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RAILWAYS

CHAPTER I

HISTORICAL SKETCH

TRANSPORT
of person and property is one of the

fundamental needs of Society, and the applica-

tions of steam power to this service by land and sea

form noteworthy steps in human progress. No other

forms of enterprise have contributed more to the com-

fort and well-being of the community, and few have

yielded safer and more satisfactory returns on the outlay

involved. New or modified methods of locomotion are

now being rapidly developed, and it is opportune to

consider the advance so far made, and its probable

future direction.

The evolution of the roadway naturally preceded

that of the motive power. From the earliest times

records exist of the provision of artificial surfaces,

generally of wood or stone, to reduce friction in haul-

age. The increased facility in the production of metals

during the eighteenth century led to the employment
of iron rails for this purpose in several collieries and
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quarries. Simultaneous experiments were in progress

for the construction of steam motors, and in the first

year of the last century a locomotive constructed by
Richard Trevithick was running on the public highway
in Cornwall. Another of the early types of engine

was tried on the Merthyr tramway ;
but considerable

difficulty was found in securing sufficient boiler pressure,

and the device of turning the waste steam into the fire-

box to increase the draught made the initial success in

1813 of the venerable "Puffing Billy," which, after more

than half a century of continuous work in the Cleveland

district, is now passing a meritorious old age among the

national treasures and curiosities at South Kensington.

Its companion in retirement, the better known " Rocket "

of George Stephenson, the winner in the competition

at Rainhill, near Liverpool, in 1829, added to previous

and successive improvements the tubular boiler, and

though continuous development has since taken place,

the 100-ton monsters in occasional use to-day differ

only in detail and not in principle from the roughly

made machine of 4J tons, which early in the last

century hauled a coach at thirty miles an hour, to the

wonder of the assembled representatives of commerce

and science. It speaks well for the ability and con-

scientious work of the pioneers of railway construction,

that until recently it was a common experience on all

the leading lines to have engines in daily use whose

periods of service ranged from a quarter up to half a

century.

The diversity of forms which existed in the early
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years of railways has tended more and more to dis-

appear, as most of the leading companies in this country

now manufacture their own rolling stock, and there is a

manifest advantage in having interchangeable parts.

Inside cylinders are generally in use on the through

lines of the United Kingdom, it being contended that

by this means weight is better concentrated and oscilla-

tion is minimised, while there is less chance of injury to

the moving mechanism. There is certainly some objec-

tion involved in the complication of the driving axles,

and the comparative inaccessibility of the valves and

cylinders for purposes of repair. Outside cylinders are

practically universal on American lines. The bogie

truck is now in general use for the leading wheels on

both sides of the Atlantic. Single driving wheels were

formerly employed by some companies, but are now

mostly superseded in consequence of the growing de-

mand for increased hauling power, and coupled wheels

are generally used in the passenger service. For goods

trains the six-coupled engine is mostly employed.

In this country the boiler is carried on a stiff plate-

frame, while the comparatively cheaper form in use in

the United States has the mechanism attached direct

to the boiler by a bar-frame, which is thought here to

throw too much strain on that structure. In the at-

tempt to get more boiler power in English engines, use

has been made in a few cases of water-tubes, but the

difficulty in preventing leakage has prevented their

wide adoption. The use of "compound" engines has

also not made much progress, though a saving of from
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10 to 15 per cent, in fuel is claimed by their adherents.

The complication of parts is one of the chief objections

to the system. Some of the companies have made

experiments in the use of oil fuel, and a reduction

of working cost and of wear and tear seemed to be

promised. Extensive adoption of the system either

for locomotives or steam vessels would, however, prob-

ably be followed by such an advance in the prime cost

of the crude material best fitted for burning that the

use of the fuel is checked.

It would certainly seem that the evolution of the

steam locomotive has reached a point at which much

further progress can hardly be looked for, especially

having regard to the limitations as to height and

weight imposed by the existing headway and other

dimensions of the road-beds in the United Kingdom.
In view of the constant demand for heavier and more

powerful machines, there is some ground for regret that

the final issue of the "battle of gauges" was the ex-

tinction of the 7-feet width of rails adopted by the

Great Western Railway, which finally disappeared in

1892, leaving all the English and Scottish lines of the

standard width of 4 feet 8J inches, the arbitrary space

between ordinary cart-wheels on the inception of rail-

ways. This gauge is now of wide distribution. In

Ireland 5 feet 2 inches was adopted and maintained,

and in India 5 feet 6 inches is the standard
;
while in

all parts of the world narrow-gauge lines, ranging from

two feet to a metre and upwards, are to be found.

With regard to other rolling stock, the tendency since
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the opening of the first line of railway has been towards

the gradual improvement of the accommodation offered

to passengers, every addition to the facilities and com-

forts offered being followed by a notable increase of

patronage. Three classes of carriage have always existed

on the majority of the railways in this country, but the

great capacity for development of third-class travel was

not at first recognised. Credit must be given to the

Midland Railway for some portion of the progress

made in catering for the wants of the majority. Follow-

ing on the extension of their line to a London terminus,

the directors in 1872 adopted the policy of attaching

third-class carriages to all the trains, express as well

as ordinary. A number of Pullman cars were about

the same time imported from the United States, and

this making in effect four classes of vehicles, it was

resolved in 1875 to discontinue the use of second-class

travel. The example thus set has not been generally

followed, but the North British Railway, forming the

Midland connection in Scotland, after a considerable

interval abolished that class, and the other Scottish lines

subsequently did the same. The North Eastern and

Great Central and the Great Northern for through travel

run no second-class carriages, but most other companies

profess themselves satisfied with the revenues derived

from an intermediate class, especially where the fares

have been lowered so as to induce even thrifty pas-

sengers to pay a slight increase over the third-class

fare in order to secure somewhat more select fellow-

travellers. Meantime the fittings and conveniences of
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all classes have been improved ; dining and lavatory

accommodation is supplied on most long-distance

trains
;
the corridor system being in some respects an

improvement on the Pullman and Wagner coaches in

use on the other side of the Atlantic, while less cum-

bersome and expensive to haul. It must be remem-

bered, however, in making comparison with foreign

rolling stock, that most of the travel in this country

is necessarily for short distances, and for the service

required no comparison need be feared by most of the

British companies. The ordinary fares in the United

States cover only one class, but extra charges are made

by the outside organisations which provide the superior

accommodation, the railway companies only doing the

haulage. Inferior vehicles for immigrants and negroes

form in effect a third class on the other side of the

Atlantic.

The first railways were laid out with the idea of the

rolling stock being supplied by travellers and freighters,

and the ownership of a considerable number of goods
and mineral waggons is still vested in the customers

of the railways, a fact which constitutes an obstacle

to some desired reforms in the conduct of freight

traffic.

With reference to the construction of the road-bed,

the work in this country, carried out under strict

Government supervision, is doubtless of a solidity and

permanence hardly equalled elsewhere in the world.

The careful fencing of the property, the provision of

over and under bridges, and the extent of station and
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terminal accommodation in crowded cities, justifies to a

large extent the excessive cost as compared with most

foreign systems. There has been considerable change

in the form of the "
permanent way

"
since the laying of

the first railways, the size of the rails necessarily grow-

ing with the increased weight of the rolling stock and

freightage. On the original Stockton and Darlington

line the wrought-iron rails weighed 28 lbs. to the yard.

The cheapening of steel by the use of the Bessemer

process has caused its universal adoption for rails, and

the usual weight now ranges from 80 lbs. to as much as

100 lbs. to the yard. In British railway practice the rails

are fastened to wrought-iron chairs, held by wooden

wedges, and the chairs are spiked on to transverse

wooden sleepers. In the case of American and colonial

railways, where timber was originally cheaper, the

sleepers or "
ties

**

were, and are still, laid down at closer

intervals, and the rails are spiked directly on to them

without the intervention of chairs. The joints are made

by
"
fish plates," bolted on each side of the rails, the

expansion and contraction of which, under the influence

of the weather, is allowed for by means of oblong or

elliptical bolt-holes. Wooden sleepers on gravel ballast

are found to give the requisite elasticity, and are now of

almost universal use, though cast iron has been some-

times employed to obviate the ravages of insects in

tropical countries.

The construction and ownership of railways in this

country, though closely supervised by Government

regulations, has always been left to private enterprise,
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and as this was the birthplace of steam locomotion,

large initial cost was incurred, which has been avoided

or reduced by communities profiting by our experience.

To overcome national and local prejudice heavy outlays

were involved, land and other properties had to be

acquired on exorbitant terms, and the various systems

were laid out without any fixed plan for providing for

the needs of traffic. That the public on the whole has

been so well served, and that the results to investors

have been generally so satisfactory is, under the circum-

stances, a matter for congratulation. The work was

certainly more rapidly, if not more systematically,

carried out than if initiation and construction had been

left to any public body. The Act of Parliament for the

construction of the Stockton and Darlington Railway,

the first line used for passenger traffic, was passed in

1 82 1, and the railway was opened on September 27th,

1825. It is on record that the first train arrived at

Darlington, a distance of 8f miles, in 65 minutes.

The subsequent improvement of the locomotive

already referred to gave a great impetus to railway

promotion and construction. The Liverpool and Man-

chester Railway, upon which the " Rocket " made its

debut, was opened for traffic in 1830, and in 1838 the

route between London and Birmingham was com-

pleted. Railway promotion followed thick and fast,

culminating in the "Railway Mania" of 1845 and the

accompanying financial collapse. In that year there

were lodged no fewer than 1263 Bills, representing a

capital of 563 millions sterling, and involving, under
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the then existing regulation, a deposit of actual cash

amounting to 59 millions.

The publication of these figures created alarm. A
panic ensued, and the stocks of existing railways were

greatly depreciated for a time, while the premiums

quoted on embryo projects disappeared. Of the total

projects of that notable year only 120 survived the

ordeal of Parliament, which, however, in itself repre-

sented a good session's work. Out of the chaos then

ruling order was gradually evolved, and the main

systems of the country assumed the positions since

occupied with comparatively little recent modification.

Parliament has in effect sanctioned the business-like

and equitable system of allocating certain districts or

lines of route to each separate corporation, and has

been indisposed to sanction harmful or unnecessary

competition. Each company has had to satisfy com-

petent authorities both of the public need for the rail-

way proposed and of the probability of its earning

adequate dividends and interest on the capital involved.

Recent practice has also included demands for proof

of the financial capacity of the promoters.

Subject to these reasonable requirements, there has

been practically Free Trade in railways in this country,

though the price paid in parliamentary costs for the

Government supervision has doubtless been exorbi-

tantly high. It may fairly be said that the two countries

in which railway development has been most rapid and

most beneficial Great Britain and the United States

were those in which Government initiation and regula-

tion have been least in evidence.
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The principle of State ownership of railways is, how-

ever, not wanting in adherents in all parts of the world,

and in many of our own colonies and dependencies it

has been widely adopted. In a new community, want-

ing in accumulated local resources, there is an obvious

advantage in pledging the collective credit to raise

capital for the provision of acknowledged requirements,

and there is something to be said in favour of retaining

in the hands of public authorities the administration of

works of public necessity and securing the profits for

the public advantage.

The danger of placing the control of so important a

service in the hands of a monopoly would appear to be

a cogent argument against private ownership, but in

practice fears of excessive rates and inadequate accom-

modation as accompaniments of corporate enterprise

are found to be unjustified. The elements of competi-

tion and the incitements of individual or corporate gain

have been usually found sufficient to provide all requi-

site facilities for the public convenience and comfort.

On the other hand, Government management has in-

variably been lacking in initiative, whether in providing

the railway accommodation or working it to the best

advantage, while political or party considerations are

often found to override the main question involved, viz.

the provision of the fullest facilities for travel and trans-

port consistent with the earning of an adequate profit

on the capital invested.

The enormous increase of patronage involved in the

working of railways as a State Department, there being
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in this country over half a million railway employees, is

an evil not readily to be guarded against. The success

attending the operations of such departments as the

Post Office is often instanced as proving the possibility

of efficient administration of railways by the State ;
but

the postal service is a simple matter compared with the

establishment and working of a large trunk railway, in

which constant change and progress is required to meet

growing public requirements, while Government manage-
ment is notoriously afflicted by

" red tape
" and bound by

precedents.

The first railway in France was opened within three

years of the construction of the pioneer British line, and

British capital and methods were at first extensively

employed. Subsequently, in 1842, attempts were suc-

cessfully made to systematise the provision of railway

accommodation. The country was partitioned out

amongst six great companies, and it was arranged

that the cost of construction should be borne in part by
the general Government, in part by the districts through

which the roads passed, and in part by the companies

operating them. Changes of Government and financial

difficulties have modified these arrangements from time

to time
;
but the effect has been that the State at the

present moment owns about one-third of the capital,

and towards the middle of the present century will

become the absolute proprietors of the various French

systems.

Railway construction in Germany was commenced

some ten years later than in this country, and about
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ninety per cent, of the mileage is now owned by the

Government. The lines were well and cheaply con-

structed, and form a valuable national asset, but

political and military considerations bulk largely in

their operation, and the convenience of the public is

fixed on a lower standard than that to which we are

accustomed.

Of the Austrian railways a portion is owned by the

Government, and the concessions for the remainder

expire within limited periods.

The Hungarian railways are owned entirely by the

State, and a striking feature in their operation has been

the introduction of the Zone system of passenger fares,

under which each station, taken as a point of departure,

is considered as the centre of certain zones, which

increase in a regular ratio. Passenger rates are fixed

not per mile, but at so much per zone. The result of

the system is to encourage long-distance travel, the

effect being a constantly diminishing rate per mile in

proportion to the distance traversed. The system has

been extended to goods transport, but the experience of

a dozen years' working has not been such as to lead to

its adoption elsewhere.

Italy has tried numerous experiments in private and

State ownership of railways, the changes arising out of

political and financial exigencies. In 1885 the three

chief systems were taken over by private companies
from the Government under lease, the companies pur-

chasing the rolling stock and equipment from the State

in consideration of annual subventions.
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Spanish and Portuguese railways are owned and

operated by private companies, while the lines in

Belgium are mainly the property of the State.

In Russia the Government owns and operates about

one-half of the railways, and the private companies
concerned have in most cases received aid from the

State by way of subsidy and guarantee. The vast

Trans-Siberian line, it is needless to say, is entirely a

Government undertaking.

The minor States of Europe mostly favour the

principle of State ownership of railways, either present

or prospective, on the termination of concessions.

The exceptional circumstances of railway operations

in India have doubtless rendered the principle of State

ownership and control more especially applicable.

Military and political considerations have had much to

do with the planning, construction, and operations of

the various lines
;
but it is safe to say that the systems

would not have attained their present dimensions and

importance if dependent on Government initiation.

Private companies were formed with a State guarantee

of interest and options to the Government to purchase

which are being from time to time exercised. To the

older companies the guarantee of interest was given for

ninety-nine years, the guarantee being only liable to

deduction in case the gross receipts fell short of the

working expenses. It was provided that if the net

receipts of any company exceeded the amount due to it

for guaranteed interest in any half-year, one-half of the

surplus should be paid to the company and the other
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half to the Government, in repayment of advances of

interest previously made, and if such advances and

interest should have been entirely repaid, the company
would be entitled to the whole of the surplus profits.

Under the powers of purchase the Government, within

six months after the expiration of the twenty-fifth or

fiftieth year from the date of contract, could give notice

of its intention to purchase a line and either pay a sum

equivalent to the value of all the share capital, calculated

on the mean market value of the preceding three years,

or pay an equivalent annuity for the residue of the term

of ninety-nine years. Under these agreements the

East Indian line was taken over in 1879, the Eastern

Bengal in 1884, the Scinde, Punjaub, and Delhi in 1885,

the Oude and Rohilkund in 1888, the South Indian in

1890, and the Great Indian Peninsula in 1900. An-

nuities were issued for the purchase of all these properties

except for the Oude and South Indian systems, which

were acquired by a cash payment. The powers to

purchase the Bombay and Baroda and Madras lines

mature in 1905 and 1907 respectively.

Various arrangements have been made for the pro-

vision of sinking funds with the several annuities, which

need not be here specified. Taken on the whole, despite

the drawback connected with the depreciation of the

silver rupee and the loss in providing for the payment
of interest charges in sterling, the Indian railways have

proved very satisfactory investments both for the

Government, the shareholders, and the public served.

The inherent disadvantages of State control must, how-
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ever, be recognised, and on this point the report of Mr.

Thomas Robertson, the special commissioner appointed

by Lord Curzon to inquire into the working and ad-

ministration of Indian railways, is worth careful attention.

The report is a valuable work of reference on railway

problems generally, whether or not it leads to that
" root

and branch "
reform of the Indian railway system which

is recommended.

It shows that at the close of the year 1902 there were

25,936 miles of railway open for traffic in India, of which

17,754 miles were operated by companies, 2,184 by
Native States, and 5,998 by the Indian Government,

making a total of thirty-three separate railway ad-

ministrations. Broadly speaking, however, the lines

may be divided into two main groups viz. those for

which the Government has full financial responsibility

(20,474 miles), and those which are financed by com-

panies or Native States without assistance from the

Government other than free land (5,462 miles). Over

the latter class the control of the Government is little

greater than over the railways of the United Kingdom ;

but the former, which constitute more than three-fifths

of the whole, are worked either as State railways or by

companies under contract. The State lines are each

worked through a manager, to whom the Government

gives extensive powers and pays a fixed salary, which in

no way depends upon results. The State authorities,

however, consider it sufficient to exercise only a general

control over him through their directors of railway traffic

and construction, and they leave him, within the powers
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assigned to him, to manage the railway in the best

interests of the public and the country. The contract

lines, on the other hand, are each worked through a

company in London, which is paid by results. The

company from amongst its members appoints a board

of directors to administer its afiairs, and the board

appoints an agent to represent the company in India

and work the line. But, as Mr. Robertson points out,

while the Government give one of their agents namely,

the manager extensive powers, and exercise only a

general control over him, they allow the other agent

namely, the board of directors no power whatever,

and exercise the most minute control over its operations.

After giving the fullest consideration to all the circum-

stances, Mr. Robertson has arrived at the conclusion

that it should not be necessary to exercise a greater

degree of control over the company-worked lines than is

now exercised over the State-worked railways; and

that, while it is essential that the Government should

retain full power of control, the exercise of that power
in the form which it now takes is both wasteful and

harmful. The only logical alternative, in his opinion, is

to do away altogether with the contracting companies,

and to work the whole system, for which the Govern-

ment has financial responsibility, as State railways.

Mr. Robertson is clear that the two systems should not

both be in operation. In his opinion, the Government

should either work all the railways as State railways or

lease them all to companies to work. The latter, he

thinks, would on the whole be the better course.
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He proposes the creation of a small board, composed
of specially qualified railway men, who should be left

entirely free to administer the railways, subject to the

control of the Governor-General in Council. He would

place his Indian railway board under the presidency of

a chief commissioner, who should have a thoroughly

practical commercial knowledge of railway working,

assisted by two other commissioners, who should be

men of high railway standing, and should have a

similar training to that of the president. This is the

system which obtains in several Australian colonies,

with this difference, that the Indian board would, under

Mr. Robertson's scheme, leave the details of administra-

tion and working to the managers of the various lines,

and would confine their control to the broader principles

of railway management. In fact, his complete scheme

is that all the lines controlled by the Government should

be leased to working companies, the directors and

officers of which should be supervised by the proposed
new railway board. The board would further be the

tribunal for deciding as to the construction of new

lines. With reference to further development, he pro-

poses the creation of a railway fund, similar to that

provided for by the Light Railways Acts in Ireland,

to be applied in providing improvements on State rail-

ways, and towards the construction of new lines.
" In

Ireland," he says, "the Light Railway Act proved of

the greatest benefit to the country, and I feel confident

that if a similar arrangement could be introduced in

India, and the railway board given a free hand within

c



18 RAILWAYS

such conditions as Government may consider necessary

to lay down, a great impetus would be given to railway

construction in India, and the Government would rarely

be required to provide any more capital than the original

contribution. On the contrary, I am satisfied that the

railway board, as soon as they got into full working

order, would always have a handsome balance to hand

over to the country at the close of the year."

In the matter of working, Mr. Robertson's recom-

mendations are summarised as "cheaper fares, more

comfortable, expeditious, and safer travelling, better

train service, speedier transit for goods traffic, and lower

rates for its conveyance." He also recommends the

adoption of the 4 feet 8J inches gauge as the standard

for India in place of the mixed 5 feet 6 inches and

metre gauges now existent. The introduction of such

a change, sweeping as it sounds, would, in his opinion,

be quite practicable, if it were slowly worked up and

prepared.

The construction of railways in the Australian

colonies as private enterprises was not a success, and

finally the separate Colonial Governments undertook

the work. The operation of the lines, when opened, was

not at first satisfactory, either from a financial or a

public point of view, and commissioners were appointed

to formulate regulations for the management of the

properties. Difficulty has arisen from the fact of the

competing, and at times conflicting, interests and

policies of the different Governments, and neither in

the planning of the various systems, nor in their united
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operations, have the best results been obtained. The

special evils of State ownership have been made

apparent from time to time, and labour troubles have

been acute. The railway wage-earners, being voters,

have means of exercising pressure on the administration

to the disadvantage of the public service. It may be

hoped that the federation of the five different colonies

may remove some of the difficulties hitherto attending

railway operations in Australia, which are instanced by
the fact that no less than four different gauges exist on

the continent, viz. 5 feet 3 inches, 4 feet 8J inches,

3 feet 6 inches, and 2 feet 6 inches. Most of the

private lines, which aggregate rather over 1,000 miles in

length, are owned by mining and other companies, and

are used chiefly in connection with their own industries.

Some of the tramway services in New South Wales and

West Australia are owned and operated by the Govern-

ment.

Railways in South Africa are also owned and operated

by the State. The lines which form the main routes

have given good results, both for the finances and the

general development of the colony. The taking over

of the Transvaal and the Orange State opens a new era

for railway development in the country, and some much-

needed links in the chain of communication will doubt-

less at once be provided. With the increased business

which may be looked for, it is doubtless to be regretted

that the existing lines are on the exceptionally narrow

gauge of 3 feet 6 inches, which, though suitable for

pioneer projects, restricts considerably the accommo-



20 RAILWAYS

dation possible for passengers and goods, and would

render the Cape-to-Cairo route, if and when completed,

less attractive to tourists of the more luxurious class.

The railways of Egypt form a State department.

Suggestions have been made from time to time to hand

over the administration to a private company, from

which, doubtless, better financial results might be

obtained, as the lines would be run on more strictly

commercial principles. As Lord Cromer, however, has

recently pointed out, in order that the private-enterprise

system should work efficiently, so far as the general

public is concerned, there should be at all events a

possibility of competition, and practically there is no

possibility of other railways competing with those

which already exist in Egypt. The only possible com-

petition is the river and canal traffic. But the present

system of so-called public ownership is really a divided

one, and it has the disadvantage, as Lord Cromer him-

self admits, of making the raising of capital difficult.

This can only be owing to international jealousies. If

the railways were in private hands, the money could be

raised easily enough, with every prospect of added

railway mileage and added prosperity. The extension

to Khartoum, first laid out for military purposes, and

the construction of light agricultural lines, point to

further development of the Egyptian system.

Canada and the United States both afford instances

of the advantages and drawbacks of practically un-

limited freedom in railway enterprise. The Grand

Trunk Railway, launched under very influential London
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auspices, laboured under the disadvantage of extrava-

gant methods of construction, and during the slow-

development of the line in a sparsely populated country

a wasteful system of paying unearned interest in paper

capital was adopted, from the evil effects of which the

line is still suffering. The growth of the Dominion

in recent years has brought a considerable measure of

prosperity, both to this line and to the Canadian Pacific

Railway, an undertaking formed with liberal Government

assistance by way of land grants.

The rapid settlement of the North Western Territories,

in view of the fertility of its wheat belt, and the develop-

ment of the mineral resources of British Columbia have

so far established the resources and credit of the Com-

pany that it has become one of the most powerful

corporations in the world, with a transcontinental route

and fleets on both the Atlantic and Pacific Oceans.

The Canadian Government lines in the eastern

provinces have been rather political undertakings than

commercial ventures, and have hitherto been unprofit-

able as investments
;
but there would seem to be ample

prospects for the successful working of a second, or even

a third, transcontinental line in Canadian territory.

Railroad enterprise in the United States has had a

very chequered history, and the experience of British

investors in this field has been by no means uniformly

satisfactory. State and Federal legislation have alike

been favourable, and even indulgent, towards the con-

struction of railways. The locomotive has been the

pioneer in opening up new territories, and the iron way



22 RAILWAYS

has frequently preceded ordinary roads. The average

cost of construction has thus been exceptionally low,

and the success which has attended the operations of

many of the lines may be readily explained by the fact

that towns have grown up on the lines of communica-

tion. Population and industry have followed instead of

preceding them, as in the case of older settled countries.

By far the largest development of railway construction

in proportion to population has taken place on the

other side of the Atlantic, and the working of railways

in all parts of the world owes much to the inventive

genius of Americans.

The rate of progress has not, however, been without

its corresponding drawbacks. Construction has not

been hampered by undue legislative restriction
; but,

on the other hand, the interests and safety of the public

have often been jeopardised by want of adequate super-

vision of details. The initial work has frequently been

such as to necessitate practical reconstruction, as traffic

has grown. Traversing, for instance, the streets of a

town and the permission of level crossings do not make

for the safety either of passengers or of the general

public. The general use at one time of timber trestle

work to avoid the construction of solid embankments is

another instance in which work has been left for a

succeeding generation of shareholders to provide for.

Financial methods were in many cases equally de-

fective. No limit is placed in many States to the piling

up of bonded debt on railways, which in some notorious

cases were built entirely by borrowed money, while the
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share capital was practically given away. The mortgage

powers granted over American railroad properties led

to an immense proportion of bankruptcies, and during

the last quarter of a century no less than six hundred

separate companies, representing 1 10,000 miles of line,

and with capital aggregating $6,500,000,000, have passed

through the ordeal of receivership and reorganisation.

It is somewhat difficult, in the face of these facts, and of

the enormous losses suffered in the past by British

investors in American railroads, through
"
assessment,"

"scaling down," and "wiping out," to understand the

indiscriminate recommendations made as to the adoption

in this country of transatlantic methods of finance and

administration.

The rapid development of Argentina has been largely

due to railway construction, and this country has formed

one of the most profitable fields for British enterprise.

The immense plains which constitute the greater part of

the country favour cheap construction and easy haulage,

and settlement and prosperity have mostly followed the

lines. The Government has wisely given every facility

to the foreign capitalist, and in spite of occasional

checks from climatic or political causes, the return on

the money invested has been unusually satisfactory.

The history of Mexican railways may be divided into

two eras. The first line built, from the port of Vera

Cruz to the capital, was a British enterprise, and the

route was subsequently duplicated by the Interoceanic

Company. An American invasion from the north

followed, the Mexican Central and the Mexican National
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forming lines of communication with the railroad systems

of the United States. All the systems have been subject

to the drawbacks attending operations in a somewhat

sparsely settled district, with a depreciated silver cur-

rency added to the financial difficulties. The acquisition

by the Mexican Government of large interests both in

the Mexican National and Interoceanic systems marks

a new chapter in the history of the railways of the

Republic, and important developments may result.



CHAPTER II

RAILWAYS AND THE PUBLIC

RAILWAY RATES AND CHARGES

" \ T THEN the first railway Bills were passed, and the

VV present system of railway legislation was gradually

acquiring shape, the ordinary traffic of the country was con-

ducted upon the roads and canals, and the new system offered

to the country the option of an improved mode of transit,

which was naturally accepted in the terms in which it was

offered. Nor can it be doubted that railways were expected

to be in practice what they are in contemplation of law, new

highways freely open to the public to pass with engines and

carriages at their own discretion."

This extract from the report of a Parliamentary

Committee of 1853 clearly defines the position which

the pioneers of railways expected these undertakings to

occupy in the general scheme of transport facilities of

the country. Railways were to be improved roads, for

the use of which the public were to pay tolls. In the

natural order of events, however, railways have gradu-

ally become the only mode by which the greatest part

of the internal communication of this country can be

conducted, while considerations of public safety, and

other circumstances, have placed their management and

25
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use exclusively in the control of the companies owning
them. Substantial reminders of the original idea are,

however, to be seen in the large number of waggons

belonging to private owners used in the coal industry.

The original scheme, therefore, was that railways

should be limited in their tolls (using that term strictly),

but that the charges for conveyance, whether paid by
the public to railway companies or to the carrying

firms, should be something beyond the tolls in order to

cover carriers' services, risks, and profit the amount of

these charges being governed, not by any special enact-

ment, but by competition between the railway companies
and the carrying firms which used the railways.

As railways increased and the great systems began
to grow up by amalgamation, a further limitation upon

charges was imposed, and from about the year 1845

each Act prescribed a scale (calculated at per ton per

mile) of maximum charges for conveyance. The scale

was generally somewhat below the sum of the tolls

chargeable under the earlier Acts for the use of the

railway, for locomotive power, and for the use of

waggons combined. To these maximum rates some

of the companies were permitted to add a terminal

charge for the services other than conveyance on the

railway. This form of toll and maximum rate clauses

has been followed from 1845 to the present time, with

few amendments or variations.

In passing from the early primitive to the present

more practical system, great advantages have on balance

been attained, but some sacrifice was necessary of the
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freedom with which individuals were able to exercise

their choice of route, and to select the means of loco-

motion they employed. It has, indeed, been well said

that "the early law of carriage by railway proceeded

upon an anticipation of facts which experience has

almost entirely reversed." It is not surprising, there-

fore, that in the early days the view was taken that

legislative control of the regulations or charges of a

railway company was to be deprecated as being in

restraint of its rights as a trader, and an undue inter-

ference with the sanctity of contract. But whilst

the judges deprecated parliamentary interference, they

were in constant conflict as to the interpretation of

the law applicable to these undertakings ;
and the last

edition of Boyle and Waghorn gives an instructive

account of some of the widely divergent views held by

high authorities as to the position of railways in regard

to their duties to the public.

Of late years, however, the principles of the law

have steadily receded in importance, and the courts

have been mainly concerned with the merits and facts

of the cases before them, while the appointment of a

special tribunal to deal solely with questions of trans-

port by railway and canal, and with wide discretion

in certain directions, has introduced an entirely new

element into the legal history of railway enterprise in

this country.

As in most other British institutions, science has had

little to do with the evolution of the rates actually charged

as distinct from maxima upon British railways.
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Beautiful theories of equal mileage rates, a classification

based on cost of transport, etc., have at various times

been expounded, but the broad lines on which the

actual tariffs of British railway companies have been

regulated have been to ask of merchandise all it can

justly be called upon to pay. It has been the aim of

railway companies to make the rates conform to the

requirements of trade, or in other words, "to charge

what the traffic will fairly bear." Obviously the views

of trader and carrier on such a point must often differ

substantially, but in the long run reasonable figures in

their mutual interests are ultimately fixed, railway

officials being fully alive to the fact that the pros-

perity of their companies is closely associated with

the prosperity of the industries they serve. They, in

short, endeavour to suit their charges to the capacity

of the traders, thus carrying out the intention of the

Railways Clauses Consolidation Act of 1845, by which

they are required
"
to accommodate them (the rates) to

the circumstances of the traffic."

Before proceeding further, it will be well to trace

roughly the origin and growth of a classification for

the transport of goods in this country. Prior to the

railway epoch, as is well known, goods were conveyed

chiefly by canal, and for charging purposes a rude

classification was adopted, which was taken as a guide

in framing the classifications which appeared in the

earlier Railway Acts. A Canal Act of a century ago

provides that coal, stone, timber, corn, grain, malt, meal,

flour, and other goods, wares, merchandise, and com-
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modities whatsoever, shall be subject to a charge at the

rate of \\d. per ton per mile. Dung, soil, ashes, marl,

and other manures at half the above rate. In this

elementary classification there are only twelve enumera-

ted articles. In the original Railway Acts there are from

forty to sixty, divided into five or six groups. But

with the expansion of trade, the growth of manufactures,

and the application of science, new products came fast

into the field, and the primitive classifications which

sufficed for canals and the early railway days were

found inadequate for the growing demands of commerce.

The railway companies, recognising this difficulty, in

1847 framed a classification to govern through traffic,

and enumerated and classified 326 articles. In 1852

the number had grown to 700, and in the year 1890 to

4,000 entries, or, leaving out duplications, to about 2,500

separate articles. The latter classification was taken as

the basis for that deposited with the Board of Trade, in

compliance with the Act of 1888, but the number of

articles was reduced by the omission of qualifying words

such as
"
common,"

"
in the rough,"

"
old,"

" un-

finished," etc. and by the expunging of duplicate

entries of compound words, to a total of about 1,400

articles.

Parliament, having authorised every railway built in

this country, and granted the special privileges each

enjoys, has naturally kept careful watch that the com-

panies should not take unfair advantage of the public.

With the national industries developing by "leaps and

bounds," the conditions of railway working and charging
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have at various periods required full investigation, and

it may be safely said that no trade has been so amply and

frequently inquired into by parliamentary committees

as the great transport business of the country, and it

must also be freely admitted that few industries could

have emerged from these ordeals with more credit.

The inquiries were often demanded on grounds of

complaint, which on investigation were found to be

based on misunderstanding of the powers of the com-

panies, or what they could be reasonably asked to

perform. Nevertheless, these inquiries produced advan-

tages for the public and checked unfair use of the powers
and privileges possessed by the companies, and the

reports of the various committees form a valuable re-

cord of the progress of our railways from their very early

times down to to-day.

Space will not permit of detailed reference to these

parliamentary reports, which cover most departments of

railway working, but special reference must be made to

that of the Committee of 1872, as the Act of the follow-

ing year, based on its recommendations, constituted the

Railway and Canal Commission, with the view to giving

traders a specially qualified tribunal to hear their com-

plaints against railway companies. In 188 1-2, the

year before the expiration of the second term of the

1873 Railway Commissioners, another House of

Commons Committee inquired into the working of

this tribunal and as to the then existing relations

between the traders and the companies.

This inquiry proved to be a very wide and exhaustive
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one. Various recommendations were made, amongst
others that the Railway and Canal Commission should

be made permanent, which was done by the Act of the

following year, notwithstanding the comparatively few

cases that had been brought before it.
"
Its utility is,"

the Committee claimed,
" not to be measured solely by

the instances in which it has been called upon to hear

and determine, but also by the deterrent and controlling

influence of its existence."

This Court consists of two Commissioners appointed

by the President of the Board of Trade, and three

ex-officio Commissioners judges of the Superior Courts,

one nominated for England, one for Scotland, and one

for Ireland by the Lord Chancellor, the Lord President

of the Court of Session, and the Lord Chancellor of

Ireland, respectively. The working of this tribunal has

on the whole given general satisfaction both to the

traders and the railway authorities. It may be added

that the 188 1-2 Committee expressly stated that "on

the whole of the evidence they acquit the railway

companies of any great dereliction of duty to the

public."

THE RAILWAY AND CANAL TRAFFIC ACT, 1888

It has been stated above that the railway industry

has been subject to many inquiries before committees

whose recommendations have generally formed the

basis of legislation. To deal with the whole of these

inquiries adequately would require more space than is

available in a work of this scope, and it must suffice to
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refer broadly to the recent legislation which governs the

principal sections of the railway companies' present

powers, and more especially their powers in regard to

the rates charged for the goods and minerals conveyed,
and also to indicate the protection given to the public

against unfair charges.

The Act of 1888 provided that "every railway com-

pany shall submit to the Board of Trade a revised

classification of merchandise traffic and a revised

schedule of maximum rates and charges applicable

thereto proposed to be charged by such railway com-

pany, and shall fully state in such classification and

schedule the nature and amounts of all terminal

charges proposed to be authorised in respect of each

class of traffic, and the circumstances under which such

terminal charges are proposed to be made."

Accordingly, on the 9th February, 1889, the railway

companies of the United Kingdom lodged with the

Board of Trade a revised classification of merchandise

and schedule of maximum rates, which they proposed
to adopt. The work was one of colossal magnitude,

and few persons had any idea of the amount of labour

cast upon the officials of the railway companies in

complying with this order. At the date of the inquiry

there were in this country at least 18,000 railway

stations, and there were 40,000 pairs of these stations

between which business was actually transacted, which

came under the supervision of the Clearing House, and

the settlement of the receipts from which gave employ-
ment to an army of clerks and other officials connected
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with the Clearing House. Sir Richard Moon at one

time stated that in the case of the London and North

Western alone the number of rates between stations on

that line was over 20,000,000. The companies' rates

were authorised under very many different Acts of

Parliament
;

the widest possible divergence existing

among them, both as to the classification and the rates

to be charged. All the Acts under which railways had

been constructed specified articles of merchandise and

minerals to be carried at certain rates, according to the

classes to which they were allocated, and the classifica-

tion and the rates differed in many instances widely

It had been the desire of the railway companies
even in a greater degree than that of the traders

and the public to simplify and make consistent the

classification, and reduce as far as possible the number

of differences in the rates which they were authorised

to charge. The efforts made in this direction caused

the working classification, as agreed by the railway

companies, to include some thousands of articles,

grouped and ranged under five distinct classes, de-

noted by figures 1 to 5, and two others known as " M "

and "S" the former including "minerals," and the

latter such goods as generally pass from "station to

station only," in large quantities, such as grain. Some
idea of the very miscellaneous descriptions of articles

carried by railway may be formed from the fact that

there were more than 200 items grouped as "
explosives

and other dangerous goods," and under the head of

" hardware " there were nearly as many, such as "
nut-

D
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crackers," "dust-pans," "coffin-furniture" and "fire-

guards,"
" hand-cuffs

" and "
Jew's-harps,"

" corkscrews
"

and "sardine-tin-openers," "sugar-nippers" and " warm-

ing-pans."

Between the different stations the number of separ-

ate rates could only be represented by such utterly

unrealisable figures as one is accustomed to see in

astronomical calculations. A writer in one of the

American journals, when discussing the possibility of

adopting in that country the system of the Railway

Clearing House of Great Britain, made the following

very interesting calculation :

"Assuming that there is a station on this 50,000 miles to

each 8 miles of road, there would be 6,250 stations. To
make one rate between all stations would require (6,250 multi-

plied by 3,125) 19,531,250 rates for each class of freight. In

the western classification there are twenty different classes.

Now multiply 19,531,250 rates to each class by twenty, the

number of classes, and the grand total of 390,625,000 separate
rates is the enormous result. Imagine a board of fifty presi-

dents or fifty general managers sitting round a table and

guessing out unanimously and writing down 390,625,000

separate and distinct rates. If they guessed out one rate

a minute, which is good guessing, in one year, working ten

hours per day, including Sundays and holidays, they would

have guessed 218,400, and at the same pace, in 1,799 years

they would have completed their first tariff."

The work of re-classification was not new to our

railway companies. Railway officials had for years

endeavoured to simplify these matters, and educe some-

thing like order out of the existing chaos, produced, be
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it remembered, not by the action of the railway com-

panies, but by a Legislature which undertook the task

of deciding upon the terms and conditions under which

the railway companies were to conduct their business as

common carriers. In 1885 the railway companies did,

at the cost of much time, trouble, and expense, prepare

amended classifications, and embodied them in bills

which they presented to Parliament, but which Parlia-

ment declined to read or wade through a second time.

The Railway Clearing House classification, in force

prior to 1888, contained the names of 2,753 distinct

articles. The new classification, lodged with the Board

of Trade under the Act of 1888, was based upon this

Clearing House system, but with some very important

simplifications. Thus "oils," which occupied two

columns and included some fifty different descriptions,

were reduced to two lines. Among other changes,

"live rats in cages" disappeared, and pimento and

ketchup were no longer distinguished from other spices

and sauces. Among other names missed by etymolo-

gists from the new classification were Munjeet, Mungo,
Tincal, peggies and dollies, cullet, quarls, divi-divi,

myrabolams, and other matters, for the nature of most

of which we must refer the curious in such matters to

the Natural Products Department of South Kensington.
At all events, these articles no longer enjoyed the

honour of individual mention in the classification lists of

our railway companies, and these and many other

recondite articles were omitted from the revised classi-

fication of the railways as submitted.
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The revised classifications being duly lodged, the

Board of Trade invited objections, and received no

fewer than 1,530, emanating from the most important

trading bodies throughout the country. Foreseeing the

enormous difficulty of reconciling conflicting interests

covering so wide an area, they suggested to the railway

companies to arrange meetings with the traders, and

endeavour to come to an understanding, with a view to

lighten the labours of the Department. The companies

adopted the suggestion, and arranged to meet the

traders, combining, as far as they were able, the various

bodies representing particular industries in groups, so

as to avoid repetition of arguments. As a result, 79

meetings took place in England, 31 in Scotland, and

14 in Ireland. These meetings, which commenced in

June, 1889, were continued during a considerable time,

and were productive of much good by the interchange

of views, in placing before the companies many facts

relative to trades of considerable importance and value,

and in opening the eyes of the traders to the great

difficulties of the task, and disabusing their minds of

many erroneous ideas. Concessions were made by the

companies, and the original classification was revised

in many respects, whilst upwards of 200 additions were

made.

