancient commercial metro-
polis. The Bergen fleet ulmost exclusively consists of steamships,
while that of the capital as yet consists to a large extent of
sailing-vessels. The fleet owned by Kristiania, therefore, aithough
it is ahead of that of Bergen as far as cubic capacity is concerned,
is behind the latter in effective currving power. The fleet of
steamships owned by Kristianiu has ulso, however, grown very
rapidly of late vears.

Of the aggregase ecarrying power represented by the Nor-
wegian mercautile marine, 63.1 %y belong to the south-eastern part
of the country (coast and fjord towns and districts from the
Swedish frontier to somewhat west of the southernmost point of
the country), 26.5 "y to Bergen and Stavanger, and only 10.4 "/
to the remainder of the country.

vill. THE TRADE OF NORWEGIAN SHIPS WITH THE
VARIOUS FOREIGN COUNTRIES.

The countries and continents of greatest importance to onr
shipping may be seen from the table on the next page.

It will thus be seen that the kingdom of greatest importance
to our foreign shipping is Great Britain and Irelund, whither more
Norwegian tonnage employed in foreign trade goes than to Norway
itself. The Norwegian flag also, next to the British, is the flag
that is most frequently seen in the ports of Great Britain and
Ireland#) Tt also appears that it is to a large extent with distant
lands, especially America and Eastern Asia. that the Norwegian
mercantile marine is engaged.

®} Of the tonnage anmually arriving at, and departing from, British and
Irish ports with cargoes, during the years 1896-—98, — 73 million tons in a]) -—,
#8 million tons were sailing under the British flag, dnd 20 million tons under
foreign flags, of which again 4.7 million tons were under the Norwegian flag.
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i Hi It |
'I Norwegian tonnage engaged i: Gf‘uss : w0 2
1in the earrying trade in 1897 freight, I v @ |1 w B0
Countries made, in-| Ec Ed ? 2
(or continents) | | R | coming | g g' E P
o Arrivals | ::1{'):: Total .“'ml_m”' L E - E_E,
d | | going
1 Thousand | Thousand i Thousantd I Million =~ #/, ' Oy
| Tey. Tons ; Reg. Tons  Reg. Tons | Kroner ! T
1. Great Britain & | | i X i
Ireland . . . . | 2,447 2,199 ' 4646 | 555 0 2690 254
2. America. . . . | 1,311 | 1,881 EEALE TN : 185 22.7
3. Northern and We- | ' |
stern Eunrope ex- | A
clusive of Seandi |
navin and Great | i
Prituin  and  Ire- | i [
land . . . . . ¢ 1790 074 o764 1 369 0 161 {169
4. Norway ) 1,235 | 1,780 ¢ 3,015 I o1Tad 127
5. Sweden, Denmark | I ! i |
and Jeeland . 636 , T97 1498 :! 16.8 8.3 ’! T
6. Asin, exclusive of | i ' |
the Mediterranean, i - Il i
and Australia . . 752 668 1420 1 158 | 82 T2
7. Southern Europe I '
and  countries of ; : i
the Mediterranean A 237 451 : 10.0 .. 3.2 4.6
R Afvica, exclusive of | i ¢ ! t :
the Mediterranenn 213 15 228 | 62 | L3i 28
Total '~ 8698 | KSR | IT200%) 2184%) mn,ni 100.0

IX. THE PART OF THE POPULATION ENGAGED IN
COMMERCE AND SHIPPING. CO-OPERATIVE SOCIETIES.
FAIRS. COMMERCIAL LAWS.

The fotal number of merchants and tradesmen in Norway,
scording to the latest census (1891). was 15,100, of which 3,700
were women. These meschants and tradesmen had in their employ
altogether 13,100 clerks, foremen, ete. (whereof 4,300 females), and
9,100 male and 700 female workmen; there were also about 600
children under the age of 1D, employed in trade. It will thus

*) In these figures ench voyage is reckoned twice.
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be seen that in the whole more than 38,000 persons were engaged
in trade. If we add to this number the families and household
servants of these persons, there were altogether 105,000 persons
(5.2 %o of the total population of Norway) who directly or indirectly
made their living by trade. Of the 15,000 merchants and trades-
men (pedlars etc. included), 9.000 lived in towns, and 6,000 in
country districts. :

In addition to the above, trade is also carried on by several
co-operative societies, partieularly in the country districts where there
are about 200 such societies in all, with probably about 20,000
members, und ageregate sales amounting to several million kroner.

Annual fuirs formerly played an important part in home trade.
With the great progress recently made in the means of communi-
cation, the importance of the tuirs has greatly deereased. In the
vear 1899, 19 fairs were beld (sometimes two or more at the same
place). besides some horse-fairs. Since 1900, the annual fair in
Kristiania has become merely a horse-fuir.

The aggregate erews of the Norwegian Mercantile Marine con-
sisted on Jan. Ist. 1899, of 51,645 men. In 1875 the number of
seamen and ships officers was over 60,000, because our fleet ut
that time largely consisted of sailing-vessels, and the number of
vessels was larger than it is now, althoungh the effective carrying
capacity was less. The census of [RI1 shows a total of about
23,000 common seamen belonging to Norway, about 12,500 ships
captains, officers, engineers, ete., and about 750 ship-owners, of
whom 200 were women. There were also rather more than
1.000 owners of sloops, local trading-vessels and bouts — altogether
42,000 persons engaged in shipping (foreign and home); if the
tamilies and household servants are included, there were about
119,000 persons directly or indirectly connected with this means
of livelihood, or 5.4 %o of the total population of the country.
For the sake of comparison, we may state that in Sweden, only
1.5 % and in Denmark only 1.3 % of the population were con-
nected with shipping.

The most important of the laws at presevl in force with
reference to commerce, dates from the year 1842; uccording to this
law every person of age and good reputation in the towns, can,
as a rule. obtain a tradelicense. Certain public and private
functionaries, and shipmasters are however excepted. A law of
1866 hus permitted handicraft and trade to be carried on by the
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same person. Some branches of trade may be carried on without
a license. On the other hand, certain articles such as spirits and
poisons, are excepted from ordinary trade, and subject to special
license. In the country districts, general trade-regulations like
those in the towns, were introduced by acts of 1857, 1866 and
1874. Formerly the country trade was much restricted.

By an act of 181X an Exchange was established in Kristiania,
and subsequently in several other towns, e.g. Trondhjem and Bergen.

The shipping and navigation act now in foree, dates from 1893,

X. PILOT SYSTEM.

The basis for the Norwegian pilot system, as at present
regulated, is a Royal Ordinance of 1720, while the Pilotage Act
now in force dates from 1899 (in force since April 1st, 1900). In
places where the king so decrees, there are to be pilot stations.
In 1898 we had in all 148 of these. At the end of 1897, there
were 471 pilots; the number was formerly much larger than now,
the pilotage in later times, on account of the inereasing change
from sail to steam shipping, being more concentrated around
certain ports, and the dispatch also quicker. For the purpose of
supervising the pilots, master-pilots have been appointed, numbering
43 in 1898, to some extent assisted by pilot forcmen. The chief
administration is in the hands of three superintendents of pilots,
each in his own distriet.

The pilotage tarif is tixed by law, and the fees depend chiefly
upon the draft of the vessel, its carrying capacity, and the season.
The fees belong to the pilot who has had charge of a vessel, if
he has the privilege, with the exception of 14 %/ to the relicf
Jund jfor pilots. This fund, which was established in 180H, serves
the purpcse of furnishing assistance to old und invalided pilots,
as also to their widows and orphan children. Up to 1900, the
fund also partly served the purpose of covering different expenses
connected with the admimistration of the pilot system, and formed
a relier fund for master-pilots and their fumilies. The relief
fund receives an annual grant from the Treasury, amounting,
in the financial year 1898—99, to kr. 15,260. Its total receipts
in the financial year 1897—98, amounted to kr. 141,636; at the
beginning of the year 1898, it paid pensions to 398 pilots, 409
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pilots' widows, and 115 orphan children of pilots. The average
amount of the pensions for the pilots was kr. 198, for the widows,
kr. 68 and for the children, kr. 39; and the total amount of the
annual pensions:paid to these persons wus kr. 111,147, _

All merchant vessels of at least 30 %) register tons’ burden,
coming from or leaving for ports outside Norway **) are subject
to compulsory pilotage, or rather. since the year 1861, must pay
a pilot's fee. Vessels, carrying on fishing or other similar industries
in the open sea, are also subject to compulsory pilotage, unless
they be under 130 ton's burden.

The number of pilotings of vessels, subject to pilotage, per-
formed in 1897, was 17410, and the aggregate amount of pilotage
fees was about kr. 615,000. Of this amount, the pilots themselves
retained about kr. 490,000, while about kr. 42,600 went to the
master-pilots **#), and about kr. 85,000 to the relief fund for
pilots. which also received about kr. 13,000 from vessels which,
although subject to compulsory pilotage fees. did not employ a
pilot. Some vessels not subject to compulsory pilotage also employ
pilots, and in the year 1897, our pilots made an incame of ahout
kr. 70,000 from this source.

The Norwegiun pilots are renowned for their ability, and the
courage and devotion to duty displayed by thew in the performance
of their often arduous and dungerous task. Almost every year
several of them lose their lives on the sea, either in the service,
or while enguged in fishing. In the course of the years 1890—07,
19 Norwegian pilots have lost their lives at sea, 11 while engaged
in the service, and 8 while engaged in other work.

Xl. HARBOUR ADMINISTRATION.

Norway is by nature well provided with good.harbours, some
of which are situated in the narrow fjords, some on the coast, or

*; Before April 1st, 1900, 21.
**} The general exemption from compulsory pilotage which formerly applied
to the trade between Norway and Sweden was repealed in the latter country in
1894 for ships of more than 40 tons’ burden, and in Norway after April 1st,
1900 (excepting for vessels of less than 30 tons’ burden). The sct of 1889,
however, authorises the King to grant relief from these regulations, provided
similar reliefl measures are introduced in Sweden. P
**%) Tefore April 1st, 1900, 6%4 %o of the fees went to the mastor-pilots,
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on islands protected by the belt of rocks and small islands, the
skjergaard, which, with few interruptions, encircles the whole
Norwegian coast up to the North Cape.

In the towns, as well as in different places in the country
districts, more or less important harbour-works have been mude
at the public or municipal expense, and the cost of maintaining,
extending and administering these works amounts to about
two million kroner per annam. Of this amount the Treasury
puys about kr. 400,000 directly, and u somewhat less amount is
paid by the Harbour Fund, established by the government and
formed and maintained by an export tax imposed upon fishery
products, while the municipal harbour funds contribute about 1.5
million kromer (1895). These last-mentioned fands ure chiefly
made up of harbour dves, a percentage of the import duties. ete.

The total amount paid by the Treasury and by the said
Harbour Fund for harbour works during the years 1862 1804, is
12 million kroner, of which more than 2 millions were for the
harbour of Vardo on the Arctic Ocean.

Xil. LIGHTHOUSES, BEACONS AND SEA-MARKS.

The long coast of Norway must now be said to be well
provided with lighthouses, beacons and sea-marks. The Norwegian
State annually grants u large amount, at present ubout one million
kr., to complete and improve the lighting and warking of the
coast, and the mooring arrangements. In the yeur 1899, the State
maintained 137 lighthouse stations with a permanent staff. 10
of these lighthouses being of the first, und 17 of the second order;
and there were moreover 447 beacon lights; the number of sea-
marks in 1899 was about 8,600 fixed, and about 1,120 Hoating ones;
at the same time there were 17 mooring buoys and about 7,300
rings and other mooring arrangements.

Xlll. STRANDINGS AND SHIPWRECKS.