As, however, there appeared to be no hope of a

complete agreement, and as some important bodies,

such as the Lancashire and Cheshire Conference and

the Mansion House Association, held aloof, the Board

of Trade decided that all objections to the latest issue
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of the revised classification (dated December ioth) must

be made in writing on a prescribed form, and submitted

to them
;
that the companies must consider the objec-

tions, and, dealing with each separate article, state their

reasons for failing to comply with the requests of the

traders, and submit their answers not later than 19th

March. Continuous sittings were held by the goods

managers day by day. The number of entries was in-

increased to about 1,800, and the margin between the

statutory or maximum classification and the new classi-

fication thereby considerably reduced.

After further conferences with the traders, there was

left a clear issue. Each objection had to be considered,

article by article, and in the event of continued non-

agreement, the class was to be fixed by the Board of

Trade, for which purpose were held many hearings

under the presidency of Lord Balfour of Burleigh and

Sir (then Mr.) Courtenay Boyle, now deceased. The

responsibility of the decision was great, as in fixing

the class, and as a sequence the maximum rate of every

product of the country, a shrewd knowledge was re-

quired of commercial prices, of the various modes of

packing, of the risks of transit, of bulk as compared
with weight, etc., the neglect of any of which considera-

tions might result in a decision unfair to one party or

the other.

It also devolved upon the Board of Trade to con-

sider and amend according to their judgment, after

hearing evidence from both sides, the maximum rates

and charges included by the companies in the schedules



38 RAILWAYS

they had submitted, to be applied to the various articles

as finally classified.

This led to much evidence by the railway companies
and the traders, and lengthy discussions between the

very eminent counsel engaged by the two parties, not

only with regard to the rates per mile to be allowed

to the companies for the actual conveyance of the

traffic, but particularly as to the reasonableness of per-

mitting them to make separate fixed charges for ter-

minal services and accommodation.

The last public sittings of the Board of Trade inquiry

were held in May, 1890. During the hearing no fewer

than 43,657 answers to interrogatories were given in

evidence, innumerable statements and diagrams were

put in, questions of procedure settled, and the many
points of difficulty arising from time to time decided.

The minutes of proceedings, including speeches by

counsel, extended to 3,728 pages, and the minutes of

the thirteen sittings on "classification" cover 709 pages.

The inquiry was of wide scope, embracing in the discus-

sion on classification articles from "beetle traps" to
"
costly velvet," from "

pins
"
to

"
heavy castings," and in

the general inquiry, learned disquisitions on the measure-

ment of timber by "string," "tape," or "calliper," the

distinction between calves and animals, sheep and

lambs, and the existence or non-existence of "a fish

ring." But, although the labours closed to the public

gaze, the hardest part of the Board of Trade task had

to be accomplished in balancing, sifting, and utilising

the enormous mass of evidence and details, and in
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giving due and not disproportionate weight to the

facts and figures submitted to the tribunal, so that the

information given in the earlier and middle stages

should not be overshadowed or weakened by the later

evidence coming more freshly to the memory.
In due time the classifications and schedules of rates

and charges as passed by the Board of Trade were

embodied in provisional orders, and after being very

fully considered and further amended by a joint com-

mittee of both Houses ably presided over by the late

Duke of Richmond they were finally passed by Par-

liament, some in 1891 and the remainder in 1892, and

became, as from 1st January, 1893, tne bases of the

railway companies' rates and charges. As indicating

the magnitude of the work, it may be mentioned that

this joint committee held no less than forty-eight sit-

tings in 1 89 1, and sat again from 21st March to 24th

May in the following year.

Another chapter to record in the history of railways

commences with the agitation organised by the traders

against the manner in which the companies used their

powers under the new Acts, and which led Mr. Mun-

della, then President of the Board of Trade, to move in

the House of Commons, on 16th May, 1893, "that a

select committee be appointed to inquire into the man-

ner in which the railway companies have exercised the

powers conferred upon them by the Railway Rates and

Charges Order Confirmation Acts, 1891 and 1892, and

to consider whether it is desirable to adopt any other

than the existing means of settling differences arising
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between the companies and the public with respect to

the rates and conditions of charge for the conveyance
of goods, and to report what means they recommend."

An attempt was made to place Mr. Mundella on the

committee as chairman, and thus make the Board of

Trade practically responsible for the proceedings a

responsibility which the President, however, emphatically

declined, and Mr. Shaw-Lefevre was appointed chair-

man.

After lengthy inquiry the committee issued their

report in December, 1893, as to the manner in which

the companies had exercised the powers conferred

upon them by the Railway Rates and Charges Acts

of 1 89 1 and 1892. They thought that the rates not

reduced by the new maxima should have been left

untouched, and they
" cannot but think that the course

of the companies was mainly actuated by their deter-

mination to recoup themselves to the fullest extent

by raising the rates of articles where the maximum
rates were above the actual rates." The justification

urged by the railway companies was that there was

no reason why they should have meekly submitted to

be robbed of a portion of their revenue, by reductions

in rates, of twopences and threepences, which would

not be felt or appreciated by the trader, but which,

spread over a large amount of traffic, would entail

great loss on the shareholders. Had the course of

action recommended by the committee been adopted,

the companies would have been tied down to the rates

they permitted to remain in force, and would have had
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no opportunity of recoupment. They would have had

to bear the burden of the loss on rates compulsorily

reduced, without hope of compensation. For, under

the Act of 1888, no rate could be raised except by

previous advertisement, and opportunity being afforded

to the trader of appealing against it
; leaving out of

question the large expense and immense amount of

trouble in advertising the rates, there was no question

that wholesale protests would have been raised, and

that a settled revision would have been indefinitely

prolonged. What could the companies do, they urged,

in face of the short time allowed them for readjustment,

other than the course they pursued of permitting, to

a great extent, the class rates to stand in their books

until time and opportunity were afforded of deciding

upon special rates consistent with the altered con-

ditions ? The directors and officers of the companies

were, it was claimed, bound to treat their undertakings

as commercial concerns, and to do the best they could

to prevent loss of revenue.

The recommendations of this committee were em-

bodied in an Act of the following year, which provides

that if a complaint is made, it shall lie on the com-

pany to prove that any increase of rate or charge is

reasonable. The procedure prescribed is a complaint

to the Board of Trade, with the right to the trader to

appeal to the Railway and Canal Commission, if no

agreement between him and the company results. Many
complaints of the kind were duly lodged with the

Board of Trade, and negotiations took place before
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them during the four following years, the general result

being that the companies effected many compromises
with individual objectors. Two important cases arising

out of these increases came before the Commissioners :

one the Mansion House (Northampton) case, covering

the increase of 5 per cent, in the rates between North-

ampton and London and the increased scale of charges

for small packages which the applicants hoped would

be accepted as a test case
;
but the decision was not so

treated, and hence the necessity for the second case,

viz. Smith and Forrest versus the London and North

Western, Midland, Great Western, and other companies.

The complaint in this case, stated in general terms, was

that a large number of the rates charged to and from

Manchester and Liverpool had, as from January 1st,

1893, been unreasonably increased, either directly or

indirectly, by the reduction of cartage rebates or in

other ways. The fact was undisputed, but the com-

panies claimed to justify the advances by showing the

increase that had taken place in the expenses of work-

ing the traffic, due to the enhanced price of labour and

materials. Such a justification obviously applied not

merely to the traffic of the particular applicants, but to

the whole of the goods and mineral traffic of the United

Kingdom, and to future as well as past increases of

rates. Hence the importance which attached to the

proceedings and the keenness with which the issues

were fought out.

In their judgment, delivered in May, 1900, the Com-

missioners did not see their way to go back so far for
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a basis of comparison of the costs of working as the

companies were desirous of doing, for they thought

1872, when a large proportion of the old rates were

fixed, or even 1880, too remote, and they fixed upon
the year 1888 as a fair starting-point from which to

measure the increase in expenses, and compared it with

the year 1891. On this basis they arrived at the con-

clusion that the companies were justified in an increase

in the rates complained of not exceeding 3 per cent.

as compared with the 5 per cent, which they had

imposed. The Commissioners had such a wealth of

statistics before them that they were bound to make

a choice amongst them, and they had some ground for

complaint in the fact that the figures submitted by the

different companies were not prepared on the same

lines. For instance, one company attempted to dis-

criminate between the cost of working goods and

mineral traffic (always a difficult problem), while the

representatives of the other lines concerned made no

such attempt, and it would have been better policy

if all the figures had been prepared on a uniform

basis.

In the case of the London and North Western, it was

shown that the proportion of working expenses to gross

receipts, which in 1872 was 46*31, had grown in 1880 to

48.90, in 1890 to 52*42, and in 1892 to 54*56. The

applicants tried to take up the position that though

they might not be in a position to dispute the fact of

the increase in working expenses, it was not material,

because to justify an advance of the 1892 rates the
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increase must be shown to have occurred subsequent to

January, 1893. The Commissioners, however, in their

judgment brushed aside this contention, and showed no

unwillingness to take into consideration the fact of an

increase in working expenses having occurred between

1893 and some date anterior to that year. The great

contention, therefore, arose upon the date which should

be taken for purposes of comparison, and upon the

accuracy of the figures, which was impugned, and the

Commissioners devoted great pains to the endeavour to

obtain reliable data for their judgment, once adjourning

the case for the preparation of further statistics.

In arriving at the cost of working goods and mineral

traffic one difficulty always presents itself, which is a

familiar one to experts in railway statistics, and that is,

in the case of many items of expenditure of a railway, to

determine what proportion of them is chargeable to any

particular description of traffic or district. The cost of

maintenance can to some extent be dealt with, because

the number of trains of each description is a certain basis;

but take the men employed at small stations who are

engaged in dealing with both goods and passenger

traffic who shall say what proportion of their wages is

chargeable to goods traffic, and what proportion belongs

to passenger traffic? Take a station approach which

leads both to the passenger station and to the goods

depot, and is used in common by passengers on foot,

passengers in vehicles, and goods drays. It costs some-

thing to maintain, but who shall say how much of the

cost should be borne by the goods traffic ? Such
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illustrations might be multiplied many fold, but the

difficulty, which is an admitted one, was met by the

companies by a series of ingenious calculations which

presumably satisfied the Commissioners, as they showed

themselves willing to accept the result.

These cases show how the traders are protected

against an unreasonable general advance of rates, whilst

they are similarly guarded against increases of individual

rates. The Act of 1888 provides that
" where a railway

company intend to make any increase in the tolls, rates,

or charges published in the books required to be kept

by the company for public inspection under section 14

of the Regulation of Railways Act, 1873, or the Railway

and Canal Traffic Act of 1888, they shall give by

publication in such manner as the Board of Trade

may prescribe at least fourteen days' notice of such

intended increase, stating in such notice the date on

which the altered rate or charge is to take effect, and

that no such increase in the published tolls, rates, or

charges of the railway company shall have effect unless

and until the fourteen days required under the said

section has been given." The interests of the traders

are further safeguarded by the Act of 1888, by what are

known as the conciliation clauses, under which com-

plaints can be made to the Board of Trade, whose

officials then place themselves in communication with

the company or companies concerned, and, having

carefully weighed all the representations made by the

parties, endeavour to bring about some mutually satis-

factory settlement, and thus save the expense of the
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case being brought before the Railway Commissioners

for decision.

These cases are heard quite informally, and the

periodical reports made to Parliament by the Board

of Trade show that in large numbers of instances their

efforts at conciliation meet with success.

PREFERENTIAL RATES

The settlement of rates and classifications made under

the Act of 1888 has, on the whole, proved a fair one for

both traders and the railway companies, and practically

the only class of charges which continues to cause dis-

satisfaction in certain quarters, mainly with the agricul-

tural interests, is that which gives, it is alleged, lower

terms to foreign products than those which British

producers of the same class pay. The case is, on the

face of it, a difficult one : for example, why should

American meat be carried from Liverpool to London

at a lower rate than British meat from a station less

distant from London than Liverpool, or foreign hay

arriving at Southampton receive similar "
preferential

"

treatment over the English growth ? If, it is argued, it

pays the railway company to carry the American meat

from Liverpool to London, and the foreign hay from

Southampton to London at certain rates, why should

British producers be charged higher figures?

The answer of the railway companies is necessarily of

a somewhat expansive character. In the first place, it

is contended that it is not fair to base a rule on ex-
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ceptional circumstances. With grass running short, and

the prospect of having to feed his beasts in the yards

through the winter months, it may suit a farmer to sell

his stock cheap, but he would be naturally indignant

if it were suggested that such forced sales should fix the

prices of his cattle for the next twelve months. Again,

at the close of each season it may suit the large firms of

drapers to clear off stocks at prices greatly reduced

from their ordinary ticketings ;
but no one would

suggest that as the reduced levels left margins of profit

they should be taken as the normal standards. In the

case of the railways Parliament has authorised certain

charges which, after careful consideration, it was decided

would yield a fair profit to the railway companies ;
but if

the ordinary rates as against sea freight would cause

goods consigned (say) to London to go all the way
to that port by water, it is contended that a railway

company may fairly say,
" Rather than get nothing out

of this traffic, we will take a lower than our normal

rate and have the goods landed (say) at Liverpool, and

so get something out of it."

The cost to the foreign shipper is the same, but

instead of shipowners securing the whole cost of trans-

port the railway company comes in for a share. The

foreign goods could be placed on the market without

the help of the railway company, so that the British

producer would have to face the competition were there

no sea-railway route.

The rates from Newcastle to London are governed

by the charges made for carriage by steamer. The
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railways can only charge so much more than is charged

by the steamers as is represented by the extra con-

venience and speed afforded by them, otherwise all the

traffic would go by sea. The charge for carriage of

meat from Liverpool to London is 2$s. per ton, while

from intermediate stations it is 40^. per ton. This

seems unduly to favour the foreigner. But let us look

closely at the position. Suppose the railways said they
would not carry at less than 40s. In that case Ameri-

can meat would not come by the railways, but would

come direct from New York to London
;

therefore

American meat would be delivered in London, to com-

pete with English meat, just the same as if it had been

carried from Liverpool to London by the railways.

Who would then have gained by the practical refusal of

the railways to carry the traffic ? Not the traders, as

they would have to endure the competition whether

the railways carried the meat or not in fact, if it

went all the way by water the cost would be less and

competition therefore keener. The only result in fact

from demanding 40s. would be that the railways would

lose whatever profit they may be able to get on the 25J.

rate. In the United States an attempt has been made

by what is known as the " short-haul
"
clause of the Inter-

State Commerce Act, to prohibit charging more for part

of a given route than for the whole; but the clause is

not very stringently enforced, and it is, in fact, consider-

ably qualified by the addition that the practice should

be considered unlawful only when the short-haul freight

is carried under "
substantially similar circumstances and
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conditions" to those under which the long-haul freight

is carried.

It is very difficult to fix a rate which will be a reason-

able one in the opinion both of the trader and of the

railway company, though, as a matter of fact, the com-

panies have succeeded in working harmoniously with

the great majority of their customers. A very clear

proof of the difficulty attaching to fixing
" reasonable

"

rates is the trouble encountered by the Board of Trade

in establishing even maximum rates, which have already

been explained, for it is evidently a much simpler matter

to fix maxima than to fix actual rates. While the

traders may fairly claim to have reasonable rates, it

must not be forgotten that the railway companies them-

selves are trading corporations, and subject to the same

necessity as the traders of paying their way.
The justification for differential rates on foreign

import goods against special export rates there are

few objections raised in the country in which they exist

is, in fact, to be found in sea competition direct sea

competition and the competition between port and port

but mainly in the different conditions under which

foreign goods arriving in large quantities are offered to

the railway companies for transport. Everyone now
understands that it is cheaper for a railway company to

run a train of fully loaded trucks from point A to point

B, than to start with a comparatively light load and

stop at numerous wayside stations to fill up the trucks

and pick up others, and that the nearer trucks can be

loaded to their full capacity, the less is the cost of

E
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conveyance. Much of the foreign produce carried at

lower than the normal rates is delivered to the railway

companies at the port of arrival in train-loads, or

sufficient quantities to fill several trucks. "Let," the

railway companies say,
"
British producers combine and

give us their goods in the same wholesale quantities,

and as conveniently packed as the foreign shipments,

and we will quote the same rates."

As above stated, the Board of Trade have power to

inquire into all complaints as to alleged preferential

rates, and failing satisfaction from such an application,

the party aggrieved has the Railway Commission to

inquire into his complaints and do him justice. The

fact that very few complaints of this character have

been lodged with the authorities, and that none have of

late years been carried to the Railway Commissioners,

seems to suggest that those who charge the companies
with making illegal rates of this character are not very

sure of the merits of their case.

It is worth noting that the American railways adopt
the same methods to secure import business, and it

results in consequence that the British exporter may be

able to lay down a certain article in Chicago at a lower

transportation charge than that on the same article if

produced in New Jersey. Mr. Lucius Tuttle, President

of the Boston and Maine Railroad, has explained that

"the real reasons why import rates are made lower than

domestic rates are the commercial necessities of the country's

business. If we were to begin anew establishing domestic

and import freight rates, and should appoint a committee to
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represent all of the great railroad systems doing business in

this country, the decision would, I think, unanimously favour

giving import traffic a less rate than domestic traffic, for the

purpose of equalising distances on import as well as on export

traffic, as has been found necessary in dealing with the general

subject of domestic rates. For instance, in making the rate

from New York or Boston or Philadelphia to a distant

common point in this country there is never an attempt to

make a scientific tariff based on ton and miles. To a

common western point Buffalo may pay as high a rate as

Boston without resultant discrimination against Buffalo or in

favour of Boston. It is a duty of transportation companies

so to adjust their freight tariff that, regardless of distance,

producers and consumers in every part of this country shall,

to the fullest extent possible, have equal access to the markets

of all parts of this country and of the world. If we are to

become extensive sellers of our goods in the markets of the

world, we must be buyers in those markets. We must furnish

export transportation to those markets ;
we must supply traffic

to ocean lines from the ports of the United States to the ports

of Europe. If onerous customs duties or excessive freight

tariffs, or both, make it impossible to buy goods in foreign

markets and resell them in our markets, then shall we have no

import business ; and if we have no import business to fill the

cargo-carrying capacity of our inbound transatlantic ships,

then a higher rate must be levied by them on the outbound

traffic, or they will become profitless and our export traffic be

discontinued. Therefore this whole matter of adjusting the

relations of import and domestic rates becomes a commercial

question, and not one of competition only between the various

seaports of this country and their allied transportation lines."

Considerable misapprehension often prevails as to the

actual facts about rates for home and foreign produce.
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Complaints are, for instance, often made that Irish

railways do not treat Irish butter fairly, having regard

to Danish competition, but it has been recently shown

that, taking the Manchester market, the rate by the

State railway of Denmark runs from 5 s. to ys. per ton on

full waggon-loads of 10 tons for an average distance of

60 miles
; cartage to and from cold stores, 4s. per ton

;

freight to Grimsby or other English ports, 2$s. per ton
;

while the rate on the English railways from port to

market is about 20s.
y making a total of 55^. per ton.

The existing rate from Limerick to Manchester is only

37^. 6d. per ton collected and delivered, and in small

quantities, and of this the Great Southern proportion is

only 1 5 s. for 129 miles. It is true the Continental

steamers are subsidised to the extent of 10s. per ton by
the Danish Government

;
but even with that reduction

the Danish producer actually pays 4$s. per ton carriage,

against 37^. 6d. per ton from Ireland. The unit of

economy in carriage is the full waggon-load. One of

the most essential things for farmers is to present the

traffic to a railway in larger consignments and at regular

intervals.

BASIS OF RAILWAY RATES

In concluding these remarks on the subject of railway

rates, it may be worth noting that rates cannot be based

on cost of service. It is simply impossible to say what

is the cost of service of a particular article, especially

when it forms only part of a truck-load. If a variety of

goods are carried in the same train, how is it possible to



RAILWAYS AND THE PUBLIC 53

say what each kind of goods costs to carry ? Even if it

be admitted that the total expense of running a particu-

lar train may be estimated pretty closely, how is it to be

divided ?

If all freight were to be charged full cost of service,

plus a full profit, a good deal of freight would not

be carried at all. Coal and manure must be carried

at such rates as the profit accruing to the trader will

permit of; otherwise they will stop at home. If the

railway companies charged the full share of expenses,

plus uniform profit, it would in many cases be prohibi-

tive
;
on the other hand, a rate which would be prohibi-

tive on coal would not be felt on silk. Silk can afford

to pay, besides its own movement, expenses and profit,

the same share of profit which, on a principle of

mathematical equality, ought to be debited to the

manure
;
but the latter could not bear it, hence the

necessity for differentiation. The true basis of rates

should be the value of the service rendered, not its cost.

That this principle is for the benefit of the coal and

manure goes without saying, and it is equally true

though not, perhaps, equally obvious that it is for the

benefit of the silk for the manure to pay its own move-

ment expenses, and some small contribution towards

fixed charges and interests on capital besides. More it

cannot pay. If more is charged, it ceases to travel, and

the high-class commodities will then be obliged to pay
the whole of the interest on the capital of the companies
unaided.

Charging what the traffic will bear or, as it has been
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better expressed,
" not charging what the traffic will not

bear" is really, properly understood, a maxim, not of

extortion, but of moderation and restraint. It is a

railway translation of Sterne's dictum that "the wind

is tempered to the shorn lamb." What a railway

manager has to do is to make rates that shall return a

fair average profit on the whole business of the railway.

A very important point which has to be considered

in determining rates is competition competition either

by rival lines or by water routes. If, of two lines

running to the same point, one possesses a shorter or

cheaper route, it fixes the rate, and the other cannot

charge more, or it would not get any traffic. In such a

case, if, as the line is there, it can carry at any profit

over movement expenses and those of loading and un-

loading, it is to the interest of the company owning the

longer route to take the traffic. Half a loaf is clearly

better than no bread.

Railways are a necessity to trade, and until they are

acquired by the State and are run entirely in the

interests of the public without regard to their profit-

earning powers it is desirable that the companies
should earn a fair return on the capital invested as

industrial undertakings, or otherwise investors will not

come forward with the funds for providing necessary

extensions and improvements. It has been shown that

the interests of traders are amply protected under

existing Acts, and Parliament should be careful not to

impose burdens which will cripple this great industry.
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LIGHT RAILWAYS

In 1895, Mr. Bryce introduced into the House of

Commons a Bill giving county councils powers to act

as promoters and constructors of light railways. This

measure did not, however, pass, and in February, 1896,

Mr. Ritchie, then President of the Board of Trade,

brought in a Bill, the main features of which were the

constitution of a Light Railway Commission to inquire

into all projects of this class submitted to it, and giving

the Treasury power to grant subsidies to such schemes

as could not, owing to the poverty of the districts to

be served, be carried through without such assistance.

In introducing his Bill, Mr. Ritchie explained that

the Government did not propose the measure as a

panacea for the evils of agricultural depression, but,

although they could not call this an heroic measure,

he hoped it would benefit both producers and con-

sumers by bringing them more closely together. The

Government had come to the conclusion that light

railways would not be made in the districts where

they are most needed without some aid from the

locality and from Parliament. They thought the

co-operaton of the State, of the localities, and of

individuals outside the local bodies was necessary in

order to secure the effectual working of a bill dealing

with the construction of light railways. In France the

light railways were secondary lines constructed on much

the same plan as the main trunk railways, the only
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difference between them being that of a gauge. In

Belgium, on the other hand, the system might be

described as one of steam tramways. The Belgian

seemed to be greatly superior to the French system
from many points of view, but the Bill provided for

either of the two plans being adopted. In Belgium

light railways cost on an average about ^3,000 a mile
;

in France the cost was very much greater. The chief

difficulties in regard to light railways in Great Britain

had been first, the unwillingness of Parliament to

authorise the compulsory acquisition of land otherwise

than by schemes directly approved by Parliament
; and,

secondly, the expenses consequent on the demands for

public safety. With regard to the first, he earnestly

hoped Parliament would not insist upon keeping in its

own hands the sanctioning of schemes for light railways.

Secondly, the public must make up their minds, if they

wished to have light railways, to exercise some amount

of self-protection and not to insist upon the elaborate

precautions adopted on the trunk railways, where the

speed of the trains was high. The Bill provided that

the sanction of Parliament should not be required for

the compulsory acquisition of land for the purposes of a

light railway.

A scheme for such a railway might be proposed

by a local authority i.e. by a municipal, county, or

district council by a railway company, by a tramway

company, by a company ad hoc, or by a combina-

tion of all these. A Light Railway Commission was

to be set up consisting of three members, who would
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have to consider the expediency of granting applications,

and would submit a draft order to the Board of Trade

for confirmation. This order, when confirmed, would

have the same effect as if it had been enacted by

Parliament.

The Bill guarded against any attempt to apply its

machinery to the promotion of great lines of railway,

and also against lines being made on this cheap

and easy system which should unreasonably and im-

properly compete with existing lines. The Government

proposed to devote 1,000,000 to the objects of this Bill,

and that sum would be available in two different ways.

A portion would be available for special advances under

special circumstances, and another portion would be

available for the granting of loans to facilitate the

making of these lines. It was intended that the

Treasury in the case of poor localities might make a

grant either as a gift or in any other way which might
be for the interest of the localities. The other way in

which the Government proposed to give help was where

local authorities contributed capital, and the Govern-

ment might also contribute a certain amount, but it

must not exceed 25 per cent, of the whole capital

required for the making of the railway. A certain

amount of capital must be subscribed by persons outside

any local authority. The outside public, the local

authority, and the State must all be joined together

when the State found a portion of the capital. The

Government contribution would be in the form of a

debenture loan, and it would rank pari passu with the
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debenture loan of the local authority. The interest

would be fixed at 3| per cent. In conclusion, the right

hon. gentleman expressed his belief that the railway

companies and the landowners would assist in the

promotion of schemes for the construction of light

railways.

The Bill in due course was passed, but in its actual

working the Treasury and local authorities have given

but little substantial support to this form of enterprise,

which has been left mainly in the hands of private

promoters.

The rules made by the Board of Trade with respect

to applications to the Light Railway Commissioners for

orders authorising light railways, provide that notice of

intention to apply for an order must be published by
advertisement in each of two consecutive weeks, in the

month of May, or of November, in at least one local

newspaper circulating in the area through which it is

proposed to make the railway. The notice must

describe generally the line of the railway, its termini,

the land proposed to be taken, and the gauge and

motive power of the railway, and must be subscribed

with the names of the promoters. It must also name a

place where a plan and section of the proposed works

(with a book of reference to the same) and a plan of the

lands to be taken may be seen. Copies of the draft

order, plans, book of reference, section, and estimate of

cost of construction must be deposited by the promoters

during the months of May or of November with the

clerk of the county council and of every borough,
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district, and parish council through whose area the

railway is proposed to be made, and also with the

Board of Trade. Copies of the draft order must be

deposited with the Treasury, the Board of Agriculture,

the Postmaster-General, the Commissioners of Customs

and Inland Revenue, the Admiralty, the War Office,

the Office of Woods and Forests, and the Office of

Works, and, in the case of proposed railways in Scot-

land, with the Secretary for Scotland. Detailed regula-

tions as to the preparations of the plans and sections are

given in relation, inter alia, to bridges, level crossings,

alterations of levels, embankments and cuttings, tun-

nelling and junctions.

It is further provided that during the month of

May or of November the promoters must serve a

notice on the owners or lessees and occupiers of

all lands intended to be taken, requesting that any

objections may be stated. Similar notices must also be

served on any railway, tramway, or canal company
whose line will be crossed or otherwise interfered with

by the proposed railway. There is also provision for

notices being given in case of relinquishment of works or

repeal of the protective provisions in a former order.

Finally, a form of the estimate to be submitted, with

details as to the authentication and service of notices, is

given ;
and the fee payable by the promoters to the

Board of Trade, before lodging any application, is fixed

at 50.

The Act of 1896 provided for the appointment of

three Commissioners, of whom only one was to be
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paid ;
but on the expiry of their powers at the end of

190 1, such powers were extended under the Expiring
Laws Continuance Act, and by a separate measure

provision was made for the payment of a second

Commissioner. Work has been done by this tribunal

cheaply, expeditiously, and to the general satisfaction

of all who have appeared before them. Applications

are divided by the Commissioners into four classes,

viz. (a) lines on lands acquired, mostly steam motive

power ; (b) lines on public roads, mostly electric motive

power ; (c) neutral
;
and (d) amending orders. The

totals to the close of 1902 are divided amongst these

classes as follows, so far as those approved are con-

cerned :

Lines on
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close of 1902, from which the following table is com-

piled :

Engineer's estimate.

^12,188,233

9,424,701

5>35>553

110,452

620,320

10,148,934

A summary of the aggregates of the fourteen half-

yearly applications as published in June and December,

not as revised for the Commissioners' annual report,

including the returns for June, 1903, is subjoined :

31st Dec, 1902.
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Thirty-six applications did not involve the construc-

tion of mileage. It will be seen that the total number

of applications now reaches the respectable figure of

442, involving a mileage of 4,02of, divided practically

between 1,91 3J miles of steam and 2,068 electricity,

while 39J miles are worked by hydraulic or other

mechanical power.

The working of this tribunal has been an interesting

experiment, as it is the first instance of Parliament

transferring to any other body its powers of dealing

with the rights of landowners.

THE SAFETY OF RAILWAYS

So far as the safety of the public is affected by rail-

way working, Parliament has bestowed the most ample

powers on the Board of Trade. No line can be opened
until it has been inspected by a representative of the

Board, whose officials also hold inquiries into serious

accidents, and require accurate returns as to all casual-

ties which occur, whether involving loss of life or injury,

or not. It ordered in the past the introduction of con-

tinuous brakes on passenger trains, a work now practic-

ally completed, and sees, in short, that railway companies

adopt every precaution of proved value in railway work-

ing. How far the care taken by railway officials works

for the benefit of the public is well shown in the following

extract from a recent speech by Mr. G. J. Mellor, Chair-

man of the Metropolitan Railway :

"The total number of passengers conveyed in the United

Kingdom in 1901 the figures for 1902 are not yet published
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exclusive of season ticket holders, was 1,172,395,900. The
number of passengers killed, for whose deaths the railway

companies were responsible, was 135, whilst 2,145 were

injured. This means that one passenger was killed out of

every 9,000,000 conveyed, or, if we include the season and

periodical ticket holders, it would probably be one in every

12,000,000 to 13,000,000 passengers. Why, in the year 1901,

in the streets of London alone, there were more persons killed

and injured, in vehicular and cycle traffic alone, than on all

the railways of the United Kingdom through the default of

the railway companies. Thus, whilst railways killed 135, the

streets of London traffic killed 186; and whilst railways in-

jured 2,145, London street vehicles injured 9,197. When we

consider the vastness and the complexity of the railway system
of this country ;

the gradients, rising or falling, trains have to

encounter; the curves they have to round; the slow trains

and goods trains which have to be shunted out of the way of

the express trains ; the stations they have to rush through ;

the points they have to face; the fogs in winter; the some-

times doubtful lights at roadside stations ; . . . I put it to

you, is it not a marvel that fatal accidents are so rare, and does

it not speak volumes for the capable management of our rail-

way system, the perfect organisation which pervades it, and

the splendid discipline which animates the great army of our

railway servants, that really serious disasters so seldom occur?"

The number of passengers killed in 1901 on British

railways from causes beyond their own control from

accidents to trains was nil, and on this basis Mr. Mellor's

figures are far below the mark.

The interests of railway employees are also carefully

watched, and sub-inspectors, selected from the working

classes, have been specially appointed with a view to

the full carrying out of the provisions deemed necessary
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for the safety of railway servants in their arduous and

dangerous duties. Needless to say, returns of the most

varied character have to be supplied by the companies
to keep the Board fully informed as to the manner in

which its regulations are complied with. The latest

requirements of the Board of Trade were issued under

the Railway Employment (Prevention of Accidents)

Act of 1900, and related to (1) labelling waggons; (2)

movement of waggons by propping and tow-roping ;

(3) power brakes on engines ; (4) lighting of stations

or sidings ; (5) protection of point-rods, etc.
; (6) con-

struction and protection of gauge glasses ; (7) arrange-

ment of tool-boxes, etc., on engines ; (8) provision of

brake vans for trains upon running lines beyond the

limits of stations
; (9) protection to permanent-way men,

when relaying or repairing permanent way. These

have been agreed to by the companies, but they are

opposing the compulsory use of "
either side

"
brakes,

and the Board of Trade authorities have asked for time

to enable them to make experiments.



CHAPTER III

RAILWAY ADMINISTRATION

WHILST
the warning to British manufacturers

and others to "wake up," and bring their

methods into line with the more pushing ways of

American and German rivals, has undoubtedly had

good effects, there is a tendency in some quarters to

ignore differences in conditions which often render the

complete assimilation of British with foreign trade

systems impossible. It is also too often forgotten that

one reason why American and German competitors

can often beat English makers is to be found in the

fact that they have sometimes extended their works

far beyond normal market requirements, and in order

to dispose of their vast surplus stocks have to sell at

prices which leave little or no profit. It is most un-

desirable that British manufacturers should follow this

particular method of competition. The evils of undue

extension of works were very clearly brought home

to us in the collapse in the iron and steel trades which

followed the " boom "
in these industries after the

Franco-Prussian War.

In the matter of railway facilities there are also

f 65
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critics who seem unable to grasp the differences of the

conditions which prevail in America and in this country.

In their Annual Report the Inter-State Commerce Com-

missioners point out that in the United States at no

distant date " the control of most railway properties will

be merged in a few individuals," who hold practically

the whole of the voting power of the roads, and they

draw a gloomy picture of the effects of this state of

things on the public welfare. In this country the

capital which carries the voting power and control of

the policy of the roads is held by thousands of inde-

pendent proprietors, each of whom has a vote, or votes,

in the election of the directors, who appoint the officials

and control the policy of their properties. A recent

parliamentary return gives the following holdings by

investors in fourteen of the leading companies :

Name of Company.
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Name of Company.
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Like so many British institutions, the English system

of large boards of railway directors is wrong theoretic-

ally, but probably, in the long run, and looked at from

something more than a mere shareholders' point of

view, it works out the best. Very many railway

directors have far larger interests in their own private

industries than in the railway they help to govern, and

it stands to reason they will not encourage any policy

likely to injure the national trade, as might happen

in America, where a railway magnate has his entire

wealth in his railway, and no stake in the general indus-

tries of the country. Here railway shareholders are the

public, and the railways cannot adopt an injurious policy

without injuring their own proprietors. In the United

States the ordinary capital is often held by a few men,

who are practically a class by themselves.

The province of a railway board consists of a general

direction, or control of policy and finance. The actual

administration is in the hands of the permanent officials

of a company, who are responsible to the directors as

the latter are to the public and to the shareholders for

the efficient and economical working of the system.

Analogy is to be found in the working of the various

Government departments. The Cabinet is answerable to,

and removable by, the electorate, but its members must

depend for their knowledge of details on the experience

of officials trained in the public service. Railways have

a similar staff brought up in their employment, and

mostly rising step by step to the more responsible

posts. Charges of nepotism and undue influence are
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doubtless heard of from time to time, but the acknow-

ledged ability of most of the heads of departments

proves that on the whole the system in use works well.

The number of general managers found worthy of

special honour at the hands of the Crown bears testimony

to the fitness for office of the leading officials.

With boards of directors selected, as stated, mainly

for their large stakes in the industries served by the

railway companies, they are of course dependent upon
their officials for the technical details of railway work-

ing. In the past railway officials in nearly every case

rose from the ranks to the highest post available. It is

true that in the very early days retired military men
were often selected to manage the new undertakings

readers of Cranford will recall Captain Brown as a type

but as the business developed, and technical know-

ledge was absolutely necessary, this system of course

gave way to the selection of men who had begun their

railway work early and were familiar with the duties

required. Men like Sir George Findlay, Sir James

Allport, and Mr. Grierson in the past, and Sir Frederick

Harrison, the General Manager of the London and

North Western, Mr. J. Mathieson, General Manager of

the Midland, the late Sir Joseph Wilkinson, of the

Great Western, Sir Charles Scotter and Sir C. J. Owens,
of the London and South Western, and the large majority

of the high officials of to-day, were gradually promoted,
and have brought the results of actual experience to

their higher work.

To officials of this stamp, thoroughly familiar with
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railway working from, in many cases, their boyhood,
elaborate theories and statistics possess but few attrac-

tions, their reliance being on the constant and active

superintendence of their departments, and the appoint-

ment of subordinates on whose daily or periodical

returns they can thoroughly rely. For a General

Manager who at the end of the week has before him

returns of the loading of every train run from every

station, and who knows the truck requirements and the

truck performances from each centre of traffic, figures

showing the number of tons of miles moved one mile a

month after they have been delivered at their destina-

tion are of comparatively little interest.

In the United States much more elaborate statistics

are, of course, compiled than in this country, but the

conditions of traffic, etc., are absolutely different, and so

far as the shareholders are concerned the accounts are

presented in such a form as to be often practically

perhaps in the past sometimes purposely unintelligible.

Even in the United States there is much difference of

opinion as to the value of these very elaborate figures,

and Mr. E. A. Pratt, in his book on American railways

just published, points out that

"it is significant, however, that the favourable view is ex-

pressed mainly by accounting officers, while the unfavour-

able view is that of general and district superintendents. In

the one case, therefore, one seems to get theory, and in the

other practice. Theoretically it is of the highest importance
that the railways should have some common form of operating

statistics which will enable them to conduct such operations
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intelligently and economically; but practically it is declared

that the figures in question are not received by the officers

responsible for the moving of the traffic until after a delay of

from thirty to fifty days ;
that they take no account of the

meteorological conditions prevailing at the time of the move-

ment ; that they make no allowance for whether the section to

which they refer consists of a gathering ground or a purely

intermediate section where through full trains only are dealt

with; and that they provide no fair and accurate means of

comparing one district with another. So it has happened on

one line of railway, at least, that when the accountant, who
believed in the statistics, has complained on their authority

that the earnings per mile were too low, the general freight

agent, who doubted their value, has shown that the apparent

falling off was due to the increased quantity of grain that was

being carried, this grain being, in point of fact, one of the

most profitable forms of traffic they had. What might happen
is this. A railway company conveying, say for a short distance,

a comparatively small consignment of grain for a single local

shipper, would be put to a certain amount of trouble and loss

of time for which it would have to charge, so that here the

earnings per mile would be high ;
whereas if the same com-

pany were asked to take a complete train-load of grain across

its system, and had nothing to do but to couple a locomotive

to the cars and haul them to their destination, it could afford

to accept a low rate, and the earnings per mile would appear
to be decidedly low ; but the profits in the latter case would

be substantially greater than in the former. . . .

"There is a special significance in the fact that a Com-
mittee on Statistical Inquiry, which was appointed by the

American Railway Association in 1898, and has been more

or less active ever since, has recently been enlarged and

strengthened for the purpose of making an exhaustive investi-

gation of the subject of railway statistics 'in order to ascertain
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if a better unit than the ton-mile can be devised.' It is under-

stood also that there is no probability of any early report being

made by the Committee, 'as the subject is a difficult one to

handle.' In the opinion of one very competent authority in

the American railway world, who was good enough to discuss

this subject with me, ton-mile statistics are incomplete unless

they give the figures per commodity as well; and it would

seem that the Inter-State Commerce Commission is inclined

to require the railway companies to give this further informa-

tion. The reply, I was told, which the railway companies
would probably make to this demand was that they could not

give the information, because they had not got it. My
authority added that on the system with which he was associ-

ated the full figures per ton per mile per commodity were at

one time prepared for a series of years, but they were found to

be of very little practical value, and their compilation was

abandoned when the office room taken up by the ten or

fourteen clerks engaged on them was wanted for other pur-

poses. To revive these statistics now would involve the line

in question in an expenditure of about $20,000 a year. On
another important line of railway in the United States the

company have absolutely declined to yield to the pressure

being brought to bear on them by the Inter-State Commerce
Commission to publish the cost per ton, the reasons given

being: (1) That the figures had necessarily to be based on

estimates; (2) that they were averages only, and therefore

useless
; (3) that as some of the traffic had to be hauled 30

miles and other traffic 1,000 miles, they gave no basis to work

upon. There would seem to be still another difficulty which I

heard suggested in various quarters that if the railway com-

panies were to publish the cost of moving commodities per

ton per mile, endless trouble would arise with the traders, who

would not stop to think that such figures were necessarily

exclusive of a variety of standing or other charges, and would
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at once seek for reduction in the rates, in the belief that they

were paying too much.
" To sum up the situation : Whatever may be the theoretical

value of all the elaborate statistics in question, the testimony

of a considerable number of general and district superinten-

dents of American railways shows that for the purpose of

checking the economical movement of freight they rely on the

following statistics as representing what they consider the

controlling factors: (1) Car-load, (2) engine-load, (3) earn-

ings per train mile, (4) cost per train mile. So far, therefore,

as regards the views and experience of practical officials, there

is little or no difference between English and American

practice on this much-debated subject."