The strandings on the Norwegian coast are not numerous
compared with the large amount of shipping which passes along
it, especially along the southern coast towards the Skagerak. This
is chiefly to be ascribed to the many good harbours that are to
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be found almost everywhere, the good lighting of the coast, and
the numerous good pilots. According to the somewhat incomplete
statistics obtainable with reference to stranding and shipwrecks on
the Norwegian coast in the year 1808, 25 vessels, 19 of them
Norwegian, were wrecked. In 21 cases all on board were saved,
while in the remaining cases, 15 men in all are supposed to have
been lost.

A much darker picture is presented by the statisties relating
to Norwegian shipwrecks, which, for steam and sail separately,
give the following annual figures:

Sailing vessels Steam-vessels
Percent- * Percent-
Yeur Nians | age of Num- ©oage of
Tonnage totnl Tonnuge | total
ber . her ]
sailing . steam
tonnage fonnage
e, Tons Reg. Tons
1886—80, average . . 200 0 68,522 4.6 7 2,781 2.0
1891 —-95, : ;& 223 90,502 (3.2 12 6,603 2.6
1806 © & & 1 8 = 197 BR, 184 il 13 6,058 - 2.1
897 .o oo o5 191 74,401 4.2 26 16,251 4.4
mag . . . L. 191 78,034 . 6.8 20 . 10,016 ¢ 2.4

In these shipwrecks. many sailors have et their death (in
1898 at least 272), and the matter has attracted considerable
attention. In 1894 a parliamentary commission was appointed for
the purpose of dealing with the question of the government control
of the seaworthiness of vessels, ete., and this commission has drafted
a bill which is now being considered by the special department.

XiV. LIFE-SAVING STATIONS AND BOATS.

Un two of the most dangerous stretches of the Norwegian
coast, namely Lister and Jwderen (in the south-western part of
the country), where the coast is not protected by any belt of rocks,
life-saving stations with rocket apparatus were established in 180D.
In 1899, we had 9 such stations, 6 of which were in Jeederen and
3 in Lister, a life-boat station being connected with one of the
latter. In the year 1898—99, the Treasury contributed a total of
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kr. 15,103 to life-saving purposes, of which kr. 10,000 were granted
as a contribution to the private company «Norsk Selskab for
Skibbrudnes Redning», which was formed in 1891 with a capital
of kr. 100,000. contributed by private subscription from the whole
country. The society has gradually procured 13 life-boats. These
boats, which have been stationed at various places along the coast,
have already saved u counsiderable number of human lives (up to
June, 1899, 498 men) and vessels. The society has_estimated as
its expenditure during the year 1900, the sum of kr. 78,500,
whereof kr. 50,000 will, according to estimate, L covered by sub-
seriptions and donations through the different commitiees distri-
buted all over the country.

XV. CURRENCY, WEIGHTS AND MEASURES.

The currency act of June 4th, IRT3, which took effect on
Jan. 1st, 1874, established the gold standard in Norway. The
coin  unit, according to the act of April 17th, 1875, is the
krone of 100 ore, 1 kr. — 1.1043 sh. = 1745 frane — 1/
reichsmark. This monetary system was introduced according to
the Scandinavian Coinage Union concluded between Sweden and
Denmark in 1873, and acceded to by Norway in 187,

By an act of May 22nd. 1875 metric weights and measures
were introduced.
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MEANS OF COMMUNICATION

ROADS.

oAD traffic in former times was carried on in 2 manner similar

to that which may be seen to this day in out-of-the-way districts
and in the mountains. In the summer, it keeps to the bridle-paths
that run between the farms withoul much regard to level. In the
more frequented roads, the greatest obstacles are indeed removed;
but as there is no question of any proper road-bed, the damp
places and bogs occasion the greatest difficulties. In order to
avoid these and find firm ground, detours are rather made over
high hills. The roads, therefore, often lie high up the slopes.
Goods are carried up on pack-horses. Where opportunity offers,
boats are used across the lakes. — In the winfer, on the other
hand, it is just over the low, damp parts that the road goes, along
the frozen bogs, rivers and lakes; and all heavy transport is done
at that season by sledge.

Even the most ancient lawsg from about the year 1100, contain
provisions for the keeping of the main roads where they have
run in previous times, for the maintenance of the bridges, for
annual clearing, etc. The road was to be so far cleared of trees,
that 4 wan could ride in them with a spear lying across the
pommel of his saddle, without having the willow rings hanging
loosely on its ends brushed off, that is to say, rather more than
3 yards. .

Real driving-roads for wheeled vehicles were not constructed
until later in Norway with its scattered population. The oldest is
probably the road from the Kongsberg Silver Mines to the Drammen
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river, which was built between 1625 and 1630. In the course of
the 17th and 18th centuries, especially the latter part of the 18th.
the main lines in the East Country, and thence over to the West
(Filefjeld) and North Country (Dovrefjeld) were made practicable,
while in the coast districts, west and north, they generally re-
mained in their former condition. These oldest driving-roads
often followed the original bridle-paths, up hill and down dale,
with gradients of as much as [ in 5, or even 1 in 3. Blasting
was seldom employed, but on the other hand embankments were
often built. On difficult sloping rock. wooden bridges were some-
times laid.

After 1814, by royal decree, roads were first specially con-
structed to the Swedish frontier. But road-making was not pro-
secuted with any real vigour until after the middle of the 19th
century, when u thoroungh refoim was simultaneously carried out
in the organisation of matters pertuining to roads, and new
principles introduced in their siructure.

The highways act of 1851 brought in local government for
the roads department. While formerly it was the king who
decided what main roads were to be built — in the country di-
stricts the prefect — the whole decision was left to the authorities
chosen by the people, the Storthing and the county and municipal
councile. The expenses of the main roads are partly borne by the
county or counties concerned: but the government grants a con-
siderable proportion of the cost of makiny Resolutions as to the
making of new roads are therefore taken by the Storthing, con-
ditional on the voting, by the districts concerned, of an wucunt
which, in addition to the expenses of ground and fences, is fixed
at from /s to /s of the cost of construction. The central admi-
nistration and preparation of the roads budgets has been, since
1864, in the hands of a director, who is now under the department
of public works. The maintenance of the main roads, on the other
hand, with the exception of a few border and mountain roads,
falls entirely to the ditricts.

The cross-roads are made by the districts themselves, generally,
however, with a contribution from the county funds, and of late
years from the Exchequer -also. In each separate county, the
magistrates retained the controlling authority; but the fuller
administration of the roads is conducted by road inspectors
appointed by the county, county engireers. During the last few
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years, however, a common administration of government and
provincial road matters has been introduced by agreement in
most -of the counties (15 out of 18) The county engineers
are appointed by the department after uowination by the county
council, and superintend also the government roads, while the
central administration, on the other hand, has some control over
the cross roads.

The keeping of the roads in proper repair is still done in
most cases by the farmers under the supervision of the <lensmand-.
each farm being assigned a piece of roud in proportion to its
ground-tax. which is to be provided with gravel, kept practicable
in the winter, etc. Of lute vears, the distriets have to a great extent
taken the maintenance into their own hands. and road-keepers are
appointed to look afver them.

In 1850, the total length of road in the country was 10,000
miles, 3,800 miles being main roads. During the half century
since the reform of 1851, the length of road has about been
doubled. The main roads now awount to about 6,000 miles, and
the cross roads to more than 10,000 miles (in 1895, 5,994 and
10,783 miles respectively, 16,777 miles in all).

The cost of making main roads, which in the forties did not
amount to kr. 160,000 annually, has risen to 1.7 million kr. annually
in the years 1890 to 1846, In 1894, the government grant amounted
to kr. 1,374,295, The cost to the counties of road-making, including
cross roads, amounted to kr. 206974, to the distriets kr. 337,290,
to the towns kr. 87821, The total expenditure on road-making
thus amounted to 2.1 million kr., to which must be added the
expenses of administration. The maintenance of the roads at
the same time cost the government kr. 57,830, the county corpo-
rations kr. 396,117, and the districts kr. 365,180, or kr. 809,132
in all. To this must be added, as far as the districts are
concerned, the direct work performed by the owners of regis-
tered farms. In 1871, this, with a road-length of rather more
than 12,000 miles, was estimated at kr. 1,237,000; and although
since that time a considerable amount has been transferred to the
direct expenditure of the districts, it cannot now, when the road-
length has been increased by one half, be put lower than at about
1.5 million kr. The total annual expenditure of the country on
public roads is thus brought up to 4'/: million kr. in round figures,
or rather more than kr. 2 per head.



MEANS OF COMMUNICATION. 445

Simultaneously with the great reform in road matters, by which
the principle of local government and local rating was adopted,
a more rational system of making roads was also resorted to.
This reform wus introduced mainly by C. W. Bereu, who was
road-agsistant in the Department of the Interior after 18)2, and
the first road-director in the country, 1864 -73. The first thing
required was to get more even levels with a maximum rise of 1 in
1H or less (rarely as much us 1 in 12). As it is of course impor-
tant to follow the ground as exactly as possible, these new
roads generally keep along the bottom of the valley by the river,
while the old, hilly road may often be seen far up the side of
the valley. In some places it is even possible to see three or
tour roads of different times, as for instance, at Galderne in
Leerdal, where there 1s the old bridle-path of the middle ages, awnd
driving-roads of 1800, 1840 and 1878. More atfention was more-
over paid to the paving of roads; in roads with heavy traffic,
macadam was employed, with layers of stone, in secondary roads,
gravel. In the large main roads, the breadih is up to 6 yards;
in the roads with less traffic, it “is generally 4 yards, which is
reduced in difficult places to 2.7 vards, with places for passing.
In planning @ road, the whole thing is adjusted, as regards
steepest gradient, paving, width. ete., to the probable amount
of traffic.

The traffic capabilities of the roads during this development
increaged to an extraordinary degree  Whereas on the bridle-
puths, it was scarcely possible to convey more than 200 1bs. on a
pack-horse, and on the old hilly roads no greater load ihan from
500 to 1,100 lbs., on the new gravel roauds, from 1,300 to 2,000 lbs.
can be carried, and on the main roads more than 2,200 lbs. per
horse. When the roads are in good condition for sledging, the
traffic is easier than on the best road-paving. Tn 1885, the cost
of the .carriage of 1 ton over 1 mile wus estimated at from kr.
1.13 to 2.256 on bridle-paths, kr. 0.80 on the old, hilly driving-
roads, about kr. 0.53 -n the new roads, and on a first rate maca-
damised road, only kr. 0.32.

Wheeled vehicles in the country were formerly alinost exclu-
sively one-horsed and two-wheeled — for the conveyance of people,
stolkjeerrer (2 persons) or karioler (1 person). With the new
roads, two-horsed, four-wheeled carriages have become very general
(about 70,000 four-wheeled carriages in 1895).
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The bridges are now less frequently built of wood; iron or
stone is preferred *).

With the great improvements in the construction of the driving-
roads, the cost of making has of course risen considerably. Road-
making from 1824 to 1854 cost scarcely kr. 10,000 per mile on an
average. From 1860 to 1880, the expenditure for main roads was
21 million kr., which is equal to kr. 22,000 per mile of increased
length (according to somewhat uncertain estimates). In the years
1880 to 1895, 1,177 miles were constructed for 20 million kr., in
other words at kr. 18,000 per mile. This last decrease is partly due
to the fact that the newest roads are often narrower, but still
more to technical improvements. The expensive embankments are
largely replaced by jetties; and blasting has become so muech less
expensive since the introduction of dynamite; also the implements
are more practical, ete.

It is a mnecessary consequence of the natural conditions in
Norway, that the construction of roads must clways be compara-
tively expensive and difficult. The ice-seratched rock is continnally
cropping up and necessitating blasting; and the roads cannot be
made on loose soil as they generally can be in other countries.
The terraces in the valleys, where the road is generally obliged
to wind along the narrow river-bed, often present great difficulties.
The steep declivities from the mountain plateaus to the deep valleys
task the skill of the road-engineers in an especial manner. The
descents from Filefjeld to Lewerdal (Vindhellen, Galderne), from
Dovrefijeld to Drivdalen (Vaarstien), and Stalheim CLiff (1844-—45)
on the Voss and Nareim road, are well known among the old roads.
From later times may be mentioned the precipice trom Haukelifjeld
to Roldal, and the way thence across the Seljestad ravine to Odde
in Hardanger, and the precipitous drop that necessitates great
windings in the road from Lom (Grjotlien) to Geiranger and to
Stryn (highest points 3,405 ft. and 3,736 ft.. descent about 3,500
ft. in about 10 miles horizontal distance).

The three above-mentioned mountain-roads lie so near to the
snow limi%, that they are only practicable for wheels during a
very short time of the year (sometimes as little as 2 months). At

*) The longest bridge is across Akersviken (an arm of Lake Mjosen) at
Hamar, 2411 ft.; the bridge with the greatest span is across the river Glommen,
at Rena, 344 ft.



View from the Stryn road.
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Dyrskar at the highest point of the Haukeli road (3,716 ft. above
the sea) it has even been necessary to take the road through a tun-
nel in order to avoid a field of eternal snow.

A large amount of labour is bestowed all over the country
on keeping the reads in a practicable condition in the winter
after heavy snowfall. This is generally done by driving a snow-
plough, a triangular wooden frame; but a number of men are
often needed with shovels to clear a way through the worst
snow-drifts. '

On the whole it is an unavoidable consequence of natural
conditions and the thin population, that Norway should have great
difficulty in making and maintaining good, up-to-date roads®).
Much is still wanting, especially in the three most northerly
counties, to give the system of roads its natural termination. The
projected new main roads may perhaps be estimated to be almost
equal to those already completed. In the last half century, how-
ever, such progress has been made as the nation may be proud
of, especially when taking into account the considerable accomplish-
ments in the construction of railways during the same period. On
main roads alone, about 60 million kr. has been spent sinee 18H4
(on railways during the same time, about 145 million kr.).

The counties that have the greatest length of road in propor-
tion to their extent, are of course those that are most thickly
populated round the Kristiania Fjord - also the first to have
driving-roads — where the proportion is from 50 to GH miles of
road per sq. mile. The average for the whole country is 13.5 miles
per sq. mile (I1896); and the three most northerly provinces
have least, namely (.65, 3.2 and 5 miles per sq. mile. (In Nord-
land alone, where the first government grant was made in
1860, the cost of projected roads has been estimated at 17
million kr.).

The" average per inhabitant was 58.4 ft. Reckoned accor-
ding to this standard, there was also least in the three most
' nort.herly provinces (ahout half), and most in North Trondhjem
(91.8 ft).

#) In the west pountry there are a few farms that are only accessible by
foot-path, where even the sure-footed fjord horse cannot go, and where thus
everything must be carried to and from the farm by hand.

o
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POSTING.

From ancient times it had been a law that the peusants should
furnish free conveyance to the king and those who travelled in his
gervice. Those who travelled on private business, on the other
hand, had to procure their own conveyance. Posting arrangements,
by which the peasants were obliged to convey all travellers, but
in return for a reasonable, law-determined payment, were not adop-
ted until the close of the 16th century.

Our present posting system (eskyds») is still based upon the
compulsory posting obligation «tilsigelsesstationer», so that this is
resorted to where it has not been possible or practical to establish
posting stations voluntarily and by contract, with, if necessary, aid
from the government or district «fuste stationer». By far the
greater number of the posting establishments in the land are, how-
ever, already of the lastnamed kind, und the cessation of compuls-
ory posting is probably only a question of time. The government
grant to the posting system during the last few years, has been
about kr. 140,000 annually.

Posting-stations, and in connection with them inns, are estab-
lished on all high-roads, generally at distances of from 7 to 1)
miles apart, and along the coast. The total number of posting-
stations is at present about 950,

The most general means of conveyance on land is the two-
wheeled kariol or kjeerre with one horse, and in winter, sledges.
On almost all the prinecipal routes, however, there is an opportunity
of taking carriages. On two or three lines, the government has
a regular diligence service. By water, the ordinary rowing-boat is
employed with two or three rowers.

The posting charge for one person is generally 17 ore per
kilometer (27 ore per mile) for horse and conveyance, and 23
ore per kilometer (45 ore per mile) for boat with two rowers.

On highways over the many uninhabited mountainous districts,
where there is no opportunity of enforcing private posting and
inn-keeping, the government has built stations, the so-called
«mountain-stations» (fjeldstuer) whose management they place,
however, in private hands, generally with support from the
Exchequer. The origin of these «fjeldstuer» is, in many cases, &
very old inn. Some of these at first were of an ecclesiastical
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character, but at the time of the Reformation passed into the
hands of the State. But in more recent times too, it has been
necessary for government to erect «fjeldstuer», especially in the
northern parts of the country.
The umount contributed by government towards the mainte-
nance of «fjeldstuer» is at present 12 or 13 thousand kr. annually.

RAILWAYS.

The natural conditions of Norway, and the number of its
inhabitants, do not present especially favourable conditions for the
best means of modern locomotion — the railways. The exceedingly
mountainous character of the country, and the cold climate with
its long winters and heavy snowfall, and the thin, scattered popu-
lation, place considerable obstucles in the way of railroad under-
takings, even when the expenses of construction and working are
reduced as much as the traffic will permit.

- On the other hand, the natural conditions of the country
may just act as an incentive to the employment of this means of
communication, as their indirect usefulness will be so much larger
in this land where great distances and difficulty of access would
otherwise place insurmountable hindrances in the way of the
development of business and trade. It has been calculated that
in the districts that in 1885 had had raiiways for some time, the
annual average distance travelled per head was only from 12 to 15
miles, and the carriage of goods only 66O lbs. before the railway
came; but that after this had begun to work, the numbers had
risen to b times their former amount. Since 1885, the traffic on
these same lines has again been doubled, so that it is now 10 times
what it was. While the travelling expenses for walking and driving
(1885) were estimated at 13 ore per mile, those of the railway are
only 5 ore; carriage of goods by the high-road was estimated at
42 ore per ton per mile, as against 8 ore by rail. These figures
will show what vital significance railways have had for all economic
conditions.

Relatively early, and about the same time as in the two other
Scandinavian countries, the question of laying railways arose in
Norway. In 1845 a private application was made for permission
to lay a line from Kristiania to the southern end of Lake Mjesen.
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It was.only by an agreement of 1850, however, approved in 1851,
between some English capitalists and the Norwegian government,
that a determination was come to regarding the construction of the
line. By this agreement the State was to pay half the expenses
of construction and also the expenses of ucquiring the land. The
English capitalists secured to themselves in advance a somewhat
higher interest than the usual one on their advanced capital. The
line (Kristiania—Eidsvold) was opened for traffic in 1854 (42
miles). Most of those who had anything to do with the construc-
tion of this first railway believed that it would be the onmlr ene.
Not many years had elapsed, however. before the question' of
constructing mnew railways arose, and -in 1857 it was decided
that three new lines were to be laid.

At the time when it was decided to continue the construc-
tion of railways, it was also decided to construct these lines as
government railways. The principle of the government railway
was mnot, however, entirely carried out, in that the means
required for the constrnction were partly contributed by municipa-
lities and private persons in return for shares in the railways con-
cerned. In this manner, the country perhaps secured more lines
within a short time than would have been the case under a purely
government-railway system. The principle employed, however, had
its inconveniences. The somewhat planless laying of the first lines
in the country must to a certain extent be said to have been due
to this circumstance. Administration was also made difficult by
the fact of there being so many companies with different manage
ment of money-matters, different accounts, etec. At the present
time there are no less than 13 different government railway com:
panies with a total length of line of 1,040 miles.

After a period of a somewhat forced construction of ra,ilwayi
in the seventies and a subsequent period of ten years, in which
no railways were constructed, their construction was again resumed
in the beginning of the nineties. At present, however, thé prin
ciple followed is altogether that of the government lines. Now.
too, a certain contribution is required from the district — as a
rule 15 % or 20 °/0 of the cost of the line; but in return for this
contribution, the district does not receive shares in the railway,
the proceeds of which go exclusively to the State. There is at
present 80 mlles of purely government railways. This figure,
however, will soon be conmderably increased, inasmuch as govern-,
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ment railways of a total length of about 500 miles are either in
course of comstruction or have been determined upon:

In order to make it possible to remove the difficulties that
result from the parcelling out of the railways between several
companies, & law has been passed for the expropriation of older
railways. The government shares in these lines at present amount
to about 85 %o of the total amount of shares, thus leaving about
15 % in the hands of municipalities and private persons. In
the course of time, the State has bought up the greater part of
the private shares in the line from Kristiania to Eidsvold. The
government has, moreover, been authorised to acquire the remaining
preferential shares by exchanging them with government bonds,
a project which has been almost completely carried out. It will
be seen from the above, that there are at present in the country
- government railways of a totul length of 1,120 miles. To this must
be added the line from Kristiania to Eidsvold, in which the State
has the predominating interest, and which has a length of 42
miles. Of late there have also been constructed some smaller
tertiary railways, towards which government has given a grant,
either in the form of shares or in the form of a loan not subject
to interest nor repayment by instalments. One small private line
has also been laid without a government subsidy. The total length
of the private lines recently built, not including tramways and
gimailar lines, amounts to 68 miles. Thus the total length of all
railways in Norway amounts at present to 1,230 miles, a figure,
which, however, within the nexi few years, will be raised to about
1,850 miles. As already stated, this increasc will result chiefly
from the government railways that. are in course of construction
or have been resolved upon; but the private tertiary lines have alse
made rapid progress of late, and there are indications of a con-
tinued development in this direction. The Storthing, for instance,
in 1899 voted subsidies to three new private tertiary railways, one
of which — the Valdres Railway — is a very important under-
taking (60 miles), which it is also intended to fit up somewhat
better than is usual with tertiary railways.

With these railways, however, those that are completed and
those that are under construction or have been determined upon,
the railway system is not yet fully developed. The construction
of several, to some extent considerable, lines is still required for
this end.
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The purpose of the earliest railways was to connect the larger
and more densely populated inland districts with the coast, or, in
other words, the larger towns with their surrounding districts. In
the first place it was thought necessary to connect the largest
continuous inland inhabited district, namely, the east-country districts
round Lake Mjosen with the capital (the Kristiania and Eidsvold Line,
(1854). Subsequently Oster-
dalen was brought nearer to
this line of communication
by means of the Hamar and
Elverum Line (1862), which
was extended to Aamot in
1871. The connection be-
tween Hidsvold and Hamar,
however, was still maintained
by steamers on Lake Mjosen,
until, in 1880, a connecting
line was laid along the east
bank of Mjesen to Hamar,
continued in 1896 far up into
Gudbrandsdalen, under the
name of the FKidsvold and
Otta Railway. In 1902 a line
will be opened from Kristiania,
via Hadeland and Toten, to
Gjovik on the west bank of

From the Voss Rallway. Lake Mijosen, called Nord-
banen(Northern Railway). The
other large towns that have been provided with railways are
Trondhjem, where a railway to Steren was opened in 1864; Dram-
men, with the Randsfjord Line (1868), with branch lines to Kongs-
berg and Kroderen; Stavanger with the Jwederen Railway (1878);
Bergen with the Voss Railway (1883), (of whose length of 67 miles
almost one tenth is in tunnels); and Kristiansand with™ the Setes-
dal Railway (1896). A line from Arendal to Aamli was resolved
upon in 1894,

All these, as it will be seen, are local lines. The three lines
that establish a connection with Sweden have more the character
of main lines or trunk railways, namely, the Kongsvinger Railway
(1862), eastwards, the Smaalens Railway (1879), running by a coast
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and an inland line southwards from Kristiania, and the Meraker
Railway (1881) from Trondhjem. Only 27 miles of the Ofuten
Railway, which is now being built from the head of the Vestfjord
to the large iron-ore districts in Norbottten and to the Swedish -
Norrland Railway, lies within the frontiers of our country. The
cost of construction in this wild mountain country is estimated,
however, at 9.3 million kroner.