The Continental railway accounts are generally at

least twelve months behind British figures, and the

services rendered to the public are on an entirely

different footing to those in this country, where speed of

delivery of goods is carried to the highest state of per-

fection. In India also very elaborate statistics are

compiled, but Mr. Robertson, the Special Commissioner

for Indian Railways, in a report on their working, com-

piled after a visit to the United States to inspect the

working of railways in the Republic, expresses the opinion

that too many and too costly figures are compiled. It

has been stated that the one British railway company
which prepares ton-mile statistics pays about 5 ,000

a year for the work done by the department, which

means that some ;8,ooo gross revenue has to be earned

to cover the outlay, and the great majority of British rail-

way officials have been unable so far to see results justify-

ing this addition of 8,000 a year to working expenses.
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If further experience shows that results proportionate

to the outlay are obtained, the officials of other lines

will of course have similar statistics compiled. At

present they claim that they can secure all the infor-

mation they require for the economical working of their

roads more cheaply and much more expeditiously than

through these ton-mile returns. So far as the public are

concerned, there is no demand for these statistics which

were compiled by British railway companies in their

early days, but discontinued because they were found to

be valueless for practical purposes on the part of the

shareholders, apart from a very small section composed
of amateur critics of railway administration with time

on their hands to play with figures.

One reason put forward for British railway officials

adopting ton- and passenger-mile statistics was that by
so doing

u the General Manager of a railway will possess

accurate information of the cost of moving a ton and a

passenger, and he will be able to justify to the Railway

Commissioners, or to the customers of the company, any
rate which may be made after the cost of carrying the

individual article has been considered." But such infor-

mation only gives an average receipt or expenditure per

ton-mile, or per passenger-mile and how can an

average figure justify a particular rate? Say the aver-

age rate per ton mile is r$od. This is made up by

many varying figures. Perhaps '50^. for bricks or stone

or manure, and rood, for grain and flour; 2'25^. for

whisky or tea, 3'OcW. for furniture, and so on. A trader

complains of his rate being too high. How can an
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average figure, based on innumerable other commodities

carried under different conditions, resolve whether it is

or not ? The manager will know the cost of moving a

ton of merchandise, it is said. But this is only an

average cost, and the actual cost varies with the nature

of the goods, the packing, the quantities in which sent,

the distance carried, the cost of terminal services at

particular stations, the nature of gradients, and other

things. How can an average cost give accurate infor-

mation regarding a particular rate? A ton rate for

merchandise traffic taken " overhead " has in fact no

great practical value, inasmuch as no such average rate

could be used except for an " overhead
"

calculation.

It does not tell much to say that the average load of

a train is forty-four tons unless an idea is given of what

the tonnage is composed. The different classes of

merchandise traffic vary so much in character, and in

the rates chargeable in respect of them, that what would

be a paying load of Class 5 merchandise would probably

be quite unprofitable in the case of Class 1 traffic, and

still more unprofitable in Class C. To give information

of practical value in this connection, therefore, the ton-

mile receipts should be ascertained in the case of each

of the eight classes into which merchandise and mineral

traffic is divided, as well as a separate ton-mile rate for

live stock.

In a recent case brought by various coalowners

against the Scottish railway companies complaining of

increases made in the coal rates, it may be mentioned,

the railway companies analysed the cost of a train mile
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over the whole of one of the systems for one day, and

proposed to use general calculations based -upon that

record as answers to the precise statements made by
the coalmasters. While these were being adduced Lord

Stormonth Darling objected "This is the case of an

increase six years after the Act of 1894. May it not be

said that after that Act fell in view, the companies

ought to have been able to lay before this tribunal the

best evidence ? And the best is certainly not all these

elaborate calculations and inferences, which may be

subject to an infinity of pitfalls." This was construed

to mean that if statistics of ton-mileage cost had been

kept for twenty years, his lordship would have accepted

them, and they would have proved the companies' case.

Lord Cobham, who did not seem to think so, said :

"There is yet another test, that of the cost per ton,

which, if duly supported by evidence, might perhaps

have brought out results more favourable to the com-

panies. So far, however, as I am able to judge from the

materials before me, I doubt if this would have been

the case."

' Difference of opinion has of late years arisen amongst

railway officials as to the advisability of separating the

commercial from the technical working of the railway.

The North Eastern Company introduced this system in

January, 1902, but so far only the Great Northern

directors have followed the example set, though the

officials of a few other lines are understood to approve

of the change.

The great advantage claimed for this system is that
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it gives the General Manager and the heads of depart-

ments more time for thinking of general principles. In

making the change the North Eastern authorities ex-

plained that

"hitherto the goods department, inheriting a system which

originated when railway working problems were less technical

and perhaps less important than they have since become, has

combined with its commercial work the supervision of the

working, and of the staff at goods stations and terminal yards,

including the loading and unloading and making up of goods

trains, and the distribution of goods waggons. The depart-

ment of the superintendent of the line has been responsible

for the running of goods trains and the operations connected

with the working of these trains when in transit, but the func-

tions and authority of the superintendent have not extended

within the terminal yards where goods traffic is received for

carriage and loaded up, and where really the most vital part of

the work affecting the economical handling and working of

goods traffic is performed.
" Under the new organisation which is to be adopted by the

North Eastern, the superintendent of the line becomes general

superintendent with extended authority. The commercial

duties connected with passenger and coaching traffic hitherto

performed by the superintendent of the line are transferred to

a new department under a chief passenger agent. This

relieves the general superintendent of a mass of office duties,

which tend to withdraw his attention and energies from his

main duty of handling and working promptly and economic-

ally the traffic which the company have to carry. Similarly,

all the duties connected with the working of traffic hitherto

performed by the goods department are transferred to the

general superintendent, whilst the commercial duties and the

office work connected therewith are retained by the goods
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department. The general organisation of the traffic depart-

ments in the districts will correspond with the organisation at

the head offices. The district superintendents, of whom there

will be nine, will have complete and undivided control, each

in his own district, of all working operations connected with

all kinds of traffic passenger, goods, minerals, docks, etc.

whilst the district goods managers and district passenger

agents will, in their respective districts, attend to the com-

mercial part of the work. To assist still further the proper

performance of the duties assigned to the department of the

general superintendent, upon which the economical working
of the railway so greatly depends, three new posts are created

namely, those of divisional superintendents, in one of

which is merged an existing office of mineral manager in one

district. These officers will each have charge of one section

of the entire system, and will, under the general superinten-

dent, exercise supervision by constant inspection over all the

work of the district superintendents. The general scheme of

the new organisation is shown on the following chart, and a

list of the officers appointed to the various posts is also given

below; also the official allocation of the duties of each

department.
General Traffic Manager.

I

I I

Operating branch. Commercial branch.

I ! I

General superintendent. Chief goods manager. Chief passenger

| J

agent.

Divisional superintendents. District goods managers. District passenger
I | agents.

District superintendents. District goods agents.

For the old system, which is still maintained on most

railways in this country, it is claimed that the changes

introduced by the North Eastern consist merely of the
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shifting of work and responsibility from one department

to another. Under the old system the superintendent

of the line is responsible for the working of all trains

passenger, goods, minerals, and cattle as well as for

all matters relating to passengers, parcels, and other

business coming under the head of "
coaching

"
traffic.

The chief goods manager, on the other hand, has the

entire control of everything affecting goods and mineral

traffic, including the working of goods stations, yards,

docks, etc. These two officers are, of course, assisted

by a number of capable men, each taking the head of

a department or section, and supervising the work per-

formed by the district goods managers, district superin-

tendents, agents, and stationmasters.

The division into an operating and a commercial

branch means, it is contended, that the goods depart-

ment is relieved of the control of their stations, ware-

houses, yards, and docks, and of the loading, unloading,

and handling of the goods traffic, the whole of which

work is transferred to the general superintendent's

department, which, on the other hand, is only relieved

to a comparatively small extent by certain duties,

chiefly advertising and canvassing, being placed under

the charge of a chief and district passenger agent. The

work and responsibility thus taken away from the

superintendent's department cannot in any way, it is

urged, compare with the amount and importance of the

goods work, which is transferred from the control of

the chief goods manager to that of the general super-

intendent. The working of the line, including all
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running lines, marshalling sidings, etc., is of such im-

portance that it is regarded as a retrograde movement

to hamper the superintendent's department with the

additional responsibility entailed by the supervision of

all the goods sheds, warehouses, yards, sidings, and

docks, and the handling of all goods traffic. The chief

goods manager continues to be responsible for the

securing and development of the goods and mineral

traffic of the line, and the control of the necessary

accommodation, appliances, and staff required to work

it to the best advantage.

The idea of the new system is to centralise the

whole of the practical working under the one depart-

ment, but as the cartage of goods and parcels traffic

is performed by the chief goods manager's and chief

passenger agent's departments, the object which is

aimed at is not, it is contended, entirely secured. There

are also many points in which the two departments

really deal with the same matters, or with different

sections of the same subject. The general super-

intendent's department, for instance, prepare all time-

tables and bills, notices and instructions, whereas the

chief passenger agent prepares, distributes, and issues

all other advertisements in relation to coaching traffic,

and also distributes and issues to the public the time-

tables prepared by the general superintendent. Again,

the general superintendent's department examines and

reports on all applications from traders in connection

with private sidings, while the goods department do the

same in regard to questions of rates and charges.
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Dealing with the various posts, new positions are

created to carry out the changed system. In the

operating branch, the general superintendent is assisted

by an assistant superintendent and three divisional

superintendents, to supervise the nine district super-

intendents. It is, it is urged, difficult to see that there

is any new departure here, seeing that all the other

large companies have several assistants to the superin-

tendent of the line, some working in their own names,

others under that of the head of the department. In

the goods department, the chief goods manager has

nobody between him and the district goods managers

except his assistant, but with decreased responsibility

and less important duties the numerous headquarters

officers attached to the chief goods manager's depart-

ment, who are necessary on other railways, are, of

course, not required at York. The officers naturally

follow the work from the goods manager's department

to the superintendent's department. The goods mana-

ger's department, in fact, is almost confined to the

performance of duties similar to those which have in the

past been performed by carting agents, thus creating, it

is contended, the delays, the dual authority, the depart-

mental friction, and the unnecessary duplication of work

which it has for years been the aim of the other large

railway companies to abolish.

The new system introduced by the North Eastern

will, of course, be carefully watched by the officials of

other lines. The unique position of the company in

having very large districts without competition from
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other railways places it in an exceptionally favourable

position for trying such experiments.

It may also be mentioned that the Midland Company

recently reorganised their administrative system on

lines similar to those in force in the London and North

Western service. This took the form of decentralisation,

in connection with which a number of district goods

managers were appointed district superintendents had

been previously appointed upon whom devolve a con-

siderable part of the work previously carried on in the

chief goods manager's department at Derby. The

chief advantage of the new system is that it relieves the

Derby offices of a large amount of work, leaving the

chief goods manager and his staff to deal with matters

of what may be termed imperial interest
;
and it affords

training grounds for providing efficient and experienced

officers to take their part in the chief management.

PASSENGER AND GOODS SERVICES

The matter of increasing expenditure has for some

years past been receiving the attention of railway

boards and managers, who have also been favoured,

somewhat late in the day, with the advice, valuable and

otherwise, of amateur critics in the press. These writers

have chiefly urged the adoption of " American
"
methods,

incited thereto by the extraordinary development of

commercial and industrial prosperity in the United

States, in which the railroads of the country have

shared. Broadly speaking, the problem to be solved

for the reduction of ordinary working expenditure
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consists in the increase of the paying load of trains and

the proportionate addition to haulage power. The

questions involved form the very first elements of rail-

way management. An ideal state of affairs for share-

holders would be that no train should be despatched

until every seat was occupied, and every waggon filled

to its utmost capacity. From the public point of view

every traveller and trader would, on the other hand,

prefer that a train should be ready at any hour of the

day or night to convey himself, or his goods, to the

destination. To reconcile or to find the just medium

between these extreme requirements is the main ques-

tion involved in successful railway management, and it

is obvious that the solution will vary according to the

circumstances of the community and of the traffic.

America is a country of long distances, and requiring

the conveyance of heavy products in large consignments,

these being conditions of wholesale business. Compared
with the huge bulk of traffic to be conveyed, say, from

Chicago a thousand miles to the seaboard, the haulage

of goods on this side of the Atlantic represents retail

trade, but requires no less organisation and care to

meet the circumstances of the case.

With reference to the types of rolling stock in use in

the two countries, the following practical remarks are

from the able report by Lieutenant-Colonel H. A.

Yorke, R.E., the Board of Trade chief inspecting officer

of railways, on the results of a visit to study American

railway methods :

"
Probably the feature of American railways, which at first
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sight makes the most impression on a stranger, is the colossal

size of the engines and cars employed thereon, and to this

is due much of the correspondence which at intervals fills the

columns of the papers concerning American methods of hand-

ling traffic. There is no doubt that the engines are very big,

some of them standing 16 feet high above rail-level, and many
more of them 14 feet 6 inches and 15 feet. Such engines

have great power, and are able to haul trains of great weight

and length. In the early days of American railroads over-

bridges and tunnels were almost unknown, and now that

such are being constructed they have to accommodate them-

selves to the rolling stock, instead of the rolling stock to the

bridges, as in England. In America overbridges are built

18 feet above rail-level, whereas in England the height of

such works is as a rule only 14 feet 3 inches above the rails.

Moreover, on double lines in the States the space between the

tracks is 7 feet, against 6 feet in England. It can, therefore,

be understood that what is possible in the one country is

impossible in the other, and we can never hope in England to

equal America in the size of our engines or cars."

It may be useful also to point out that in the United

States the opinion is gaining ground that there are

offsets to the advantages of these gigantic engines, which

have, of course, been built to suit conditions with no

counterpart in this country. Thus, the Chicago Railway

Age says :

"Evidence is accumulating which tends to show that the

locomotive has grown too rapidly, and that, as now con-

structed, on many lines where it is employed, it is not well

adapted to the service. If its record could be written up,

showing the time it is out of service and the expense it has

already caused for repairs, it would be appalling to conserva-

tive railroad managers and at least discouraging to the more
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progressive. The difficulty with leaky tubes on new engines

with medium wide fire-boxes is quite general, and as the cause

is not well understood, a certain remedy cannot, therefore,

be applied. Under such conditions the engine cannot

develop its full capacity, and it is under the disadvantages of

being compelled to propel its own extra great dead weight with

its tractive power lessened. The enginemen are demanding
more wages for handling the big power, and the firemen

complain that the amount of coal burned is so large that two

firemen should be employed. The accumulation of con-

densed steam in large cylinders of compound engines and the

compression of gases demand numerous relief valves. These

are constantly leaking and surrounding the front of the

engine with a cloud which must be annoying to the engine-

man, and often dangerous on account of his inability to see

the signals. These three conditions seriously affect the use-

fulness of the large engine when in service. The records

show numerous breakages which throw it out of service com-

pletely. Some of these are due to faulty design and others to

a want of proper adaptation to surrounding conditions. . . .

The lesson to be learned from the failure of heavy locomotives

in such large numbers is that these machines cannot be

constructed with certainty of success by our best builders,

with their magnificent shops and skilful designers, and that

they must be developed gradually by a process of continued

improvement, due to the knowledge gained by their various

failures in detail in service. All this requires time, and a

longer time than has been given to the development of the

very large locomotive."

For railway shareholders and all but a few very

superior critics of railway administration, the views

above quoted will be sufficient proof that British railway

officials have not been hopelessly neglecting their duty
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because they have not introduced engines of the same

size as those used in America, but have been content to

develop gradually the types found suitable for traffic

in this country. That there has, during the last ten

years, been a steady increase in the weight and hauling

capacity of British locomotives, is so well known that

detailed proof need not be given. This increase has

not been due to a sudden impetus given to locomotive

superintendents by outside pressure, but has moved on

normal lines, and as a result of a clear understanding

of what the developments of the companies' business

required. There has been no lack of keen rivalry

amongst locomotive superintendents to turn out the

very best engines suitable for the traffic conditions of

their systems, but it may be worth considering whether

the time has not arrived for more combined action

in future developments than has been possible, or desir-

able, in the past.

As long ago as 1895, the London and North Western

Company commenced to build eight
- wheeled three-

cylinder compound engines capable of hauling fully

loaded trains over the heavy gradients on the system

with one instead of two engines. Between 1895 and

1900 the Company built in of these engines, and in

the latter year eight-wheeled four-cylinder compound

engines were commenced capable of hauling 50 to 60

(according to gradient) loaded mineral waggons against

35 to 40 taken by the old class of engine, or an in-

crease of 40 to 50 per cent. To date some 70 of these

engines have been put into traffic working, and have
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largely contributed to the saving of close upon 2,000,000

of train miles in the past two years. The Midland

Company have now passenger engines running over

the Company's difficult gradients, at high speeds, draw-

ing longer trains and heavier loads than would at one

time have been thought possible. On this railway the

average express passenger loading per train for first-

class engines, compared with what it was five years ago,

shows an increase of about 35 per cent, in the number,

and 54 per cent, increase in the weight of the coaches

hauled. In 1899 tne mineral and goods loading was

increased by 10 per cent, and later the goods loading

on a number of sections of the line by a further 8 per

cent, while the most recently turned out engines are

taking mineral 25 per cent, and goods to a maximum of

36 per cent, more loading than five years ago.

As indicating that British railway directors and

officials are not too proud to learn from foreign ex-

perience, the Great Western Company are trying a

French compound engine. This experiment is, of

course, no slight on the Swindon authorities, who have

increased the hauling power of the Company's engines

employed on heavy mineral traffic something like 50 per

cent, within the last few years, and thereby effected a

very considerable saving of mileage. As a provision

also for dealing with heavier fast passenger traffic in the

future over their severe gradients, they are putting into

service very powerful six-wheeled coupled express loco-

motives, capable of drawing very much greater loads

than the present types of engines in use. Very favourable
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results have also been obtained on the Lancashire and

Yorkshire system from the heavier engines introduced in

recent years. In 1898 a larger type of passenger engine,

with cylinders 19 inches in diameter and 26 inches stroke,

working with a boiler pressure of 180 lbs. per square inch

of heating furnace, tubes and fire-box 2,052 square feet,

and grate area of 26J square feet, was introduced to cope

with the heavier and faster trains
; 40 engines of this

class are now running, and are giving every satisfaction.

In April, 1900, the first of a number of eight-wheeled

coupled goods engines with large boiler, 180 lbs. working

pressure, cylinders 20 inches in diameter by 26 inches

stroke, was put into service. These engines haul 50 per

cent, more weight than the six-wheeled coupled goods

engines previously used. Trains of 1,000 tons are now

being hauled over certain sections of the line
;
as a matter

of fact, fewer goods train miles are being run per day than

four years ago, although the tons hauled have increased

over 720,000 per annum compared with four years ago.

By the end of the current year 80 of this class will be at

work.

As regards the Great Northern, the chairman told the

shareholders as long ago as February, 1900, that their

locomotive engineer was busily engaged in turning out

heavier engines, and in the following year he announced

that no more of the small engines were being built, and

as they died out they would be replaced by engines

which would pull at least 30 per cent, more weight.

The result of this policy Lord Allerton set forth in the

most striking manner at the last half-yearly meeting,
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when he pointed out that, compared with 1899, the gross

engine miles for 1902 showed a decrease of no less than

2,117,000 miles, and the train miles a reduction of

1,341,659 miles, notwithstanding an increase in gross

earnings of .206,560.

The Great Eastern Company, again, during the past

four years have built 80 locomotives of a powerful type,

and at the recent meeting the chairman said the directors

were, of course, fully alive to the vast importance of

continuing to increase the haulage power of all new

engines. Owing to these more powerful engines, the

Company were able last half to haul coal trains of 50

instead of 40 trucks, of a total weight of 750 tons behind

the engine. So strongly do the directors of this Com-

pany feel the advantage of powerful locomotives for

passenger and other traffic, that they have decided

to replace old bridges by structures capable of bearing

20 tons on a pair of driving wheels at a cost of

78,000, and it will be money well expended. This

Company has also done good work with oil as fuel, and

has recently turned out the interesting
"
decapod

"

engine.

The North Eastern Company have, during the last

ten years, added very powerful engines to their stock,

and are now building locomotives for their express

services with boilers 16 feet 2$ inches long and 5 feet

6 inches in diameter.

On the southern lines excellent work has been done.

On the Brighton the increase in the size of the goods
and express locomotives a large amount of this Com-
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pany's work is done by tank engines has been very

marked, and the latest design of the latter, of which

there are 33 at work, weighs yj tons 7 cwt. in working
order. One of these can haul a load equal to 31 six-

wheel coaches, that is to say, a weight of 375 tons,

from Brighton to London express on schedule time.

The South Eastern and Chatham Company have added

a large number of very fine engines to their stock, and

more are coming ;
while on the South Western the

engines are to a large extent ahead of the loads offering.

In Scotland good work has been done in the loco-

motive department. Ten-wheel express engines, having

5 feet 9 inch driving wheels and 2,050 square feet of

heating surface, were introduced some little time back

on the Highland system, and the Caledonian has just

turned out two locomotives of the same type, with six

wheels coupled, each of which is 6 feet 6 inches diameter,

and the boilers have 2,400 square feet of heating surface.

These Caledonian engines weigh 72 tons, and the tender

is carried on two four-wheeled bogies, and has a fuel

space for 6 tons and a capacity for 5,000 gallons of

water. The North British Company also have been

gradually increasing the size of their locomotives, and

are at present building several engines which are con-

siderably larger than any hitherto in use
;
one or two

have, in fact, already been turned out, and their trial

runs proved most successful.

Without multiplying instances of the progress in

locomotive construction in the past ten years, it may
be broadly stated that for some time past on the lead-
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ing roads every engine broken up has been replaced by
a more powerful one.

As regards passenger vehicles, the types in use in this

country are, on the whole, best suited to British tastes.

The one desire of the ordinary passenger is to get a

compartment to himself, and the corridor type seems

the best compromise between this national trait and the

demand, which always arises after some striking crime

in a railway carriage, for possible intercommunication

between the sections. The old-fashioned footwarmer

is, moreover, preferred by a very large section of the

public to heating by steam or other systems, although

the latter is getting more and more common. There

has been a very great all-round improvement in recent

years in the lighting of railway carriages, the system of

generating electricity by the revolution of the axles

while the train is running coming into increasing favour,

although the initial cost is heavy compared with the

figures of other methods. It may be added that practi-

cally the whole of the coaching stock of the United

Kingdom is now fitted with continuous brakes.

Turning to the waggons in use for goods and

minerals, the questions involved are, of course, more

complicated than those which arise in connection with

coaching stock. In considering these questions it must

be remembered that in this country a very large pro-

portion of the waggons used are owned by the traders

a relic of the days when it was thought that the

companies would simply build the railways, and every-

one would have the right to use them on payment of
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proper tolls. In any attempts to make wide changes in

the construction of waggons this dual ownership is of

course an important point. The specifications of

waggons to be used are settled by meetings of all

the railway companies at the Railway Clearing House,

the usual types adopted running from 5 to 10 tons.

Following upon the careful inquiries which railway

officials have been for many years carrying on, the

standard waggon specifications were in January, 1903,

enlarged, so that private waggon owners may build

vehicles of 15 and 20 tons capacity, instead of being

restricted, as heretofore, to waggons of a capacity of

10 tons.

British railway companies have of course for years

past used large waggons, some capable of carrying

40 tons, for special purposes. They carry boilers, rails,

and goods of that kind. The Great Western Railway

Company have also long had 20-ton trucks for locomo-

tive coal, and use them for ballasting the line
;
but the

broad and common-sense principle is that until you can

fill a 1 o-ton truck with a reasonable load it is hardly

worth while to drag about a 20-ton truck. What the

public require for merchandise is quick transport of

light loads
; they will not be kept waiting to fill up a

20-ton truck.

As indicating how unsuitable 30-ton trucks are for

ordinary goods traffic on British railways, it may be

mentioned that on the Great Northern an analysis of

the general goods traffic dealt with at one station in one

day showed the total number of consignments was 985 ;
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the total number of packages was 4,427 ;
the total

weight was 123 tons 2 cwt. 2 qrs.; the average weight per

consignment was 2 cwt.
;
the average weight per pack-

age was 62 lbs.; the total number of trucks used was

72 ;
and the number of different destinations of that

traffic was 53, and the average load per truck 34 cwt.

A similar analysis made at a London and North

Western station in one day showed the total number of

consignments despatched was 6,201, the total number

of packages 23,067, and the total weight 906 tons,

giving an average weight per consignment of 2 cwt.

3 qrs. 19 lbs., and per package of 88 lbs. The London

and North Western Company's system of loading small

lots to their transship shed at Crewe enables them to

effect large economies in the number of trucks used, but

even under these favourable circumstances 379 waggons
were required for the 720 different destinations, and an

average of only 2 tons 7 cwt. 3 qrs. per waggon was

attained. \

In the case of grain the average consignment of

traffic is nearer 2 tons than 6 tons, notwithstanding that

considerably lower rates are offered for consignments of

4 or 6 tons respectively. One of the English railway

companies recently issued a list of special rates for

agricultural traffic in 6-ton loads on an exceptionally

low basis, and offered to allow the loads to be made up
of several different descriptions of merchandise. This

was done with the double view of assisting the farmer

and of securing full loads for the trucks, but the experi-

ment was practically a failure, as there was very little
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response on the part of the farmer or the trader. With

53 different destinations for 123 tons of goods in the

case of the Great Northern, and 720 destinations

for 906 tons in the case of the London and North

Western, what would be the use of 30-ton waggons ?

On the southern lines the field for the useful employ-
ment of high-capacity waggons for goods traffic is, of

course, even more limited than on the northern

systems. On the South Eastern and Chatham system,

for instance, the average consignment of general goods
from London is under 5 tons, and the average consign-

ment from the country is under 3 tons, while the

maximum from the country is 4J tons of general

merchandise. The Brighton Company cannot show

a longer average haul than 20 miles, and the average

load per waggon does not exceed 2 tons, and the main

goods business is of a market-garden nature, in which

celerity of delivery is of prime importance, goods
collected in the evening being wanted by the consignee

next morning.

Whilst high-capacity waggons are quite unsuitable

for the general goods traffic of this country, however

useful they may be for traffic in the United States,

there is equally obviously room for larger waggons in

the mineral department, and this fact was equally

known to British railway officials long before the recent

agitation against British railway methods. For years

past the London and North Western Company have

been trying to introduce larger waggons, and some 112

20-ton waggons have been working for three years past,
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while the number of this type is now increased to 143 ;

but it is only under certain conditions that they can be

used. The locomotive department built 62 of them,

but, at present, the appliances at the various collieries

only permit of these waggons being loaded in a few

instances, and the problem which still has to be solved

is how to build larger waggons, which will be suitable

for all or most of the collieries, at the lowest possible

cost. It must be borne in mind that the bulk of the

traffic is carried in waggons owned by the traders, so

that the railway companies have not got the matter in

their own hands, but have to act in concert with their

customers. With the Company's heavy coal traffic the

average consignment is only \y\ tons, and the consign-

ments vary from lots of only 2 tons 14 cwt. (the lowest)

to close upon 1,000 tons for shipment. Taking it

another way : over 80 per cent, of the consignments of

coal traffic received are of less than 20 tons.

There are very few places on the Midland Railway

where a 30-ton waggon can be used to advantage, but

the Company have at present running 50 of these 30-

ton waggons. They do very well, but they are not at

all an unmixed blessing, for they knock their smaller

neighbours about heavily in shunting operations. The

Lancashire and Yorkshire Company have built 30-ton

waggons, and, so far as it is possible to obtain full loads

for these waggons, they have, of course, been of con-

siderable use. From one of the Company's ports the

average loading works out to over 24 tons per waggon,
while in other cases, where the traffic is bulky rather
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than heavy, the average loading is about 16 tons, though
the waggons are used to their full capacity.

The North Eastern Company, which is successfully

using several trains of 40-ton trucks for mineral traffic,

is in several ways exceptionally fortunately placed for

this class of work. In the first place, under its Act it

supplies all the waggons for its customers, and has thus

no private waggon stock to deal with. Then, too, a

very large percentage of its mineral traffic is run

entirely over its own lines direct from the pits to its

own docks, over the arrangements at which it has, of

course, complete control. Mr. G. S. Gibb, the General

Manager of the line, has recently said large waggons
could not profitably be used for some kinds of traffic,

but for a large proportion they were far better and

more suitable than the small 7-, 8-, or 10-ton waggons,

which had been in general use. The 40-ton waggons
on the North Eastern line were, he added, splendid

waggons, where they could be used, much superior from

the point of view of mechanics and dynamics to the

smaller waggons, but they were not suitable for universal

use. They could be profitably used in many places

and for certain descriptions of general traffic
;
but the

mineral waggon which the North Eastern Railway

Company were building for general use of course, to

be gradually introduced as traders found, as he had

no doubt they would find, the benefit of using these

waggons was a 20-ton waggon on four wheels.

In Scotland the officials have been prepared to meet

the requirements of the coal trade, and Sir James
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Thompson, the chairman of the Caledonian Railway,

said at the last half-yearly meeting :

" We have been

for some time back feeling our way cautiously by the

introduction of large-capacity waggons, which are, no

doubt, well suited only for certain classes of traffic
;

and wherever it is clear that large waggons are more

economical than small ones, you may rely on their

introduction on the Caledonian system ;
of course, this

is a process that must be gradual, and also accom-

plished by the co-operation of the traders." This Com-

pany has placed orders for 1,000 waggons of 12 to

16 tons, and for fifty of 30 tons capacity. The North

British Railway Company have recently increased their

stock of mineral and goods waggons by introducing a

considerable number of an increased carrying capacity.

Over 500 of 1 6-ton carrying capacity have already been

built, and this number is being added to every week.

They are 15 feet long, with a tare weight of 6 tons

14 cwt. The directors of the Glasgow and South

Western Company, having regard to the facilities and

appliances at the pits and at the ports, have come to

the conclusion that waggons of 16 tons capacity for

ore are the largest they can advantageously bring into

use at the present time. To employ waggons of this

capacity it will be necessary for the screens at a number

of the pits to be altered, and some of the coalmasters

have expressed their willingness to make the necessary

alterations to admit of such waggons being used.

Waggons of 30 tons capacity are unsuitable for the

traffic on this line, which is short-distance traffic to the
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extent of fully 75 per cent, and as two 16-ton waggons
exceed in capacity that of the 30-ton truck, whilst the

tare is proportionately the same, no gain is secured by
the adoption of the latter

;
on the contrary, the smaller

waggons being suitable for the traffic requirements,

generally offer advantages which the others do not.

The question of cost also has to be considered, and two

16-ton waggons entail a considerably lesser expenditure

than one 30-ton bogie waggon.

The question of providing for 30- and 40-ton waggons
was not in the minds of engineers when British railways

were constructed, except where extensions have been

made or new lines opened up within the last few years,

and this fact has to be remembered in recommending
the use of these big trucks on any particular system.

As regards large waggons of the American type,

Colonel Yorke, in his report on the railways of the

United States, points out :

11 A great deal has recently been said about the long freight

cars used in America, and English railway managers have been

criticised for not adopting cars of equal dimensions in this

country. I think some misapprehension occasionally arises on

the subject. The important factor in the case is not the length

of the car, but the carrying capacity of the car in relation to its

weight. American freight cars are all carried on bogies, and as

a rule there are eight wheels to a car. Their carrying capacity

varies from 30 to 50 tons, and their tare weight from 15 to

20 tons. One of the most popular forms of car at the present

time appears to be the 50-feet steel-framed car, with a capacity

of 50 tons (of 2,000 lbs.) and a tare of about 20 tons, the total

weight per axle being 17 tons 10 cwt. So long as these pro-



RAILWAY ADMINISTRATION 99

portions are adhered to it makes no difference, so far as the

cost of transportation is concerned, whether the load is carried

in one car with eight wheels or in two cars with four wheels

each. That is to say, the result will be the same if, instead of

one car of the size and weight mentioned, two cars are employed,
each with a capacity of 25 tons and a tare of 10 tons, and each

having four wheels. Not all the cars in America offer such

favourable conditions as those just mentioned. The box cars

have, as a rule, a carrying capacity of 30 to 40 tons and a tare

of 16 to 18 tons, the paying load in these cases having a less

proportion to the dead load than is the case with the 50-ton

cars.

" There are serious difficulties in the way of introducing, for

general service in England, waggons of great length. The

sidings, goods sheds, weigh bridges, turn tables, coal tips,

screens, etc., are, as a rule, quite unsuitable for waggons of the

dimensions named, to say nothing of the usual conditions of

trade, which are based on the present style of vehicle. It is

sometimes suggested that English companies should forthwith

reconstruct the whole of these works and appliances, but no

one has as yet estimated what the cost of such alterations

would amount to. It is probably incalculable, and the question

arises, whether, after all this vast expenditure had been incurred,

and the whole trade of the country had been disorganised

during the transition period, the saving in handling the traffic

would pay the interest on the outlay. The four-wheeled

waggon will, therefore, in all probability, remain the standard

waggon of the country, and economy is to be sought in im-

proving the design of such waggons, and increasing their

carrying capacity in relation to their tare, rather than in intro-

ducing Waggons of greater length."

In the direction indicated by Colonel Yorke, British

railway officials are steadily working, and for the sake
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of uniformity and to bring about their universal use,

some of the companies are trying to get a standard

waggon of, say, 15 tons capacity adopted by the coal

trade. The views of the colliery owners were recently

stated before the Coal Commission now sitting, by Mr.

Joseph Shaw, chairman of the Povvell-DyrTryn Steam

Coal Company, who said the size of coal waggons ought

to be increased, but the increase should be gradual, so as

not to upset existing trade conditions.

As regards the relative advantages of 20- and 30-ton

trucks, the following comparison is useful : The four-

wheeled North Western waggon, carrying 20 tons, gives

load per axle, 5 tons
;
tare per axle, 1.97 tons

; gross load,

6.97 ; efficiency, 71 per cent, of the gross. On the other

hand, for a 30-ton
"
bogie

M
waggon on eight wheels the

corresponding figures are : Paying load per axle, 3.75

tons
; tare, 1.725 tons

; gross load, 5.475 tons, giving an

efficiency of only 67 per cent, of the gross. But many
of the companies are now, as stated, experimenting

with 1 5-, 20-, 30-, and 40-ton waggons, and as many as

can be profitably used will be in the future employed,

while some of the private owners are also seconding the

railway companies' efforts in this direction.

In the course of a recent series of articles in the

Times on the methods of working in America and this

country, the writer says :

"While in the general handling of passenger business the

greatest differences may exist between American and British

practices, the advantages are, in many instances, on our own

side ;
and where they are in favour of the American system it
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is mostly because there are conditions to be met and provided

for which are not to be found in Great Britain. In regard to

freight, no one can for a single moment doubt that with the

great quantities of produce or merchandise they secure, and

carry for distances so vast, the American lines have been able

to effect great economies in their operating expenses by reduc-

ing the cost of handling, especially through the construction

of their larger locomotives and waggons. Yet here again it

by no means follows that what can be done, and done with

undeniable success, in the United States, would be equally

capable of application in our own country. I have shown,

too, that while, in some respects, the American railways

thanks to the circumstances in which they are able to operate

may claim to be in advance of us, in other respects they are

distinctly behind us ; and on this point I came across striking

evidence in a final look round in New York on returning from

my travels across the country ;
for in Eleventh Avenue I noticed

that the whole of the traffic of that busy thoroughfare passed

directly over no fewer than twenty-five sets of rails, representing

what was virtually the shunting yard of the New York Central

and Hudson River Railroad. It occurred to me that if some

of the more eager advocates of the adoption of American

railway methods in England were to visit this spot, they would

speedily change their opinions as to the superiority of those

methods over our own. What there is to be gained from

American experience the British railways are evidently ready

enough to learn ; for, as I write these lines in my hotel in

New York, I hear of the arrival in the city of a deputation of

ten prominent officials of the London and North Western and

Caledonian Railways on one of those periodical missions of

inquiry to the United States such as American railway managers,
in their turn, send to Great Britain when they wish to learn

more about English methods of railway business, especially in

regard to passenger traffic.
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"As for my own verdict on the subject of American rail-

ways, it is, in effect, the same as that which was pronounced
in regard to British railways by an American railway official

who was sent to Great Britain to study our own system, and

who, on being asked to give his unbiassed judgment thereon,

replied :

' British methods are well adapted to meet British

conditions, just as American methods are well adapted to

meet American conditions, and there is very little for either

country to learn from the other.'
M

With regard to long-distance travel, it may be well to

recall that the London and North Western Railway has

recently repeated the performance of August, 1895, viz.

running to and from Carlisle without a stop ;
the Great

Western have done similar runs to Plymouth, and the

Brighton officials have taken a train from Victoria to

Brighton in forty-eight minutes. These and other runs

have shown that, when necessary, British trains can

equal, or excel, any world's records. The point is,

however, what is the practical advantage of these extra-

ordinary efforts? In this country the distances to be

covered are so comparatively short that normal per-

formances are quite sufficient to satisfy 999 out of every

1000 passengers. The remaining one an enthusiast

for breaking records overlooks the important element

of the cost of increasing speed, on which point it may
be useful to quote some facts collected by Mr. Delano,

of the Western Railway Club of the United States, and

worked into a paper read at Chicago.

Mr. Delano recounts six different sources of extra

expenditure due to high speeds. The first of these is
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increased fuel consumption ;
the second is the necessity

for better and more expensive rolling stock
;
the third

is increased wear and tear
;
the fourth, increased risk of

accident by failure of the engine or coaches on perma-

nent way ;
the fifth, augmented risk of collisions

;
and

lastly, the delay to traffic entailed by keeping the road

clear for high-speed trains. It appears from the dis-

cussion which took place on the reading of Mr. Delano's

paper, that the extra fuel cost is the result, not only of

the larger quantity burned, but of the trouble entailed

in selecting the best possible coal, without which the

engines cannot keep time. Thus, Mr. Henderson, of

the Chicago and North Western line, stated that the

coal for the fast trains had to be hand-picked to get rid

of slates or rubbish, and carefully screened to get rid

of slack
;
and he added that a further source of ex-

penditure lay in the extravagant consumption of oil,

not only on the engines, but on all the coaches. No

attempt has been made to dispute that there is much

extra wear and tear. Where accurate records are kept,

it is "found that the failures in passenger service are

much greater in relation to the train haulage than the

failures in freight service." Mr. Delano holds, not un-

naturally, that the consequences of an accident are

certain to be much more serious, both in money loss

and moral effect, at high than at low speeds.

Leaving, however, what may be regarded as fortuitous

events, we come to a source of steady outlay, which

appears to be, on the whole, much more important. It

has long been held by those who have the control of
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railways that the best way to get a maximum amount

of work out of the road is to have all the trains on it at

any one time moving at, as nearly as may be, a uniform

speed.

Mr. Delano, writing on the point, says :

" A steam

road handling long trains at intervals which are deter-

mined by the speed of the intermediate slow trains,

cannot begin to do the business which is done by a

slow-moving street-car line, or elevated railroad with its

frequent trains. The slow train may either follow the

fast train, or a fast train follow a slow one. In either

case there is a gap behind or before the slow train,

during which time the railroad is unoccupied and

earning no money." A careful estimate made of the

cost of running ordinary passenger trains in the United

States gives about one dollar per mile. The cost

of the limited trains is given at about two dollars per

mile.