A more connected railway system within the country itself,
the Western Railway, was brought about by the comnecting line
Kristiania to Drammen, laid in 1872, and in 1881 ‘continued to
Skien. Combined with the Raundsfjord Railway and its bra.nch
lines, this line has a total length of 225 miles.

The first real trunk line in the country, conmnecting large
districts, was obtained when the local district railways of Kristiania
and Trondhjem were connected via Osterdalen by the Roros Rail-
way (I877).. By this line, the distance between Kristiania, the
economical centre of the country in the south, and Trondhjem,
the traffic centre in the north, where about /i of the population
of the country lives, was reduced from 793 miles by sea to 349
miles by rail (with a change of gauge, however, at Hamar).

It was not until 1894 that the Storthing passed an act for
the second great trunk line, connecting Bergen, the financial centre
of the west, with the east country, by continuing the Voss Line
across the mountains eastwards. TIn 1898 its further course was
finally determined via Hallingdal to the Northern Railway (Nord-
banen), joining this at Roa in Hadeland. In 1907, the distance
between the two largest towns in the country will thereby be reduced
from 423 miles by sea to about 310 miles by rail, and the time
occupied on the journey will be about one third of the shortest
voyage at present. This Bergen Railway, which for more than
60 miles of its length is at a height of more than 2,300 ft. above
the sea, presents considerable technical difficulties. At present a
tunnel (the Gravehals Tunnel), 3 miles long, is in course of con-
struction in the mountains, (2820 ft. above the sea level). The
large quantity of suow will probably render it necessary to cover
in the line for considerable distances.

By a vote of the same year, 1894, it was decided to extend the
Jiederen Line to Flekkefjord, and thus the third natural trunk line

- of the country, the West Country Railway, may be said to have

been esta.bhshed in principle, from Stavanger round the south of
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Norway (via Kristiansand), to the Western Railway and Kristiania.
It is estimated, that this line with its branches to the numerous
coast towns, will be more than 370 miles in length. This line
too, has to be taken through a mountain country that is very
expensive to work; of the 10 miles nearest Flekkefjord now under
construction, more than 3 miles is tunrel. :

The construction of yet another trunk line was also entered
upon in 1894, by the concession to the line from Hell, on the
Meraker line, to Sunde on Lake Snaasen. This is the Nordland
Railway, which will be extended northwards along the longitudinal
valleys of Nordland, round the heads of the fjords, probably enter-
ing the polar circle, to Bodo, about 360 miles. Farther north,
the wild, mountainous character of the country probably presents
insurmountable difficulties.

In order to complete the great natural main lines of the
Norwegian railway system, as indicated by the structure of the
country and the distribution of its inhabited parts (see the map),
there still remains a continuation of the Northern Railway from
Gjovik via Gudbrandsdalen to Trondhjem. with a branch line to
Romsdalen (if continued to Molde wbout 250 miles of new line).
By this central line a systematic connection between the chief
divisions of the country will be completed and all the existing
railways of the country will be connected with the execption of
the Ofoten Railway. Tt will he seen, however, that more than /s
of this trunk line system still remuins to be determined upon and
laid. Tt amounts altogether to more than 2,500 miles, a truly great
task to be undertaken by a people numbering 2,000,000 perseons.

The limited amount c¢f traffic on our railways very soon re-
sulted in efforts to reduce, as far as possible, the cost of their
construction. The Kristiania and Eidsvold Line, and later on the
Kongsvinger Line were laid with the normal gauge (4.708 ft.).
Subsequently, however, for a number of years, a narrower gauge
(3.5 ft.) was employed even in lines which have afterwards he-
come links in the trunk line system of the country. As, in addi-
tion to the narrow gauge, the whole fitting-up was of a plainer
kind, it was found that the cost of construction of the narrow-
gauge lines was considerably cheaper. At the same time, howgver,
lines with a normal gauge were still constructed. This difference
of gauge necessarily caused great inconvenience, especially in the
main lines; and when once the division was introduced, 4‘ was,
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further developed by extension and connection with one group or
the other. Owing to these circumstances, the gauge question in
railway technmics is the one that in this country has been most
thoroughly examined into and discussed. The fight between the parti-
sans of the different gauges has been carried on for a number of
years. Of late, however, the normal gauge has won a decided
victory over the narrow gauge. By employing about the same
method of construction and material in both gauges, the diffe-
rence in the cost of comstruction has proved to be considerably
less than was originally supposed (now, on an average, only about
6 per cent). A lighter construction of normal gauge roads has
to a certain extent been adopted, by which the expenses of
construction of railways of this gauge too, can be very consider-
ably reduced, as compared with the trunk lines of other countries,
that are designed for great speed and heavy traffic. If the normal
gauge is to be introduced on all the main lines of the country,
reconstruction will be necessary with regurd to several of them.

The traffic on the Norwegian railways, like that of other
countries, has increased counsiderably in the course of years, not
only with the addition of new lines, but also on the old lines.
The increase has been even on the whole, although naturally with
some ups and downs according to the condition of affairs. At
preéent we are in a rapidly rising period. The gross revenue from
the railway traffic in the business year 189899, amounted to
about 14.5 million kroner (kr. 11,758 per mile), of which 6.6 million
kroner was from passenger trafiic, 7.5 million from goods traffic,
and 0.8 million from other sources. The expenses of working and
maintenance for the same business year amounted to about 9.8
million kroner (kr. 7,969 pr. mile).

The working of the railways has not given any very favourable
result from a purely financial point of view. The net surplus,
from which the expenses of interest are defrayed, and sums are
set aside for different funds, during the years in which the rail-
ways have been in existence, has not represented a large percentage
of the capital invested. Since 1880 it has only rarely been as much
as 2%. Iu the traffic year 1898—99, however, it went up to 2.9 %.
Scarcgly 1 °o has been distributed as dividend to the shareholders.
It is only the Kristiania and Eidsvold Line that gives its sharehol-
ders a fair dividend. Of the other lines, some yield a relatively
small percentage, while others give no dividend at all.
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The capital invested in railways amounted in the above-men-
tioned traffic year, for all the government railways, to about kr.
146,000,000, and for the private railways to about kr. 16,000,000,
giving a total for all railways of about 162 million kr. New
undertakings have been decided upon for about kr. 70,000,000, and
it may be assumed that the necessary reconstruction will raise the
working capital for the railways laid and decided upon in Nor- -
way, to 250 million kroner.

As mentioned above (p. 87), Norway is the most thinly popu-
lated country in Europe, and it also has fewest railways in proportion
to its area. There are only 0.9 miles of line to every 100 sq. miles,
while Great Britain and Ireland have 17.3, and France 12.2. If we
compare the length of railway with the population, the result is more
favourable (6.1 miles per 10,000 inhabitants), and is only surpassed by
Sweden (12.3 miles), Switzerland, France and Denmark. In Great
Britain and Ireland, the ratio is 5.2 miles per 10,000 inhabitants.

CANALS.

On account of her numerons rivers and lakes, Norway affords
considerable opportunity for boat-communication within the country.
Owing to the large waterfalls and the numeroas rapids, however,
it is only occasionally that a continuous length of natural means of
communication of this kind is to be found. An improvement of the
existing water communication also presents many difficulties, and
therefore only a few such works of any importance have been under-
taken. We shall here only mention the Fredrikshald Canal, the
Nordsjo—Skien Canal, and the Bandak—Nordsje Canal.

The Fredrikshald Canal (opened in 1877) has cost three quar-
ters of a million kroner, and it has opened a water-way of about
47 miles from the lake Femsjoen, near Fredrikshald, to the northern-
most part of the Skullerud Lake in Holand. From this place a
tertiary railway has been constructed to join the Kongsvinger Line,
thus making a connected line of communication. There are 12
locks in the Fredrikshald Canal. It is navigahle for vessels of
5.6 ft. draught. This canal offers many points of interest and is
therefore much visited by tourists.

The Nordsjo—=Skien Canal connects the lake Nordsjo " in
Telemarken and the Hiterdal Lake — which is connected with -t
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by means of a navigable river — with the head of the Skien Fjord.
A fall of 50 ft. is overcome by means of two locks in Skien and
four at Loveid. The canal was opened for traffic in 1861. The
expenses of making it amounted to about kr. 1,000,000..

The Bandak—Nordsjo Canal connects Nordsjo with the
Bandak Lakes, and thereby opens up an inland water-way 65 miles

View from Vrangfos.

in length, from the sea at Skien into the very heart of the moun-
tains at Dalen, at the west end of Lake Bandak. The height of
this lake above the level of Nordsjo is 187 ft. The fall in the
river is overcome by means of 14 locks,  of which are at Vrang-
fos. The rise in each lock is, on an average, rather more than
13 ft. The canal was made in the years 1887—92; the cost of
making it amounted to about three million kroner. It runs
through a region of great natural beauty and presents more points
of interest than any other line of artificial water-way in Scandi-
navia. Vrangfos especially, both as regards scenery and construc-
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tion, is unique of its kind. The dam at Vrangfos, which has a
height of 121 ft., raises the level of the water 75 ft., and the
waterfall thus produced is something really worth seeing. The
construction of the canal presented many very great difficulties.

COAST TRAFFIC.

In the section on Population (p. 90), a statement will be
found to the effect that */s of the population of Norway live upon
the coast and fjords. One eighth live upon the islands in the
«skjwrgaard>., When consideration is also taken to the fact that
almost the whole coast-country is mountainous, and, to the west
and north, often exceedingly wild and impracticable, it will be
easily understood that waler-traffic must necessarily play a part in
addition to land traffic, greater than perhaps in any other land.
This natural circumstance is the more significant from the fact
that the «skjergaard» along almost the whola of the long coast
affords sheltered navigation, where the condition of the weather
is seldom a hindrance to the traffic.

A large proportion of the daily traffic for short distances
along the coast is carried on in loafs. The same open boats that
are used by the coast population for fishing, are employed to a
great extent for travelling and transport. There is a number of
peculiar forms of boat along our extensive coast. In the south,
the boats regularly carry fore-and-aft sail. The bestknown type
of open boat is the Lister boat. The Hvaler boat is a very
practical form of small decked boat, that is much used by the
pilots in the south. In the west and north, the boats are as a
rule lighter and more pointed, with more upright, high prow,
and carrying only one sail, a square sail. The most developed
type of these is the Nordland boat, which, on account of its
rigging, is not very well adapted for sailing close-hanled, but
gues capitally before the wind, and is moreover exceedingly light
to row.

The {ransport of goods for longer distances along the shore,
was formerly carried on in small sailing-vessels. These, like the
boats, were also as a rule with fore-and-aft sail in the south,
and square sail in the north (Nordland jagt) In some tra,d.es,
especially the fisheries, these sailing-vessels have continued to be
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used for carrying wood and other similar things to the towns;
but in most departments they have gradually been supplanted by
steamers.

According to the official statistics, the number of vessels em-
ployed in home coast-traffic is as follows:

J: 1866 ‘ 1875 1885 1897

1%- i L
Number of Suiling-Vessels . ‘ h 2,439 | 2,622 ‘ 2,667 2,084
» - Steamers . . . . . .0 46 109 ‘ 236 362
Tonnage of Sailing-Vessels. . . . 53,302 ! 06,438 08,340 72,283
» - Steamers. . . . . . if 2,890 | 7,753 | 13,574 | 16,045

The number of voyages and their tonnage together for 188D,
are represented by the following figures:

|I Numbhber of | T

e onnage

| vorages | T
Sailing-Vessels . . . . . . . . . . . . . “ 18,857 E 677,569
Stewmers . . . . . . . . . . . . . . .| b3842 | 3,688,418

The stcamers had thus at that date already taken 86.5 per
cent of the coast-traffic tonnage.

These official figures do not, however, nearly repres?nt the
whole extent of the coast traffic, for they include only those ships
that have not obtained their certificate of nationality for foreign
voyages. This, however, most of the larger steamers have, that
run in regular routes along the coast. If these packet-boats and
all steamers under 100 tons are reckoned as belonging to the coast
traffic, the number of steamers for 1897 would be 501 with a
tonnage of 42,600 register tons.

If we suppose that these ships in 1897 have made, on an
average, as many voyayes annually as those without a certificate
of nationality did in 1885, they will represent a tonnage of
9,800,000 tons, as against 528,000 for sailing-vessels.

There is no estimate of the stowage of ships in home traffic.
In order, however, to form an approximate idea of the home goods
traffic by sea, we may presume that each net register ton (100
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gubic feet) of hold corresponds to 1 ton (2,240 lbs.), which is
rather less than the average stowage of steamers sailing to and
from foreign countries in 1897 (1.2 ton). The amount of goods
conveyed in home coast-traffic would thus amount to 10.3 million.
tons (95 per cent of this by steamer). i

If we compare this figure with the transport of goods' by rail
for the same period, 2.2 million tons, we see that the total home
transport has been more than twice as large as in transactions
with foreign countries (5.5 million tons), and that in the home
‘traffic, transport by steam and sailing vessels has been more than
4 times as great as by rail®*). If we also consider that the
average distance of transport in the coast-traffic is considerably
greater than by rail (41 miles in 1897—98), as, according to the
figures for 1885, only 39 per cent of the tennage (vessels without
certificate of nationality) was engaged in voyages within one county,
we shall see how far more important the transport by sea is than
that by rail in the home trade in the coast country of Norway.
Hardly any other country, except possibly Greece, can present
anything similar. In comparing it with other countries with
respect to means of communication, where the railway is the
standard of measurement, this circumstance must be taken into
account. In 1885, the coast-traffic in Norway was reckoned to
be 3'/s times as large us that in Denmark, and more than double
that in Germany.

The greater part of the coast-traffic is carried on by stea-
mers running regular routes. A distinction may here be made
between the coast-boats proper, which maintain a connection between
the towns, the fjord-boats, which connect the coast towns with
their surrounding country up the fjords and in the «skjmrgaard»,
and lastly, the small boats, often open, that carry on the local
traffic in the towns themselves and their immediate neighbourhood.
The coast-boats are generally vessels of from 300 to 600 bonik
burden, with a speed of from 9 to 12 knots (a few newer ones

*) This approximate estimate of the goods fransperted .in coast-traffic,
together vith the railway statistics, may be employed to give an idea of the
value of the goods conveyed by sea and rail. If we suppose the same average
value per ton for home consignments as for foreign t-ransact(l?ms (kr. 81), we
obtain for 1897 more than a thousand million kroner in the hmﬁe trade — About
6 tons and kr. 481 per head — against 431 million kroner in foraxgn trade, —
about 2.6 tons and kr. 205 pr. head.
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are over 1,000 fons, and up to 14 lmota) The most general type
of fjord boat is one of frgm 70 to 120 toms, and a speed of from
8 to 10 knots. There is, ‘on an average, one steamboat station to
every 1,000 people in the coast-country. The connection between
the large coast-towns up to Trondhjem is maintained by an average
of at least one steamer daily, north of Trondhjem at least every
two days, except in Finmarken,- where it can be put at every
three days (rather oftener in the summer). The time occupied in
the various voyages is as follows: Kristiania to Bergen, about 38
bhours; Bergen to Trondhjem, 32 hours; Trondhjem to Tromse,
37 hours; Tromse to Vadse, 53 hours.

By far the greater part of the course that the steamers take is
in water shut in by the «skjergaard>. The longest piece of open
sea south of Finmarken is off Jwederen, taking about 5 hours to pass.
On the other hand, the narrow channels with the innumerable
islets and sunken rocks, demand the greatest skill on the part of
captains and pilots. Experience shows that these demands are
thoroughly fulfilled; for wrecks and loss of Jife have been extremely
rare all the time the steamboat truffic has been carried on.

The first Norwegian steamer was procured by the government
in. 1827, to carry post and passengers from Kristiania to Copen-
hagen, and from Kristiania to Kristiansand. Subsequently the
traffic was extended northwards along the coast as far as Finmar-
ken, where communication with the south had formerly been very
slow and difficult. As the private steambouat traffic gradually
developed, the government withdrew, and in 1870 gave up its last
route (to Copenhagen). Almost all the packet-boats proper {&bout
200, with 37,000 tons) are now owned by jointstock companies.
The 5 largest of these companies — with head offices in Arendaf,
Stavanger, Bergen, Trondhjem and Vesteraalen -- have 64 stea-
mers in all, with a total of 25,000 tons. .

On many routes the passenger and goods traffic alone would not
pay. A considerable addition to the profits, however, is made by the
payment made by government for the regular conveyance of mails
along the coast districts In the present budget this is put down at kr.
1,205,000. Inorder to improve the communication with certain out-of-
the-way fjords and islands where there is little traffic, the government
furthermore contributes directly to the support of private steamboat
abmpames — at the present time, about kr. 800,000. In this con-
nection it may be mentioned that the government also supports
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two or three steambout fines to foreign ports, purticularly to obtain
rapid postal communication, e.g. Kristiansand and Fredrikshavn,
Jutland (daily), and Bergen and Newcastle (3 times a week). The
intention of encouraging export has of course something to, do
with this also, and is the only object of the third governm?nt-
supported route -— from the north and west of Norway to ithe
Mediterranean. At the present time, about half a million kromer
is paid for the conveyance of mails, and the support of these three
routes to foreign ports. The total government grant for steamhoat
communication thus amounts to almost 2Y: million kroner, -ather
more than half of this being for the conveyance of mails,

In all these sums the grant to steamers on lakes is also included.

Of late years, the rich and varied scenery of Norway has at-
tracted an ever-increasing number of pleasure-seekers to the country,
chiefly in the months of July and August. Their number has been
estimated at 13,069 in 1886, 15,747 in 1887, 16,776 in 1888, 23,403
in 1890 and 27,138 in 1895. Englishmen and Swedes were most
largely represented. The profit they bring to the country was esti-
mated at 5 million kr. in 1886, and for 1895 may be put at 7 or 8 million.

The means of communication, steamers, railways, driving roads,
mountuin roads, ete. that will give tourists the best return for
their outlay, will be found fully detailed in the ordinary guide-
books. (Baedeker. Norway, Sweden and Denmark. 7 ed. Leipsies
1899; Clvok's Gruide to Norway, Sweden, and Denmark. 3 ed. London
1899; Murray. Handbook for Travellers in Norway. $ ed. Lon-
don 189T; Y. Nielsen. Reisehaandbog over Norge. ! Udg. Kristi-
-ania 1899; Meyers Reisebiicher. Norwegen, Schweden u. Diinemark.
7 Aufl. Leipzig 1899; Thomas S. Wilson. The Handy Guide to
Norway. 4 ed. London 1898).

The authorities publish a weekly time-table — Norges Com-
municationer» — containing the principal railway and steamboat
routes.
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POST, TELEGRAPH AND
TELEPHONE

POSTAL SERVICE.

HE beginning of the Norwegian postal service dates fromn about

the middle of the 17th century. During the first few years,
the development was slow, and limited chiefly to the establishment
of connecting lines between the capital and the most important of
the other towns in the country; but before the close of the cen-
tury, a regular postal service was organised up to the most nor-
therly districts of the country.

In our day, the postal routes cover the whole country like
a network, and in numercus ways places it in regular and frequent
communication with foreign countries. The most important foreign
mail routes are the railway from Kristiania, via Goteborg, to
Copenhagen, by which the post comes and goes twice a day; a
daily steamer-route between Kristiunsand and Frederikshavn in
Jutland, and a tri-weekly steamer-route between Bergen and New-
castle. The most important inland post routes are identical with
the railways and the large private steamship-companies routes,
that, starting from Xristiania, Bergen and Trondhjem, embrace
the entire coast from Kristiania to Vadse. The total length of
postal routes in 1898 swmounted to about 42,864 miles. It is in-
dicative of the country's natural means of traffic that of this
amount 27425 miles was by water, 14,137 miles by high-road,
and 1,302 miles by rail. The distance traversed was 4,192,337
miles by water, 2,192,937 miles by high-road, and 1,446,077 miles
by rail, 7,831,351 miles in all
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The conveyance of the mails was at first imposed upon the
peasants as a duty with no return but exemption from certain -
other duties, such as military service and posting obligations. This
system was of course long ago discontinued, and all conveyance
of mails is now performed by contract. The total expenses df the
inland postal service amount at present to nearly 2 million kroner
per annum, of which the conveyance by steamer costs more than
1 million, by rail about kr. 450,000, and by rural and boat posta,l
routes about kr. 350,000.

The rates of postage were originally dependent upon the
distance, as well as on the weight and size of the packet. This
principle was continued, although in a more and more simplified
form, down to the middle of the 19th century, the present prin-
ciple, in which the postage is independent of the distance conveyed,
not being adopted until 1854. Tn the same year postage stamps
were also introduced. The inland postage for an ordinary prepaid
letter is 10 ore. If the letter is more than 15 grammes (0.48 oz.)
in weight, the postage is 20 ore, and for letters weighing more
than 125 grammes (4 oz.), 30 ore. The maximum weight of an
ordinary letter is H00 grammes (16 oz.)

Norway has been a member of the Postal Union since its
foundation in 1874, and shares in the infternational conventions
and arrangements with the exception of the arrangement con-
cerning the hooks of identity. In order to improve still further
. the postal communication with foreign countries, more or less com-
prehensive agreements have also been entered into with the
neighbouring countries of Sweden, Denmark and Russia, and with
Germany, France, the British Isles, and the United States.

The working of the postal arrangements in Norway was not
at first a government affair, but a personal privilege the holder of
which furnished the means to pay the expenses connected with
the postal service, and received the profits. Not until 1720 was
the postal service brought directly under the Crown. The oon-
veyance of the mails, however, is not entirely a éuvernment mo-
nopoly, as the monopoly only includes sealed letters. The manage-
ment of postal matters is in the hands of the Public Works
Department, and under the charge of a secretary. The regular
post-offices are divided according to their importance into 3 clagses,
entitled postkonforer, postaabmerier and brevhuse. On all the rail-
ways, and on the most important steamer routes, travelling post-
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offices are also established. At the close of 1898, the total number
of post-offices was 2,241, and of employés, 3,439.

It appears from international postal statistics for 1898, that
in comparison to her population, Norway is one of the countries
most abundantly supplied with post-offices in the Postal Union, as
there is a post-office to every 990 inhabitants: A more favourable
condition in this respect is shown by only one country in Europe,
namely Switzerland, where there is a post-office to every 840
inhabitants. After Norway comes Germany with 1478 inhabitants
to every post-office.