Although, of course, American railways do some

magnificent runs, it can be safely asserted that the

services given by the British lines are on the whole, and

for the general public, far superior to those to be found

in the United States. The public here would not,

indeed, stand for a week what travellers and traders in

America have to put up with. It is not "beating the

record
"
with one or two specially favoured expresses that

is alone required, but a careful consideration of the wants

of all classes of the community. What can any reason-

able being require more than the express services of the

London and North Western Railway, say, between
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London and Glasgow, Liverpool, Manchester, and Bir-

mingham? Between London and Birmingham, a

distance of 113 miles, there are nineteen down and

seventeen up trains, some with breakfast and dining-

cars, the fastest time being two hours. To and from

Liverpool and Manchester there are from thirteen

to seventeen services with London, the fastest trains

taking 3J hours for the 183J miles separating the me-

tropolis from Manchester, and 3 hours 55 minutes for

the journey of 201 miles with Liverpool. Again, the

401 miles between Euston and Glasgow are covered in

8J hours, there being eight trains a day for the down

and seven for the up journey.

The express goods services of this Company are also

infinitely superior to anything abroad. Goods from

London to places such as Liverpool, Manchester, Ches-

ter, Sheffield, Leeds, without counting shorter distances,

such as Leicester, Birmingham, Wolverhampton, etc.,

are all delivered on the morning after despatch, with a

similar service in the reverse direction
;

while cross-

country traffic, such as Burton to Swansea, and Cam-

bridge to Shrewsbury, is dealt with equally promptly.

Then, again, the one day's goods service between Lon-

don, Birmingham, etc., and Glasgow, Edinburgh, Perth,

and Dublin, including the sea passage between that port

and Holyhead, is a long-established fact, the London and

North Western Company having been the pioneers of

the one day's service between England and Scotland

and Ireland.
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THE RAILWAY ASSOCIATION AND THE RAILWAY

CLEARING HOUSE

A weak point in the British railway position in the

past has been the absence of a strong central committee

to guide and represent this great industry as a whole.

Of late years, however, the Railway Association has

been strengthened and the body made far more repre-

sentative than it was in former days. Forty-three

companies are members, and each elects a delegate or

delegates to attend meetings which may be called at

any time, and especially to take action with respect to

any Bill in Parliament affecting the general interests.

It seems very desirable that every railway director and

official should do his best to make this central authority

a thoroughly strong and representative body. Obviously

at its deliberations differences of opinion must arise, but

these should be minimised for the benefit of the general

interests concerned.

Many of the persons who speak and write so glibly

respecting the management of the railways of the

country might find some instructive, and perhaps

profitable, employment in making themselves ac-

quainted with what may be termed the inner life and

working of our railway system. A visit to the Railway

Clearing House, for instance, would, if we are not

greatly mistaken, serve to mitigate that feeling of over-

weening confidence in their own ability and in their

qualifications for the work which they are prepared

forthwith to undertake. Probably, of all the popular
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delusions of the day, there is not one which is more

generally indulged in than that of the simplicity of

railway working and management, and the ease and

readiness with which improvement in the present

system could be effected. Few indeed can realise what

is involved in the task of running a year's trains over

398 millions of miles, carrying 1,172 millions of passen-

gers and 416 millions of tons of goods and minerals.

It is for the purpose of adjusting and apportioning the

many millions of claims arising between the companies
in the conduct of this enormous business that the

Railway Clearing House exists. This system is not

one which was invented for railway companies. It was

adopted by them, but it has reached dimensions which

at the time of its establishment could never have been

anticipated. Before railways existed, and in the old

coaching days, there was a clearing house of the pro-

prietors of the stage coaches. It had its headquarters at

the "Golden Cross," Charing Cross, and the managers
had to arrange among themselves the amounts due to the

respective proprietors who owned or horsed the vehicles

which were employed on any journey. A passenger or

a parcel, for instance, booked from London to Holy-

head, would in the course of his journey be conveyed

by coaches owned by at least a dozen different proprie-

tors, and to each of these was allotted that portion of

the fare which fell to his lot according to the mileage

which he had provided. The amount received for the

carriage of His Majesty's mails formed a portion of the

common fund, which was divided among those who
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took their share in the carriage of the mails. The

amount to be divided did not assume very formidable

dimensions when, as Sir Walter Scott records in a note

to Red Gauntlet, the London post was brought to

Edinburgh in a small mail-cart, and there were men
then living who recollected when the mail-cart came

down with one letter only, and that addressed to the

British Linen Company.
When railways began to extend and ramify over the

country, and traffic began to be exchanged from one to

the other, it soon became evident that the "clearing"

system analogous to that of the old coaching days
must be adopted. When the railway had reached

Rugby and Birmingham, connections were made with

the Midland Counties, North Midland, Birmingham,

Derby, and other lines. If a system of through booking
from London were to be adopted, some central or

recognised association in which all parties interested

would have confidence must be created to appropriate

the portion due to each company in respect of the work

to be done. So it came to pass that in January, 1842,^
the Railway Clearing House was established, Mr. Carr

Glyn, then Chairman of the London and North

Western, Mr. Robert Stephenson, and Mr. Morison

being the first founders of the Association,-

Without arrangements similar to those provided by
the Clearing House, it would be impossible for pas-

sengers to travel from one place to another except upon
the line owned by one company, without incurring

delays and inconvenience which would be caused by
the change of carriage ; or, in the case of goods, the
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transshipment from the trucks of one company to

another. Mr. Kenneth Morison, auditor of the London

and Birmingham line, was the first to see the necessity

of establishing a clearing house system on principles

similar to those adopted by the London banking houses.

His plan was submitted to Mr. Robert Stephenson, the

engineer, and to Mr. Carr Glyn, then Chairman of the

Company. George Hudson,
" the Railway King," gave

to the scheme his hearty support, and Mr. Creed, the

Secretary, and Captain Laws further developed the idea,

and suggested modes by which anticipated difficulties

in carrying it out could be overcome. Finally, all

preliminary objections were got over, and in a modest

establishment in Drummond Street, adjoining the

Euston Station, on the 2nd January, 1842, the Railway

Clearing House passed from theory into actual and

practical existence. Its clearing at the same time in-

cluded all through traffic of goods and passengers,

parcels and live stock, between London and Darlington
in one direction, and between Manchester and Hull in

the other. There were nine companies included in the

arrangement. It is curious to note of these there is now

not one that has maintained its name all having been

absorbed either by the London and North Western, the

North Eastern, Midland, or Lancashire and Yorkshire

systems. The then existing companies were :

Manchester and Leeds.London and Birmingham.
Midland Counties.

Birmingham and Derby Junc-

tion.

North Midland.

Leeds and Selby.

York and North Midland.

Hull and Selby.

Great North of England.
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This was the modest railway family with which Mr.

Kenneth Morison started that system which has

assumed such colossal dimensions, and is now under the

management of Mr. H. Smart. Small and insignificant

as the system appeared in its infancy, it was then, never-

theless, a great undertaking, and infinite credit is due to

those who organised and carried out the details of the

system. Fully to appreciate the value of the services

rendered to the public, and to the railway interest, in

the establishment of the system, let us see what was the

amount of active work done in the third year of its

existence (1845).

On the sixteen railways thus included in the system of

clearing there were conveyed 517,888 through passengers.

Each of these passengers was conveyed an average dis-

tance of 146 miles. The sixteen railways gave an

aggregate length of 656 miles, or an average of 41

miles, so that each passenger passed through an average

of nearly four junctions with other lines than the one

on which he commenced his journey. But for the

facilities given by the clearing, each passenger would

have been required to change his carriage on entering

the territory of another company. It is instructive to

notice the proportion of the classes in 1845 as compared
with what they would be at the present time. There

were 234,000 first, 215,297 second, and only 63,581 of

third-class passengers. Now the proportion of third

class to the total would be over 91 per cent.; then it was

only about 12 per cent. The total distance travelled

by these passengers was 75,783,000 miles. In the con-
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veyance of these passengers there were employed during

the year 59,756 railway carriages, and there is another

curious fact connected with the early history of our

railways 5,813 trucks conveying private carriages

passed over these railways. This was for the accom-

modation of those who preferred to ride in their own

carriages, instead of in the railway vehicles, a higher

scale of fares being, of course, charged for this osten-

tatious display and greater luxury of travelling. The

companies had not only to carry the passengers, but

also the private vehicles in which they enjoyed the

luxury of travelling without mixing with their fellow-

creatures.

In addition to the work of apportioning to the re-

spective companies their share of the receipts for the

work done, the Clearing House took cognisance of the

movements, the destinations, and the earnings of 7,573

horse-boxes for those who preferred to travel in their

private carriages had, of course, often to take with them

the horses which were to be "
put to

"
at the end of the

journey. There were, further, 2,607 Post offices carried

on these railways, and the receipts from these were to be

duly accounted for to the different companies. Finally,

there were 180,606 goods waggons running over greater

or less distances on these aggregated sixteen railways.

All the work was done in a punctual, satisfactory,

and business-like manner, and demonstrated as clearly

as facts could do the groundless character of the appre-

hensions which had been expressed as to the establish-

ment of the Clearing House.
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There is no country in the world which can boast so

complete, so well-ordered, and so extensive a machinery
for aiding in the development of the great railway in-

terest as that of the London Railway Clearing House,
and we may claim for its originators and managers a

fair share of that gratitude which the public, not over-

liberal in these matters, should accord to those from

whom they have received lasting and substantial

benefits.

When the system was first established some unfore-

seen results were produced, which led to many angry
discussions between the companies, who believed that

their interests were adversely affected. The happy

family of nine companies, which were gathered under

one roof at Drummond Street, like the birds in

the fable,
"
grew quarrelsome and pecked each other.

5 '

Such highly improper charges as "dishonesty" were

actually heard. The companies were, it is said, in the

habit of appropriating each other's waggons, and refus-

ing to give an account of them, or pay for their use.

This dishonest practice had never, however, reached the

height to which it was at one time carried by some of

the American railway companies. There, in some

notorious cases, the rolling stock was, to all intents and

purposes, stolen. The Erie Company at one time

appropriated some hundreds of carriages and waggons

belonging to a line which they leased, painted out the

name or initials of the lessor company, and replaced it

by their own. In the early days of the Railway Clearing

House, its managers had also to contend against other
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difficulties, which in one of their early reports is thus

explained :

" In the first place, the methods of keeping accounts adopted

by the several railway companies were in no two cases exactly

similar; and this diversity of system caused much difficulty

and confusion when the accounts came to be compared for

the purpose of effecting a settlement. Long delays occurred,

and much angry correspondence not unfrequently passed

between the managers, before payment of the sums due by
one company to the other could be obtained. In the next

place, although all the connected companies had entered into

an agreement to render accurate returns of the use they

respectively made of one another's carriages and waggons,

and to pay a fixed rate per mile for whatever distance they

ran, still, the conditions of the agreement were from the first

very imperfectly fulfilled, and some of the companies came in

the end to make an unacknowledged use of the carriages and

waggons of others to an extent which amounted to a positive

grievance."

Confidence in the governing body and in the integrity

of its decisions was consequently the first condition that

was required for the success of the association. The

constitution of the body was, and is, based on the

representative system. /Every company that becomes

a party to the Clearing House is represented by its

chairman or one of its directors/5 He forms part of a

committee upon whose resolutions are based the laws

and regulations which govern the conduct of the busi-

ness. The working out of the details is the task and

function of the officials and clerical staff employed for

the purpose. This committee of delegates holds its
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meetings at intervals of three months. Among the

other duties with which the delegates, as they may be

termed, are charged, is the very important one of

appointing/seven of their members who constitute the^

committee of superintendence.) It is to this body of

practical and experienced railway men that Mr. Smart

makes his monthly reports. These show what has been

the work done during the month in the division of the

through goods and passenger receipts among the

affiliated companies, and all other matters of import-

ance transacted during the period. There is yet a third

body; perhaps it might not be inappropriate to desig-

nate it as the Lower House in the constitution. This

body consists of the general managers of the railway

companies.) These meet quarterly, and discharge such

matters of interest connected with the working of the

railways as bear directly or indirectly on the question

of through rates and their apportionment. Take, as an

illustration, some great festival or gathering say an

exhibition at Glasgow agricultural meetings, meetings

of the British Association, Church Congresses, tourist

arrangements, cheap excursion trains
;

all of which

include arrangements for running over continuous and

connecting lines of railway. At these meetings the fares

or rates which may be decided upon are reported, and

form the bases upon which the division of the receipts

of the respective companies is made. There are yet

further meetings and gatherings of officials which are

provided for. Committees of goods managers, super-

intendents of companies, and railway accountants are
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formed, and these, as well as the general managers, hold

their periodical meetings, at which the business to be

discussed frequently forms an agenda paper of many-

folios in extent, and includes a mass of detail, which to

the lay mind would be abstruse, intricate, and unin-

telligible, but which has to be disposed of with the

accuracy of a problem in the exact sciences.

With all this carefully thought-out system of check

and counter-check there would, however, still be want-

ing one important element, if it had not been provided

by Act of Parliament, and that is the power to enforce

and compel obedience to the awards and decisions of

the Clearing House. This was duly provided, and the

Act establishing the legality of the association is surely

one of the most complete of its kind ever passed by the

British Legislature, for it has never required legal inter-

pretation by the judges of the land. It orders, in terms

which rival in brevity and authority the laws of the

Medes and the Persians, that whatever is declared to

be due by the Clearing House shall be legally due, and

must be paid. There is no appeal from the decision.

No wasteful or fruitless litigation has ever yet arisen

out of the business of the Railway Clearing House.

Rival chairmen and boards of railway companies may
plot and counterplot against each other; may seek to

invade each other's territory ; dispute agreements, and

cavil over their validity ;
but once within the scope and

purview of the Clearing House there is an end to dis-

putes and litigation so far, of course, as its powers and

jurisdiction extend. The Act was passed by Parlia-
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ment without comment and almost without debate.

It was drawn by one of the ablest of draughtsmen of

public bills the late Mr. Dodson, or, as he was more

generally known and spoken of in the legal profession,
"
Doddy." Parliament, indeed, never passed an Act

which, whether in regard to the magnitude of the

interests involved or the success with which its pro-

visions have been carried out, has yielded such satis-

factory results as the Railway Clearing House Act.

Previous to the passing of this Act, the authorities of

the Clearing House sometimes experienced delay in

obtaining that prompt settlement of accounts which it

was the spirit and the essence of the association to

secure, and on one occasion, at least, they had to in-

voke the aid of the law courts. An official of one of

the recalcitrant companies was summoned before Vice-

Chancellor Kindersley for non-payment of the amount

which the Clearing House had found to be due, and of

which the court had ordered payment.
"
What," said

the indignant judge, "not obey the order of this court !

What's his name ? Officer of the court, take that man,

and" this, of course, was sotto voce "cast him into

outer darkness." A shriek of wild despair went up from

the terrified official representing the company seated on

one of the back benches of the court. He was not,

however, consigned to the durance which his contempt
of court had merited, but his personal liberty was only

retained on the condition that the amount claimed

should be immediately forthcoming. It is scarcely

necessary to add that the sum claimed was duly paid.
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The railways of the United Kingdom own accord-

ing to the last official returns available and work a

total of 806,000 locomotives and vehicles of all classes.

These consist of 49,000 passenger carriages, 698,000

trucks and waggons, 37,000 Post Office vans, guards' vans,

cattle trucks, etc., and the whole is worked by a stud of

22,000 locomotives. In 1901 these vehicles ran a total

mileage of 399 millions. This is equal to over 16,000

journeys round the world, and represents a distance of

over four times that of the sun from the earth. With

the exception of some small lines and the Irish rail-

ways, the carriages, waggons, and "sheets," when

travelling off the lines of their owners, come under the

scrutiny of the Railway Clearing House. For all

practical purposes, and so far as the public interest and

convenience is concerned, all this aggregate of machinery
of locomotion exists as the property of one company.
State ownership of the railways could not be more

effective and comprehensive than that which exists at

the present time with regard to the railways of the

United Kingdom. There is, however, this most im-

portant difference, viz., that while State ownership
would involve a complete monopoly, the present system
has the immense advantage attaching to private enter-

prise and competition of the several companies, which,

for the purpose of facile and efficient working, are

united under this arrangement. The business of each

company, which forms an integral part of the whole,

is conducted under a sense of personal responsi-

bility which could not properly attach to a system
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owned and worked under that mysterious and irre-

sponsible entity called the State. Each company
strives with the other to secure as large a proportion as

possible of the favour and patronage of the public.
s

Active agencies represent different companies, and

canvass for business on their own account (there is a

growing feeling amongst railway directors and share-

holders that this rivalry might be usefully curtailed),

giving to the trader and producer all the advantages of

competition, and each company seeks by the accelera-

tion of its trains, or by the superior accommodation

which it affords, or the inducements which it holds out

of low fares for tourists or the pleasure-seeker to

secure as much as possible of the passenger travel of

the country. The seemingly incongruous task of

uniting combination with competition is accomplished

by the agency of the Clearing House, and as a result

we have a railway system unsurpassed in the services it

renders to the public by that of any country in the

world.

The key to the success of the beneficial work done

in the Clearing House is the system upon which

what is known as " the Mileage Department
"

is

conducted. Without this, adequate checks could not

be provided, nor could accurate apportionments of

receipts be made among the several companies. The

plan adopted, like that required for success in all other

important undertakings, is very simple. The Clearing

House has in its service a body of over 400 clerks who

are engaged in what is called
" the Mileage Department."
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In connection with this branch there is an outdoor staff

of over 500 persons known as " number-takers." One
or more of this useful body of men may be seen at all

the important junctions of our railways. He takes no

interest in the incomings or outgoings of passengers,

the loading or unloading of goods, the signalling of the

arrival or departure of trains. With a small book and

pencil in hand, and at night with lantern under his arm,

he walks along the platform, or ranges along the goods

sidings, looks at each truck or waggon or carriage, notes

down the number of each vehicle, and the name of the

owner, where it came from, and its destination.

The duties of "the Mileage Department" of the

Clearing House differ in one important respect from

those connected with the distribution and apportion-

ment of receipts among the respective companies in

one case the accounts represent "credits" to the com-

panies, in the other all are "
debits." Every company

is informed of the amount, if any, which they have to

pay to others for the user and detention of passenger

carriages, trucks, waggons, tarpaulins, etc., travelling

over lines not owned by themselves. It is difficult to

convey to the ordinary reader an adequate idea of the

magnitude and importance of the work performed in

the collection and examination of data for ascertaining

the amounts due under these heads.

Since the establishment of the Clearing House,

returns have been collected by its own agents, who are

designated
"
number-takers," and others supplied by the

companies themselves, showing the number of miles
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run by stock on "
foreign lines

"
that is to say, lines

not the property of the company owning the stock. In

the first fifty years the number amounted to the enor-

mous aggregate of 18,626,931,374, exclusive of empty

running. An express train travelling continuously sixty

miles an hour would only run 525,600 miles in the year,

and it would require to continue its journey for some-

thing like 35,000 years to equal this mileage. Had such

a journey commenced with the Christian era, it would

not by this time have accomplished much more than

about one-eighteenth of the distance represented by this

enormous aggregated mileage. But not only have the

Clearing House officials tracked the course of the rolling

stock running over foreign lines, but they have detected

instances in which the carriages, waggons, trucks, etc.,

have been detained on lines over which they travelled

for longer periods than was fair or equitable, according

to the standard of work done, amounting in the aggre-

gate to 26 millions of days. Since the date of the

Creation, according to the orthodox chronology, the sun

has risen and set upon only about one-twelfth of the

number of days for which the Clearing House officials

have charged "demurrage" for detention by foreign

companies of rolling stock of which they were not the

owners. The aggregate of delays represented by these

26 millions of days' demurrage is over 70,000 years.

Leaving for a while the consideration of these huge

totals, we will endeavour to bring the operations of the

Clearing House within more manageable and compre-

hensive figures, and trace them to the single unit from
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which they start viz. the task of that humble, and to

the great bulk of railway travellers unknown official, the
"
number-taker." In one year these officers traced

nearly 13 millions of journeys of carriages, waggons, and

sheets out from their owners' lines. To some extent,

but in the minority of cases, the companies over whose

lines this rolling stock passed, from one cause or another,

failed to use due diligence in returning the stock to its

owners
;
in some cases they employed the stock for the

purposes of their own traffic, and in other cases perhaps
used the trucks and waggons for warehousing purposes.

The total number of days represented by these delays

was upwards of a million, or 2,700 years. For the pur-

pose of arriving at these results, and enabling the

Clearing House to make their claims upon companies
for the user of stock not owned by themselves upon
their own lines, a total of more than 19 millions of entries

were required to be made by the number-taking staff.

As already intimated, the basis of all these bewilder-

ing and apparently complicated accounts rests upon the

work of taking the numbers and particulars of the

trains which pass through every junction station. At

all hours of the day and night, in all conditions of

weather, rain and snow, fog and sunshine, storms and

frost, the " number-taker
"
must be at his post. His duty

is to collect particulars of all trains arriving at or leav-

ing the junctions. He has to give the number or name

of the engine, the numbers of the carriages or trucks,

the station whence they came, and to which they are

destined. Here is a copy of an entry as made in his book
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by one of the "number-takers" at one of the junctions,

and taken in a heavy fall of snow. It is a fair sample of

the mass of such entries with which his small book is

filled. The number of the engine is
"

1 421." It arrived

from "Darlington" 5.40 a.m., left 6.45 a.m. The num-

bers of the trucks, the names of the owning companies,

and the parts of stations were :

L 33851
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of thousands. The returns, having been preserved with

due care for a specified time, are handed over to what,

in principle, resembles the "
Queen's Pipe

"
in the Cus-

toms Department, where smuggled tobacco is turned to

waste, to the infinite regret of those who would cheer-

fully give their personal aid in the consumption of the

condemned " weed." A machine, something in the

nature of the "
devil

"
that tears and scratches the wool

in its first stage of preparation of yarn, defaces and tears

these Clearing House returns, and the " waste
"

is sold

for the benefit of the association.

The return from the " number-taker's
" book given on

the previous page contained the designating numbers

on the trucks and waggons and sheets which made

up one train. There were forty vehicles, and they were

owned by seven different companies. On each side of

every truck or waggon that is despatched from a station

there is placed a card or label, giving the date, name of

forwarding station, route, name of the owner, the num-

ber, destination, and, in some cases, also the nature

of the contents of the vehicle to which it is attached.

Many of these distinguishing numbers in this particular

train were made up of five figures, but in numerous

cases the waggon numbers run into six figures. During
the time which the train remained in the siding the
" number-taker " had to take down over 300 figures,

together with such important details as the names of the

owners of each vehicle, the owner of the engine, the

name of the guard, the time of arrival and departure of

the train, whence it came, and whither it was destined,
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and the description of vehicles that is to say, whether

ordinary open trucks or " box "
waggons, or whether

constructed to carry loads of unusual weight, 15 tons,

20 tons, 30 tons or above, or whether containing any

explosive goods ;
and in the case of passenger stock the

class of carriage, whether saloon, first class, second,

third, or composite, or of special construction.

It frequently happens that a train arriving at the

station has to be " shunted." The "number-taker" has

to follow it to the siding. At other times trucks are

detached, and sent, some to a siding on one side, some

to another. No matter whither it goes, the Clearing

House detective must not lose sight of a single vehicle

until he has secured all needed particulars, for sure as

he should do so, the missing vehicle would turn up
at some other station, where it could not expect to

pass a second time the vigilance of the detective at

that spot.

The particulars required having been duly noted in

his small " blue book," and the train being got fairly

under weigh, the " number-taker "
returns at once to his

office, and there copies out in due order, in separate

columns of figures, and under their respective heads, the

details which he has collected. These " abstracts" are

forwarded each week in due course to the Clearing

House in London. Four hundred clerks arranged at

their capacious desks receive, arrange, and post from

these abstracts, which are sent in from over five hun-

dred junction stations. The number of these abstract

junction returns exceeds three-quarters of a million in
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the year, exclusive of what are known as "
nil

"
returns

that is to say, returns that report that no "
foreign

stock" has been noted at any particular station. The

work of dealing with the returns commences with enter-

ing, under the names of the several companies owning
the vehicles, the particular distinguishing number of

each one that was found away from its owner's line.

So long as the vehicle remains in the territory of its

owner, it is out of the jurisdiction of the Clearing House.

Having located the particular vehicle at the precise day,

it is then necessary to record whither it went after

leaving the station. The card on the side of the truck

may have statedj for instance, that it was going from

Darlington to Manchester. But by what route is not

stated. It is the duty of the clerks to trace its route.

Its number was, say, "35866," and it is the property of

the North Eastern. When it left York it may have

passed by one of several routes to Manchester. Here

comes in the "
topographical

"
knowledge of the clerks,

who can tell by instinct as unerring as that which

directs the swallow to or from the sunny south, by which

and every route any two railway stations in the United

Kingdom may be reached by railway. No. "35866" is

certain to turn up at the nearest junction station after

leaving York
; or, if it does not, it must have been

retained upon one of the lines concentrating at York.

In the one case the company detaining the stock of

which it is not the owner is debited with it until the

missing vehicle is returned to its owner's line
; if, on the

other hand, No. "35866" does not in due course make
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its appearance at Manchester, the assumed place of

destination, then the company despatching the waggon
so invoiced is called upon to account for the misdirection,

and pay the penalty for its negligence.

Assuming the vehicle has reached its destination at

Manchester, the company will take note of the arrival

of the train, giving the same particulars corresponding

to those which we have already specified. The abstract

received at the head office in London will enable the

clerk there to identify this particular vehicle, and, noting

the day on which it started and the day on which it

arrived, he is able to say whether due diligence has

been used in despatch of the truck, or whether this

or other vehicles may have been detained beyond the

time agreed as the standard for charges of demurrage.

A distance of 120 miles was once considered a fair

day's run, but in these days of keen competition many
trains are run upwards of 300 miles in the twenty-four

hours. When the route over which the waggon has

passed has been ascertained, the distance between any
two points by such route is entered by the clerks from

books compiled in the distance department. For the

purpose of reference a standard book is provided con-

taining the actual measured distances between some

17,000 stations, sidings, collieries, etc., and various

junctions on the railway companies' systems. The

book is in several volumes, and is of great bulk, con-

taining, as it does, upwards of one and a quarter

million separate ascertained and printed distances.

From the distances therein laid down there is no
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appeal, all the associated companies recognising them

as the basis of calculations.

In posting' up the mass of detailed information it

is obvious that an enormous amount of clerical work

must be performed. In order to economise the labour

in making these entries, a system of "
symbol

"
or short-

hand writing has been adopted based upon
" dots

"

and "dashes." A "dot," for instance, placed over the

number of a vehicle under a particular date tells that

such a vehicle has arrived. A "dot" at the side tells

the date at which it passed an intermediate point of

exchange, while a " dot
" beneath the number tells the

date at which it arrived at the destination station. The

number of days occupied in the journey is shown by
a corresponding number of "dots." Similar symbols

are used on the return journey, with the addition that a

mark over and at the end of the top of the first figure

shows the back mileage chargeable on the particular

waggon. A similar mark at the level at the bottom

of a figure indicates that the vehicle was empty, or that

the sheet or tarpaulin was folded. A ring round the

number and symbols signifies that the vehicle carried a

light load, and was not subject to mileage charge. A
"dash" under the whole number tells that the vehicle

or sheet went through to a further station, and was not

unloaded at the designated station as given on the

attached label or card on the waggon. The complete

tracing of the running of the vehicle from the time of

leaving the owner's line and its return is signified by an

angular
"
tick," thus "

^C
" on the top of all entries.
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Here, for instance, is the symbolical entry for a

Cambrian waggon, No. 4120, that formed part of a

goods train made up of waggons of various companies

running from Aberystwyth vid Welshpool and Wich-

nor:

May 6. 4120 Date passing off owner's line at Welshpool.

4120: Date (7th) passing Wichnor (next exchange

junction).

4120 Date of arrival (8th) at Nottingham Station.

Return journey

May 16. 4120 Date leaving Nottingham loaded to owner's

line.

4120 Date (16th) passing Wichnor.

4120 Date of exchange to owning company at

Welshpool (17th).

In this case the waggon was out of the owning

company's possession from the 6th to the 17th. It

arrived at Nottingham on the 8th, and as two days

only are allowed for unloading purposes, three days'

demurrage was incurred for undue detention, which,

at 3^. per day, amounts to gs., and is charged by the

Clearing House against the company detaining the

vehicles, and credited to the stock-owning company.
These matters of detail having been arranged and duly

checked by the clerks, the vehicle again appears with

this symbol :

/
4120 : Means that the running of the vehicle from the

time of leaving its owner's line to return thereto

has been duly noted.
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4120: Signifies demurrage has been charged to the

respective companies.

4120: Tells that the vehicle or sheet went through to

further station, and was not unloaded.

Signifies that the vehicle was light loaded, and

was not subject to mileage charge.

The charges for demurrage are stated in the monthly
accounts sent in to the respective companies. The

companies against which the charges are made can,

of course, check the statement, and, if necessary, can

require further particulars to be supplied by the Clear-

ing House, where all matters are so arranged and

classified that the running of any one vehicle during the

past four years over any line not the property of its

own owners will be forthcoming for test and verifica-

tion. The charges for demurrage made by the Clearing

House are ios. per day for the first-class, and 6s. per

day for a second- or third-class carriage. Composite

carriages with first-class compartments are charged at

the former, and without first-class compartments at the

latter rate.

For the waggon stock $s. per day is charged gener-

ally, but special waggons of expensive construction

range from 6s. up to 20s. per day ; e.g., if constructed to

carry loads of 15 tons, 20 tons, or 30 tons, they are

graded step by step, the highest charge being 20s,
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The charge made for detention of tarpaulins, or

sheets as they are termed, for covering waggons is 6d.

for the first day, is, for each day afterwards
;
but the

whole charge is not allowed to exceed sixty days,

making together $gs. 6d. It is assumed that 60s. is the

average cost, so that further charge would amount to

something more than confiscation of the wandering and

offending sheet.

GOODS TRAFFIC SCRUTINY

It must have frequently come under the experience

of travellers on arriving at railway stations to notice

that, in place of the train by which they intended to

start on their journey, a goods or mineral train of thirty

or more laden waggons and trucks stands waiting for

the "
all right

"
signal ;

or perhaps a similar train may
have rushed by, shaking the place to its very founda-

tions, and they may have followed its course until the

thunder of its roar, the beat of its engine, and the glare

of its red lights have passed into the silence and dark-

ness through which it speeds on its resistless way.

That train, like so many thousands of others, is laden,

it may be, with the output of collieries, metal from the

furnaces and the forges, machinery from manufacturers of

iron, bales of cotton, piece goods from the mills and

warehouses, beef from Inverness, wheat from the

Lothians, and agricultural produce of all kinds, which,

with something akin to magnetic attraction, it had

gathered to itself as it sped on its way. These waggons
and trucks and their varied contents were collected and
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formed into one train from lines of railway owned by
different companies, and each having its own interest as

carriers in the work which the great locomotive is

doing for them. The spectator who sees only the

rushing, hurrying train, or catches a hasty glimpse of

its component parts, takes little heed of the quiet,

methodical, caretaking analysis and examination which

are required to start it on its career, or to ascertain

what proportion, and how much of the sum total of the

work done by that locomotive represented by money
is due to each and every company over whose lines

those trucks and waggons have already passed, or may

yet pass before they reach their destination.

In discussing the subject of railway rates and charges

there is no term more familiar than that of "classification."

The original Acts under which railways were constructed

specified articles, as already explained, to be charged at

given rates according to the class or classes in which

they might be located. Many hundreds of these private

Acts were passed, and the classification and resultant

rates differed in many instances widely from each other,

whilst in other instances they resulted in absurdities,

as, for instance, in one Act where eggs and iron gas-

pipes were located in the same group. It was always

the aim of the railway companies, even in a greater

degree than the traders or the public, to simplify these

crude and dissimilar parliamentary classifications and to

bring order out of chaos by reducing to a reasonable

compass the number of classes, while making full

provision in each class for the articles required to be
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carried. This pioneer classification of the railway com-

panies, known as the "Clearing House Classification,"

after many years of useful service, became the basis

used by the Board of Trade when considering the

revision of the many and differing parliamentary classi-

fications prior to 1893, referred to in a previous chapter.

The statutory classification as adopted in 1893 in-

cludes the names of some thousands of articles grouped

and arranged under eight distinct classes, denoted by
the letters A, B, and C, for the first three, and the

figures 1, 2, 3, 4, and 5 for the remainder. In classes

A and B minerals are included, and other traffic of a

rough and heavy description ;
Class C denotes those

goods which pass from "station to station only" in

specified quantities, the remaining classes providing,

article by article, for practically all the traffic usually

carried by rail, while appended to this general classifica-

tion is a supplementary or special classification, in

which are grouped as "explosive or other dangerous

goods
M
upwards of two hundred items, all being articles

requiring the precaution of some special form of pack-

ing or handling. As may be supposed, the classification

reads like a miscellany or catalogue of a trade or

museum. For instance, under the head of hardware

there are grouped some two hundred articles of such

various descriptions as : nut-crackers, dustpans, coffin

furniture, fireguards, handcuffs, Jew's-harps, corkscrews,

sardine-tin openers and sugar-nippers.

All merchandise enumerated in the different classes

is charged at avoirdupois weight, except, provided other-
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wise, for stone and timber. The weight is ascertained

at the invoicing station, whence the goods are de-

spatched, and the rate per ton chargeable is taken from

the statutory rate-book kept by the railway company
at the station.

By the establishment of the Railway Clearing House

ample means are provided for identifying every goods

train that travels past any foreign junction with any

railway, the trucks and waggons of which it is com-

posed, and the miscellaneous contents which they carry.

The passage of every train is duly recorded at junctions

and stations, and every vehicle of which it is composed
is noted down with unerring accuracy, and the records

gathered from all parts of the journey find their way to

the Clearing House, and are submitted to a scrutiny

from which there is no escape. Divested of the con-

fusion created by the vast dimensions of the traffic, and

taking one set of transactions as typical of the hundreds

of thousands with which the Clearing House has to

deal, the reader will be able to appreciate the extent to

which simplicity and efficiency are combined in the

system on which its business is conducted. Assume

that a trader or any other person sends coal, hardware,

or other material from Darlington, on the North

Eastern, to, say, Lincoln, on the Great Northern. He
will settle with the goods manager, or his representative,

the weight of the goods to be forwarded, and he will

find the charge in the railway company's rate-books

at the railway station. These matters arranged, traffic

is duly forwarded and entered upon an invoice which
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accompanies the goods, setting forth the weights and

charges. At the end of the month the station agent

includes the total of this invoice in the abstract, which

he forwards to the Clearing House printed in black ink,

and forming a summary of all invoices forwarded to the

same station during the month, giving the name of the

station from which the goods are sent and that of the

station to which they are forwarded. The abstract

includes the names of the owners and numbers of the

waggons, description of the goods sent, whether they

are
"
carted,"

"
non-carted," or " mineral

"
;
the amount

"paid" or "to pay." The invoices accompany the

particular goods to their destination. When the goods

have reached the station to which they are consigned,

the receiving station clerk fills up a " red
*

(or
"
rer

ceived ") printed abstract, specifying the nature, weight,

charges, etc., of the goods received, and the company
from which they were received. If, on comparing the
" black

" and " red
"

abstracts, the figures given do not

exactly correspond, the discrepancy is pointed out by
the Clearing House to each station. If the forwarding

clerk returns the document marked by himself as

"
correct," and the receiving station agent insists that

he, too, is
"
correct," the disputed item is carried to an

"
inaccuracy

"
account, to be dealt with at a future

monthly settlement if time does not admit of its being

arranged in time for striking the monthly balance. If

the error is admitted on the part of either or both the

sending and receiving agents, the returns are altered

accordingly, and the clerks proceed to the apportion-
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ment of the amounts due to the sending and receiving

companies, and also to those companies whose lines

have been used in the transit of the goods.

Before the amount is agreed upon for apportionment

among the companies by mileage, there are a number of

deductions and allowances to be made. If the forward-

ing company has "
paid out

"
any sum for special charges

for collection of the goods, such amount has also to be

allowed. For example, amounts paid out by the forward-

ing company for pier dues, port charges, or road-carrier's

freight ;
also extra mileages or tolls allowed under Act

of Parliament for, say, the Severn Tunnel, or the Forth

Bridge, or Tay Bridge, or for expensive local lines in

London
;
also for the use of portions of another com-

pany's railway.

Then the terminal charges are deducted according to

the class in which the goods fall. These are fixed by

agreement between the companies, and the due amounts

are credited to the sending and receiving companies.

Having cleared the ground so far, there yet remains one

other item to dispose of, and this, unfortunately, is one

which enters very largely as a disturbing element into

the calculation of the sums to be awarded to each com-

pany. We refer to claims which arise for compensation
for loss, damage, or detention of goods. Details of claims

of this kind are forwarded after comparison with the

original invoices of the goods sent out or received. The

amount to be paid under this head is charged to each of

the companies over whose lines the goods are traced, in

the proportion which the sum bears to the whole amount
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to which they would have been entitled in the division

of the gross receipts, or in other ways as may be agreed.

The same arrangement is made when a company
makes a bad debt in respect to the articles conveyed.

The amount of the debt is compared with the invoiced

accounts, and, if found correct, is passed. The loss by
bad debts on freight forms a not inconsiderable item for

railway companies.

There yet remains one further item to eliminate from

the accounts before the net sum available for division

among the carrying companies is settled. Goods traffic,

the total value of which between a pair of stations is 20s.

or under per month, is taken from the total and carried

to the "
Light Traffic

"
Account. The mileage calcula-

tions of such small sums would cause a vast amount of

trouble and involve much additional clerical work, while

the results attained, represented only by fractions more

or less trivial in amount, would have relatively but a

small appreciable effect in the general distribution of the

receipts. It is arranged, therefore, that the aggregate of

the items for goods up to and inclusive of 20s. shall be

treated as " hotch pot," and divided among the companies
in the same proportion as the larger amounts. Finally,

when all is prepared for adjustment, a commission of

\ per cent, is allowed to each company as the cost of

collection and settlement of accounts between the

respective companies and their customers.

It may here be mentioned that the mileages upon
which the through traffic receipts are apportioned to the

companies interested are made up by the Clearing
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House from the measurements given on the engineers'

diagrams supplied by the companies, and these mileages,

which number upwards of a million and a quarter, are

recorded in the ten volumes which comprise the Clearing

House Distance Book.

In order to work out the " settlement
"
of an account

between each pair of stations, assuming that the invoices

or accounts were the subjects of the inquiry and verifica-

tion already specified, the Clearing House officials often

use, in the process of eliciting truth, checking error, and

distributing their portions to each company, not less

than eighteen separate forms, printed, for facility of

reference, in red or black.

It will be seen from the effective system of check and

counter-check which each company has provided against

the other through the agency of the Clearing House

that great and systematic frauds are rendered impossible.

Under the most scrutinising system which human

wisdom could devise there would still be some scope for

the action of dishonest officials working in collusion, and

some errors and inaccuracies may pass unnoticed and

uncorrected, but the many and rigorous checks which

are provided raise obstacles at every step to deliberate

fraud, and reduce to a minimum the risks and chances of

error in the accounts of that wonderful institution, the

Railway Clearing House.

The question has frequently been asked, rather, per-

haps, as an interesting addition to statistical science than

as having any direct practical value, what is the average

distance travelled by a passenger on the railways of the
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United Kingdom ? We know from the annual returns

the number of passengers, or rather the number of

journeys made by passengers on railways, and we know

also the number of miles run by the railway trains each

year ;
but there is no such connection between the two

sets of figures as would afford materials for throwing

light upon the question of the average distance travelled

by each passenger. For every ten persons that would

travel, say, from London to Edinburgh, or Bristol, or

Liverpool, there are many thousands who would pass

over the short distances between the stations on the

metropolitan and suburban lines. Several of the

American railways do give in their annual reports the

number of passengers carried one mile, but this informa-

tion refers only to the particular railway owned by the

company giving the information, and does not include

that portion of the passenger traffic which passes from

one system to another. It might be supposed that the

British Railway Clearing House would be in a position

to throw some light upon the question of average

distance. This, however, is not the case, for while an

American railway company deals only with the traffic

upon its own particular railway, the Clearing House

deals only with what is termed the "
foreign traffic,"

that is to say, business travelling over lines other than

those on which it originated. In the absence of actual

and reliable data, but based on materials afforded by the

returns of many of the companies, it is assumed

approximately that the average distance travelled by
each passenger on the railways of the United Kingdom



RAILWAY ADMINISTRATION 139

is 17 miles. We know from the annual returns of the

Board of Trade that the number of passengers

exclusive of season-ticket holders carried in 1901, or,

more correctly speaking, the number of journeys made

(for a passenger may make hundreds of journeys during

the year) was 1,172 millions. On this estimate the

aggregate number of miles travelled in the year was

about 19,924 millions. The influence which this

astounding movement of populations must have upon
modern civilisation and the progress of nations, is a

subject which some future Buckle, treating of the

history of civilisation, will not ignore.