The 'revenue of the Norwegian Post Office is increasing
rapidly, and during the last 5 years has augmented by an average
of kr. 252,000 per annum. In 1898, the total receipts were kr.
4,497,868 and the expenditure kr. 4,183,222

In 1898, 33,663,600 inJand letters were dispatched, of which
2,236,900 were letters with declared value, amounting to
kr. 334,475,000; and 5,265,500 foreign letters, of which 70,800
were lefters with declared value, amounting to kr. 13,685,100.
The number of foreign letters reeeived was 5,941,000, of which
14,100 were letters with declured value, amounting to kr. 9,930,200.
In the course.of the year, 46,445,400 newspapers and periodicals
were dispatched, 4,278.800 other packets of printed matter, samples
and business papers, and 315,000 parcels. The number of postal
and telegraphic money orders dispatched was 259474, to the
amount of kr. 12,540,746.

The average per head of letters dispatched is about 17.5.
Comparing this with the number of letters per head in other
countries, it appears that among H6 countries in the Postal Union,
Norway is the 17th as regards the amount of correspondence, and
among .21 European countries, the 10th. The correspondence is

greatest in the town-counties Kristinnia und Bergen, where the
" numbers are 56.98 and 39.57 letters respectively per inhabitant
(reckoned according to the population at the last census); next
comes Finmarken with 21.30 letters per head. Of foreign connec-
tions, thut with Genuany is the briskest. In 1898, 1,078,400
ordinary letters were dispatched to Germany; next come the
British Isles with 938,800, Sweden with 935,200, Denmark with
480,700, and France with 208,900.

In the course of the last 10 years, the correspondence of the
‘country has' been almost exactly doubled.
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TELEGRAPH AND TELEPHONE SYSTEMS.

On the 1st January, 185H, Norway's first telegraph-line: was
opened between Kristiania and Drammen. In June of the dame
year, a line was laid to the Swedish frontier, and thus _commuiica.-
tion established with foreign countries. In order to procure a
somewhat complete telegraph system for the whole land, consider-
able constructive energy was expended in the next succeefling
years; and on reaching the most northerly towns in the country,
Hamumerfest, Vadse and Varde, in 1870, the trunk lines of the
telegraph system may be said to have been completed. The chief
lines are from Kristiania, through Gudbrandsdalen and Trondhjem,
to Vadso, the lines branching off from these to Romsdalen
and Bergen; lines from Kristiania through Kongsvinger and through
Smaalenene to Sweden; from Kristiania along the coast to Stav-
anger and Bergen, and the coast-line from Bergen to Trondhjem.
In conjunction with these main lines, there is a loecal telegra-
phic sytem, which, however, is muainly confined to the fishing-
districts.

The management of the telegraph und telephone has- always
been a government monopoly, though in such a manner that
within the boundaries of 2 municipality it was originally free.
There was no law on this matter before 1881. While the working
of the telegraph has always heen undertaken by the government,
that of the telephone, from the very first, was conceded to private
enterprise. The development of circumstances gradually brought
about a change in this, and in 1886, the first government line was
laid, arranged exclusively for telephonic communication. It may
now be considered a fixed principle that the government takes over
the connecting lines between the various parts of the country, and
hetween the towns; while the working of the local telephone may -
for the present be left to private enterprise, but in guch a manner
that the government reserves to itself the right of establishing or
taking over local telephones to whatever extent may be deemed
advisable in the interests of the public. In accordance with this, &
new act appeared in 1899, giving the government the sole right of
putting up telegraph and telephone lines, doing away with the
former liberty to work a telephone within the boundaries of ‘a
municipality, and at the same time giving the government the -
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right of expropriation with regard to already completed private
lines. The government has moreover already commenced the for-
mation of a complete state telephone system, and during the last
three years has voted successively, to telegraph and telephone lines,
kr. 1,331,900, kr. 1,398,160 and kr. 1,425,500. Of these sums, the
amounts devoted to unmixed telephone lines were kr. 066,300,
kr. 869,860, and kr. 819,900. In the south and west of Norway,
a connected state telephone system has already been completed:
and according to a plan, worked out by the director of the
telegraphic service, for the future extension of the telephone, there
should be, in 1906, a fairly complete state telephone system over
the whole country.

The total length of state telegraph and telephone lines at
the close of 1898, amwounted to T.48H miles (378 miles of this
being cable). The total length of telegraph wires was 11,266
miles (427 miles cable), and of tclephone wires 6,371 miles (66
miles cable). The total number of cables was 3G3. During 1898,
300 stations were working, 113 being regular telegraph stations,
117 regular telephone stations, and 70 fishing stations. The
number of employés at the close of the year was H13.

The telegraphic rates on the first line were exceedingly low,
namely 20 ore for a message which might contain 25 words. A
zone system was afterwards resorted to, but again abandoned in
1863, when a uniform rate was fixed for the whole country, with
a price of 1 kr. up to 16 words. In 188R, the rate was reduced
to b ore per word, but with a minimum charge of 50 ore per
telegram, and this rate is still in force.

The telephone rates are not yet finally regulated. Av present
they are collected on the basis of a zone tarif.

In 1898, the number of telegrams dispatched was 2,074,236.
The increase from the previous year is 2.5 per cent for inland
and 9.6 per cent for foreign messages. The correspondence was
greatest with England (260,374 telegrams exchanged); next comes
the German Empire, Sweden, Denmark and France.

The number of cosversations thrnugh the state telephone
was T13,472.

~ The revenue from the combined telegraph and telephone -
systems amounted in 1898 to kr. 1,945,735, which shows an in-
‘crease on the preceding year of kr. 295,136, The expenses
gmounted to kr. 1,954,911
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The telegraph and telephone service is managed by a direc-
tor, who is under the Public Works Department.

Norway has been a member of the international Telegraphic
Convention since its foundation in 1865  Special agreements are
concluded with Sweden, Denmark, Germany, Russia and Holhzmd.

i
The railway telegraph is not included in the above. In 1898,
their lines amounted to about 1.200 miles, with 246 stations.

With regard to the number of telegraph-stations (not inclu-
ding the railway telegraph) in relation to the population, Norway.
according to the international statistics for 1897, stands 6th in
the rank of Buropean states, as there is a telegraph-station to
about every 4,200 inhabitants. The length of telegraph line in
relation to the population is considerably greater than in any
other land (2.5 miles per 1,000 inhabitants, Germany being next
with 1.7, and the average for Europe, 1.1).

With regard to the amount of the correspondence in relation
to the population, Norway is 4th in the European series, with 76
telegrams per 100 inhabitants. More favourable “conditions can
only be shown by Great Britain, France aund Switzerland.

The first private telephone lines were completed in 1880,
They were the subscription systems established in Kristiania and
Drammen by the «Internatiomal Bell Telephone Co. of New York,
Limited>. The subsequent development was rapid, and esp‘éﬁ_dly
from the end of the eighties made u great advance. Upouthe
whole, the private telephone in Norway has undergone an. exten-
sion, in relation to the population, such as hardly any othér land
can exhikit. Its wide-spread establishment in the country’ dlstncta
is especially worthy of- remark.

The value of the private tﬂlephone-hnes at the close of 1898
may be put at about 7 million kroner. The number of telephdne
apparatuses in the same year, according to statistics published by
the country telephone unions, was 25,376, the number of central
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stations 505, the length of line 37,158 miles, the number of con-
versations 47,423,000, and the number of telegrams telephoned
179,301. The statistics, however, are incomplete, so that the actual
figures will certainly be considerably higher.
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LANGUAGE

1. We learn from inscriptions in the so-called older runes
that peoples of Germanic nationality inhabited the Scandinavian
countries as early as about 500 A. D. These inscriptions, carved
on monumental stones, weapons or ornaments, show, for the whole
of the Scandinavian north, a uniform language, closely related to
the Gothic language, and of just as ancient a character. The
highly stirring «Viking age» (the 8th to the 10th century A. D.)
brought about important changes in this idiom, as will be seen by
a comparison with inscriptions in the later Runic alphabet (from
about 1050 A. D.) and with the oldest Old Norse manuscripts
(from the latter part of the 12th century). An especially prominent
feature of this development are the contractions and the weaken-
ing of unstressed vowels, which are produced by the prevalence
of u quicker movement of the speech, by which, for instance, the
name of the Thunderer was gradually changed from DPonarar to
Dorr. In the 11th century, the dialectical differences have grown
to be so great, that it is possible to speak about several languages:
Norwegian-Icelandie, Swedish and Danish; or, perhaps mogg( cor-
rectly -— inasmuch as the two last mentioned languages are very.
closely related — West-Scandinavian and East-Scandinavian. This
differentiation is continued during the following penod," so that
even within the different countries, dialectical differences beéome
more and more prominent; in Norway, it was parﬁcula.rly_ the di-
stinction between the western and the eastern part of the country.
that became prominent. Nor did the development take piace
everywhere with the same rapidity; for instance the oldest Danish
manuseripts (from about 1300 A. D.) show a much more advaneed
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development than the contemporaneous Norwegian-Icelandic ones. '
Yet, even at the beginning of the 13th century, the unity was so
prevalent, that the demomination «Danish tongue» is frequently
used a8 a common designation of all the Scandinavian languages,
contetuporaneously with the individual appellation «Norwegian
tongue», applied to the language of the Norwegians. This last-
mentioned language wus spoken, not only in Norway and Iceland,
the Faroe Islands and Greenland, but also, for some time, in parts
of Ireland and northern Scotland, in the Isle of Man, the Hebrides,
the Shetland Islands and the Orkneys (in the lust two groups
of islands, even far into modern times), and moreover in certain
parts of what is now Sweden (Bihusliin, a distriet of Dalecarlia,
Jemtland and Herjeadalen).

2. The old Norwegian literature reached its highest develop-
ment at the hand of chieftainsg and ecclesiastics in the 13th cen-
tury; and this high standing, so far as Tceland wus concerned,
lasted for some time into the following century. In Norway the
decadence occurred carlier. After the civil wars had swept away the
old chieftains’ families, there was formed in the course of the 13th
century a new nobility which had no connection with the common
people. This nobility upheld neither the independence of the lan-
guage nor of the country; and when, at the beginning of the 14th
century, the old royal family died out, the country at first had
4 half Swedish royal house, after which the regal power went
entirely out of the country. The consequence of this lack of
national interest on the part of the persons in power wus that in
the 14th century all independent literary life had become extinct
in Norway. In the middle of the century, after the devastutions
of the great plague. even the copying of the old sagas ceased, and
with it all knowledge of the old literature. What wus hence-
forth written, besides copies of the laws, was exclusively public
documents, decrees and announcements from magistrates and priests,
and mercantile contracts.

These deeds and letters, although from a literary point of view
without interest, are, so far as language is concerned, of the greatest
- importance — in the first place, on account of the information which
they give us of the splitting up of our language into dialects.
‘While. the literature of the 13th century gives only faint indica-
tions of differences in the pronunciation and vocabulary used in diffe-
rent parts of the country, these differences appear much more plainly
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in the 14th and 15th centuries. Although the dialect. form is
often obscured by vacillating and negligent spelling. and. by efforts
to-establish a standard form for the whole counfry, it is possible,
by the assistance of the present dialectical conditions, in inany
cases to fix the time when the divergence commenced. ; The
present splitting up into dialects seems to have been fully developed
as early as the year 1620 A.D. The chief movement of the
development illustrates the old experience that language movements
may, like epidemics, spread over conterminous regions. From ancient
times, and in constantly increasing numbers, we find features com-
mon to the West Norwegian and Icelundic, to the East Norwegian
and Swedish (especially northern Norwegian and northern Swedish)
to the South Norwegian and Danish. In the second place, these deeds
and papers give us reliable information about the foreign influence
on our language. They show us that, although Swedish and
Danish in the 14th century, at the court and in the circles of the
nobility, were considered nobler languages than the vernacular (a Nor-
wegian queen even had French rhymed romances translated into
Swedish). still these languages as yet exerted but little influence on
the speech of the people. More frequent traces of Swedish influence
are found only in the following century, when, b:y the cloister litera-
ture of St. Bridget, an attempt was made at a standard Scandinavian
language; but this artificial idiom did not obtain any lasting im-
portance. The Hanseatic towns, as in Denmark and Sweden,
assumed. in the Norwegian commerce of the 14th and 15th cen-
turies, a dominant position with their chief seat in Bergen, at that
time the largest town of the kingdom. But although their power
here was not less than elsewhere in Scandinavia, they had not in Nor-
way the same opportunity of permeating the whole country. While
the Danish language during this period was leavened with Low-
German words, Norwegian documents show only a few examples
of borrowed words. Those words which our country dialeets have
borrowed from Low German, have mostly slipped in at:a later
time and through other channels, partly through the diréct com-
merce of the Norwegians with northern Germany, partly through
the intermediary of the Danish language. Thus it may be said
that the Norwegian popular language up to the 15th ‘century,
taken as a whole, had maintained itself free from foreign ‘influence.
Not even during the first period of the union of Kalmar during the
reign of Queen Margaret, can we notice any tendency to neglect
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the Norwegian language in favour of the Danish, either on the part
of the government or of the officials. During the reign of Mar-
garet's suecessor, however. there appeared in government documents
plain indications of a commencing decadence, while court matters
and contracts are still kept in the old forms. From the second
half of the 15th century up to the time of the Reformation, it is
only now and then that we find a letter that is worded to some
extent according to the national style.

3. From the time of the Keformation (i.e. from about
1630 A. D.) there is no longer found in written documents any
torm' of language that can properly be called Norwegian. Simul-
taneously with the strengthening of the written language in Den-
mark by the frauslution of the Bible in 1550 A. D., and while the
Swedes were re-establishing their language on the basis of the Upper
Swedish country dialects, and even the Icelanders, who were amen-
able to the Danish government, were commencing to print books in
their own tongue, in Norway the foreign tongue had its position
strengthened by the introduction of the Danish translation of the
Bible, which, as regards religious terminology, also exerted a
certain influence on the speech of the country population. And when
at the same time (in 1536 A. D.) Norway was forced into a close
union with Denmark, then Danish was for ever established as the
official language of the country. When, in the second half of
the 16th century, Norwegians again appeared in the literature,
there was no longer any spuken or written standard of Nor-
‘wegian national language. The official cireles and the immigrated
nobility spoke Danish., which was also the written language of all
educated Norwegians, and probably also the spoken language of
educated people in the towns, though, especially as regards pro-
nunciation, in a somewhat modified form. Thus even the necessary
elements for the formation of a Norwegian book-language were
wanting, and thus it happened that the Norwegian literature which
now commenced to appear, and which to a large extent was pro-
duced by the re-awukened interest in the Saga period (a remote
after-eftect of the Eurvpean renaissance), came to consist chiefly
of Danish translations of the old Sagas and laws. For, although
the understanding of the old Norwegian language had not quite
died out, Danish had now come to be far more easily understood
by the common people than the old language. In the writings which
from this time appeared in our country, the language is distin-
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guished from the Danish only by occasionul words and expres-
sions borrowed from the Norwegian speech. Such words and
expressions are found - particularly in books which deal with Nor-
wegian nature and popular life, being especially the names of
plants and animals. Special Norwegiaun peculiarities of | syntax
are also met with, for instance, in the books of Perrer Dasp, some
peculiarities of the dialects used in northern Norway. Even the
first prose writer of the Dano-Norwegian literature, HoLBERG, a
native of Norway, often sins against the Danish langnage by using
Norwegianisms; but most writers endeavoured to write as ‘pure a
Danish as possible. This condition of things lasted until the
separation of Norway from Denmark (1814).

4. While in the writings composed in Norway in the Danish
language, we only see occasionul gleams of the popular lan-
guage, we meet, about the middle of the 17th century, with a book
that has this language as its exclusive object, namely a brief
vocabulary of one particular dialect, written by a minister of the
Gospel. One hundred years later u bishop of Bergen published
another such vocabulary, and towards the end of the last cen-
tury we meet with the first feeble attempt at elucidating a country
dialect by means of the not very well known Old Norse language,
and with occasional poems in diulect. During the first half
of this century, this interest for the native dialects waned, until
towards the end of the period, the romantic tendency again
turns public attention to the life and traditions of the people.
The first edition of the Norwegian popular ballads appeared in 1840,
and it was soon followed by others. In the meantime something
had also occwrred, which was likely to give to the study of the
popular language a new background. There had appeared a dic-
tionary and a grammar of the old Norwegian language, by which-
the common basis for all the dialects of the country had been made
known. Thus the necessary basis for the works of the selftaught
genius, IvAR AAsEx, was given. These works made an epoch in
the study of the Norwegian dialects. In 1848 he issued his
«Grammar of the Norwegian Popular Language» and in 1850
«Dictionary of the Norwegian Popular Language». These works-
were of a purely scientific nature, without any tendency; but they
soon became of practical importance, through their proving. the
essential unity of the country dialects, their organic connection,
mutually, as well as with the Old Norse. In 1853, Aasen wrote an:
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essay, which was the commencement of a great lingnistic movement.
He censured, in this essay, the unpopular manner of writing used
by his contemporaries, and he finally arrived at the conclusion that a
Norwegianising of the existing written language would be of very
little help, and that only a restoration of the old Norwegian lan-
guage would give a real national language with which the common
people could be satisfied. In the new, re-written editions of Aasen’s
books, the plan has been entirely determined by the effort towards
creating a standard language for all the diulects, jnasmuch uas
every word is entered under a certain standard form, and the in-
flections are fixed.

This so-called «Landsmaal» is essentially an artificial langunage
which nobody speaks. It is in the first instance based oun the
most antique westera dialects, with occasional reference to the
forms of the old Norwegian. Thus it is an idealised popular
language, having a more antiyue character than the dialects
themselves. In sound, vocabulary, and inflections, it is much nearer
to the old language than is the Danish. For this new-made lan- °
guage, Aasen also produced the classical style. and he proved
to ‘be as prominent a poet and author as he was a linguist. In this
language — in part with personal modifications according to the
dialect of their native district, in part, also, with the removal of what
is artificial and old Norwegian — a series of poets und authors
have written with more or less talent, chiefly about domestic mat-
ters, while those who merely reproduce popular tales, stick, as might
be expected, aus a rile, to a certain diuleet. The movement which
was started by Aasen, has gradually, favoured by the politicul fac-
tional strife, gone farther than the old master seems to Lave fore-
seen. While Aasen laid particular stress on having the traditions
of the people taken down in its own language, the programme of
the «Language Strugglers» has more and more gone in the
direction of a war of extermination against the common written.
language, the so-called Dano-Norwegian. The «Landsmaal> has,
by legal enactment, been placed on an equal footing with the pre-
vailing literary langusge, and thus we have at present two
‘official written languages in Norway. In the rural communities,
-Hi.e _ingtruction of the schools, whenever it is desired, can be
given in the local dialect. On account of the more extensive
useé that has gradially been made of the «Landsmaal», its
defects, as well as its advantages, have become more prominent.
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In the first place it has proved difficult to make the south-
eastern part of the country, which is the economic centre of gravity
of Norway, take a part in the movement. The most recent authors
in this language try, indeed, to interest the south-eastqrn part
of the country by approximating their language to theqt speech
of that region; but on the whole it may be said that these
efforts have mnot led to the desired result. Another 'difficulty
that the new-made language has to battle against, is the voca-
bulary; for, although it is true that the aggregate vocdabulary
of the district dialects is very large, it is more an abtndance
than a real richness, and is more conducive to differentiation
than to unity, because the same thing has different names in the
different districts. The popular language lacks words for a number
of conceptions belonging to modern civilisation. It cannot, out of
its own inherited treasure. give us everything pertaining to modern
life. The consequence is that whenever the language has been
employed for practical use, the writer or speaker has been com:
pelled either to form new words (generally by composition), ot
to adopt the words and phrases of the Dano-Norwegian. But
as a matter of course, such wholesale adoption of linguistic
material cannot but exert a destructive and disintegrating effect.
A third difficulty is caused by the style. During the union with
Denmark, fairy tales, popular stories and bullads were our national,
unwritten literature. It is in harmony herewith that lyric poetry
and the plain, every-day story are the very kinds of style which
the «Landsinaal»> has, without preparation, been able to treat satis-
factorily. For the so-called normul prose, however (the business
or scientific writings), the «Landsmaal», with its extremely simple
syntax, is very far from being a fit medium. ~ And the religious
expression suffers from the lack of that venerableness which is
a result of tradition.

5. Whereas the Norwegian poets of the latter half of the
preceding century resided in Denmark, and their works made
an integral part of the common literature, whose langnage they
influenced to a certain extent, they came back at the beginning
of this century to their native land, and thereby marked the
discontinuance of the community of the literature. Nevertheless,
at the beginning of our independence, there was as yet no Nor-
wegian literary language. Those Norwegianisms which - were
naturally committed by Norwegian writers, were genem!ly con- .
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sidered, even in Norway, as faults, as provincialisms. By and by,
however, the newly awakened feeling of independence reacted against
this notion; the Norwégianising of the language assumed the
shape of a conscious effort. In the poetry of WurcELAND, the
national tendency found a powerful, but as yet rather crude, ex-
pression. It was, however, only when literature adopted domestic
subjects directly from the mouths of the people, that the develop-
ment received some impetus. #AssiorRNSEN and Mox, with their
remarkable reproductions of Norwegiau fairy-tales, may be con-
sidered as creators of modern Norwegian prose. The movement
obtained its theoretical expounder about the middle of the century,
in K. K~xvupsexy, who in his eagerness for the nationalisation of
the langnage and the speech, was carried into a hopeless battle
with the numerous foreign, especially German, elements. Al-
though lacking that reliable taste and tact which characterised
the two above-mentioned authors, Knudsen's strennous work has
not been without influence especially as regards the development
of spelling. ’

It canhot be denied that the endeuvour to bridge over the gulf
existing between speech and writing, is more required in Norway
than in the neighbouring counfries, because this difference is
greater here than there. At the time of the separation from Den-
murk, the spoken language of the educated classes was as Danish
as our written language,  in everything except the pronuncia-
tion. During the time immediately following the separation,
Danish made even greater progress in our country than at any
previoug time. To speak Danish correctly was considered the
surest standard of ednecation. In circles where dialect had for-
merly been used, at least in daily intercourse, now, under the
influence of the growing taste for reading, dialect was exchanged
for Danish. During the course of the last half-century, great
changes have been wrought in this state of things; the domestic
element has continually become more prominent in the speech of
the educated classes; « national spoken language with a Norwegian
colouring is about to be formed on the basis of the speech of
the educated classes in the eastern part of the country. The
chief factor in this Norwegianising of the speech has been: the
popular language of the towns which, indeed, through centuries
has formed an intermediary step, or middle link, between the