The trains which conveyed the 1,172 millions of

passengers ran 224 millions of miles. The trains whose

running made up this aggregate of train mileage were

distinct and separate from the goods or mineral trains,

which ran 173 millions of miles during the year. The

description of work performed by the goods or mer-

chandise and mineral trains is clearly indicated by their

names. This is not so, however, in the case of the

passenger trains. It is true they carry passengers, but

they do more than this they carry parcels, dogs, horses,

carriages, and His Majesty's mails. These trains con-

tribute a very large proportion of the revenue of our

railways. Passengers contributed over 39 millions of

revenue, while the receipts from all included in the

parcels department were about six millions, and from

the carriage of the mails one million in the twelve

months.

It is the business of the parcels department of the
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Railway Clearing House to apportion to the companies

being members of the association the amounts due to

each of them in respect of parcels carried over lines

owned by them to their destination. The number and

variety of parcels conveyed by the railways, like all

other statistics connected with the working of the

systems, is represented by millions. The actual num-

bers are not accessible, but we know from the annual

return of the Post Office that the volume of the parcel

traffic collected and delivered by that department, the

vast majority of which was carried by the railways,

represents about 90 millions of packages. While, how-

ever, the Post Office deals only with parcels of limited

weight and dimensions, the railway companies treat as

"parcels traffic," transmissible by passenger trains,

horses, dogs, and carriages. They also treat fish, fruit,

and perishable articles, requiring to be conveyed quickly

to market, with the same indulgence, and allow it to be

forwarded under certain conditions by passenger trains.

Even to the superficial observer it must be obvious

that the work of assigning to each company the portion

that falls to its lot for its share in the work of trans-

porting the enormous and heterogeneous collection in-

cluded under the head of "
parcels

" must necessarily be

very laborious and detailed in its character. Laborious

it certainly is, if by the term be understood the amount

or quantity of labour required. And this labour, although

not of a character calling for the exercise of exceptional

genius on the part of the great bulk of the persons

employed, yet demands for its due performance a large
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amount of technical knowledge and skill which is only

to be acquired by training and experience. The rapid

development of "parcels" traffic, consequent upon the

successive cheapening of rates and the continually

increasing facilities for its collection and delivery, has

necessitated the introduction of broad and economical

methods of dealing with the vast number of returns.

Hence it is magnitude rather than complexity which

characterises the work performed. Elaborate systems

would break down beneath the heavy strain to which

they would be subjected. The four hundred clerks who

are detailed for the parcels service have to compare,

collate, and check returns as they are received from

the railway stations, make entries on forms specially

designed for their use, and calculate results from tables

of distances and mileage rates, which are placed abun-

dantly at their disposal. In many cases, however, the

work is complicated by the more or less intricate agree-

ments and working arrangements subsisting between

companies. The aggregate of work done is none the

less remarkable because it is made up of separate and,

it might almost be said, infinitesimal details.

The different railway companies are required to send

monthly to the London Clearing House returns of the

passengers booked through to other companies' lines.

It was formerly also required that the tickets, when

delivered up by the passengers at their destination,

should be sent to the Clearing House. These tickets

gave the names of the issuing station and the station

for which they were issued. The Clearing House, of
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course, in making each separate settlement, deals only

with business as between the two terminal stations.

It is one of the facts that are not very generally

known that there are upwards of 18,000 stations, junc-

tions, sidings, collieries, etc., on the railways of the

United Kingdom. Most of these are provided with

more or less accommodation for passengers, goods, live-

stock traffic, loading and unloading furniture vans,

carriages, portable engines, and machines on wheels,

and with crane power, details of all of which are dis-

tinctly specified in the voluminous handbook of refer-

ence prepared by the institution. If each of these

18,000 stations had booking arrangements with every

other in the country, the number of separate fares and

tickets that would be required would be counted by

many thousands of millions; it would require astro-

nomical numbers to express the aggregate of possible

annual transactions. The journey from London to Liver-

pool is represented fortunately but by one ticket, but

between the two termini there are many stations, most

of which have booking arrangements not only with the

majority of others on the same system, but to a wide-

spread extent with stations on other connecting railways.

Large as may be the area over which this issuing power

extends, it has its limits fixed by the demands of the

public and the accommodation which can be afforded

for the storage and issue of tickets.

The number of passengers carried upon our railways

was 1,172,000,000 in 1901, and of these a large propor-

tion travelled over more than one railway, and were, there-
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fore, brought within the cognisance of the Railway

Clearing House. There are upwards of 40,000 pairs

of stations between which through tickets are issued

every month, and the adjustment of the accounts for

this portion of the railway traffic is transacted by a

staff of 400 clerks, formed into seven divisions.

Instead of sending the whole of the tickets issued to

the Clearing House as was formerly required it is

now considered sufficient, in the majority of cases, to

give merely the initial and closing numbers of the

tickets issued. The interior of the office of the issuing

clerk at a railway station is decorated, in some of the

larger stations, with piles of tickets, stored according to

the names of the stations for which they are intended

in exact numerical order, each one bearing its number

of the series to which it belongs. As each ticket is

required, it is drawn from the lowest or bottom of the

series. Each one above it next in order bears a higher

number. The tickets are issued to the booking clerks

in parcels of from 50 to 100 in number, or according to

the demand for them. Each ticket, as railway travellers

are aware, is forced into a weighted stamping machine,

which prints upon the ticket the date of issue. When
the booking clerk makes up his monthly return for the

Clearing House, he simply gives the progressive number

of the first and last of his series of tickets. On the

information supplied, the Clearing House has to trace

the route of the passengers, follow them to their destina-

tion, note how many, and what other, lines they have

passed over in their journeys, and allocate to each of
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the companies upon whose line the)' travelled that por-

tion of the total sum paid to which each is entitled.

This is calculated not only according to the actual

mileage travelled on the line, but also in many cases on

the special rate which each company has authority to

make and charge. In some cases a three- or four-mile

rate is charged for only one mile travelled. These and

many other local differences of fares have to be calcu-

lated in order to arrive at the correct apportionment of

the money among the railway companies.

For the purpose of ascertaining the portion due to

each company, the Clearing House has to take cog-

nisance of all working and traffic agreements of the

companies inter se, the respective routes by which

traffic can pass to its destination, the nature of the

working agreements between the companies interested,

the particulars of all special rates and exceptional fares

and charges every detail, in short, connected with the

working of the railways. The adjustment of the

accounts in respect of the passenger does not involve

the same amount of labour as is required for the goods

department. Passengers are booked per capita, and not

according to weight or bulk. When once started on

his way, he is a passenger pure and simple ; first, second,

or third, as he may have elected to be on taking his

ticket at the booking office whence he started. As

payment to the company is made on taking the ticket,

the accounts are to that extent simplified, and the

amount received has to be divided in clearly defined

and specific proportions. In making the division among
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the respective companies great care has to be taken

that no one company receives more than its due share.

A dozen lines may be travelled over by the holder of

one through ticket, and upon these lines different local

rates and fares exist. It is the duty of the Clearing

House to see that in its final distribution no one

company receives more than its established local fares,

though it may well be that a sum below the local rate

may be awarded as the share due to such line of the

total amount paid for the through ticket. In addition

to the tickets issued to well-known stations, it not un-

frequently happens that a passenger requires to be

booked through to a station to which no ticket had

been issued for months, and no other may be required

for an indefinite period. In order to suit the public

convenience in these cases, the clerk is supplied with
" blank

"
tickets, on which he fills up the name of the

station required. These tickets introduce new elements

of check and calculation in the ordinary routine work

of the establishment
;
the "

through route
"
traversed, as

in the case of other tickets, has to be ascertained, and

the due proportions given to the several companies over

whose lines the owner of the ticket has passed. Then,

again, there are tickets issued at special rates for the

military and naval forces, the police, and other persons

travelling at the expense of the Government, at reduced

rates.

The Clearing House acts not only as a book-keeper
for the railway companies, as companies, but it provides

an unfailing check for those which are members of the

association so far as regards their own booking clerks
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The booking clerk at every station has to make a

return monthly of all descriptions of tickets (distinguish-

ing ordinary, tourist, excursion, or other) issued by him,

the different classes of the tickets, the stations for which

they were issued, the "cut" or half-tickets issued for

children, the consecutive numbers of the tickets issued,

and the amount of money for which the station is

responsible in respect of such tickets. If the numbers

given are not consecutive, the error is at once detected,

for a record is kept of the latest number given by the

clerk at the previous return. If the commencing
number of a new month does not follow immediately
on the closing number of the previous month, the error

is at once manifest. One section of the younger clerks

in the office is occupied with arranging all the tickets

that are sent in, after having been used by the passengers,

according to their original station, class, and consecutive

numbers. When all this sorting has been done, the

tickets are compared with the station returns, and if

any discrepancy appears, the station issuing the tickets

is debited with the amount. The practice of "
nipping

"

the tickets at different railway junctions with various

forms of dies is one among the modes adopted by the

Clearing House for ascertaining the routes by which the

passenger has travelled. Take, as an illustration of

the work performed, the division among the several

companies of the amount received for a ticket issued,

say, from Plymouth to Inverness. The route might be

via Bristol, Settle, Carlisle, Hawick, Larbert, and Perth.

The distance (731 miles) would be thus distributed:
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These may serve to illustrate the nature of the work

performed by the Clearing House, in respect of the
"
through

"
passenger traffic of our railways.

One of the purposes sought to be served by the

Clearing House was the creation of neutral ground,

where the executive officers of the different lines could

meet and discuss matters of mutual interest connected

with railway management. This has been fully realised,

as has been previously stated, and the Clearing House

meetings are quite a recognised institution. Some

indication of the magnitude of the transactions settled

by the establishment may be obtained from the follow-

ing brief statistics. The annual amount of money
cleared is now over twenty-seven millions, represented

by the payment of about two millions as balances.

The number of settlements in which two or more com-

panies are concerned made yearly is as follows : In the

Merchandise Department, seven millions
;

in the

Passenger Department, nine millions
;

and in the

Parcels and Miscellaneous Department, five and half

millions, making an aggregate of over twenty-one

millions. The total staff employed, including the out-

door staff, is now only a few short of 2,800, all under

the responsible management of Mr. Harry Smart, the

secretary under the Clearing Act, who is assisted by
four principal officers, the whole being under the control

of the Superintending Committee, composed as follows :

Lord Claud J. Hamilton (Chairman), Great Eastern

Railway ;
Sir James Thompson, Caledonian Railway ;

Mr. Lesley Charles Probyn, Great Northern Railway ;
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Mr. Charles Mortimer, Great Western Railway; Mr.

Theodore Julius Hare, London and North Western

Railway; the Right Hon. Lord Farrer, Midland Rail-

way ;
and Mr. John Cleghorn, North Eastern Railway.

Such is an outline of the clearing system and its

work. Its value to the railway service need not here be

insisted upon, because it is admittedly indispensable ;

the public facilities for through traffic afforded by the

English railways, which are unequalled, having called it

into existence. The wider, therefore, the development
of the idea is known, understood, and appreciated, the

greater will be the benefits conferred upon those who

travel or forward their commodities by railway.

In connection with the association are a Superannua-
tion Fund, a Contingent Sick Fund, a Provident

Association, a Literary Society, a Dining Club, a Co-

operative Society, a Coal Supply Association, an

Athletic Club, a Volunteer Fire Brigade, and a

Permanent Benefit Building Society.

RAILWAY COMPANIES AND THEIR EMPLOYEES

The relations existing between railway companies
and their employees have, on the whole, been through-

out the history of railway enterprise in this country
of a satisfactory character. Sections of the men have

occasionally been stirred up to strike by agitators ;
but

these have represented but a very small proportion of

the whole number employed. Latest returns show that

the total number of railway employees in the United

Kingdom is 576,000, and of these the Amalgamated
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Society of Railway Servants the society responsible

for most of the strikes which have taken place could

for 190 1 claim but 55,941, against 62,023 and 59,819 in

the two previous years as members. Only one com-

pany has recognised this Union for the purposes of

negotiation as representing the men, and the experience

gained has not been of a character to encourage the

directors of other railways to give up their policy of

dealing directly with their employees without the inter-

vention of outsiders. The great fight which the Taff

Vale Company won against the Amalgamated Society,

the legal decisions arising out of which have completely

broken the strength of Trade Unionism in regard to

"picketing," etc., showed what could be done by
decision and firmness in meeting an unwarranted

attempt by an outside body to interfere with the

management of a railway.

All the work in connection with the movement of

trains is unhappily of a more or less dangerous charac-

ter, and the loss of life is sadly heavy ;
but the employ-

ment offered by the companies is steady, and there are

many advantages attaching to it beyond the regularity

of the pay. In days prior to the Workmen's Compen-
sation Acts, the companies subscribed very generously

to funds for the benefit of their employees, and some

have still societies offering very liberal terms to the

staff. The Workmen's Compensation Act brought in

last session, but not carried through, extended the

principle of compulsory compensation so widely that

every employee would, under its provisions, have his
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legal remedy for almost every casualty that could befall

him in the discharge of his duties. Under a recent

decision of the House of Lords, it has been held that

a man who ruptures himself in his work can claim under

the existing Acts.

There is still one great representative charitable insti-

tution which survives the new relationship created by
the Workmen's Compensation Acts, and helps mate-

rially to maintain the kindly feelings between employer
and employed fostered by the funds on which railway

servants were largely dependent before the law gave

them their legal claims in case of accidents. This

society is in many ways so exceptional in its character

and management that a few details as to its work will

be read with interest. The Railway Benevolent Institu-

tion, which is under the patronage of His Majesty the

King, Her Majesty Queen Alexandra, and H.R.H. the

Prince of Wales, was established in May, 1858, and is

non-political and unsectarian. Its design is to relieve

distress, and all classes of officers and servants in the

railway service of the United Kingdom are eligible for

membership. The extent of its usefulness depends in

a very large measure upon public support, obtained

mainly by railway directors and officials
;
the qualifying

subscription for railway men is for officers, 10s. 6d.,

and for servants, 8s. per annum. The railway companies

also, by subscribing annually to its funds, give their

official recognition to the institution, which is controlled

and managed by their chief officers, every proper case

of distress being carefully and sympathetically investi-
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gated, and promptly relieved as far as the funds will

allow. The present chairman of the board of manage-
ment is Sir Charles J. Owens, General Manager of the

London and South Western Railway Company.
The objects of the institution may thus be sum-

marised : To grant permanent annuities (which are paid

out of the interest of invested capital, so that they may
be always secure), of from 10 to 30, to railway

officers and servants when in distressed circumstances

and permanently incapacitated by old age, disease, or

accident, and also to their widows
;
and to educate and

maintain orphan children between the ages of six and

fifteen years. Children of railway officers are sent to

private schools selected by their parent or guardian and

approved by the board of management, the expenses

of their maintenance and education being defrayed by
the institution. Children of railway servants are pro-

vided for in the Orphanage at Derby. Permanent

annuities have been granted to 484 officers and servants,

and to 1,404 widows, and 1,484 children have been

maintained and educated in the Derby Orphanage, and

at private schools.

Temporary assistance is given from time to time to

all those classes until permanent relief can be secured

from the funds, such temporary assistance given in the

past year (1902-3) amounting to 7,513.

Special inducements are offered to railway officers

and servants to enable them to insure their lives in well-

established offices by offering exceptionally favourable

terms, subdividing the annual premiums into weekly or
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monthly instalments, and granting to members either a

reversionary bonus of 10 per cent, on the amount

insured, from the funds of the institution, or an abate-

ment of 2} per cent, from the premiums charged by the

companies according to the tables selected. Upwards
of 326,000 has been secured to railway officers and

servants by policies of insurance.

There is a special benevolent fund to relieve by

gratuities all applicants in distressed circumstances

amongst officers and servants, their widows and orphans,

whether subscribers to the institution or not. The

amount distributed to non-members and their widows

and orphans in the past year amounted to 3,057.

The rules of the institution provide that any donor

paying to the funds of the institution a gift of stock or

money sufficient to establish an annuity, such annuity

shall bear the founder's name, and he shall have the

right of nominating a properly qualified person to an

immediate pension, and of supplying any vacancy

during his lifetime, but that after his death the right

of filling future vacancies shall belong to the institu-

tion. The following proprietary pensions have been

established in accordance with this provision by the

generous special gifts of donors :

96 pensions of ^30 per annum each, I pension of 14 per annum each,

8 ,, ^25 ,, 3 pensions of 1 2

10 20 39 10

2 16 2 5

9 m iS

making in all 170 pensions, amounting to 3,897, which

are all appropriated.
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Grants are also given from a Casualty Fund (not

exceeding 5 in any one case during the year) to

those who are injured in the performance of their

duties, and the widows of deceased members. Upwards
of 120,000 men are members of this fund for the pre-

sent year, the subscription to which is one shilling per

annum. The number of persons relieved from the

Casualty Fund in the last five years is as under :

Year.
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the pensions granted to members and widows. It is

requisite to raise additional funds to meet the new

claims for permanent allowances, which increase in

number each year.

In order to prevent the expense and disappointment

caused through election by ballot, the system of admit-

ting annuitants by votes at contested elections has been

suspended until such time as the income shall be ab-

sorbed. All candidates for permanent annuities (which

are paid out of interest) are now admitted in rotation,

and those who cannot thus be provided for are granted

contingent annuities out of revenue until transferred to

the permanent list.

While it is a general principle of the institution to

relieve those first who have shown some willingness to

help themselves by becoming subscribers, assistance is

not confined to the members, for it has been agreed

that a sum not to exceed .5,000 per annum may be

apportioned by the Board to relieve deserving cases

of distress in the railway world, irrespective of member-

ship.

Everyone who gives a donation or subscription to the

institution is qualified to recommend cases for relief.

No properly qualified claim for assistance is ever re-

fused, and arrangements have now been made to pay,

from the funds of the institution, for the maintenance

of railway men (subscribers and non-subscribers) re-

covering from injury and sickness, at convalescent

homes in different parts of the country.

The annual dinners of the Railway Benevolent Insti-
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tution have been presided over by leading men of

the day, including His Majesty the King and H.R.H.

the Prince of Wales. His Majesty the King (when

Prince of Wales), in the course of his speech at one of

these festivals, said :

" The railway companies give the institution in every

way their official support, and they may indeed well do

so, because there is no institution which more heartily

deserves our support than this.

"
I hope you will believe that nobody feels more

deeply for this institution than I do, and that nobody
advocates its claims more ardently than I."



CHAPTER IV

RAILWAYS AS INVESTMENTS

CONSIDERING
the vast changes in social and

business methods and the varied developments

of mechanical science, it is somewhat surprising that,

during more than half a century now elapsed since the

establishment of railway communication, so little altera-

tion has taken place in railway methods generally, and

that such uniform results should have been secured from

an investment point of view. The latter feature might,

indeed, have been expected as a result of the adjust-

ment of the respective claims of the customers and of

the proprietors of railways. The public require and

demand continued increase of facilities for travel and

transport, and additional accommodation cannot be

given without increased outlay. The capital expendi-

ture on railways is thus never-ending, and its growth is

obviously justified so long as a proportionate addition

is made to the earning power of the lines. Addressing
an earlier generation of railway shareholders, some of

whom had raised the oft-debated question of capital

increase, Sir Richard Moon, the then Chairman of the

London and North Western Railway, startled his

iS7



158 RAILWAYS

hearers by the remark that "
if the capital account were

closed the Company could never pay another dividend."

There was sound sense in this seemingly pessimistic

pronouncement, but its application may of course lead

to abuse. There can be no doubt that the facility with

which new capital powers have been and are obtained

from Parliament, and the readiness with which new

issues are absorbed by the public, constitute a stand-

ing temptation to railway boards to cover up revenue

deficiencies and make things pleasant for themselves

and the proprietors. It must be remembered, however,

that safeguards exist in the specified forms of accounts,

verified by responsible officials of a company, which

should prevent deliberate misrepresentation as to the

position of any railway undertaking. The engineers are

required to certify that the line and its equipment have

been maintained in good and efficient condition, and

the auditors testify to the proper apportionment of

capital and revenue charges. Nevertheless, in the past

a certain amount of looseness prevailed, and new money
has been raised for purposes which on a strict account-

ing might have come out of current receipts. The

questions involved have obtained additional prominence
of late in connection with the tendency shown towards

an increase in working charges, and a consequent reduc-

tion in the dividend funds of the various lines. It is

contended by some that regular reserve funds should

be created to offset the depreciation which must inevit-

ably take place in the property and appliances of a

company.
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It would doubtless have been better in the initiation

of railway enterprise if such a course had been pursued.

The tendency would have been towards an equalisation

of railway dividends, though on this score there is not

much to complain of on the part of shareholders. To

take the case of the rolling stock of a railway, the

portion of the property most exposed to wear and tear.

As a matter of principle, the engines and carriages

provided by capital outlay are repaired or partially

renewed out of revenue from year to year, while addi-

tional and improved stock is rightly covered by fresh

capital. The companies, however, recognise the fact

that from time to time types of construction tend to

become obsolete, and it is customary to make excep-

tional revenue charges for the replacement of such, even

while they may still remain in service. In the same

way, the strengthening of the permanent way and

bridges to meet the requirements of heavier loads, has

been in several cases provided for by exceptional debits

to revenue. Circumstances have varied with varying

classes of business
;
but on the whole it may be said

that no proof has been adduced of the charge recently

made by critics, foreign and domestic, that railway

capital expenditure here has been profligate." The

principle laid down has been that the lines and their

equipments should be maintained out of current revenue

and that all surplus earnings, after paying fixed charges,

belong to and should periodically be divided among
the shareholders.

Lord Stalbridge, the present Chairman of the London
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and North Western Company, has recently explained
the policy of the directors of that system in regard to

capital and revenue as follows :

"
Speaking generally, the policy of this Company has been

to charge to revenue, if not in one half-year, at all events over

a period of a few half-years, all expenditure which is not likely

to be remunerative, or to effect greater economies in working ;

and it may interest you to know that since this Company took

over the old London and Birmingham Railway, they have

charged to revenue ^1,854,000 against their carriage stock,

although that stock to-day is of far greater value than when it

was originally laid down. Take another instance. If you
look at the question of shop alterations during the last ten

years, we have charged to revenue the sum of ,190,000
under this head, though nearly all the work has been of an

additional character, and therefore would by many companies
have been charged to capital. The expense of electric lighting

in our trains will not be a capital charge any more than the

expense of taking over the business of Pickford and Co., though
that has resulted in a saving to the Company, and in fact

produces additional revenue. In our Locomotive Department
in the last ten years we have paid out of revenue 180,000

for new and additional engine sheds and water-supplies all

over the line, whilst maintenance of way has in a similar

manner borne a cost of 960,000 for signals, sidings, and

sundry works, and a further 395,000 for works which have

been superseded. I only mention these figures to you to

show how conservative the policy of the directors has been,

and will continue to be, on this question j
and before we

discuss even the question of a dividend it is our duty, as it is

our intention, to see that every proper charge is put against

revenue for the depreciation, equipment, and working of the

line."
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In the case of the Midland the Chairman is reported

as saying :

"I will give you two illustrations which I think will show you

very clearly what our practice is. One is from the Locomotive

Department, and the other is from the Way and Works

Department. During the last half-year we have built ten very

large passenger engines. They have cost about ^30,000.

They have been built to replace ten engines of an older and

smaller type which cost about ^23,000. The whole of the

,30,000 has been charged to revenue. Now, gentlemen,
let me give you the example from the Way and Works

Department. I told you just now that Mr. Johnson had built

some very magnificent engines to run on our line. When
these engines were going to be put upon the line, Mr.

McDonald, who is responsible for its safety, came and advised

us that certain bridges should be renewed. I have no doubt

in the world that there was a sufficient margin of safety

without renewing these bridges, but English engineers are, per-

haps, rather over-cautious, and I do not think we can blame

them. At any rate, your board sanctioned it at once that

the bridges should be pulled down, and should be put up as

stronger and much more expensive structures. This work has

been done, and the whole has been charged to revenue.

Now, with reference to our practice with reference to large

alterations of stations, such as are now going on at Nottingham
and Sheffield, and as has been done at Kentish Town and

Leicester. What we do is this. We, as nearly as possible, find

out what was the cost of the old station which has been de-

stroyed; then we charge that, and something beyond it and over

it, to revenue. The extra accommodation is charged to capital.

New widenings of the line are charged to capital, and so they

should be. If not, why should you not charge the whole of the

New Mills and Heaton Mersey Railway to revenue? for, after
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all, that was really merely a doubling of the line between those

two points. You know if it is your wish that you should give

your dividends for the betterment of the line, and in the

interests of those who are to follow you, we will, of course,

carry out your desires ; but, at the same time, until we get an

express mandate from you we shall continue to recommend

you to divide the net revenue which you have earned in the

half-year, and earned honestly, and distribute it amongst your-

selves in the form of dividend."

The present generation of proprietors would, doubt-

less, be better off if their predecessors had been content

with smaller dividend payments and devoted part of the

free revenue to the improvement of the property, and

the experience of American railroads has been instanced

to show the advantages of such a policy. The different

circumstances attending the construction and operation

of railroads in the United States should, however, be

kept in view. The lines there were mostly laid down

in a far less solid and substantial manner, and with

the increase of business, improvements amounting to

practical reconstruction are necessary in order to con-

duct the traffic. The "betterments" which figure so

largely in American railroad accounts form an elastic

element which would never be permitted by British

railway proprietors, who are accustomed to scan closely

the revenue and expenditure. Notorious instances exist

in the railroad history of the United States, in which

continuous outlay of this character has been accom-

panied by actual deterioration of position and credit.

One of the leading companies, the Baltimore and Ohio,
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carried on its books items of revenue expenditure to the

extent of forty-seven million dollars, which did not pre-

vent bankruptcy and reorganisation, with the usual

disastrous results to the shareholders.
" Reserve funds

"

of this character are never available when required.

Capital outlay is at least subject to discussion in Parlia-

ment and before the body of shareholders. Revenue

expenditure is less open to check, and its use is obviously

liable to speculative action.

Reference to the statistics compiled by the Board of

Trade would seem to show that in late years the profit-

earning capacity of British railways has passed its

zenith, and that declining dividends would have to be

faced by the shareholders, owing to the cumulative

effects of growth of capital and of expenditure. The

published figures, however, require considerable modifica-

tion in view of the fact that the capital, on which the

proportion of net revenue is computed, has been swollen

of late years by nominal additions which imply no addi-

tional liability by way of interest and dividend pay-
ments. The debenture and preference charges of most

of the leading companies, with varying and compara-

tively high rates of interest, have been consolidated into

low-interest-bearing stocks, increased capital being given

to the holders to represent the reduction of yield. The

change has been advantageous, both as increasing the

facilities for further borrowing and as providing the

holders with more marketable securities.

Another form of nominal increase has less to recom-

mend it. The "
splitting

"
or "

duplication
*

of stock
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indeed may form a possible embarrassment to the com-

panies who have adopted it. The first use of the

principle was made in the early history of the Great

Northern Railway, when the shares being temporarily

difficult of sale, permission was given by Parliament to

split them into deferred and preferred portions. It was

found in practice that the divided stocks had jointly

a higher value, due to the increase of security in the

case of the preferred and to larger speculative possi-

bilities in the moiety possessing the reversion. There

can be no valid objection to the apportionment of

revenue thus provided for, but a step further has been

sanctioned by Parliament in the duplication of ordinary

capital by several of the companies through the ex-

change of every ;ioo of original stock into ;ioo

preferred and ;ioo deferred. The principle or want of

principle here involved is to be deprecated. The com-

panies concerned, of course, only distribute the free

revenue as before, and undertake no fresh liability

through this increase of capital ;
but the subsequent

balance-sheets can hardly show the true position of the

undertaking with so much " water
"
added. The policy

may be described as "fair weather" finance, and one

reason urged for its adoption was that the nominal

reduction of dividends would render the companies con-

cerned less liable to attack on the ground of excessive

profits secured from the public. In case, however, of

declining profits, the position of the companies must be

considerably weakened by the existence of a mass

of capital representing no tangible assets.



AS INVESTMENTS 165

As already stated, the germ of the finance in question

originated with the Great Northern Railway. In the

discredit following the railway mania of 1845, when the

Company's finances were seriously embarrassed by the

difficulty of enforcing the payment of calls, it was

suggested that the option might be given to shareholders

to split their 25 shares into two of \2 \os. each, one

of which should be guaranteed by the other a permanent

6 per cent, dividend upon the amount paid up, with

the option of paying up the whole amount at once,

while the other, or " deferred
"

half, should receive the

balance of interest or dividend after the payment of the

6 per cent., and should be relieved of the pressure of

"calls." The main object was to enable shareholders

who had a difficulty in meeting their
"
calls

"
to relieve

themselves by disposing of half their shares to parties

who would be willing, under the attraction of the 6 per

cent, guarantee, to pay up upon them at once and in full
;

but as the Chairman, Mr. Denison, stated, it had the

further advantage of creating a stock paying 6 per cent.

if the whole capital earned enough which would be

"exceedingly valuable to quiet people in the country

and in town/' while, on the other hand, it held out an

inducement to more speculative persons to come into

the concern and take the chance of all dividends above

6 per cent. The plan was afterwards embodied in the

Company's Act of 1848, with the addition that the " A "

shares, as the deferred halves were called, were credited

with the amount already paid up, so that the induce-

ment of the 6 per cent, guarantee might operate to bring
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in the whole of the \2 \os. represented by the "B"
shares

;
but this did not prevent the latter from being

greatly sought after, and a considerable number of

shareholders availed themselves of the option of "
split-

ting." The same policy was adopted by the London and

Brighton Company in the difficult times following the

financial panic of 1866, and option was given to the

shareholders by the Company's Act of 1 868 to "
split

"

their holdings into 6 per cent, preferred and deferred

halves.

A plan previously only adopted by companies in more

or less embarrassed circumstances received general

sanction under the Regulation of Railways Act, 1868, a

clause of which, copied from the Brighton Company's
Bill of the same year, permitted the division of ordinary

stocks into preferred and deferred moieties. The 6 per

cent, standard for the preferred, first fixed by the Great

Northern Company and adopted by the Brighton Rail-

way, certainly represented an excessive value for money,
and only the South Eastern and the Manchester,

Sheffield, and Lincolnshire now the Great Central

Companies availed themselves of the provisions of the

Act. When the Great Central reorganised its capital on

the occasion of the extension to London, the "splitting"

of the stock was made compulsory on the shareholders.

The North British Railway rearrangement of capital

under the Act of 1888 involved the first step in the

actual "
watering

"
of stock. In providing for the

absorption of the Edinburgh and Glasgow capital of

2,422,000, new ordinary North British stock was created
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to the amount of 7,603,000, to cover both that issue

and the existing 5, 180,000 North British stock, the

holders of which latter stock also received an equal

amount of 5 per cent, ordinary preference, the dupli-

cation being sanctioned by Parliament.

The example was not thrown away. In the following

year the Taff Vale Railway, a Welsh mineral line,

which had earned and distributed dividends as high as

1 8 per cent., carried the principle still further. Actuated

doubtless by fears of attracting the cupidity of the

public, or of the legislature by such a display of profits,

or for some more readily avowable cause, permission

was obtained by the Act of 1889 to issue 250 of new

stock for each original 100; but it was stipulated by
Parliament that any surplus after 6 per cent, dividends

had been declared on the increased stock should be

devoted to the reduction of tolls, or in such other way
used to the public advantage as might be directed.

In the session of 1890 the Great Northern Company,
in proposals for rearranging its capital stocks, applied

for powers for a nominal increase of their amount, while

the Caledonian, London and South Western, and Isle of

Wight Railways sought for permission to duplicate their

ordinary stocks while dividing them into preferred and

deferred portions. A Select Committee of the House

was appointed to consider the questions involved, and

after taking evidence, which included that of representa-

tives of the Board of Trade, of the Bank of England,
and of the Stock Exchange, the four Acts in question

were passed. The object of the Great Northern Bill
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was to extend over the whole of the ordinary stock the

"splitting" process adopted in the troublous times of

1847. ^ was proposed to convert each 100 of ordinary

undivided stock into 7$ of 4 per cent, preferred and

$0 of deferred. The "
splitting

" was made compulsory,

but the holders of the stocks originally converted into
" A's

" and " B's
" could not be compelled into the

scheme for the reason that the " B's
"
possessed a right as

against the " A's
"
of a cumulative dividend in case the

profits of any year did not yield their 6 per cent, and

this right conversion would destroy. The only thing to

be done with regard to the "A's" and "B's" was to provide

that they should be converted whenever equal amounts

of each were voluntarily brought in for the purpose. The

result of the supposed simplification of accounts was

thus to increase the number of stocks and to eliminate

the only one, the ordinary stock, which was quite simple,

and in the terms of which the dividends are declared.

The London and South Western Act of 1890 provided,

as above stated, for the optional conversion of ^"ioo

of ordinary stock into ;ioo each of 4 per cent, preferred

and deferred stocks. The provisions of the Isle of

Wight Railway Bill were similar, but compulsory powers

were taken. The Caledonian Company, in securing the

optional duplication of their stock, gave 3 per cent, to

the preferred portion.

At the first glance it appears somewhat difficult to

understand why companies in a sound financial position,

and presided over by men of good business experience,

should have brought forward proposals which bear in
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themselves the elements of unsoundness, and why these

proposals should have received the sanction of Parlia-

ment. The evidence given before the Select Committee,

and the report of that body, go far to explain the

mystery. Turning to the evidence of Mr., now Sir

Charles Scotter, then General Manager of the London

and South Western Railway, with reference to that

Company's Duplication Bill, it will be found that he

stated that "the origin of the Bill really commenced

with certain large shareholders of the London and South

Western Company, who brought the subject under the

notice of the directors. The directors considered the

question at various meetings, and it was pointed out to

the directors that unless some steps were taken by the

Company to promote a Bill to duplicate or divide their

ordinary stock, it would be done by outsiders for the

Company ;
the directors preferred to do it themselves.

That is the short history of this Bill." Mr. Archibald

Scott, formerly General Manager of the same Company,
also gave evidence, and referred in detail to the operations

of "
outsiders," such as the Railway Investment Trust,

and the Stock Conversion Trust, in converting or splitting

stocks. The latter Company, he showed, had exchanged
; 1,000,000 London and North Western Railway stock

into ^2,500,000 of its own stocks, and had also mani-

pulated stocks of the North Eastern, and Caledonian

Companies. Referring to these operations, he said :

"
I do not think the stock is bought all at once as it were,

but bought gradually, for the reason that the capital of the

Trust is so small. I do not see how they could do it if it is

not done according as the Conversion Company's own stock

is taken up."
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Referring to the important question of the voting

power conferred upon or obtained by outside manipu-
lators of railway stocks, Mr. Scott said :

"I believe the operations of the Conversion Trust is not

without danger to the railway companies if it were carried to a

greater extent, which possibly it might in the future be unless

the railway companies themselves take means to afford the

proper conversion under direct parliamentary provisions and

under the direct control of the railway companies themselves.

If profit is legitimately to be made out of this transaction, it

ought to go to the railway proprietors themselves. The power
which it gives to a syndicate or a small body of men to con-

trol up to a certain extent the railway companies is dangerous

for the reason that at railway meetings generally comparatively

few proprietors attend
j
and even if the board send out proxies,

very few proprietors take the trouble to return the proxies, and

by their being in combination it would not be difficult to

cause embarrassment and injury to the company."

On the same point Sir James King, Deputy Chairman

of the Caledonian Railway, was equally emphatic. He
said that in the course of the previous summer he be-

came aware that the Stock Conversion and Investment

Company had bought up ^600,000 of the Caledonian

stock for the purpose of dividing, as it had already

done . with London and North Western and North

Eastern stock. He said :

"The Caledonian Board were not anxious to have their

stock divided
; they thought there was an inconvenience, and

that there might be a danger arising to the company if these

large blocks of stock were made into successive trusts, and

that it was better that the company should ask for powers to
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enable their own shareholders without going outside of the

company to divide their stock if so inclined, leaving it

perfectly 6ptional; and that is the reason of our being here

with our Bill to-day. The conversion could be done more

economically through the Caledonian itself, and without any
annual charge for the management of the divided stock, as in

the case of the Stock Conversion Company. Moreover, the

holding of large stocks in the hands of the Trust or any out-

side corporation might have a possible material effect upon
the voting power, especially in a Wharncliffe meeting. There

are other large railway companies subject to the same dangers

and inconveniences, who have not yet taken the step of

dividing their stocks, but some of them, such as the London

and North Western, the Great Western, and the Midland, are

so large that even the operations of several trusts would not

affect them to the same extent as we would be liable to be

affected."

It is curious to note that a dozen years later the largest

of the companies, the London and North Western, was

subjected to an attack based on the voting power of this

very Conversion Trust, whose promoter was the moving

spirit of the Shareholders' Committee, defeated by a com-

paratively narrow proxy voting margin at the meeting in

February, 1903. It is obvious from the foregoing evidence

that fears of some such action arising from an extension

of outside conversions was the chief motive of directors

in bringing forward the 1890 Bills. The Conversion

Trust and its congeners thus bear a serious responsi-

bility for initiating and forcing on a class of finance

which is deprecated by most railway boards, and has

had an unfavourable effect upon British railway credit.
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The report of the Select Committee on the measures

in question states :

"
Although the proposals in the Bills referred to your Com-

mittee differ in points of detail, they all have for their principal

object the division of ordinary stock into two portions, one of

which shall have assigned to it a fixed rate of dividend, while

the other shall be entitled to such an amount of income as,

after the payment of this fixed dividend on the first portion,

may remain available for distribution out of the earnings of

the company. The railway companies are impelled to apply
for power to make this alteration in their stock by the belief

that the stock in its new form will be more convenient and

attractive to investors, and therefore advantageous to the pro-

prietors.
"

It appears to your Committee that two distinct questions

present themselves for decision, viz. (i) Whether the proposed

change in the form of railway ordinary stock ought to receive

the sanction of Parliament ; (2) How far it is necessary, or

expedient, that Parliament should interfere with the method

by which the change is carried out ; and if Parliament does so

interfere, whether the terms and conditions under which stock

may be converted should be prescribed in a General Enabling
Bill.

" With regard to the first question, your Committee see

nothing unreasonable, or objectionable from a public point of

view, in the conversion of ordinary stock into a preferred and

a deferred class, and, therefore, recommend that the necessary

power for that purpose should not be refused when a railway

company desires it.

"In order to come to a satisfactory conclusion on the

second question, it is necessary to bear in mind what has

hitherto been the attitude of Parliament with regard to such

matters.
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"Your Committee find the principle applicable to such

questions very clearly laid down by the Royal Commission

on Railways, presided over by the Duke of Devonshire, in its

Report dated 7th May, 1867. The Commissions say (para-

graph 90) :

* In fact, these parliamentary restrictions tend

to give the investing public the idea that they possess some

peculiar advantage, and to lull them into a false security as to

the value of the debentures and of the share capital. But now

that Parliament has adopted the policy of placing any lawful

enterprise, conducted by means of a joint-stock capital, within

the reach of all associations of persons more than six in num-

ber, and has conferred upon them the privilege of limited

liability, it would appear to be a more judicious course that

Parliament should relieve itself from all interference with the

incorporation and the financial affairs of railway companies,

leaving such matters to be dealt with under the Joint Stock

Companies Act, and should limit its own action to regulating

the construction of the line, and the relations between the

public and joint-stock companies so incorporated ; requiring

such guarantees as may be necessary for the purpose of secur-

ing the due performance of the conditions upon the faith

of which the parliamentary powers of the Company have been

granted.'
" The principle thus stated has been adopted by the Board

of Trade, which is the public department concerned in the

matter; it has been asserted and appealed to by successive

ministers, and accepted by eminent parliamentary authorities.

Its soundness, also, has stood the test of time. The only

important departure from it occurred in the Regulation of

Railways Act, 1868, into which a clause was introduced

(Section 13) permitting the division of stocks, and laying

down with great elaboration the precise conditions which

should govern that operation. The result has, however, been

that, except in a few cases which occurred shortly after the
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passing of the Act, no advantage has been taken of that

section.

" Your Committee recommend, therefore, that Parliament

should continue to act upon the principle of non-intervention

in the financial affairs of railway companies, believing that

while the public are naturally concerned in the solidity and

stability of corporations, to which Parliament has given large

exclusive powers, these objects are, in most cases, best secured

by trusting to the self-interest of the shareholders.
" There may be, however, in proposals such as those now

under consideration, points directly affecting the public in-

terest, and your Committee have carefully scrutinised these

Bills with this possibility in view. In order to avoid any
confusion as to the actual amount of the paid-up capital of

a company, your Committee think it right to insist (i) that

the dividend shall in all cases continue to be declared on the

original stock, and (2) that the original stock or paid-up capital

shall be recorded and shown in the accounts, as though no

alteration had been made in the form of the stock.

"
It also appears to your Committee that all railway stocks

converted into preferred and deferred stocks should bear a

uniform nomenclature.
"
Subject to these provisions, your Committee, on the

grounds above stated, submit that there is no reason why
these Bills should not, with some amendments they have

made in them, be passed into law."

In further adoption of the principle thus sanctioned

by Parliament, the Barry Railway, in 1 894, and the

Rhymney Railway, in 1895, obtained powers to dupli-

cate their ordinary stocks, the preferred stocks receiving

4 per cent, interest. The Cardiff Railway Company,
which followed three years later, took power for

"
split-
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ting
"
the stock, also giving 4 per cent, to the preferred

portion ;
and the Central London Railway, while in

course of construction, secured similar powers. Finally,

in 1897, the Midland and the Glasgow and South

Western lines, which have been worked in close har-

mony, and concerning which proposals for fusion had

been discussed, both obtained the permission of Parlia-

ment for the compulsory duplication of their stocks, the

low rate of 2J per cent, being fixed for the preferred

portion. The Great North of Scotland in the same year

duplicated its stocks, giving 3 per cent, to the preferred.

In the case of the Midland Company, special provision

is made by the Act that notwithstanding the conversion,

the Company shall continue to ascertain and declare

their dividends on the amount of ordinary stock which

would have been entitled to dividend if no such con-

version had taken place, the amount of such dividend

being held as the actual rate to all purposes, including

the Trustee Act of 1893. This measure, it should be

stated, enacts that all the debenture and preference

issues of a company shall rank as investment stocks

in which trustees may place their trust funds, provided

the railway in question has during each of the ten years

immediately preceding investment paid annual divi-

dends of not less than 3 per cent, on their ordinary

stocks. The elimination of ordinary stock has there-

fore to be provided for.

The directors of several of the leading lines have been

consistently opposed to any
"
splitting

"
or "

duplica-

tion" of stocks, and their objections have doubtless
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been confirmed by the decisions of the law courts with

respect to liabilities incurred by the nominal increase

of capital. Under its Act of 1897 the Midland Railway
was empowered to rearrange and consolidate its various

stocks and to duplicate the ordinary capital, as already

stated, the result of the plan being an increase in the

total capital of 59,230,597. The Stamp Act of 1891

provides that in case of any increase of the amount of

nominal share capital an ad valorem duty of 2s. for

every 100 shall be charged, with a cumulative penalty

for neglect to render due statement of such increase.

Claim was made by the Inland Revenue Commissioners

for the duty and penalties, and ultimately by the deci-

sion of the House of Lords in 1902 the Company was

adjudged to pay a total sum of 108,000, together with

costs of the proceedings. It may be added that by

subsequent enactment the stamp duty in question has

been increased from 2s. to 5^. per cent., an additional

argument against unnecessary
"
watering

"
of capital.

A further addition to the nominal capital of the

companies has arisen from the sanction given from time

to time by Parliament to embarrassed companies for

the issue of capital at a discount. The worst offender

in this respect was the London, Chatham, and Dover,

the discount on whose stocks runs well over a million

sterling. The Great Eastern in its early history placed

a considerable amount of its securities below par, and

the London and Brighton Company in 1867 was autho-

rised to issue shares at a discount. The Great Central

and Metropolitan District Companies have also standing
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in their accounts discounts of over half a million each.

The Board of Trade Summary Table shows that of

a total paid-up share and loan capital in 1901 of

"1,195,564,478 of the railways of the United Kingdom,
nominal additions have been made of 189,517,765,

while there have been reductions of 2,060,936, leaving

a net addition of 187,456,829, or over 15 per cent.

On the other hand, large amounts have been secured

by the companies practically free of cost in the way of

premiums on the issue of stock.

As already mentioned, the adoption of "watering"

by duplicating stocks is largely responsible for the

unfavourable appearance in recent years of the aggre-

gate statistics of the railways of the United Kingdom
in the matter of return upon the capital invested. In

the twenty years between 1870 and 1890 the yield in

question, according to the Board of Trade statistics,

was fairly uniform, ranging from 4 to as much as 4J

per cent, on the total of paid-up stocks of all classes.

The last decade of the last century, which was coinci-

dent with most of the additions of nominal capital, saw

a decline in this yield to about 3J per cent, by 1901.

The decrease, however, was accompanied and accen-

tuated by a considerable advance in the cost of materials

generally, and of coal in particular, during the time of

the South African war, resulting in a marked falling off

in dividends. A similar though not quite so pronounced
a decline in the rate of distribution took place in 1893,

the year of the coal strike. Taking the figures for the

last twenty-five years, the official report of the Board of

N
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Trade gives the proportion of net receipts to paid-up

capital as under :

Year. % Year. % Year. % Year. % Year. %
878.
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*A
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From year to year the business and receipts of the

railways of the country show a large and steady ex-

pansion, which in itself would fully justify the capital

increase already referred to, even with the nominal

additions. While in the twenty-five years under con-

sideration the capital has grown from 698,545,000 to

1,216,804,000, the gross receipts have risen from

62,863,000 to 109,534,000, in each case about 74 per

cent, increase. The relative proportions of passenger

and goods business are fairly well maintained, though

the former shows somewhat larger development; but

year in and year out, in good or bad times, the railways

have to deal with increasing traffic and earn larger

revenues for the services rendered to the public.

In the matter of expenditure there would, however,

appear to be some cause, if not for uneasiness, at least

for careful consideration by railway managers and

proprietors. The cost of working in late years has

been expanding at a greater rate than the receiots.

Whereas twenty-five years ago the proportionate cost

was 53 per cent., and stood at or about that level for

the preceding and succeeding decades, the rate has now

advanced to 63 per cent, in 1901, with a slight relapse

to 62 per cent, in 1902. Allowing for the result of the

extra cost of coal and materials, as one effect of the

Transvaal War, the growth of expenditure during

the last dozen years has been continuous. In con-

sidering the cause of such increase, it must not be

forgotten that during that period valuable additions

have been made to the comfort and convenience of the
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travelling and trading public. An examination of the

time-tables would show greatly improved and accelerated

services of trains between London and all principal

points in the Midlands and North of England e.g.

Birmingham, Manchester, Liverpool, and other towns

and Scotland, while Ireland has not been overlooked,

there having been a marked acceleration of the Irish

train services. Ireland has indeed received a large

amount of attention, and is about to become of great

importance to English railway companies. There have

also been marked improvements in the services between

provincial towns and centres
;
and it must not be

forgotten that by the opening of the Great Central

Company's route to London another main line of north-

and-south communication has been given to England,

and districts formerly practically isolated have been

brought into touch with the railway systems of the

country, and require development.

Then, turning to the comforts of travelling, the com-

panies have in the past dozen years introduced cars for

all classes between London and the leading provincial

centres, and Scotland, for breakfast, luncheon, tea, and

dinner, and have provided corridor trains and lavatory

carriages on a scale not dreamt of in previous years.

In this respect railway travelling in the United Kingdom
has been revolutionised in the past ten years. Single-

berth sleeping compartments in sleeping saloons have

also been provided on many routes, and tea and break-

fast baskets have now become so common a feature that

it is difficult to realise how railway travelling went on
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without them. In Ireland also dining and luncheon

cars have been introduced.

The period in question has seen greatly advanced

arrangements for collecting, forwarding, and delivery of

luggage in advance of passengers, with reductions in

rates for the conveyance of small parcels by passenger

trains, and the issue of stamps for parcels traffic. There

has also been an increase in the quantity of free luggage

allowed to passengers of all classes. Whilst all these

additional facilities have been granted to the public,

there has at the same time been a marked tendency to

give passengers more for their money in regard to the

privileges carried by the tickets. Thus, season tickets

have been issued to all instead of only to first and

second class, and monthly tickets sold. The issue of

week-end tickets has been extended to the principal

seaside and pleasure resorts
;
the issue of tourist tickets

during the winter started
;
and the extension of half-

day excursions on occasions of early closing or trades-

men's half-holidays in various towns established. Various

forms of circular
"
1,000 miles" and other tickets have

also been issued, whilst the facilities for cyclists have

been widely extended. The conveyance of the enormous

number of cycles offered at holiday times has intro-

duced a new and most difficult problem of railway

working. Then there have been reductions in second-

class fares
; ordinary return tickets have in many cases

been made available for two months
; express fares by

Irish mail trains have been abolished, and third-class

bookings adopted by those trains
;
and improved resi-



AS INVESTMENTS 183

dential services for provincial towns established. Very
liberal arrangements have also been made for running

special trains in connection with the transatlantic

steamship routes, and a riverside station has been

opened at Liverpool. At Southampton the develop-

ments in connection with the American liners are too

well known to require detailed mention.

These improvements, among others, may be given as

accounting for the growth of expenditure, but it must

be confessed that the chief causes have been such as

are quite beyond the control of directors or managers.

The reduction of the hours of labour coincidently with

the growth of the wages bills of the various companies

may be matter of congratulation to the community at

large, but they are especially onerous to railway share-

holders. The increase in the item of rates and taxes is

another serious matter on which railway chairmen are

wont to expatiate at half-yearly meetings, and the

complaints made are certainly well grounded. As

being the chief ratepayer in many parishes throughout

the country, there is a constant tendency to increase the

burdens, of which so large a proportion can be shifted

from the shoulders of the individual ratepayer. More-

over, the methods of assessment are unjust.

In the King's speech, at the opening of the 1903

Session, it was stated that the Government intended to

introduce a measure "
for improving the law of valua-

tion and assessment," but the measure was not pro-

ceeded with. How deeply railways are concerned in

this question can be seen from the fact that for 1902
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the total contributed to rates and taxes by eighteen of

the leading companies was no less than 3,516,000, an

increase of 213,000 on the 1901 total, and of no less

than 1,648,000 on the 1891 figures. The returns of

the companies are as under :

Rates and Taxes.



AS INVESTMENTS 185

and taxes have increased by a little over 67 per cent.,

whilst gross revenue receipts have increased by only

29 per cent. In 1892 rates and taxes were 4.3 per cent,

of the gross receipts, and in 1902 they were 5.5 per

cent, of those receipts ;
and in the latter year they

equalled no less than 13.3 per cent, of the Company's
net income. The Great Eastern Company's assessment

in the parish of Walthamstow in 1891 was 6,500; in

190 1 it was 12,600, or an increase of 94 per cent.

The rates and taxes this Company paid in Walthamstow

in 1891 were 1,540; in 1901 they were 3,746, or an

increase of 143 per cent. In 1891 its assessment in

West Ham was 33,832, and in 1901 it was 96,882,

The Company paid in rates in West Ham in 189 1 7,606,

and in 1901, 35,679, or an increase of 369 per cent.

These companies' experience in the past ten years may
be taken as typical of the records of the other railway

systems.



CHAPTER V

THE FUTURE OF RAILWAYS

SEVERAL
important questions have arisen in late

years in connection with railway interests and

prospects. Most of these are concerned with the new

and hitherto competing forms of locomotion, which have

recently attained such sudden and rapid development.

The progress made by electrical science as applied to

traction, and the improvement in automobile vehicles,

would seem to open a new era in travel and transport.

It would be rash to forecast the future while such great

changes are in progress, but the locomotive and the

horse seem destined to be largely superseded, especi-

ally as regards urban communications. The manifest

convenience and, indeed, necessity of electrical street

tramways would render futile any organised opposition

to their further and general adoption, and it remains

for the railway to welcome as an ally a form of enter-

prise which cannot be effectively checked or defeated

as a rival.

Rightly regarded, there should be little difficulty in

such a policy. All experience proves that traffic grows

with the increase of facilities offered, and additional

186
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freedom of movement in the streets implies bringing

more passengers and larger volumes of goods to the

railway stations for further transport. Whatever in-

creased use may be made of public highways through

mechanical traction, these can never compete efficiently

for long-distance traffic with the railway line unimpeded

by pedestrian and vehicular traffic. Higher speed and

greater safety can always be offered by the existing

companies, and where the advantages of electrical power

are, or can be, conclusively proved there are nothing but

considerations of cost to prevent its adoption or supple-

mentary use on the various systems. Local electric or

motor services have already been inaugurated by some

of the companies. In the former case the lines are

mostly urban or practically suburban services intended

to carry passengers comparatively short distances by

frequent trains, there being an existing heavy traffic

threatened by tramway or tube competition. On the

other hand, where branch - line business has proved

inadequate to bear the expense of running heavy rolling

stock and engines, steam-propelled cars have been in-

troduced and petrol motors are to be shortly tried.

The companies, indeed, show a praiseworthy dis-

position to adapt their working to the changed and

changing conditions of traffic. Permissory powers have

already been obtained by some for the use of electricity

for working in whole or in part, and Parliament last

session passed a Bill which has for its express object
" to facilitate the introduction and use of electrical power
on railways." The effect of this measure will be to
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render it unnecessary for railway companies to introduce

private Bills for enabling them to work their lines elec-

trically, by giving to the Board of Trade authority to

make orders having the force of law, which will empower
the companies so to work their lines. This is simply an

extension of the powers given by various Acts to the

Board, by virtue of which its provisional orders confer

statutory powers of various kinds upon companies and

local authorities, mostly used hitherto in the case of

electric supply and tramway undertakings.

An order made by the Board of Trade thus has the

effect of an Act of Parliament, and would not require

the confirmation of the House, unless it contains power
for the compulsory purchase of land. Besides giving a

railway company power to use electricity, erect generat-

ing stations, enter into agreements for the supply of

electrical power, and to raise new capital for any of these

purposes, the orders made by the Board of Trade may
sanction the modification of working agreements, so far

as such modification is agreed to between the parties,

and is consequential upon the use of electrical powers.

It may well happen that a company applying for an
"
electrification order

"
desires to have agreements modi-

fied, whilst the other parties refuse their consent. In

such a case the Bill provides that an order may modify
an agreement, but that an appeal may be made by any

company affected to the Railway Commission, and so far

as appealed against the order will not come into force

unless confirmed by that body. This should overcome

mere obstructiveness without sacrificing actual interests.
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Appeals may also be made to the Railway Commission

if an order contains provisions for the revision of pas-

senger fares or for affording additional public facilities

by means of through booking on to railways or tram-

ways owned or worked by other companies. One of the

purposes for which orders may be made is described

as "
securing the safety of the public." This means, no

doubt, that the Board of Trade may make rules and

regulations for imposing safe conditions of use. These

regulations will, doubtless, facilitate the use of electrical

working on railways when and as it is found that it

can be adopted. Of the advantages of such adop-

tion in the case of short - distance heavy passenger

traffic little doubt can now be felt, where considerations

of cost do not intervene, but with regard to main line

and goods and mineral traffic there are obvious diffi-

culties to be overcome.

As a mere question of application of power, loss is sus-

tained by the conversion of steam power into electricity

as against its direct use for traction, though some offset is

obtained by the abolition of the constant item of haul-

age of coal-supply in tenders and the waste of fuel

and steam in idle engines. The marshalling of goods

waggons, and the running of long-distance non-stop-

ping trains will doubtless still demand the use of the

steam locomotive. The possibility of high-speed elec-

trical passenger services for comparatively long distances,

such as those indicated by experiments in Germany, and

promised by the advocates of the Behr mono-rail system,

the adoption of which is already sanctioned on a line
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between Manchester and Liverpool, must not be over-

looked. It may be presumed that railway managers and

boards are carefully watching developments in electric

traction, of which, if suitable, they should be in a good

position to make use by laying additional tracks by the

side of the present railway lines. The construction of

new routes throughout the country would imply a waste

of capital and an injury from competition which is not

likely to be sanctioned by Parliament, if the leading

companies show a proper disposition to adapt their

roads and equipments to new requirements.

There is one feature of tramway competition with

railways which should not be overlooked. It is trans-

parently unjust to grant free use of the public highways

for the support of which the railways as ratepayers

are the largest contributors to rivals in business of the

existing lines. The railways have paid in the past

handsomely, if not exorbitantly, for every foot of the

right-of-way used by them, while their competitors

start unhampered by excessive capital charges. On

grounds of public convenience and necessity, it is, how-

ever, obviously idle to argue against such utilisation

of the highways. But it may be fairly contended in

the railway interest that use of public property and

of the large revenues attending its employment should

be for the public benefit. It is abundantly proved that

tramway enterprise, in which no great measure of ad-

ministrative capacity is necessary, is highly profitable,

and it is contended that such profits should be in the

hands of public bodies, and should be devoted to a
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reduction of the rates and taxes, which weigh so heavily

on railway enterprise.

Railway companies should have the less compunction
in supporting, or, at least, in not opposing the municipal-

isation of tramways, for the reason that private interests

concerned in this form of enterprise are far less scrupu-

lous in the matter of competition. In various districts

throughout the country, towns and villages have been

gradually linked up by electrical communication until

systems have been formed, the construction of which

would never have been permitted by Parliament as

single projects. The attempted utilisation of the Light

Railway Acts for the purpose of establishing routes

competing with existing railways has been more than

once checked in the committee-rooms, and would not

have been countenanced by municipal authorities, who

are, or should be, guided by purely local considerations,

whatever sins of omission or commission may be laid

to their charge by the " Industrial Freedom League,"

and other kindred organisations. The tendency of

municipal management would doubtless be to regulate

and restrict profit-earning by reduction of fares, or in-

crease of facilities to passengers, but within proper limits

this need not imply unfair competition with railways,

which is certainly present in an undiluted form when

the field is occupied by private enterprise. Obviously
where the municipal tramways make large profits, the

railway companies, as the principal ratepayers, secure

some return for the short-distance traffic abstracted

from their systems.
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Before closing this brief glance at the future of

railways, mention must be made of the very interesting

movement which Lord Iveagh and the Right Honour-

able W. J. Pirrie have in hand for providing transport

facilities in Ireland in districts not served by existing

railway companies. The problems to be worked out are

by no means easy, no two districts having the same

characteristics and conditions, and the first thing to be

done is to secure full information as to how these local

interests may be best served. Under the scheme it is

proposed to establish central depots for the receipt of all

kinds of Irish produce in various parts of the country.

These depots will be situated as near as possible to

existing means of transit to the trunk lines and the

light railways. Where no railways of any kind exist the

produce will be conveyed by means of an extensive

carrier service to the nearest depots. It is intended to

build a number of motor-vans, which will be introduced

gradually in the more outlying districts. Ordinary

horse-drawn vehicles will also be utilised, to start with,

at any rate. At the same time the Earl of Leitrim is

organising an autocar service for the north-west of

Donegal, with vehicles to carry sixteen passengers and

about half a ton of luggage. A road autocar service is

also to be started in the north of England by the North

Eastern Railway.

Another hopeful sign of the recognition of the im-

portant work which can be done in the way of utilising

agencies outside those provided by the ordinary railway

company is the attention being given to combination by
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the agricultural and other interests. An influential

committee has been formed at the House of Commons
to encourage the application of improved methods of

organisation to British industry. This committee intend

to place themselves in communication with chambers of

commerce and leading members of the business com-

munity ;
but agriculture does not appear to come within

their purview. Having regard to the results achieved

through agricultural organisation in Ireland and in

Denmark, from which the exports of butter have risen

from 767,000 in 1870 to nearly 9,000,000 in 1901, it

is not, the Hon. T. A. Brassey has recently declared,

too much to say that, if the same liberality and the

same attention were shown to the education of agricul-

turists in the principles of agricultural organisation as

are devoted to technical education in cities, the prospects

of British agriculture could be revolutionised. In 1891

there was one agricultural co-operative society in Ireland.

In 1903 there were over 700 such societies doing a trade

of upwards of 2,000,000 a year. The Irish Agricultural

Organisation Society spends nearly 11,000 a year on

educational and organising work. The British Organisa-

tion Society is endeavouring to cover a far larger field

with an income of a few hundreds a year. In less than

three years fifty-four societies have been established. It

is to be hoped that its work will presently receive the

support and attention it deserves.

Quite recently another interesting movement that

may play an important part in solving the difficult

problem of the movement of the working classes of
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large towns to and from their work, has been inaugu-

rated, viz. that for providing
" Garden Cities." The

promoters of this scheme have acquired a large estate

at Hitchin about thirty miles from London, and here

they hope to attract factories, the employees of which

will be housed under such sanitary and social conditions

as are impossible in large towns, and within walking

distances of their work.
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Technology.
Barker (E.), M.A. (Late) Fellow of Merton

College, Oxford. THE POLITICAL
THOUGHT OF PLATO AND ARIS-
TOTLE. Demy Zvo. 10s. 6d. net.

Barnes (W. E.), D.D. See Churchman's
Bible.

Barnett (Mrs. P. A.). See Little Library.
Baron (R. R. N.). M.A. FRENCH PROSE
COMPOSITION. Third Edition. Cr. Zvo.
is. 6d. Key, -$s. net.

See also Junior School Books.
Barron (H. M.), M.A., Wadham College,

Oxford. TEXTS FOR SERMONS. With



Messrs. Methuen's Catalogue

a Preface by Canon Scott Holland.
Cr. ivo. 3s. 6d.

Bartholomew (J. G.), F.R.S.E. See C. G.
Robertson.

Bastable (C. P.), LL.D. THE COM-
MERCE OF NATIONS. Fourth Ed.
Cr. Svo. 2s. 6d.

Bastian (H. Charlton), M.A..M.D, F.R.S.
THE EVOLUTION OF LIFE. With
Diagrams and many Photomicrographs.
Demy 2>vo. 7s. 6d. net.

Batson (Mrs. Stephen). A CONCISE
HANDBOOK OFGARDEN FLOWERS.
Fcap. Svo. 3s. 6d-

THE SUMMER GARDEN OF
PLEASURE. With 36 Illustrations in

Colour by Osmund Pittman. Wide Demy
8vo. 1 5s. net.

Batten (Loring W. ), Ph. D.
, S. T. D. THE

HEBREW PROPHET. Cr.Zvo. 3s.6d.net.

Bayley (R. Child). THE COMPLETE
PHOTOGRAPHER. With over 100

Illustrations. Third Edition. With Note
on Direct Colour Process. Demy Zvo.

10s. 6d. net.

A Colonial Edition is also published.
Beard (W. S.). EASY EXERCISES IN
ALGEBRA FOR BEGINNERS. Cr. Zvo,

is. 6d. With Answers, is. gd.
See also Junior Examination Series and

Beginner's Books.
Beckford (Peter). THOUGHTS ON
HUNTING. Edited by J. Otho Paget,
and Illustrated by G. H. Jalland. Second
Edition. Demy 8vo. 6s.

Beckford (William). See Little Library.

Beeching (H. C), M.A., Canon of West-
minster. See Library of Devotion.

Beerbohm (Max). A BOOK OF CARI-
CATURES. Imperial ^to. zis.net.

Begbie (Harold). MASTER V/ORKERS.
Illustrated. DemyZvo. 7s.6d.net.

Behmen (Jacob). DIALOGUES ON THE
SUPERSENoUAL LIFE. Edited by
Bernard Holland. Fcap. 2>vo. 3s. 6d.

Bell (Mrs. Ar^ur G.). THE SKIRTS
OF THE GKiiAT CITY. With 16 Illus-

trations in Colour by Arthur G. Bell,
17 other Illustrations, and a Map. Second
Edition. Cr. 2>vo. 6s.

Belloc (Hilaire), M.P. PARIS. With
7 Maps and a Frontispiece in Photogravure.
Second Edition, Revised. Cr. 8vo. 6s.

HILLS AND THE SEA. Second Edition.
Croivn 8vo. 6s.

ON NOTHING AND KINDRED SUB-
JECTS. Fcap.Zvo. ss.

A Colonial Edition is also published.
BelIot(H. H.L.), M.A. See Jones(L. A. A.).
Bennett (W. H.), M.A. A PRIMER OF
THE BIBLE. With a concise Bibliogra-

phy. Fourth Edition. Cr. Zvo. 2s. 6d.

Bennett (W. H . ) and Adeney (W. F. ). A
BIBLICAL INTRODUCTION. Fourth
Edition. Cr. Svo. 7s. 6d.

Benson (Archbishop) GOD'S BOARD
Communion Addresses. Second Edition.

Fcap. 8vo. 3J. 6d. net.

Benson (A. C), M.A. See Oxford Bfo-

graphies.
Benson (R. M.). THE WAY OF HOLI-
NESS : a Devotional Commentary on the

119th Psalm. Cr. 8vo. 5s.

Bernard (E. R.), M.A., Canon of Salisbury.
THE ENGLISH SUNDAY: its Origins
and its Claims. Fcap. Svo. is. C.

Bertouch (Baroness de). THE LIFE
OF FATHER IGNATIUS. Illustrated.

Demy 8vo. 10s. 6d. net.

Beruete (A. de). S?e Classics of Art.

Betham-Edwards (Miss). HOME LIFE
IN FRANCE. With 20 Illustrations.

Fifth Edition. Croivn 8vo. 6s.

A Colonial Edition is also published.
Bethune- Baker (J. P.), M.A. See Hand-

books of Theology.
Bidez (J.). See Byzantine Texts.

Biggs(C. R. D. ), D. D. See Churchman's Bible.

Bindley (T. Herbert), B.D. THE OECU-
MENICAL DOCUMENTS OF THE
FAITH. With Introductions and Notes.
Second Edition. Cr. 8vo. 6s. net.

Binns (H. B.). THE LIFE OF WALT
WHITMAN. Illustrated. Demy 8vo.

los. 6d. net.

A Colonial Edition is also published.
Binyon(Mrs. Laurence). NINETEENTH
CENTURY PROSE. Selected and ar-

ranged by. Crown Zvo. 6s.

Binyon (Laurence). THE DEATH OF
ADAM AND OTHER POEMS. Cr.Zvo.

3s. 6d. net.

See also Blake (William).
Birch (Walter de Gray), LL.D, F.S.A.

See Connoisseur's Library.
Birnstingl (Ethel). See Little Books on Art.
Blackmantle (Bernard). See LP. L.
Blair (Robert). See I. P. L.
Blake (William). THE LETTERS OF
WILLIAM BLAKE, together with a
Life by Frederick Tatham. Edited
from the Original Manuscripts, with an
Introduction and Notes, by Archibald G.
B. Russell. With 12 Illustrations.

Demy Zvo. 7s. 6d. net.

ILLUSTRATIONS OF THE BOOK OF
JOB. Y/ith General Introduction by
Laurence Binyon. Quarto. 21s. net.

See also Blair (Robert), I.P.L., and
Little Library.

Bloom (J. Harvey), M.A. SHAKE-
SPEARE'S GARDEN. Illustrated.

Fcap. %vo. 3s. 6d. ; leather, \s. 6d. net.

See also Antiquary's Books
Blouet (Henri). See Beginner's Books.
Boardman (T. H.), M.A. See French (W.)
Bodley (J. E. C), Author of France.' THE
CORONATION OF EDWARD VII.

Demy Zvo. 21s. net. By Command of the

King.
Body (George), D. D. THE SOUL'S
PILGRIMAGE : Devotional Readings
from the Published and Unpublished writ-

ings of George Body, D.D. Selected and
arranged by J. H. Burn, B.D., F.R.S.E.
Demy i6mo. 2s. 6d.
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Bona (Cardinal). See Library ofDevotion.

Boon(F. C.)., B.A. See Commercial Series.

Borrow (George). See Little Library.
Bos (J. Ritzema). AGRICULTURAL
ZOOLOGY. '

anslated by J. R. Ains-
worth Davis, M. A. With 155 Illustrations.

Third Edition. Cr. 8vo. 3s. 6d.

Botting(C. G.), B.A. EASY GREEK
EXERCISES. Cr. 8vo. 2s.

See also Junior Examination Series.

Boulting(W.) TASSO AND HIS TIMES.
With 24 Illustrations. Demy 8vo. 10s. 6d.

net.

Boulton (E. S.), M.A. GEOMETRY ON
MODERN LINES. Cr. 8vo. 2s.

Boulton (William B.). THOMAS
GAINSBOROUGH. His Life and Work,
Friends and Sitters. With 40 Illustra-

tion s. Second Ed. Demy 8vo. js. 6d. net.

SIR JOSHUA REYNOLDS, P.R.A. With
49 Illustrations. Demy 8vo. 7s. 6d. net.

Bowden(E. M.). THE IMITATION OF
BUDDHA: Being Quotations from
Buddhist Literature for each Day in the
Year. Fifth Edition. Cr. i6mo. 2s. 6d.

Boyle (W.). CHRISTMAS AT THE ZOO.
With Verses by W. Boyle and 24 Coloured
Pictures by H. B. Neilson. Super Royal
i6mo. 2S.

Brabant (P. G.), M.A. See Little Guides.

Bradley (A. Q.). ROUND ABOUT WILT-
SHIRE. With 14 Illustrations, in Colour
by T. C. Gotch, 16 other Illustrations, and
a Map. Second Edition. Cr. Svo. 6s.

A Colonial Edition is also published.THE ROMANCE OF NORTHUMBER-
LAND. With 16 Illustrations in Colour by
Frank Southgate, R.B.A., and 12 from

Photographs. Demy 8vo. ys. 6d net.
A Colonial Edition is also published.

Bradley (John W.). See Little Books on
Art.

Braid (James), Open Champion, 1901, 1905
and 1906. ADVANCED GOLF. With
88 Photographs and Diagrams. Third
Edition. Demy 8vo. 10s. 6d. net.

A Colonial Edition is also published.
Braid (James) and Others. GREAT
GOLFERS IN THE MAKING. Edited

by Henry Leach. With 24 Illustrations.

Second Edition. Demy 8vo. 7s. 6d. net.

A Colonial Edition is also published.
Brailsford (H. N.). MACEDONIA:
ITS RACES AND THEIR FUTURE.
With Photographs and Maps. Demy 8vo.

12s. 6d. net.

Brodrick (Mary) and Morton (A. Ander-
son). A CONCISE DICTIONARY OF
EGYPTIAN ARCHAEOLOGY. A Hand-
Book for Students and Travellers. With 80
Illustrations and many Cartouches. Cr. 8vo.

3*. 6d.

Brooks (E. E.), B.Sc. (Lond), Leicester

Municipal Technical School, and James
(W. H.N.),A.R.C.S.,A.M.I.E.E., Muni-
cipal School of Technology, Manchester.
See Textbooks of Technology.

Brooks (E. W.) See Hamilton (F. J.)

Brown (P. H.), LL.D. SCOTLAND IN
THE TIME OF QUEEN MARY. Demy

. 8vo. 7s. 6d. net.

Brown (S, E.), M.A., B.Sc, Senior Science
Master at Uppingham. A PRACTICAL
CHEMISTRY NOTE - BOOK FOR
MATRICULATION AND ARMY CAN-
DIDATES. Easy Experiments on the
Commoner Substances. Cr.^to. 1s.6d.net.

Brow::(J. Wood), M.A. THE BUILDERS
OF FLORENCE. With 74 Illustrations

by Herbert Railton. Demy ^to. 18s.net.

Browne (Sir Thomas). See Standard

Library.
Brownell (C. L.). THE HEART OF
JAPAN. Illustrated. Third Edition.
Cr. 8vo. 6s. ; also Demy 8vo. 6d.

Browning (Robert). See Little Library.
Bryant (Walter W.), B.A., F.R.A.S., F.R.

Met. Soc, of the Royal Observatory, Green-
wich. A HISTORY OF ASTRONOMY.
With 35 Illustrations. Demy8vo. ys 6d.net.

Buckland (Francis T.).< CURIOSITIES
OF NATURAL HISTORY. Illustrated

by H. B. Neilson. Cr. 8vo. 3s. 6d.

Buckton (A. M.) THE BURDEN OF
ENGELA. SecondEdition. Cr. 8vo. s.

6d. net.

EAGER HEART : A Mystery Play. Seventh
Edition. Cr. 8vo. is. net.

KINGS IN BABYLON : A Drama. Cr. 8vo.

is. net.

SONGS OF JOY. Cr. Svo. is. net.

Budge (E. A. Wallis). THE GODS OF
THE EGYPTIANS. With over 100
Coloured Plates and many Illustrations.

Two Volumes. Royal
'

8vo. 3, 3s. net.

Bull (Paul), Army Chaplain. GOD AND
OUR SOLDIERS. Second Edition.
Cr. 8vo. 6s.

A Colonial Edition is also published.
Bulley (Miss). See Dilke (Lady).
Bunyan (John). See Standard Library and

Library of Devotion.
Burch (G. J.), M.A., F.R.S. A MANUAL
OF ELECTRICAL SCIENCE. Illus-

trated. Cr. 8vo. 3s.

Burgess (Gelett). GOOPS AND HOW TO
BE THEM. Illustrated. Small

yto.
6s.

Burke (Edmund). See Standard Library.
Burn (A. E.), D.D., Rector of Handsworth

and Prebendary of Lichfield. See Hand-
books of Theology.

Burn (J. H.), B. D., F. R. S. E. THE
CHURCHMAN'S TREASURY OF
SONG: Gathered from the Christian

poetry of all ages. Edited by. Fcap. 8vo,

\s. 6d. net. See also Library of Devotion.
Burnand (Sir F. C). RECORDS AND
REMINISCENCES. With a Portrait by
H. v. Herkomer. Cr. 8vo. Fourth and
Cheaper Edition. 6s.

A Colonial Edition is also published.
Burns (Robert), THE POEMS. Edited by
Andrew Lang and W. A. Craigie. With
Portrait. Third Edition. Demy 8vo, gilt

top. 6s.

See also Standard Library.
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Burnside (W. F.), M.A. OLD TESTA-
MENT HISTORY FOR USE IN
SCHOOLS. ThirdEdition. Cr. Zvo. 3s. 6d.

Burton (Alfred). See I.P.L.
Bussell (P. W.), D. D. CHRISTIAN
THEOLOGYAND SOCIAL PROGRESS
(The Bampton Lectures of 1905). Demy
Zvo. iay. 6d. net.

Butler (Joseph), D.D. See Standard

Library.
Caldecott (Alfred), D.D. See Handbooks

of Theology.
Calderwood (D. S.), Headmaster of the Nor-

mal School, Edinburgh. TEST CARDS
IN EUCLID AND ALGEBRA. In three

packets of 40, with Answers. 1s. each. Or
in three Books, price 2d., id., and 3d.

Canning (George). See Little Library.

Capey (E. F. H.). See Oxford Biographies.
Careless (John). See I.P.L.

Carlyle (Thomas). THE FRENCH
REVOLUTION. Edited by C. R. L.

Fletcher, Fellow of Magdalen College,
Oxford. Three Volumes. Cr. Zvo. iZs.

THE LIFE AND LETTERS OF OLIVER
CROMWELL. With an Introduction

by C. H. Firth, M.A., and Notes and

Appendices by Mrs. S. C. Lomas. Three
Volumes. Demy Zvo. xZs. net.

Carlyle (R. M. and A. J.), M.A. See
Leaders of Religion.

Carmichael (Philip). ALL ABOUT
PHILIPPINE. With 8 Illustrations.

Cr. Zvo. 2s. 6d.

Carpenter(MargaretBoyd). THECHILD
IN ART. With 50 Illustrations. Second
Edition. Large Cr. Zvo. 6s.

Cavanagh (Francis), M.D. (Edin.). THE
CARE OF THE BODY. Second Edition.
Demy Zvo. ns. 6d. net.

Celano (Thomas of). THE LIVES OF ST.
FRANCIS OF ASSISI. Translated into

English by A. G. Ferrers Howell. With
a Frontispiece. Cr. Zvo. $s. net.

Channer (C. C.) and Roberts (M. E.).
LACEMAKING IN THE MIDLANDS,
PAST AND PRESENT. With 16 full-

page Illustrations. Cr. Zvo. zs. 6d.

Chapman (S. J.). See Books on Business.

Chatterton (Thomas). See Standard

Library.
Chesterfield (Lord), THE LETTERS OF,
TO HIS SON. Edited, with an Introduc-
tion by C. Strachey, with Notes by A.
Calthrop. Two Volumes. Cr. Zvo. 12s.

Chesterton(O.K.). CHARLES DICKENS.
With two Portraits in Photogravure. Fifth
Edition. Cr. Zvo. 6s.

Childe (Charles P.), B.A., F.R.C.S. THE
CONTROL OF A SCOURGE : Or,
How Cancer is Curable. Demy Zvo.

js. 6d. net.

Christian (F. W.). THE CAROLINE
ISLANDS. With many Illustrations and

Maps. Demy Zvo. 1 2s. 6d. net.

Cicero. See Classical Translations.

Clapham(J. H.), Professor of Economics in

the University of Leeds. THE WOOL-

LEN AND WORSTED INDUSTRIES.
With 21 Illustrations and Diagrams. Cr.

Zvo. 6s.

Clarke(F. A.), M.A. See Leaders ofReligion.
Clausen (George), A.R.A., R.W.S. SIX
LECTURES ON PAINTING. With 19
Illustrations. Third Edition. Large Post
Zvo. 3s. 6d. net.

AIMS AND IDEALS IN ART. Eight
Lectures delivered to the Students of the

Royal Academy of Arts. With 32 Illustra-

tions. Second Edition. Large Post Zvo.

Ss. net.

Cleather (A. L.). See Wagner (R).
Clinch (G.), F.G.S. See Antiquary's Books

and Little Guides.

Clough (W. T.) and Dunstan (A. E.).
See Junior School Books and Textbooks of
Science.

Clouston (T. S.), M.D., C.C.D., F.R.S.E.
THE HYGIENE OF MIND. With 10

Illustrations. Fourth Edition. Demy Zvo.

ns. 6d. net.

Coast (W. G.), B.A. EXAMINATION
PAPERS IN VERGIL. Cr. Zvo. 2s.

Cobb (W. F.), M.A. THE BOOK OF
PSALMS : with a Commentary. Demy Zvo.

10s. 6d. net.

Coleridge (S. T.). POEMS. Selected and

Arranged by Arthur Symons. With a

Photogravure Frontispiece. Fcap. Zvo.

2s. 6d. net.

Collingwood (W. G.), M.A. THE LIFE
OF JOHN RUSKIN. With Portrait.

Sixth Edition. Cr. Zvo. 2s. 6d. net.

Collins (W. E.), M.A. See Churchman's

Library.
Combe (William). See I.P.L.

Conrad (Joseph). THE MIRROR OF
THE SEA: Memories and Impressions.
Third Edition. Cr. Zvo, 6s.

Cook (A. M.), M. A., and Marchant (E. C),
M.A. PASSAGES FOR UNSEEN
TRANSLATION. Selected from Latin and
Greek Literature. Fourth Ed. Cr.Zvo. 3s. 6d. .

LATIN PASSAGES FOR UNSEEN
TRANSLATION. ThirdEd. Cr.Zvo. xs.6d.

Cooke-Taylor (R. W.). THE FACTORY
SYSTEM. Cr. Zvo. 2s. 6d.

*Coolidge (W. A. B.), M.A. THE ALPS.
With many Illustrations. Demy Zvo.

js. 6dnet.
A Colonial Edition is also published.

Corelli (Marie). THE PASSING OF THE
GREAT QUEEN. Second Edition. Fcap.

A CHRISTMAS GREETING. Cr. tfo. is.

Corkran (Alice). See Little Books on Art.

Cotes (Everard). SIGNS AND POR-
TENTS IN THE FAR EAST. With 35
Illustrations. Second Edition. Demy Zvo.

js. 6d. net.

A Colonial Edition is also published.
Cotes (Rosemary). DANTE'S GARDEN.

With a Frontispiece. Second Edition.

Fcap. Zvo. 2S. 6d. ; leather, 3$. 6d. net.