Danish of the upper clagses and the dialect spoken in the
31
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immedigte surroundings of the towns. The written langnage has only
imperfectly been able to keep pace with this nationalisation of the
speech. Tt is particularly the scientific and religious books which have
remained behind, and to a somewhat less extent the newspaper lite-
rature, while the belles-lettres (especially lyrics) and writings relating
to otir own domestic affairs, show a steady advance towards a national
expression. Thus it is that the daily reading of the people represents a
" language that is rather remote from their speech, and which is teeming
with words and phrases, even among those most commonly used, that
exist nowhere except on paper. It was against this official ianguage
with its foreign sound, that the Knudsen endeavour was directed.
6. The movement in the national direction which has here
been described, was met in the sixties and seventies by an entirely
different movement. This was the time of the so-called «Scandi-
navism»s, of which the ideal was the Pan-Scandinavian state. A con-
sequence of its efforts was a Scandinavian orthographic congress,
held in Stockholm in 1864, the purpose of which was to discuss the
ways and means by which a greater approximation of the spelling
of the Scandinavian languages could be brought about, the inten-
tion being to further the community of the Scandinavian literatures,
whose very existence was threatened by the special Norwegian
development. Several of the changes recommended by the cou-
gress have been gradually ecarried through. Others, however,
have not prevailed, and on the whole it may be said that the
“reformatory tendencies at present in vogue in Norway, in the
field of orthography, are based on entirely dissimilar principles,
especially on the national (for instance, being guided by, reference
to the spelling of the «Landsmaal»), the democratic and the peda-
gogic principles. The Norwegian spelling, however, is at present in
a transition stage which approaches the state of anarchy. While
thus Danish words are very commonly written in the Danish man-
ner against the pronunciation, the newly adopted Norwegian words
follow the spelling of the «Landsmaal>. Also as concerns the
punctuation, there is a strife going on between the old rules, which
huve been adopted from the German, and the principle agreeing
more with the custom prevailing in French and English, which
prefers to see in the comma a guide for the reader, rather than
a grammatical mark. - s
1. The so-called Dano-Norwegian — which more correctly
ought to be called Norwego-Danish, as it is not a modified Nor-
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wegian dialect, but a branch of the Danish — although originally
a foreign plant, has, as already indicated, to an essential degree
taken colour from the soil into which it has been transplanted.
Now, at the end of the century, it stands as an independent idiom
at the side of the Danish, from which it is distinguished by the
same characteristics that mark the two nations. Still, it is a matter
of course, that such a young and not very firmly established
language, in which native and foreign tendencies still often
battle for supremacy, and in which the new is fighting the old,
is much more difficult to characterise than those languages in
which an independent civilisation has been wrought out, which
through centuries have been undergoing a continuous development,
in which style and speech bear the full individual impress of the
nation. In this country, the individuality of the different authors
is also very prominent in their diction. Some are conservatively
< correct, others radically progressive; most of them write a very
uneven style, which, in men like BisorNson and Lik, is pregnant
with new possibilities. The best representative of New-Norwegian
classical style is Issex. E

If we cowpare the new Norwegian language with the mother-
tongue, we shall be able to make the observation, that although it
has been under its influence the whole time, it has in many
cuses retained old peculiarities which the mother-tongue has after-
wards given up. As far as our pronunciation is concerned, it
agrees, as mentioned above, in all essential respects with the popular
tongue in contra-distinction to Danish. The hard consonants contri-
bute greatly towards giving our speech a harder sound than the
Danish with its modified sounds. Our accent is more like the
Swedish than the Danish; one characteristic feature is the rising
accent which often makes a foreigner believe our statements to be
queries. Our speech is less melodious than the Swedish; the song
element does not play so prominent a part. The inflection is being
continuously Norwegianised, especially the formation of the plural;
we have thousands of separate Norwegian words and phrases. One
characteristic feature of ours language is the numerous double forms,
of which one, being Danish in its sound, especially belongs to the
literary style and the more select language, and regularly has a
more abstract- signification, while the other, being Norwegian in
its form, belongs to the every-day speech. The word-formation
is most closely related to Danish, although several derivatives have
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been adopted from the popular language. The Dano-Norwegian
syntax shows many points of similarity with the genuine Norwegian
one, and the same is the case with the order of the words in the
sentence. The Norwegian form of the language as written, very
often lacks the grace and trimness of the Danish, the easy jest,
the fine irony, the periphrastic designation. Conversationalists and
artists in letter-writing are rare with us. Simplicity and strength
are the qualities that we value the most. The simple archi-
tecture of the phrase is the one which comes most easy to us.
The influence of the scanty and concise Saga style is noticeable
from the days of PEpeEr Craussox (15645—1614) down to Byornson.
Even to the tenderest emotions we prefer to give a virile ex-
pression. There is in the voices of our best poets & strength
and a ring which may sometimes become declamatory.

Swedish has hardly exerted any influence on the Dano-Nor-
wegian. The fact that this language is nevertheless more closely re-
lated to Swedish than is the Danish, is due to the similarity
between the popular idioms. Swedish, for instance, with reference
to the fulness of the unaccented vowel sounds agrees with our
dialects, while Danish (and Dano-Norwegian) have weakened themn
into a dulltoned ¢. The French influence which is very remark-
able in Swedish, has been very unimportant with us. The flowery
style has maintained itself in Sweden since the days of roman-
ticism, while even our oratory is almost devoid of rhetorical orna-
ment.

8 While the traces of the period of weakness which Nor-
way underwent during her 400 years of union with Denmark, have,
in the course of the century, heen almost effaced, we have in our
regular written language a lasting reminder of the price a country
has to pay for the loss of its independence. By the introduction
of Danish, a wull of separation was erected between town aund
country, from which our political life has not been the least
sufferer. But even this wall is going to fall. Every day a con-
scions und unconscious approximation is going on between the
imported language and the native ome. While the dialects are
being influenced through books and schools, and the «Landsmaal»
is every day adopting Dano-Norwegian words and phrases, other
channels are leading the treasures of the popular language imto the
Dano-Norwegian. The dialects have come to be the eternal and
inexhaustible fountain-head from which Norwegin.n‘ writing and
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apeech draw rejuvenescence and power of growth. The final result
of this mutual influence will, we hope, be a uniform literary lan-
guage with a genuine Norwegian tone. And, as is well known,
we have examples showing that even in the field of language, the
crossing may be something to be desired.
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LITERATURE

CANDINAVTA'® entrance into the historic arena of Europe was
S accompanied by a vigorous development of force: The viking
expeditions not only brought trouble and disturbance to the
shores of -the Baltic und the North Sea: they also occasioned
unrest at home, but this was a fruitful unrest. The sense of their
own power, and the impressions from foreign . culture, awakened
national feeling, und gave life to the creative impulse. In Den-
mark, however, the foreign element at once crossed the boundary-
lines; the kingdom of the Franks reached with its victorious
religion through Saxony up to the borders of that land, and
these gave way before it, Sweden, on the other hand, .was shut
off from the western seas, and reduced to intercourse with the
Slav people of the lands surrounding the Baltie, whose culture
had no fertilising power. By her free and westward-facing posi-
tion, Norway wuas saved for a more independent development of
both the Scandinavian and the foreign cultural elements. At the
same time, the union of the country into one kingdom took place.
But many of the mightier chieftains would not submit to the new
condition of affairs, and in their viking-ships they sailed in search
of new homes. They found it best to seek refuge in the Faroe
Tsles, and in the great, barren island they had just discovered, —
Iceland. Here there gathered a number of haughty west-Norwegian
warriors, and founded a new Norwegian c¢vlony, ia which the
national characteristics throve. Through the Norwegian vikings
on British soil, Christianity came both to the mother-country and
to the colony, at the end of the 10th century The fruitful rest-
lessness of minds, however, had su¢ceeded in preserving the rich
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heathen mythology of the nation, the Asé faith, in imperishable
metrical form. Fixed in heroic stanzas, the changing events of
the age also found a sure way, through the bewildering oral tradi-
tions, down to a generation who had learnt the art of writing in
the monks’ schools.

‘Whereas in Danish and Swedish hands the pen, according to
the custom of the age, would only write Latin, on Norwegian-
Icelandic soil, it was practised from the very first in the use of the
spoken language. It i recorded that in 1117, the Teelandic chiefs at
their Althing (parliament), agreed to have the island’s laws, which
had been made 200 years bcefore, after the pattern of those of‘
the mother-country, the ancient law of the west Norwegian fjord
districts, written i a book. This seems to have given the im-
pulse to the learhed priest, ArE Fropr (died 1148}, to write
down, in his native’ ‘[;orjglle, a critical account of what tradition
related regarding events that had taken place both in Icelandic
families and in the Norwegiun royal house, from the time the
Norwegian kingdom wus founded and the island discovered. From
this firm root. a luxuriant historical literature now rapidly sprang.
Able men set themselves simply and plainly to write down the
tales — wagas — -that had lived their fresh life from generation
to generation, handed down in commemorative verses of un-
changing metre from the time when the events described took
place. Not only did there spring up all over Iceland a number
of individualising repetitions of the chieftain-stories — family
sagas — of the district, but tradition had preserved circumstantial
life-pictures of the famous princes of the mother-country, which
were gradually, by the help of Are Frode's chronology, joined
together into a connected history of the kingdom. The historio-
graphy in,K Sworrr Sturnason's (died 1241) «Heimskringla» and
 STURLA Torneson's (died 1284) .Kongesagaer> (Royal Sagas)
attains a classic perfection both in composition and style. Abbot
KarL JonNssox's fﬁed 1218) Thucydidean account of contemporary
events, with the talented King Sverre as its hero, is also a master
. plece. JIn thé course of time there appeared also a number of
uhhistorical sagas about ancient Norwegian legendary heroes, o
of(fj;e heroes of the Central-European migration. To this last
mentioned kind of saga belongs one about the Gothic king, Theo
doric of Yeroma; it is %oundgd upon the tales of north Germa
sallors, and was written on Norwegian soil. At King Haako
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Haakonson's brilliant court, the work of {ranslating contemporary
romances of chivalry was prosecuted with great zeal (the middle
of the 13th century). At the same period, a Norwegian scholar
wrote, in elegant dialogue form, the remarkable hand-book of
court enstoms, « Konge-speilcts (Speculum regule), which has since
become a gold-mine of knowledge concerning the highly-developed
culture of that period. Even theology was dealt with in the native
tongue, and a large collection of homilies and legends in Old
Norwegian have been preserved. It is significant that, next to
history, it was the study of the national language that was the
science most cultivated. Snorre composed a circumnstantinl mannal
of poetics, the Younger Fdda: he was himself an able skald.
The sagas are thickly sprinkled with «skaldekvad: (skald's lays);
skalds were received as welcome guests at the court of the Nor-
wegian kings. TIn later times, the skalds were almost exclusively
Icelanders. But the oldest poetry in our ancient language
originated to some extent in Norway. It consists of anonymous
songs about the heathen gods, the Ases, and of the heroes
of the oldest viking time, und their loves, and, to no small ex-
tent, of the heroes trom the time of the Germanic migration
(frequently the same personages whose exploits are sung in the
German Nibelungenlied). This primitive Norwegian poetry is
preserved in handwriting (ITcelandic) of the 13th century, and,
through the ignorance of later ages, has received the title of the
Older lidde. The oldest poems in the collection were at any rate
written before the introduction of Christianity, and are remarkable
no less for the metallic ring of the language, than for the genuinely
tragical pathos and deep worldly wisdom of their contents.

In the second half of the 13th century, the original force in
both Norway's and Iceland's national culture culminated. The
intellectual life of Europe made its way in, and took possession
of al minds. It is u remarkable circumstance that just as the
nation, in its most flourishing period, was united, by Iceland's
icining the kingdom, into one political whole (1260), the figsure
opened which was afterwards to separate the Icelanders from their
Norwegian kinsmen; the fellowship in culture ceased, and the once
powerful race pecame two separate nationalities, each going its
own way towards a lengthened decadence. On account of the
country's scattered populdtion, and the absorptiof and extinction
of the national aristocracy, the nation had no longer the power