BIBLE FLOWERS. With a Frontispiece
and Plan. Fcap. Zvo. 2s. 6d. net.
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Cowley (Abraham). See Little Library.
Cowper (William). THE POEMS.

Edited with an Introduction and Notes by
J. C. Bailey, M.A. Illustrated, including
two unpublished designs by William
Blake. Demy Zvo. ios. 6d. net.

Cox (J. Charles). See Ancient Cities, Anti-

quary's Books, and Little Guides.
Cox (Harold), B.A., M.P. LAND
NATIONALIZATION AND LAND
TAXATION. Second Edition revised.

Cr. Zvo. 3-r. 6d. net.

Crabbe (George). See Little Library.
Craik (Mrs.). See Little Library.
Crane (C. P.), D.S.O. See Little Guides.
Crane (Walter), R.W.S. AN ARTIST'S
REMINISCENCES. With 123 Illustra-

tions by the Author and others from Photo-

graphs. Second Edition. Demy Zvo. 1 Zs.

net.

A Colonial Edition is also published.
INDIA IMPRESSIONS. With 84 Illus-

trations from Sketches by the Author.
Second Edition. Demy Zvo. 7s. 6d. net.
A Colonial Edition is also published.

Crashaw (Richard). See Little Library.
Crawford (F. G.). See Danson (Mary C).
Crofts (T. R. N.), M. A., Modern Language

Master at Merchant Taylors' School. See

Simplified French Texts.
Cross (J. A.), M.A. THE FAITH OF
THE BIBLE. Fcap. Zvo. zs. 6d. net.

Cruikshank(G.). THE LOVING BAL-
LAD OF LORD BATEMAN. With 11

Plates. Cr. i6mo. is. 6d. net.

Crump (B.). See Wagner (R.).
Cunliffe (Sir F. H. E.), Fellow of All Souls-

College, Oxford. THE HISTORY OF
THE BOER WAR. With many Illus-

trations, Plans, and Portraits. In 2 vols.

Quarto. 15s. each.

Cunynghame (H. H.), C.B. See Connois-
seur's Library.

Cutts (E. L. ), D. D. See Leaders of Religion.
Daniell (G. W.), M.A. See Leaders of

Religion.
Dante (Alighieri). LA COMMEDIA DI
DANTE. The Italian Text edited by
Paget Toynbee, M.A., D.Litt. Cr.Zvo. 6s.

THE DIVINE COMEDY. Translated

by H. F. Cary. Edited with a Life of
Dante and Introductory Notes by Paget
Toynbee, M. A., D.Litt. Demy Zvo. 6d.

THE PURGATORIO OF DANTE.
Translated into Spenserian Prose by C.
Gordon Wright. With the Italian text.

Fcap. Zvo. 2S. 6d. net.

See also Little Library, Toynbee (Paget),
and Vernon (Hon. W. Warren).

Darley (George). See Little Library.
D'Arcy (R. F.), M.A. A NEW TRIGON-
OMETRY FOR BEGINNERS. With
numerous diagrams. Cr. Zvo. 2s. 6d.

Davenport (Cyril). See Connoisseur's

Library and Little Books on Art.

Davenport (James). THE WASH-
BOURNE FAMILY. With 15 Illustra-

tions and a Map. Royal Zvo. 21s. net.

Davey (Richard). THE PAGEANT OF
LONDON. With 40 Illustrations in

Colour by John Fulleylove, R.I. InTivo
Volumes. Demy Zvo. 1 5s. net.

Davis (H. W. C), M.A., Fellow and Tutor
of Balliol College. ENGLAND UNDER
THE NORMANS AND ANGEVINS :

1066- 1 272. With Maps and Illustrations.

Demy Svo. 10s. 6d. net.

Dawson (Nelson). See Connoisseur's Library.
Dawson (Mrs. Nelson). See Little Books on

Art.

Deane (A. C). See Little Library.
*Deans (Storry R.). THE TRIALS OF
FIVE QUEENS: Katharine of
Aragon, Anne Boleyn, Mary Queen
of Scots, Marie Antoinette and Caro-
line of Brunswick. With 12 Illustrations.

Demy Zvo. ios. 6d. net.

A Colonial Edition is also published.
Dearmer (Mabel). A CHILD'S LIFE OF
CHRIST. With 8 Illustrations in Colour

by E. Fortescue-Brickdale. Large Cr.

Delbo's (Leon). THE METRIC SYSTEM.
Cr. Zvo. 2s.

Demosthenes. AGAINST CONON AND
CALLICLES. Edited by F. Darwin
Swift, M.A. Second Edition. Fcap.
ZVO. 2S.

Dickens (Charles). See Little Library,
I.P.L., and Chesterton (G. K.).

Dickinson (Emily). POEMS. Cr. Svo.

4s. 6d. net.

Dickinson (G. L.), M.A., Fellow of King's
College, Cambridge. THE GREEK
VIEW OF LIFE. Sixth Edition. Cr.
Zvo. 2s. 6d.

Dilke (Lady), Bulley (Miss), and Whitley
(Miss). WOMEN'S WORK. Cr. Zvo.

is. 6d.

Dillon (Edward), M.A. See Connoisseur's

Library and Little Books on Art.
Ditchfield (P. H.), M.A., F.S.A. THE
STORY OF OUR ENGLISH TOWNS.
With an Introduction by Augustus
Jessopp,D.D. Second Edition. Cr.Zvo. 6s.

OLD ENGLISH CUSTOMS: Extant at

the Present Time. Cr. Zvo. 6s.

ENGLISH VILLAGES. With 100 Illustra-

tions. SecondEdition. Cr. Zvo. 2s. 6d. net.

THE PARISH CLERK. With 31
Illustrations. Third Edition. Demy Zvo.

js. 6d. net.

Dixon (W. M.), M.A. A PRIMER OF
TENNYSON. Second Edition. Cr.Zvo.
2s. 6d.

ENGLISH POETRY FROM BLAKE TO
BROWNING. Second Edition. Cr. Zvo.

2s. 6d.

Dobbs (W. J.), M.A. See Textbooks of
Science.

Doney (May). SONGS OF THE REAL.
Cr. Zvo. v. 6d. net.

Douglas (Hugh A.). VENICE ON FOOT.
With the Itinerary of the Grand Canal.
With 75 Illustrations and 11 Maps. Fcap.
Zvo. is. net.
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Douglas (James). THE MAN IN THE
PULPIT. Cr. 8vo. 2S. 6d. net.

Dowden (J.), D.D., Lord Bishop of Edin-

burgh. FURTHER STUDIES IN THE
PRAYER BOOK. Cr. 8vo. 6s.

See also Churchman's Library.
Drage (G.). See Books on Business.

Draper (F. W. M.). See Simplified French
Texts.

Driver (S. R.), D.D., D.C.L., Regius Pro-
fessor of Hebrew in the University of
Oxford. SERMONS ON SUBJECTS
CONNECTED WITH THE OLD
TESTAMENT.

#
Cr. 8vo. 6s.

See also Westminster Commentaries.
Dry (Wakeling). See Little Guides.

Dryhurst (A. R.). See Little Books on Art.
Du Buisson (J. C), M. A. See Churchman's

Bible.

Duguid (Charles). See Books on Business.
Dumas (Alexandre). THE CRIMES OF
THE BORGIAS AND OTHERS.
With an Introduction by R. S. Garnett.
With 9 Illustrations. Cr. 8vo. 6s.

THE CRIMES OF URBAIN GRAN-
DIER AND OTHERS. With 8 Illustra-

tions. Cr. 8vo. 6s.

THE CRIMES OF THE MARQUISEDE BRINVILLIERS AND OTHERS.
With 8 Illustrations. Cr. 8vo. 6s.

THE CRIMES OF ALI PACHA AND
OTHERS. With 8 Illustrations. Cr. 8w.
6s.

Colonial Editions are also published.MY MEMOIRS. Translated by E. M.
Waller. With an Introduction by Andrew
Lang. With Frontispieces in Photogravure.
In six Volumes. Cr. 8vo. 6s. each volume.
A Colonial Edition is also published.

Vol. I. 1802-1821. Vol. III. 1826-1830.
Vol. II. 1822-1825. Vol. IV. 1830-1831.

Duncan (David), D.Sc, LL.D. THE LIFP:
AND LETTERS OF HERBERT
SPENCER. With 15 Illustrations. Demy
8vo. 15s.

Dunn (J. T)., D.Sc, and MundelIa(V. A.).GENERAL ELEMENTARY SCIENCE.
With 114 Illustrations. Second Edition.
Cr. 8vo. 3-r. 6d.

Dunstan (A. E.), B.Sc. (Lond.), East Ham
Technical College. See Textbooks of
Science, and Junior School Books.

Durham (The Earl of ). A REPORT ON
CANADA. With an Introductory Note.
Demy 8vo. 4s. 6d. net.

Dutt(W. A.). THE NORFOLK BROADS.
With coloured Illustrations by Frank
Southgate, R.B.A. Second Edition. Cr.
8vo. 6s.

WILD LIFE IN EAST ANGLIA. With
16 Illustrations in colour by Frank South-
gate, R.B.A. Second Edition. Demy
8vo. 7s. 6d. net.

SOME LITERARY ASSOCIATIONS OF
EAST ANGLIA. With 16 Illustrations in

Colour by W. Dexter, R.B.A., and 16
other Illustrations. Demy 8vo. 10s. 6d. net.

See also Little Guides.

Earle(John), Bishop of Salisbury. MICRO-
COSMOGRAPHIE, or A PIECE OF
THE WORLD DISCOVERED. Post
i6mo. 2S. net.

Edmonds(Major J. E.), R.E. ; D.A.Q.-M.G.
See Wood (W. Birkbeck).

Edwards (Clement), M.P. RAILWAY
NATIONALIZATION. Second Edition,
Revised. Crown 8vo. 2s. 6d. net.

Edwards (W. Douglas). See Commercial
Series.

*E^ wardes (Tickner). THE LORE OF
THE HONEY BEE. With many Illustra-

tions. Cr. 8vo. 6s.

Egan (Pierce). See I. P. L.

Egerton (H. E.), M.A. A HISTORY OF
BRITISH COLONIAL POLICY. A
Cheaper Issue, with a supplementary
chapter. Demy 8vo. js. 6d. net.

A Colonial Edition is also published.
Ellaby (C. G.). See Little Guides.
Ellerton (F. G.). See Stone (S. J.).

Epictetus. See Aurelius (Marcus).
Erasmus. A Book called in Latin EN-
CHIRIDION MILITIS CHRISTIANI,
and in English the Manual of the Christian

Knight. Ecap. 8vo. 3s. 6d. net.

Ewald (Carl). TWO LEGS. AND OTHER
STORIES. Translated from the Danish
by Alexander Teixeira de Mattos.
Illustrated by Augusta Guest. Large Cr.
8vo. 6s.

Fairbrother(W. H.), M.A. THE PHILO-
SOPHY OF T. H. GREEN. Second
Edition. Cr. 8vo. 3*. 6d.

Fea (Allan). SOME BEAUTIES OF THE
SEVENTEENTH CENTURY. With
82 Illustrations. Second Edition. Demy
8vo. X2S. 6d. net.

THE FLIGHT OF THE KING. With
over 70 Sketches and Photographs by the
Author. New and revised Edition.
Demy 8vo. js. 6d. net.

A Colonial Edition is also published.
SECRET CHAMBERS AND HIDING-
PLACES. With 80 Illustrations. New and
revised Edition. Demy 8vo. 7s. 6d. net.

A Colonial Edition is also published.
Ferrier (Susan). See Little Library.
Fidler (T. Claxton), M.Inst. C.E. See

Books on Business.

Fielding (Henry). See Standard Library.
Finn (S. W.), M.A. See Junior Examination

Series.

Firth (J. B.). See Little Guides.
Firth (C. H.), M.A., Regius Professor of

Modern History at Oxford. CROM-
WELL'S ARMY: AHistory of the English
Soldier during the Civil Wars, the Com-
monwealth, and the Protectorate. Cr. 8vo.

6s.

Firth (Edith E.). See Beginner's Books.
FitzGerald (Edward). THE RUBAlYAT
OF OMAR KHAYYAM. Printed from
the Fifth and last Edition. With a Com-
mentary by Mrs. Stephen Batson, and a

Biography of Omar by E. D. Ross. Cr.
8vo. 6s. See also Miniature Library.
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FitzGerald (H. P.). A CONCISE HAND-
BOOK OF CLIMBERS, TWINERS,
AND WALL SHRUBS. Illustrated.

Fcap. 8vo. ss - 6d- nei-

Fitzpatrick (S. A. O.). See Ancient Cities.

Flecker (W. H.), M.A., D.C.L., Headmaster
of the Dean Close School, Cheltenham.
THE STUDENT'S PRAYER BOOK.
The Text of Morning and Evening
Prayer and Litany. With an Introduc-
tion and Notes. Cr. 8vo. 2s. 6d.

Fletcher (J. S.). A BOOK OF YORK-
SHIRE. With 16 Illustrations in Colour

by Wal Paget and Frank Southgate,
R.B.A., and 12 from Photographs. Demy
8vo. ys. 6d. net.

A Colonial Edition is also published.
Flux (A. W.), M.A., William Dow Professor

of Political Economy in M'Gill University,
Montreal. ECONOMIC PRINCIPLES.
Demy 8vo. js. 6d. net.

Foat (F. W. G.), D.Litt., M.A., Assistant

Master at the City of London School.

LONDON : A READER FOR YOUNG
CITIZENS. With Plans and Illustra-

tions. Cr. 8vo. is. 6d.

Ford (H. G.), M.A., Assistant Master at

Bristol Grammar School. See Junior School
Books.

Forel(A.). THE SENSES OF INSECTS.
Translated by Macleod Yearsley. With
2 Illustrations. Demy 8vo. 10s. 6d. net.

Fortescue (Mrs. G.). See Little Books on
Art.

Fraser (J. F.). ROUND THE WORLD
ON A WHEEL. With 100 Illustrations.

Fifth Edition Cr. 8vo. 6s.

A Colonial Edition is also published.
French(W.), M.A. See Textbooks of Science.
Freudenreich (Ed. von). DAIRY BAC-
TERIOLOGY. A Short Manual for

Students. Translated by J. R. Ainsworth
Davis, M.A. Second Edition. Revised.
Cr. 8vo. zs. 6d.

Fulford(H. W.\ M.A. See Churchman's
Bible.

Fuller (W. P.), M.A. See Simplified French
Texts.

*Fyvie (John). TRAGEDY QUEENS OF
THE GEORGIAN ERA. With 16 Illus-

trations. Demy 8vo. 12s. 6d. net.

Gallaher (D.)and Stead (W. J.). THE
COMPLETE RUGBY FOOTBALLER,
ON THE NEW ZEALAND SYSTEM.
With 35 Illustrations. Second Ed. Demy
8vo. 10s. 6d. net.

A Colonial Edition is also published.
Gallichan (W. M.). See Little Guides.

Gambado (Geoffrey, Esq.). See LP.L.
Gaskell (Mrs.). See Little Library, Stan-

dard Library and Sixpenny Novels.

Gasquet, the Right Rev. Abbot, O.S.B. See

Antiquary's Books.

George (H. B.), M. A.
,
Fellow ofNew College,

Oxford. BATTLES OF ENGLISH HIS-
TORY. With numerous Plans. Fourth
Edition. Cr. 8vo. 3s. 6d.

A HISTORICAL GEOGRAPHY OF THE

BRITISH EMPIRE. Third Edition.
Cr. 8vo. 3s. 6d.

Gibbins (H. de B.), Litt.D., M.A. IN-
DUSTRY IN ENGLAND : HISTORI-
CAL OUTLINES. With 5 Maps. Fifth
Edition. Demy 8vo. zos. 6d.

THE INDUSTRIAL HISTORY OF
ENGLAND. With Maps and Plans.
Fourteenth Edition, Revised, Cr. 8vo. -is.

ENGLISH SOCIAL REFORMERS.
Second Edition. Cr. 8vo. 2s. 6d.

See also Hadfield (R. A.)., and Commer-
cial Series.

Gibbon (Edward). MEMOIRS OF MY
LIFE AND WRITINGS. Edited by
G. Birkbeck Hill, LL.D Cr. 8vo. 6s.

THE DECLINE AND FALL OF THE
ROMAN EMPIRE. Edited, with Notes,
Appendices, and Maps, by J. B. Bury,
M.A., Litt.D., Regius Professor of Greek
at Cambridge. In Seven Volumes.
Demy 8vo. Gilt top. 8s. 6d. each. Also,
Crown 8vo. 6s. each.
See also Standard Library.

Gibbs (Philip). THE ROMANCE OF
GEORGE VILLIERS : FIRST DUKE
OF BUCKINGHAM, AND SOME MEN
AND WOMEN OF THE STUART
COURT. With 20 Illustrations. Second
Edition. Demy 8vo. 15J. net.

A Colonial Edition is also published.
Gibson (E. C. S.), D.D., Lord Bishop of

Gloucester. See Westminster Commentaries,
Handbooks of Theology, and Oxford Bio-

graphies.
Gilbert (A. R.). See Little Books on Art.

Gloag (M. R.) and Wyatt (Kate M.). A
BOOK OF ENGLISH GARDENS.
With 24 Illustrations in Colour. Demy
8vo. 10J. 6d. net.

Godfrey (Elizabeth). A BOOK OF RE-
MEMBRANCE. Being Lyrical Selections
for every day in the Year. Arranged by.
Fcap. 8vo. 2s 6d. net.

ENGLISH CHILDREN IN THE OLDEN
TIME. With 32 Illustrations. Second
Edition. Demy 8vo. 7s. 6d. net.

Godley(A. D.), M.A., Fellow of Magdalen
College, Oxford. LYRA FRIVOLA.
Fourth Edition. Fcap. 8vo. as. 6d.

VERSES TO ORDER. Second Edition.

Fcap. 8vo. 2s. 6d.

SECOND STRINGS. Fcap. 8vo. 2*. 6d.
Goldsmith (Oliver). THE VICAR OF
WAKEFIELD. With 10 Plates in

Photogravure by Tony Johannot. Leather,
Fcap. yzmo. vs. 6d. net.

See also I.P.L. and Standard Library.
Gomme (G. L.). See Antiquary's Books.
Goodrich-Freer (A.). IN A SYRIAN
SADDLE. Demy 8vo. 7s. 6d. net.
A Colonial Edition is also published.

Gorst (Rt. Hon. Sir John). THE CHIL-
DREN OF THE NATION. Second
Edition. Demy 8vo. 7s. 6d. net.

Goudge (H. L.), M.A., Principal of Wells
Theological College. See Westminster Com-
mentaries.

AS
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Graham (P. Anderson). THE RURAL
EXODUS. The Problem of the Village
and the Town. Cr. 8vo. 2s. 6d.

Granger (F. S.), M.A., Litt.D. PSYCH-
OLOGY. Third Edition. Cr. 8vo. 2s. 6d.

THE SOUL OF A CHRISTIAN.
Cr. 8vo. 6s.

Qray(E. M'Queen). GERMAN PASSAGES
FOR UNSEEN TRANSLATION. Cr.

8vo. -2S. 6d.

Gray (P. L.), B.Sc. THE PRINCIPLES OF
MAGNETISM AND ELECTRICITY.
With 181 Diagrams. Cr. 8vo. -$s. 6d.

Green (G. Buckland), M.A., late Fellow
of St. John's College, Oxon. NOTES ON
GREEK AND LATIN SYNTAX.
Second Ed. revised. Crown 8vo. 3s. 6d.

Greenidge(A.H.J.),M.A.,D.Litt. A HIS-
TORY OF ROME : From the Tribunate of
Tiberius Gracchus to the end of the Jugur-
thine War, B.C. 133-104. Demy 8vo.

\os. 6d. net.

Greenwell (Dora). See Miniature Library.
Gregory (R. A.). THE VAULT OF
HEAVEN. A Popular Introduction to

Astronomy. Illustrated. Cr. 8vo. 2s. 6d.

Gregory (Miss E. C). See Library of
Devotion.

Grubb(H. C). See Textbooks ofTechnology.
Hadfield (R. A.) and Gibbins (H. de B ).

A SHORTER WORKING DAY. Cr.
8vo. 2S. 6d.

Hall (Mary). A WOMAN'S TREK FROM
THE CAPE TO CAIRO. With 64 Illus-

trations and 2 Maps. Second Edition.

Demy 8vo. \6s. net.

Hall (R. N.) and Neal (W. G.). THE
ANCIENT RUINS OF RHODESIA.
Illustrated. Second Edition, revised.

Demy 8vo. \os. 6d. net.

A Colonial Edition is also published.
Hall (R. N.). GREAT ZIMBABWE.

With numerous Plans and Illustrations.

Second Edition. Demy 8vn. 10s. 6d. net.

Hamel (Frank). FAMOUS FRENCH
SALONS. With 20 Illustrations.

Demy 8vo. 12s. 6d. net.

A Colonial Edition is also published.
Hamilton (F. J.), D.D. See Byzantine Texts.

Hannay (D.). A SHORT HISTORY OF
THE ROYAL NAVY, 1200-1688. Illus-

trated. Demy &vo. fs, 6d.

Hannay (James O.), M.A. THE SPIRIT
AND ORIGIN OF CHRISTIAN
MONASTICISM. Cr. 8vo. 6s.

THE WISDOM OF THE DESERT. Fca.fi.
8vo. 3s. 6d. net.

Hardie (Martin). See Connoisseur's Library.
Hare (A. T.), M.A. THE CONSTRUC-
TION OF LARGE INDUCTION COILS.
With numerous Diagrams. Deiny 8vo. 6s.

Harvey (Alfred), M.B. See Ancient Cities
and Antiquary's Books.

Hawthorne(Nathaniel). See Little Library.
Heath (Frank R.). See Little Guides.
Heath (Dudley). See Connoisseur's Library.
Hello (Ernest). STUDIES IN SAINT-
SHIP. Fcafi 8vo. 3*. 6d.

Henderson (B. W.), Fellow of Exeter

College, Oxford. THE LIFE AND
PRINCIPATE OF THE EMPEROR
NERO. Illustrated. New and cheafier
issue. Demy 8vo. ys. 6d. net.

AT INTERVALS. Fcafi %vo. 2s.6d.net.
Henderson (M. Sturge). GEORGE
MEREDITH : NOVELIST, POET,
REFORMER. With a Portrait in Photo-

gravure. Second Edition. Crown 8vo. 6s.

Henderson (T. F.). See Little Library and
Oxford Biographies.

Henderson (T. F.), and Watt (Francis).
SCOTLAND OF TO-DAY. With 20

Illustrations in colour and 24 other Illus-

trations. Second Edition. Cr. 8vo. 6s.

A Colonial Edition is also published.
Henley (W. E.). ENGLISH LYRICS.
CHAUCER TO POE, 1 340-1849. Second
Edition. Cr. 8vo. 2s. 6d. net.

Henley (W. E.)andWhibley (C.) A BOOK
OF ENGLISH PROSE, CHARACTER,
AND INCIDENT, 1387-1649. Cr. 8vo.

2s. 6d. net.

Henson(H. H.), B.D., Canon of Westminster.
LIGHT AND LEAVEN : Historical
and Social Sermons. Cr. 8vo. 6s.

Herbert (George). See Library of Devotion.
Herbert of Cherbury (Lord). See Minia-

ture Library.
Hewins (W. A. S.), B.A. ENGLISH
TRADE AND FINANCE IN THE
SEVENTEENTH CENTURY. Cr. 8vo.

2s. 6d.

Hewitt (Ethel M.) A GOLDEN DIAL.
A Day Book of Prose and Verse. Fcafi.
8vo. 2s. 6d. net.

Hey (H.), Inspector, Surrey Education Com-
mittee, and Rose (G. H.), City and Guilds
Woodwork Teacher. THE MANUAL
TRAINING CLASSROOM : Wood-
work. Book I. 4to. is.

Heywood (W.). PALIO AND PONTE.
A Book of Tuscan Games. Illustrated.

Royal8vo. 21s. net.

See also St. Francis of Assisi.

Hill (Clare). See Textbooks of Technology.
Hill (Henry), B.A., Headmaster of the Boy's

High School, Worcester, Cape Colony. A
SOUTH AFRICAN ARITHMETIC.
Cr. 8vo. 3s. 6d.

Hind(C. Lewis). DAYS IN CORNWALL.
With 16 Illustrations in Colour b}' William
Pascoe, and 20 other Illustrations and a

Map. Second Edition. Cr. 8vo. 6s.

Hirst (F. W.) See Books on Business.
Hoare (J. Douglas). A HISTORY OF
ARCTIC EXPLORATION. With 20

Illustrations&Maps. Demy8vo. 7s.6d.net.
Hobhouse (L. T.), late Fellow of C.C.C.,

Oxford. THE THEORY OF KNOW-
LEDGE. Demy 8vo. 10s. 6d. net.

Hobson(J.A.), M.A. INTERNATIONAL
TRADE : A Study of Economic Principles.
Cr. 8vo. 2S. 6d. net.

PROBLEMS OF POVERTY. An Inquiry
into the Industrial Condition of the Poor. 1

Sixth Edition. Cr. 8vo. 2s. 6d.
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THE PROBLEM OF THE UNEM-
PLOYED. Third Edition. Cr.Zvo. 2S.6d.

*Hodgetts(E. A. Brayley). THE COURT
OF RUSSIA IN THE NINETEENTH
CENTURY. With 20 Illustrations. Two
Volumes. Demy Zvo. 24s. net.

A Colonial Edition is also published.
Hodgkin (T.), D.C.L. See Leaders of

Religion.

Hodgson (Mrs. W.) HOW TO IDENTIFY
OLD CHINESE PORCELAIN. With 40
Illustrations. .SecondEdition. Post Zvo. 6s.

Hogg (Thomas Jefferson). SHELLEY
AT OXFORD. With an Introduction by
R. A. Streatfeild. FcaJ>. Zvo. 2s. net.

Holden-Stone (G. de). See Books on
Business.

Holdich (Sir T. H.), K.C.I. E. THE
INDIAN BORDERLAND: being a

Personal Record of Twenty Years. Illus-

trated. Demy 87/0. 10s. 6d. net.

A Colonial Edition is also published.
Holdsworth (W. S.), M.A. A HISTORY
OF ENGLISH LAW. In Two Volumes.
Vol. I. Demy Zvo. 10s. 6d. net.

Holland (H. Scott), Canon of St. Paul's.

See Newman (J. H.).

Hollway-Calthrop (H. C), late of Balliol

College, Oxford ; Bursar of Eton College.
PETRARCH : HIS LIFE, WORK, AND
TIMES. With 24 Illustrations. Demy
Zvo. 12s. 6d. net.

A Colonial Edition is also published.
Holt (Emily). THE SECRET OF POPU-
LARITY : How to Achieve Social Success.
Cr. Zvo. 3s. 6d. net.

A Colonial Edition is also published.
HoIyoake(G. J.). THE CO-OPERATIVE
MOVEMENT OF TO-DAY. Fourth Ed.
Cr. Zvo. 2S. 6d.

Hone (Nathaniel J.). See Antiquary's Books.
Hook (A.) HUMANITY AND ITS
PROBLEMS. Cr. Zvo. 5s. net.

Hoppner. See Little Galleries.

Horace. See Classical Translations.

Horsburgh(E. L. S.), M.A. WATERLOO :

With Plans. Second Edition. Cr. Zvo. $s.
See also Oxford Biographies.

Horth(A. C). See Textbooks of Technology.
Horton(R. F.),D.D. See Leaders of Religion.
Hosie (Alexander). MANCHURIA. With

Illustrations and a Map. Second Edition.

Demy Zvo. js. 6d. net.

A Colonial Edition is also published.
How (F. D.). SIX GREAT SCHOOL-
MASTERS. With Portraits and Illustra-

tions. Second Edition. Demy Zvo. 7s. 6d.

Howell (A. G. Ferrers). FRANCISCAN
DAYS. Being Selections for every day in

the year from ancient Franciscan writings.
Cr. Zvo. 3s. 6d. net.

Howell (G.). TRADE UNIONISM New
and Old. Fourth Edition. Cr. Zvo.

2s. 6d.

Huggins (Sir William), K.C.B., O.M.,
D.C.L..F.R.S.THE ROYAL SOCIETY.

|

With 25 Illustrations. Wide Royal Zvo.
\

4s. 6d. net. I

Hughes (C. E.). THE PRAISE OF
SHAKESPEARE. An English Antho-
logy. With a Preface by Sidney Lee.
Demy Zvo. 3s. 6d. net.

Hughes (Thomas). TOM BROWN'S
SCHOOLDAYS. With an Introduction
and Notes by Veknon Rendall. Leather.
Royal 321110. 2s. 6d. net.

Hutchinson (Horace G.) THE NEW
FOREST. Illustrated in colour with
50 Pictures by Walter Tyndale and 4
by Lucy Kemp-Welch. Third Edition.
Cr. Zvo. 6s.

Hutton (A. W.), M.A. See Leaders of

Religion and Library of Devotion.
Hutton (Edward). THE CITIES OF
UMBRIA. With 20 Illustrations in Colour
by A. Pisa, and 12 other Illustrations. Third
Edition. Cr. Zvo. 6s.

A Colonial Edition is also published.
THE CITIES OF SPAIN. With 24 Illus-

trations in Colour, by A. W. Rimington,
20 other Illustrations and a Map. Second
Edition. Cr. Zvo. 6s.

A Colonial Edition is also published.
FLORENCE AND THE CITIES OF
NORTHERN TUSCANY, WITH
GENOA. With 16 Illustrations in Colour
by William Parkinson, and 16 other
Illustrations. Second Edition. Cr. Zvo. 6s.

A Colonial Edition is also published.
ENGLISH LOVE POEMS. Edited with

an Introduction. Fcap. Zvo. 3s. 6d. net.

Hutton (R. H.). See Leaders of Religion.
Hutton (W. H.), M.A. THE LIFE OF
SIR THOMAS MORE. With Portraits
after Drawings by Holbein. Second Ed.
Cr. Zvo. 5s.

See also Leaders of Religion.
Hyde (A. G.) GEORGE HERBERT AND
HIS TIMES. With 32 Illustrations.

Demy Zvo. xos. 6d. net.

Hyett(F. A.). FLORENCE : Her History
and Art to the Fall of the Republic.
Demy Zvo. is. 6d. net.

Ibsen (Henrik). BRAND. A Drama.
Translated by William Wilson. Third
Edition. Cr. Z7>o. 3s. 6d.

Inge (W. R.), M.A., Fellow and Tutor of
Hertford College, Oxford. CHRISTIAN
MYSTICISM. (The Bampton Lectures of

1899.) Demy Zvo. 12s. 6d. net.

See alsoLibrary of Devotion.

Ingham (B. P.). See Simplified French
Texts.

Innes(A. D.), M.A. A HISTORY OF THE
BRITISH IN INDIA. With Maps and
Plans. Cr. Zvo. 6s.

ENGLAND UNDER THE TUDORS.
With Maps. Second Edition. Demy Zvo.
10s. 6d. net.

Jackson (C. E.), B. A. , Senior Physics Master,
Bradford Grammar School. See Textbooks
of Science.

Jackson (S.), M.A. See Commercial Series.

Jackson (F. Hamilton). See Little Guides.
Jacob (F.), M.A. See Junior Examination

Series.
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James (W. H. N.). See Brooks (E. E.).

Jeans (J. Stephen). TRUSTS, POOLS,
AND CORNERS A" AFFECTING
COMMERCE AND I--JUSTRY. Cr.

Zvo. zs. 6d.

See also Books on Business.

Jebb (Camilla). A STAR OF THE
SALONS : Julie de Lespinasse. With
20 Illustrations. Demy Zvo. 10s. 6d. net.

A Colonial Edition is also published.
Jeffery (Reginald W.), M.A. THE
THIRTEEN COLONIES OF NORTH
AMERICA. With 8 Illustrations and a

Map. Demy Zvo s. 6d. net.

A Colonial Edu is also published.

Jeffreys (D. Gwyn). DOLLY'S xHEATRI-
CALS. SuperR yyal \6mo. zs. 6d.

Jenks(E.), M.A., B.C.L. AN OUTLINE
OFENGLISH LOC-xLGOVERNMENT.
Second Ed. Revised by R. C. K. Ensor,
M.A. Cr. Zvo. zs. 6d.

Jenner (Mrs. ti.). See Little Books on Art.

Jennings (Oscar), M.D. EARLY WOOD-
CUT INITIALS. Demy to. 21*. net.

Jessopp (Augustus), D.D. See Leaders of

Religion.
Jevons (F. B.), M.A., Litt.D., Principal of

Hatfiel Hall, Durham. RELIGION
IN EVOLUTION. Cr.Zvo. 3s.Gd.net.
See also Churchman's Library and Hand-

books of Theology.
Johnson (Mrs. Barham). WILLIAM BOD-
HAM DONNE AND HIS FRIENDS.
Illustrated. Demy Zvo. xos. 6d. net.

Johnston (SI- H. H.), K.C.B. BRITISH
CENTRAL VFRICA. With nearly 200
Illustrations -...d Six Maps. Third Edition.
Cr. \to. \Zs. net.

A Colonial Edition is also published.
Jones (H.). See Commercial Series.

Jones (H. F.). See Textbooks of Science.

Jones (L. A. Atherley), K.C., M.P., and
Bellot (Hugh H. L.), M.A, D.C.L.
THE MINER'S GUIDE TO THE COAL
MINES REGULATION ACTS AND
THE LAW OF EMPLOYERS AND
WORKMEN. Cr. Zvo. zs. 6d. net.

COMMERCE IN WAR. RoyalZvo. zis.net.

Jones (R. Compton), M.A. POEMS OF
THE INNER LIFE. Selected by. Thir-
teenth Edition. Fcap. Zvo. zs. 6d. net.

Jonson (Ben). See Standard Library.
Juliana (Lady) of Norwich. REVELA-
TIONS OF DIVINE LOVE. Ed.by Grace
Warrack. Second Ed. Cr. Zvo. 3s. 6d.

Juvenal. See Classical Translations.

Kappa.' LET YOUTH BUT KNOW:
A Plea for Reason in Education. Cr. Zvo.

3s. 6d. net.

Kaufmann (M.), M.A. SOCIALISM AND
MODERN THOUGHT. SecondEdition
Revised and Enlarged. Cr. Zvo. zs. 6d.

net. ,

Keating (J. F.), D.D. THE AGAPE AND
THE EUCHARIST. Cr. Zvo. 3s. 6d.

Xeats (John). THE POEMS. Edited
with Introduction and Notes by E. de Selin-

COURT, M.A. With a Frontispiece in

Photogravure. Second Edition Revised.
Demv Zvo. 7s. 6d. net.

REALMS OF GOLD. Selections from the

Works of. Fct. Zvo. 3s. 6d. net.

See also L-'.-le Library and Standard

Library.
Keble (.ohn). THE CHRISTIAN YEAR.
With an Introduction an^ Notes byW. Lock,
D.D., Warden of ^.eblc --.cge. Illustrated

by R. Anning Bell. ThirdEdition. Fcap.
Zv. 3$. 6d. ; padded morocco, $s.

See also Library ofDevotion.
Kelynack (T. N.), M.D., M.R.C.P. THE
DRINK PRQBLEM IN ITS MEDICO-
SOCIOLOGICAL ASPECT. By four-

teen Medical Authorities. Edited by.
With 2 Diagrams. Demy Zvo. 7s. 6d. net.

Kempis (Thomas a). THE IMITATION
OF CHRIST. With an Introduction by
Dean Farrar. Illustrated by C. M. Gere.
ThirdEdition. Fcap. Zvo. 3s. 6d. ; padded
morocco. $s.

Also Translated by C. Bigg, D.D. Cr.
Zvo. 3s. 6d.

See al*) Montmorency (J. E. G. de).,

Library of Devotion, and Standard Library.
Kennedy (Bart.). THE GREEN

Si'iilNX. Cr. Zvo. 3s. 6d. net.

Kennedy (James Houghton), D.D., Assist-

ant Lecturer in Divinity in the University of

Dublin. ST. PAUL'S SECOND AND
;

THIRD EPISTLES TO TK~ CORIN-
THIANS. With Introduction, Dissertations
and Notes. Cr. Zvo. 6s.

Kimmins (C. W.), M.A. THE CHEMIS-
TRY OF LIFE AND HEALTH. Illus-

trated. Cr. Zvo. zs. 6d.

Kinglake (A. W.). See Little Library.
Kipling (Rudyard). BARRACK-ROOM
BALLADS. Z3rd Thousand. Twenty-
fourth Edition. Cr.Zvo. 6s. Also Leather.

Fcap. 8vo. 5s.
_ ^A Colonial Edition is also published.

THE SEVEN SEAS. 67th Thousand.
Twelfth Edition. Cr. Zvo. 6s. Also
Leather. Fcap. Zvo. $s.
A Colonial Edition is also published.

THE FIVE NATIONS. 6znd Thousand.
Third Edition. Cr. Zvo. 6s. Also
Leather. Fcap. Zvo. 5s.
A Colonial Edition is also published.

DEPARTMENTAL DITTIES. Sixteenth
Edition. Cr. Zvo. 6s. Also Leather. Fcap.
Zvo. 5-y.

A Colonial Edition is also published.
Knight (Albert E.). THE COMPLETE
CRICKETER. With 50 Illustrations.

Demy Zvo. 7s. 6d. net.

A Colonial Edition is also published.
Knight (H. J. C), B.D. See Churchman's

Bible.

Knowling (R. J.), M.A., Professor of New
Testament Exegesis at King's College,
London. See Westminster Commentaries.

Lamb Charles and Mary), THE WORKS.
Edited by E. V. Lucas. Illustrated. In
Seven Volumes. Demy Zvo. 7s. 6d. each.

See also Little Library and Lucas (E. V.).
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Lambert (F. A. H.). See Little Guides.
Lambros (Professor S. P.). See Byzantine

Texts.
Lane- Poole (Stanley). A HISTORY OF
EGYPT IN THE MIDDLE AGES. Fully
Illustrated. Cr. Zvo. 6s.

Langbridge(F.),M.A. BALLADSOFTHE
BRAVE : Poems of Chivalry, Enterprise,
Courage, and Constancy. Third Edition.
Cr. Zvo. 2S. 6d.

Law (William). See Library of Devotion
and Standard Library.

Leach (Henry). THE DUKE OF DEVON-
SHIRE. A Biography. With 12 Illustra-

tions. Demy Zvo. r2s.6d.net.
THE SPIRIT OF THE LINKS. Cr.Zvo.6s.

A Colonial Edition is also published.
See also Braid (James).

Le Braz (Anatole). THE LAND OF
PARDONS. Translated by Frances M.
Gostling. With 12 Illustrations in Colour

by T. C. Gotch, and 40 other Illustrations.

Second Edition. Crown Zvo. 6s.

Lee (Captain L. Melville). A HISTORY
OF POLICE IN ENGLAND. Cr. Zvo.

3$. 6d. net.

Lewes (V. B.), M.A. AIR AND WATER.
Illustrated. Cr. Zvo. 2s. 6d.

Lewis (A M. Owyn). A C O N C I S E
HANDBOOK OF GARDEN SHRUBS.
With 20 Illustrations. Fcap. Zvo. 3s. 6d.

net.

Lisle (Fortune'ede). See Little Books on Art.

Littlehales (H.). See Antiquary's Books.

Lock (Walter), D.D., Warden of Keble
College. ST. PAUL, THE MASTER-
BUIL'^R. Second Ed. Cr. Zvo. -\s. 6d.

THE BIBLE AND CHRISTIAN LIFE.
Cr. Zvo. 6s.

See also Keble (J.) and Leaders of Religion.
Locker (F.). See Little Library.
Lodge (Sir Oliver), F.R.S. THE SUB-
STANCE OF FAITH ALLIED WITH
SCIENCE: A Catechism for Parents
and Teachers. Eighth Ed. Cr. Zvo. -zs. net.

Lofthouse (W. F.), M.A. ETHICS AND
ATONEMENT. With a Frontispiece.
Demy Zvo. 5s. net.

Longfellow (H. W.). See Little Library.
Lorimer (George Horace). LETTERS
FROM A SELF-MADE MERCHANT
TO HIS SON. Sixteenth Edition. Cr.Zvo.

3s. 6d. tm .;-
tA Colonial Edition is also published.

OLD GORGON GRAHAM. SecondEdition.
Cr. Zvo. 6s.

A Colonial Edition is also published.
Lover (Samuel). See I. P. L.

E. V. L. and C. L. G. ENGLAND DAY BY
DAY : Or, The Englishman's Handbook to

Efficiency. Illustrated by George Morrow.
Fourth Edition. Fcap. to. is. net.

Lucas (E. V.). THE LIFE OF CHARLES
LAMB. With 28 Illustrations. Fourth
and Revised Edition in One Volume.
Demy Zvo. 7s. 6d. net.

A Colonial Edition is also published.

A WANDERER IN HOLLAND. With
20 Illustrations in Colour by Herbert
Marshall, 34 Illustrations after old Dutch
Masters, and a Map. Eighth Edition.
Cr. Zvo. 6s.

A Colonial Edition is also published.
A WANDERER IN LONDON. With 16

Illustrations in Colour by Nelson Dawson,
36 other Illustrations and a Map. Sixth
Edition. Cr. Zvo. 6s.

A Colonial Edition is also published.
THE OPEN ROAD : a Little Book for Way-

farers. Thirteenth Edition. Fcap. Zvo.

5J. ; India Paper, js. 6d.

THE FRIENDLY TOWN : a Little Book
for the Urbane. Fourth Edition. Fcap.
Zvo. 5s. ; India Paper, 7 s. 6d.

FIRESIDE AND SUNSHINE. Third
Edition. Fcap. Zvo. 5*.

CHARACTER AND COMEDY. Third
Edition. Fcap. Zvo. $s.

THE GENTLEST ART. A Choice of

Letters by Entertaining Hands. Fourth
Edition. Fcap. Zvo. 5J.

A SWAN AND HiiR FRIENDS. With 24
Illustrations. Demy Zvo. \2S. 6d. net.

A Colonial Edition is also published.
Luclan. See Classical Translations.

tyde
(L. W.), M.A. See Commercial Series.

ydon (Noel S.). See Junior School Books.

Lyttelton(Hon. Mrs. A.). WOMEN AND
THEIR WORK. Cr. Zvo. 2s. 6d.

Macaulay (Lord). CRITICAL AND HIS-
TORICAL ESSAYS. Edited by F. C. Mon-
tague, M.A. Three Volumes. Cr. Zvo. xZs.

M'Allen(J. E. B.), M.A. See Commercial
Series.

MacCulloch (J. A.). See Churchman's

Library.
MacCunn (Florence A.). MARY
STUART. With 44 Illustrations, in

eluding a Frontispiece in Photogravure.
New and Cheaper Edition. Large Cr. Zvo.

6s.

See also Leaders of Religion.

McDermott(E. R.). See Books on Business.

M'Dowall(A. S.). See Oxford Biographies.

Mackay (A. M.), B.A. See ^Churchman's
Library.

Mackenzie (W. Leslie), M.A., M.D.,
D.P.H., etc. THE HEALTH OF THE
SCHOOL CHILD. Cr. Zvo. 2s. 6d.

Macklin (Herbert W.), M.A. See Anti-

quary's Books.
M'Neile (A. H.), B.D. See Westminster
Commentaries.

4 Mdlle Mori (Author of). ST. CATHER-
INE OF SIENA AND HER TIMES.
With 28 Illustrations. Demy Zvo. 7s. 6d.

net.

Magnus (Laurie), M.A. A PRIMER OF
WORDSWORTH. Cr. Zvo. 2s. 6d.

Mahaffy (J. P.), Litt.D. A HISTORY OF
THE EGYPT OF THE PTOLEMIES.
Fully Illustrated. Cr. Zvo. 6s.

Maitland (F. W.), M.A., LL.D. ROMAN
CANON LAW IN THE CHURCH OF
ENGLAND. RoyalZvo. js. 6d.
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Major (H.), B.A., B.Sc. A HEALTH AND
TEMPERANCE READER. Cr. 8vo.

is. 6d.

Maiden (H. E.), M.A. ENGLISH RE-
CORDS. A Companion to the History of

England. Cr. 8vo. 35. 6d.
THE RIGHTS AND DUTIES OF A
CITIZEN. Seventh Edition. Cr. 8vo.

is. 6d.

See also School Histories.

Marchant (E. C.) M.A., Fellow of Peter-

house, Cambridge. A GREEK ANTHO-
LOGY Second Edition. Cr. 8vo. 35.6a?.
See also Cook (A. M.).

Marks (Jeannette), M.A. ENGLISH
PASTORAL DRAMA from the Restora-
tion to the date of the publication of the

'Lyrical Ballads' (1660-1798). Cr. 8vo.

$s. net.

Marr(J. E.), F.R.S., Fellow of St John's Col-

lege, Cambridge. THE SCIENTIFIC
STUDY OF SCENERY. Second Edition.
Illustrated. Cr. 8vo. 6s.

AGRICULTURAL GEOLOGY. Illustrated.

Cr. 8vo. 6s.

Marriott (J. A. R.), M.A. THE LIFE
AND TIMES OF LORD FALKLAND.
With 23 Illustrations. Second Edition.
Demy 8vo. 75. 6d. net.

Marvell (Andrew). See Little Library.
Masefield (John). SEA LIFE IN NEL-
SON'S TIME. Illustrated. Cr. 8vo.

35. 6d. net.

A Colonial Edition is also published.ON THE SPANISH MAIN: or, Some
English Forays in the Isthmus of
Darien. With 22 Illustrations and a Map.
Demv 8vo. 10s. 6d. net.

A Colonial Edition is also published.
A SAILOR'S GARLAND. Selected and

Edited by. SecondEd. Cr.8vo. ^s. 6d.net.
AN ENGLISH PROSE MISCELLANY.

Selected and Edited by.
:

Cr. 8vo. 6s.

Maskell (A.). See Connoisseur's Library.
Mason (A. J.), D.D. See Leaders of Religion.
Massee (George). THE EVOLUTION OF
PLANT LIFE : Lower Forms. Illustrated.
Cr. 8vo. 2S. 6d.

Masterman (C. F. G.), M.A., M.P.
TENNYSON AS A RELIGIOUS
TEACHER. Cr. 8vo. 6s.

Matheson (E. F.). COUNSELS OF
LIFE. Fcap. 8vo. 2s. 6d. net.

May (Phil). THE PHIL MAY ALBUM.
Second Edition. 4 to. is. net.

Meakin (Annette M. B.), Fellow of the

Anthropological Institute. WOMAN IN
TRANSITION. Cr. 8vo. 6s.

Mellows (Emma S.). A SHORT STORY
OF ENGLISH LITERATURE. Cr.
8vo. 35. 6d.

Methuen (A. M. S.), M.A. THE
TRAGEDY OF SOUTH AFRICA.
Cr. 8vo. 2S. net. Aho Cr. 8vo. -id. net.

ENGLAND'S RUIN : Discussed in Six-
teen Letters to the Right Hon.
Joseph Chamberlain, M.P. Seventh Edi-
tion. Cr. 8vo. 3d. net.

Miles (Eustace), M.A. LIFE AFTER
LIFE: or, The Theory of Reincarna-
tion. Cr. 8vo. 25. 6d. net.

THE POWER OF CONCENTRATION :

How to Acquire it. Second Edition.
Cr. 8vo. 3s. 6d. net.

Millais (J. G.). THE LIFE AND LET-
TERS OF SIR JOHN EVERETT
MILLAIS, Presidentof the Royal Academy.
With many Illustrations, of which 2 are in

Photogravure. New Edition. Demy 8vo.

7s. 6d. net.

See also Little Galleries.

Millin (G. F.). PICTORIAL GARDEN-
ING. With 21 Illustrations. Crown 8vo.

35. 6d. net.

Millis (C. T.), M.I.M.E. See Textbooks of

Technology.
Milne (J. G.), M.A. A HISTORY OF
EGYPT UNDER ROMAN RULE.
Fully Illustrated. Cr. 8vo. 6s.

Milton (John). See Little Library and
Standard Library.

A DAY BOOK OF MILTON. Edited by
R. F. Towndrow. Fcap. 8vo. 2s. 6d. net.

Minchin(H. C.),M.A. See Peel (R.).
Mitchell (P. Chalmers), M.A. OUTLINES
OF BIOLOGY. Illustrated. Second Edi-
tion. Cr. 8vo. 6s.

Mitton (G. E.). JANE AUSTEN AND
HER TIMES. With 21 Illustrations.

Second and Cheaper Edition. Large Cr.
8vo. 6s.

A Colonial Edition is also published.
Moffat (Mary M.). QUEEN LOUISA OF
PRUSSIA. With 20 Illustrations. Fourth
Edition. Crown 8vo. 6s.

A Colonial Edition is also published.
' Moil (A.).' See Books on Business.

Moir (D. M.). See Little Library.
Molinos (Dr. Michael de). See Library of

Devotion.

Money (L. G. Chiozza), M.P. RICHES
AND POVERTY. Eighth Edition. Demy
8vo. 55. net. Also Cr. 8vo. is. net.

SOCIAL AND INDUSTRIAL PRO-
BLEMS. Demy 8vo. 55. net.

Montagu (Henry), Earl of Manchester. See

Library of Devotion.

Montaigne. A DAY BOOK OF. Edited

by C. F. Pond. Fcap. 8~oo. 2s. 6d. vet.

Montgomery (H. B.) THE EMPIRE OF
THE EAST. With a Frontispiece in Colour
and 16 other Illustrations. Second Edition.

DemyZvo. -js. 6d. net.

A Colonial Edition is also published.

Montmorency (J. E. G. de), B.A., LL.B.
THOMAS A KEMPIS, HIS AGE AND
BOOK. With 22 Illustrations. Second
Edition. Demy 8vo. ys. 6d. net.

Moore (H. E.). BACK TO THE LAND.
Cr. 8vo. 2s. 6d.

Moorhouse (E. Hallam). NELSON'S
LADY HAMILTON. With 51 Portraits.

Second Edition. Demy 8vo. ys. 6d. net.

A Colonial Edition is also published.
Moran (Clarence G.). See Books on Business.
More (Sir Thomas). See Standard Library.
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Morfill (W. R.), Oriel College, Oxford. A
HISTORY OF RUSSIA FROM PETER
THE GREAT TO ALEXANDER II.

With Maps and Plans. Cr. Svo. 3s. 6d.

Morich (R. J.), late of Clifton College. See
School Examination Series.

Morley (Margaret W.), Founded on. THE
BEE PEOPLE. With 74 Illustrations.

Sq . Crown Svo. 2s. 6d.

LITTLE MITCHELL: The Story of a
Mountain Squirrel told by Himself.
With many Illustrations. Sq.Cr.Svo. 2S.6d.

Morris (J.). THE MAKERS OF JAPAN.
With 24 Illustrations. Demy Svo. J2S. 6d.

net.

Morris (Joseph E.). See Little Guides.

Morton (A. Anderson). See Brodrick(M.).
Moule(H. C. G.), D.D., Lord Bishop of Dur-

ham. See Leaders of Religion.
Muir (M. M. Pattison), M.A. THE
CHEMISTRY OF FIRE. Illustrated.

Cr. Svo. is. 6d.

Mundella (V. A.), M.A. See Dunn (J. T.).

Munro(R.), M.A., LL.D. See Antiquary's
Books.

Myers (A. WalHs), THE COMPLETE
LAWN TENNIS PLAYER. With many
Illustrations. Second Edition. Demy Svo.

ioj. 6d. net.

Naval Officer (A). See I. P. L.
Neal (W. G.). See Hall (R. N.).
Newman (Ernest). HUGO WOLF.

With 13 Illustrations. Demy Svo. -js.6d.net.
Newman (George), M.D.,D.P.H.,F.R.S.E .,

INFANT MORTALITY, A Social
Problem. With 16 Diagrams. Demy
8vo. 7J. 6d. net.

Newman (J. H.) and others. See Library
of Devotion.

*Newsholme, Arthur, M.D., F.R.C.P.
THE PREVENTION OF TUBERCU-
LOSIS. Demy Svo. 10s. 6d. net.

Nichols (Bowyer). See Little Library.
Nicklin (T.), M.A. EXAMINATION
PAPERS IN THUCYDIDES. Cr. Svo. 2s.

Nimrod. See I. P. L.

Norgate (G. Le Grys). THE LIFE OF
SIR WALTER SCOTT. With 53 Illus-

trations by Jenny Wylie. Demy 8vo.

is. 6d. net.

Norregaard (B. W.). THE GREAT
SIEGZ; : The Investment and Fall of Port
Arthur. With Maps, Plans, and 25 Illus-

trations. Demy Svo. ioj. 6d. net.

A Colonial Edition is also published.

Norway (A. H.). NAPLES. Past and
Present. With 25 Coloured Illustrations

by Maurice Greiffenhagen. Second
Edition, Cr. Svo. 6s.

A Colonial Edition is also published.
Novalis. THE DISCIPLES AT SAIS AND
OTHER FRAGMENTS. Edited by Miss
Una Birch. Fcap. Svo. 3s. 6d. net.

Officer (An). See I. P. L.

Oldfield (W. J.), M.A., Prebendary of
Lincoln. A PRIMER OF RELIGION.
Based on the Catechism of the Church
of England. Crown Svo. 2s. 6d.

Oldham (F. M.), B.A. See Textbooks of

Science.

Oliphant (Mrs. ). See Leaders of Religion.
Oliver, Thomas, M.D. DISEASES OF
OCCUPATION. With Illustrations. Se-
cond Edition. Demy Svo. \os. 6d. net.

Oman(C. W.C.), M.A., Fellow of All Souls',
Oxford. A HISTORY OF THE ART
OF WAR IN THE MIDDLE AGES.
Illustrated. Demy Svo. 10s. 6d. net.

Ottley (R. L.), D.D. See Handbooks of

Theology and Leaders of Religion.
Overton (J. H.). See Leaders of Religion.
Owen (Douglas). See Books on Business.
Oxford (M. N. ), ofGuy's Hospital. A HAND-
BOOK OF NURSING. Fourth Edition.
Cr. Svo. -\s. 6d.

Pakes (W. C. C). THE SCIENCE OF
HYGIENE. Illustrated. Demy Svo. 15s.

Parker (Gilbert), M.P. A LOVER'S
DIARY. Fcap. Svo. 5s.
A volume of poems.

Parkes (A. K.). SMALL LESSONS ON
GREAT TRUTHS. Fcap. Svo. is. 6d.

Parkinson (John). PARADISI IN SOLE
PARADISUS TERRESTRIS, OR A
GARDEN OF ALL SORTS OF PLEA-
SANT FLOWERS. Folio. 3, a*, net.

Parmenter (John). HELIO-TROPES, ORNEW POSIES FOR SUNDIALS.
Edited by Percival Landon. Quarto.
3s. 6d. net.

Parmentier (Prof. Leon). See Bidez (J.).
Parsons (Mrs. C). GARRICK AND HIS
CIRCLE. With 36 Illustrations. Second
Edition. Demy Svo. 12s. 6d. net.

A Colonial Edition is also published.
Pascal. See Library of Devotion.
Paston (George). SOCIAL CARICA-
TURE IN THE EIGHTEENTH
CENTURY. With over 200 Illustrations.

Imperial Quarto. 2, 12s. 6d. net.

LADY MARY WORTLEY MONTAGU
AND HER TIMES With 24 Illustra-

tions. Second Edition. Demy Svo. j $s. net.

See also Little Books on Art and I.P.L.

Paterson(W. R.)(Benjamin Swift). LIFE'S
QUESTIONINGS. Cr. Svo. 3s. 6d. net.

Patterson (A. H.). NOTES OF AN EAST
COAST NATURALIST. Illustrated in

Colour by F. Southgate, R.B.A. Second
Edition. Cr. Svo. 6s.

NATURE IN EASTERN NORFOLK.
With 12 Illustrations in Colour by Frank
Southgate, R.B.A. Second Edition. Cr.

WILD LIFE ON A NORFOLK ESTU-
ARY. With 40 Illustrations by the Author,
and a Prefatory Note by Her Grace the

Duchess of Bedford. Demy Svo.

tos. 6d. net.

Peacock (Netta). See Little Books on Art.
Patterson (J. B.). See Simplified French

Texts.
Peake (C. M. A.), F.R.H.S. A CON-
CISE HANDBOOK OF GARDEN
ANNUAL AND BIENNIAL PLANTS.
With 24 Illustrations. Fcap. Svo. 3s. 6d. net.



i6 Messrs. Methuen's Catalogue

Peel (Robert), and Minchin (H. C), M.A.
OXFORD. With 100 Illustrations in

Colour. Cr. Zvo. 6s.

A Colonial Edition is also published.
Peel (Sidney), late Fellow of Trinity College,

Oxford, and Secretary to the Royal Com-
mission on the Licensing Laws. PRACTI-
CAL LICENSING REFORM. Second
Edition. Cr. Zvo. is. 6d.

Petrie(W.M. Flinders), D. C. L. , LL. D. , Pro-
fessor of Egyptology at University College.
A HISTORY OF EGYPT. Fully Illus-

trated. In six volumes, Cr. Zvo. 6s. each.
Vol. i. From the Earliest Kings to
XVIth Dynasty. Sixth Edition.

Vol. ii. The XVIIth and XVIIIth
Dynasties. Fourth Edition.

Vol. hi. XIXth to XXXth Dynasties.
Vol. iv. The Egypt of the Ptolemies.

J. P. Mahaffy, Litt.D.
Vol. v. Roman Egypt. J. G. Milne, M.A.
Vol. vi. Egypt in the Middle Ages.

Stanley Lane-Poole, M.A.
RELIGION AND CONSCIENCE IN
ANCIENT EGYPT. Lectures delivered
at University College, London. Illustrated.
Cr. Zvo. is. 6d.

SYRIA AND EGYPT, FROM THE TELL
ELAMARNA TABLETS. Cr. Zvo. 2s.6d.

EGYPTIAN TALES. Translated from the

Papyri. First Series, ivth to xnth Dynasty.
Edited by W. M. Flinders Petrie. Illus-

trated by Tristram Ellis. Second Edi-
tion. Cr. Zvo. 2s- 6d.

EGYPTIAN TALES. Translated from the

Papyri. Second Series, xvmth to xixth
Dynasty. Illustrated by Tristram Ellis.
Crown Zvo. 2s- 6A

EGYPTIAN DECORATIVE ART. A
Course of Lectures delivered at the Royal
Institution. Illustrated. Cr. Zvo. 3*. 6d.

Phillips (W. A.). See Oxford Biographies.
Phillpotts (Eden). MY DEVON YEAR.

With 38 Illustrations by J. Ley Pethy-
bridge. Second and Cheaper Edition.
Large Cr. Zvo. 6s.

UP ALONG AND DOWN ALONG.
Illustrated by Claude Shepperson.
Cr. \to. 5$. net.

Phythian (J. Ernest). TREES IN NA-
TURE, MYTH, AND ART. With 24
Illustrations. Crown Zvo. 6s.

Plarr (Victor (3.). See School Histories.
Plato. See Standard Library.
Plautus. THE CAPTIVI. Edited, with

an Introduction, Textual Notes, and a Com-
mentary, by W. M. Lindsay, Fellow of

Jesus College,Oxford. Demy Zvo. 10s.6d.net.

Plowden-Wardlaw (J. T.), B.A., King's
College, Cambridge. See School Examina-
tion Series.

Podmore (Frank). MODERN SPIRI-
TUALISM. 7 wo Volumes. Demy Zvo.
2 1 j. net.

Pollard (Alice). See Little Books on Art.

PolIard(ElizaF.). See Little Books on Art.
Pollock (David), M.I.N.A. See Books on

Business.

Potter (M. C.)f M.A., F.L.S. AN
ELEMENTARY TEXT - BOOK OF
AGRICULTURAL BOTANY. Illus-

trated. Second Edition. Cr. Zvo. 4s. 6d.

Power (J. O'Connor). THE MAKING
OF AN ORATOR. Cr. Zvo. 6s.

Prance (Q.). See Wyon (R.).

Prescott(0. L.). ABOUT MUSIC, AND
WHAT IT IS MADE OF. Cr. Zvo.

?s.
6d. net.

ce (Eleanor C). A PRINCESS OF
THE OLD WORLD. With 21 Illus-

trations. Demy Zvo. 11s. 6d. net.

Price (L. L.), M.A., Fellow of Oriel College,
Oxon. A HISTORY OF ENGLISH
POLITICAL ECONOMY FROM ADAM
SMITH TO ARNOLD TOYNBEE.
Fifth Edition. Cr. Zvo. 2s. 6d.

Primrose (Deborah). A MODERN
BCEOTIA. Cr. Zvo. 6s.

Protheroe (Ernest). THE DOMINION
OF MAN. Geography in its Human
Aspect. With 32 full-page Illustrations.

Cr. Zvo. 2s.

Quevedo Villegas. See Miniature Library.
Q* (A. T. Quiller Couch). THE
GOLDEN POMP. A Procession of
English Lyrics from Surrey to Shir-
ley. Secondand Cheaper Edition. Cr. Zvo.

is. 6d. net.

Q. R. and E. S. MR. WOODHOUSE'S
CORRESPONDENCE. Cr. Zvo. 6s.

A Colonial Edition is also published.
Rackham (R. B.), M.A. See Westminster

Commentaries.

Ragg (Laura M.). THE WOMEN ART-
ISTS OF BOLOGNA. With 20 Illus-

trations. Demy Zvo. 7s. 6d. net.

Ragg (Lonsdale). B.D., Oxon. DANTE
AND HIS ITALY. With 32 Illustra-

tions. Demy Zvo. 12s. 6d. net.

Rahtz (F. J.), M.A., B.Sc, Lecturer in

English at Merchant Venturers' Technical
College, Bristol. HIGHER ENGLISH.
Third Edition. Cr. Zvo. 3s. 6d.

Randolph (B. W.), D.D. See Library of
Devotion.

Rannie (D. W.), M.A. A STUDENT'S
HISTORYOFSCOTLAND. Cr.Zvo. 3s. 6d.WORDSWORTH AND HIS CIRCLE.
With 20 Illustrations. Demy Zvo. 12s. 6d.

net.

Rashdall (Hastings), M.A., Fellow and
Tutor of New College, Oxford. DOC-
TRINE AND DEVELOPMENT. Cr.
Zvo. 6s.

Raven (J. J.), D.D., F.S.A. See Antiquary's
Books.

Raven-Hill (L.).
See Llewellyn (Owen).

Rawstorne (Lawrence, Esq.). Seel.P.L.

Raymond (Walter). See School Histories.

*Rea (Lilian). MADAME DE LA FA-
YETTE. With many Illustrations.

Demy Zvo. 10s. 6d. net.

Real Paddy (A). Seel.P.L.
Reason (W.), M.A. UNIVERSITY AND
SOCIAL SETTLEMENTS. Edited by.
Cr. Zvo. 2s. 6d.
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Redpath (H. A.), M.A., D.Litt. See West-
minster Commentaries.

Rees (J. D.), CLE., M.P. THE REAL
INDIA. Second Edition. Demy Svo. xos.

6d. net.

A Colonial Edition is also published.
*Reich (Emil), Doctor Juris. WOMAN
THROUGH THE AGES. With 24 Illus-

trations. Two Volumes. DemyZvo.ixs.net.
A Colonial Edition is also published.

Reynolds (Sir Joshua). See Little Galleries.

Rhoades(J.F.). See .simplified French Texts.

Rhodes (W. E.). See School Histories

Rieu(H.). M.A. See Simplified French Texts.

Roberts (M. E.). See Channer (C. G).
Robertson (A.), D.D., Lord Bishop of

Exeter. REGNUM DEI. (The Hampton
Lectures of 1901). A New and Cheaper
Edition. Demy Svo. 7s. 6a. net.

Robertson (C. Grant). M.A., Fellow of

All Souls' College, Oxford. SELECT
STATUTES, CASES, AND CONSTI-
TUTIONAL DOCUMENTS, 1660-1832.

Demy Svo. xos. 6d. net.

Robertson (C. Grant) and Bartholomew
(J. G.), F.R.S.E., F.R.G.S. A HIS-
TORICAL AND MODERN ATLAS OF
THE BRITISH EMPIRE. Demy Quarto.
4s. 6d. net.

Robertson(SirG.S.),K.C.S.I. CHITRAL:
The Story of a Minor Siege. Third
Edition. Illustrated. Cr. Svo. 2s. 6d. net.

Robinson (A. W.), M.A. See Churchman's
Bible.

Robinson (Cecilia). THE MINISTRY
OF DEACONESSES. With an Introduc-

tion by the late Archbishop of Canterbury.
Cr. Svo. 3s. 6d.

Robinson (F. S.). See Connoisseur's Library.
Rochefoucauld (La). See Little Library.
Rodwell (G.), B.A. NEW TESTAMENT
GREEK. A Course for Beginners. With
a Preface by Walter Lock, D.D., Warden
of Keble College. Fcap. 8vo. is. 6d.

Roe (Fred). OLDOAK FURNITURE. With
many Illustrations by the Author, including
a frontispiece in colour. Second Edition.

Demy Svo. 10s. ftd.net.

Rogers (A. G. L.), M.A. See Books on
Business.

Romney (George). See Little Galleries.

Roscoe (E. S.). See Little Guides.

Rose (Edward). THE ROSE READER.
Illustrated. O. Svo. zs. 6d. Also in 4
Parts. Parts I. and II. 6d. each ; Part
III. Sd. ; Part IV. xod.

Rose (G. H.). See Hey (H.)., and Baring-
Gould (S).

Rowntree (Joshua). THE IMPERIAL
DRUG TRADE. A Re-Statement of
the Opium Question. Third Edition
Revised. Cr. Svo. 2s. net.

Royde-Smith (N. G.). THE PILLOW
BOOK : A Garner of Many Moods.
Collected by. Second Edition. Cr. Svo.

4-r. 6d. net.

POETS OF OUR DAY. Selected,
with an Introduction, by. Fcap. Svo. 5s.

Rubie (A. E.), D.D. See Junior School
Books.

Russell (Archibald G. B.). See Blake
(William).

Russell (W. Clark). THE LIFE OF
ADMIRAL LORD COLLINGWOOD.
With Illustrations by F. Brangwyn.
Fourth Edition. Cr. Svo. 6s.

Ryley (M. Beresford). QUEENS OF
THE RENAISSANCE. With 24 Illus-

trations. Demy Svo. xos. 6d. net.

Sainsbury (Harrington), M.D., F.R.C.P.
PRINCIPIA THERAPEUTICA.
Demy Svo.

js.
6d. net.

St. Anselm. See Library of Devotion.
St. Augustine. See Library of Devotion.
St. Bernard. See Library of Devotion.
St. Cyres (Viscount). See Oxford Bio-

graphies.
St. Francis of Assisi. THE LITTLE
FLOWERS OF THE GLORIOUS
MESSER, AND OF HIS FRIARS.
Done into English, with Notes by William
Heywood. With 40 Illustrations from
Italian Painters Demy Svo. 5s. net.

See also Wheldon (F. W.), Library of
Devotion and Standard Library.

St. Francis de Sales. See Library of
Devotion.

'Saki' (H. Munro). REGINALD. Second
Edition. Fcap. Svo. 2s. 6d. net.

Salmon (A. L.). See Little Guides.

Sathas(C). See Byzantine Texts.
Schmitt (John). See Byzantine Texts.
Schofield (A. T.), M.D., Hon. Phys. Freiden-
ham Hospital. FUNCTIONAL NERVE
DISEASES. Demy Svo. ns.6d.net.

Scott (A. M.). WINSTON SPENCER
CHURCHILL. With Portraits and Illus-

trations. Cr. Svo. 35. 6d.
Scudamore (Cyril). See Little Guides.
Selincourt (E. de.) See Keats (John).
Sells (V. P.), M.A. THE MECHANICS
OF DAILY LIFE. Illustrated. Cr. Svo.
2s. 6d.

Selous (Edmund). TOMMY SMITH'S
ANIMALS. Illustrated by G. W. Ord.
Tenth Edition. Fcap. Svo. 2s. 6d.
School Edition, xs. 6d.

TOMMY SMITH'S OTHER ANIMALS.
Illustrated by Augusta Guest. Fourth
Edition. Fcap. Svo. 2s 6d.
School Edition, is. 6d.

Senter (George), B.Sc. (Lond.), Ph.D.
See Textbooks of Science.

Shakespeare (William).
THE FOUR FOLIOS, 1623; 1632; 1664;

1685. Each 4, 4s. net, or a complete set,

x2, 12s. net.

Folios 3 and 4 are ready.
Folio 2 is nearly ready.THE POEMS OF WILLIAM SHAKE-

SPEARE. With an Introduction and Notes
by George Wyndham. Demy Svo. Buck-
ram, gilt top, xos. 6d.
See also Arden Shakespeare, Standard

Library and Little Quarto Shakespeare.
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Sharp (A.). VICTORIAN POETS. Cr.

8vo. 2S. 6d.

Sharp (Cecil). See Baring-Gould (S.).

Sharp (Elizabeth). See Little Books on Art.

Shedlock (J. S.) THE PIANOFORTE
SONATA. Cr. 8vo. 5s.

Shelley (Percy B.). See Standard Library.
Sheppard (H. P.), M.A. See Baring-
Gould (S.).

Sherwell (Arthur), M.A. LIFE IN WEST
LONDON. Third Edition. Cr. 8vo.

2s. 6d.

Shipley (Mary E.). AN ENGLISH
CHURCH HISTORY FOR CHILD-
REN. With a Preface by the Bishop of
Gibraltar. With Maps and Illustrations.

Part I. Cr. 8vo. 2s. 6d. net.

Sichel (Walter). See Oxford Biographies.
Sidgwick (Mrs. Alfred). HOME LIFE
IN GERMANY. With 16 Illustrations.

Second Edition. Demy 8vo. 10s. 6d. net.

A Colonial Edition is also published.
Sime (John). See Little Books on Art.

Simonson (G. A.). FRANCESCO
GUARD I. With 41 Plates. Imperial
i,to. 2, 2S. net.

Sketchley (R. E. D.). See Little Books on
Art.

Skipton (H. P. K.). See Little Books on
Art.

Sladen (Douglas). SICILY: The New
Winter Resort. With over 200 Illustrations.

Second Edition. Cr. 8vo. 5s. net.

Small (Evan), M.A. THE EARTH. An
Introduction to Physiography. Illustrated.

Cr. 8vo. 2S. 6d.

Smallwood (M. G.). See Little Books on
Art.

Smedley(F. E.). Seel.P.L.
Smith (Adam). THE WEALTH OF
NATIONS. Edited with an Introduction
and numerous Notes by Edwin Cannan,
M.A. Two volumes. DemyZvo. 21s.net.

Smith (H. Clifford). See Connoisseur's

Library.
Smith (Horace and James). See Little

Library.
Smith (H. Bompas), M.A. ANEW
JUNIOR ARITHMETIC. Crown 8vo.
Without Answers, 2s. With Answers, 2s. 6d.

Smith (R. Mudie). THOUGHTS FOR
THE DAY. Edited by. Fcap. 8vo.

3s. 6d. net.

Smith (Nowell C). See Wordsworth (W).
Smith (John Thomas). A BOOK FOR
A RAINY DAY: Or, Recollections of the
Events of the Years 1766-1833. Edited by
Wilfred Whitten. Illustrated. Wide
Demy 8vo. 12s. 6d. net.

Snell (F. J.). A BOOK OF EXMOOR.
Illustrated. Cr. 8vo. 6s.

Snowden(C. E.). A HANDY DIGEST OF
BRITISH HISTORY. Demy 8vo. 4*. 6d.

Sophocles. See Classical Translations.
Sornet (L. A.), and Acatos (M. J.) See

Junior School Books.
South (E.Wilton), M.A. See Junior School

Books

Southey (R.). ENGLISH SEAMEN
Edited by David Hannay.

Vol. 1. (Howard, Clifford, Hawkins,
Drake, Cavendish). Second Edition. Cr.
8vo. 6s.

Vol. n. (Richard Hawkins, Grenville,
Essex, and Raleigh). Cr. 8vo. 6s.

See also Standard Library.
Spence(C. H.), M.A. See School Examina-

tion Series.

Spicer (A. Dykes), M.A. THE PAPER
TRADE. A Descriptive and Historical

Survey. With Diagrams and Plans. Demy
8vo. 12s. 6d. net.

Spooner (W. A.), M.A. See Leaders ot

Religion.
Spragge (W. Horton), M.A. See Junior

School Books.

Staley (Edgcumbe). THE GUILDS OF
FLORENCE. Illustrated. Second Edition.

Royal 8vo. 16s. net.

Stanbridge (J. W.), B.D. See Library of
Devotion.

Stancliffe.' GOLF DO'S AND DONT'S.
Second Edition. Fcap. 8vo. is.

Stead (D. W.). See Gallaher (D.).
Stedman(A. M. M.), M.A.
INITIALATINA : Easy Lessons on Elemen-

tary Accidence. Tenth Edition. Fcap.
8vo. is.

FIRST LATIN LESSONS. Eleventh Edi-
tion. Cr. 8vo. 2S.

FIRST LATIN READER. With Notes
adapted to the Shorter Latin Primer and
Vocabulary. Seventh Edition. i8mo.
is. 6d.

EASY SELECTIONS FROM CESAR.
The Helvetian War. Third Edition.
i8mo. is.

EASY SELECTIONS FROM LIVY. The
Kings of Rome. Second Edition. i8mo.
is. 6d.

EASY LATIN PASSAGES FOR UNSEEN
TRANSLATION. Twelfth Ed. Fcap.
8vo. is. 6d.

EXEMPLA LATINA. First Exercises
in Latin Accidence. With Vocabulary.
Fourth Edition. Cr. 8vo. is.

EASY LATIN EXERCISES ON THE
SYNTAX OF THE SHORTER AND
REVISED LATIN PRIMER. With
Vocabulary. Twelfth and Cheaper Edition.
Cr. 8vo. is. 6d. OriginalEdition. 2s. 6d.

Key, 35. net.

THE LATIN COMPOUND SENTENCE
Rules and Exercises. Second Edition.
Cr. 8vo. is. 6d. With Vocabulary. 2s.

NOTANDA QUAEDAM : Miscellaneous
Latin Exercises on Common Rules and
Idioms. Fifth Edition. Fcap. 8vo. is. 6d.

With Vocabulary. 2s. Key, 2s. net.

LATIN VOCABULARIES FOR REPE-
TITION : Arranged according to Subjects.
Fifteenth Edition. Fcap. 8vo. is. 6d.

A VOCABULARY OF LATIN IDIOMS.
i8mo. Fourth Edition, is.

STEPS TO GREEK. Third Edition, re-

vised. 18mo. is.
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A SHORTER GREEK PRIMER. Second
Edition. Cr. 8vo. is. 6d.

EASY GREEK PASSAGES FOR UNSEEN
TRANSLATION. Fourth Edition, re-

vised. Fcap. 8vo. is. 6d.

GREEK VOCABULARIES FOR RE-
PETITION. Arranged according to Sub-
jects. Fourth Edition. Fcap. 8vo. is 6d.

GREEK TESTAMENT SELECTIONS.
For the use of Schools. With Introduc-

tion, Notes, and Vocabulary. Fourth
Edition. Fcap. 8vo. 2s. 6d.

STEPS TO FRENCH. Eighth Edition.
i8mo. 8d.

FIRST FRENCH LESSONS. Eighth Edi-
tion. Cr. 8710. is.

EASY FRENCH PASSAGES FOR UN-
SEEN TRANSLATION. Sixth Edi-
tion. Fcap. 8vo. is. 6d.

EASY FRENCH EXERCISES ON ELE-
MENTARY SYNTAX. With Vocabu-
lary. Fourth Edition. Cr. 8vo. 2s. 6d.
Key. 3s. net.

FRENCH VOCABULARIES FOR RE-
PETITION : Arranged according to Sub-
ects. Thirteenth Edition. Fcap. 8vo. is.

See also School Examination Series.

Steel (R. Elliott), M.A., F.C.S. THE
WORLD OF SCIENCE. With 147
Illustrations. SecondEdition. Cr. 8vo. 2s. 6d.
See also School Examination Series.

Stephenson (C), of the Technical College,
Bradford, and Suddards (F.) of the
Yorkshire College, Leeds. A TEXTBOOK
DEALING WITH ORNAMENTAL
DESIGN FORWOVEN FABRICS. With
66 full-page Plates and numerous Diagrams
in the Text. Third Edition. Demy 8vo.

js. 6d.

Stephenson (J.), M.A. THE CHIEF
TRUTHS OF THE CHRISTIAN
FAITH. Cr. 8vo. 3*. 6d.

Sterne (Laurence). See Little Library.
Steuart (Katherine). BY ALLAN
WATER. Second Edition. Cr. 8vo. 6s.

RICHARD KENNOWAY AND HIS
FRIENDS. A Sequel to 'By Allan
Water.

'

Demy 8vo. 7s. 6d. net.

Stevenson (R. L.) THE LETTERS OF
ROBERT LOUIS STEVENSON TO
HIS FAMILY AND FRIENDS.
Selected and Edited by Sidney Colvin.
Third Edition. 2 vols. Cr. 8vo. 12s.

Library Edition. 2 vols. Demy8vo. 25s.net.
A Colonial Edition is also published.

VAILIMA LETTERS. With an Etched
Portrait by William Strang. Sixth
Edition. Cr. 8vo. Buckram. 6s.

A Colonial Edition is also published.
THE LIFE OF R. L. STEVENSON. See

Balfour (G.).
Stevenson (M. I.). FROM SARANAC
TO THE MARQUESAS. Being Letters
written by Mrs. M. I. Stevenson during
1887-8. Cr. 8vo.

t
6s.net.

A Colonial Edition is also published.
LETTERS FROM SAMOA, 1891-95. Edited

and arranged by M. C. Balfour With

many Illustrations. Second Edition Cr.

8vo. 6s. net.

A Colonial Edition is also published.
Stoddart (Anna M.). See Oxford Bio-

graphies.
Stokes (F. O.), B.A. HOURS WITH
RABELAIS. From the translation of Sir
T. Urquhart and P. A. Motteux. With
a Portrait in Photogravure. Cr. 8vo. 3s. 6d.

net.

Stone (S. J.). POEMS AND HYMNS.
With a Memoir by F. G. Ellerton,
M.A. With Portrait. Cr. 8vo. 6s.

Storr (Vernon F.), M.A., Canon of Win-
chester. DEVELOPMENT AND
DIVINE PURPOSE Cr. 8vo. 5s. net.

Story (Alfred T.). AMERICAN
SHRINES IN ENGLAND. With many
Illustrations, including two in Colour by
A. R. Quinton. Crown 8vo. 6s.

See also Little Guides.

Straker(F.). See Books on Business.

Streane (A. W.), D.D. See Churchman's
Bible.

Streatfeild (R. A.). MODERN MUSIC
AND MUSICIANS. With 24 Illustra-

tions. Second Edition. Demy 8vo. 7s. 6d.

net.

Stroud (Henry% D.Sc, M.A. ELEMEN-
TARY PRACTICAL PHYSICS. With
115 Diagrams. SecondEdit., revised. 4s. 6d.

Sturch (F.), Staff Instructor to the Surrey
Cowry Council. MANUAL TRAINING
DRAWING (WOODWORK). With
Solutions to Examination Questions, Ortho-

graphic, Isometric and Oblique Projection.
With 50 Plates and 140 Figures. Foolscap.
$s. net.

Suddards (F.). See Stephenson (C).
Surtees (R. S.). See LP. L.
Sutherland (William). OLD AGE PEN-
SIONS IN THEORY AND PRACTICE,
with some Foreign Examples. Cr. 8vo.

3s. 6d. net.

Symes (J. E.), M.A. THE FRENCH
REVOLUTION. SecondEdition. Cr.8vo.
2S. 6d.

Sympson (E. Mansel), M.A., M.D. See
Ancient Cities.

Tabor (Margaret E.). THE SAINTS IN
ART. With 20 Illustrations. Fcap. 8vo.

3J. 6d. net.

Tacitus. AGRICOLA. Edited by R. F.

Davis, M.A. Fcap. 8vo. 2s.

GERMAN IA. By the same Editor. FcaJ>.
8vo. 2S.

See also Classical Translations.

Tallack(W.). HOWARD LETTERS AND
MEMORIES. Demy8vo. 10s.6d.net.

Tatham (Frederick). See Blake (William).
Tauler (J.). See Library of Devotion.

Taylor (A. E.). THE ELEMENTS OF
METAPHYSICS. Demy8vo. 10s.6d.net.

Taylor(F.G.), M.A. See Commercial Series.

Taylor (I. A.). See Oxford Biographies.
Taylor (John W.). THE COMING OF
THE SAINTS. With 26 Illustrations.

Demy Zvo. js. 6d. net.
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Taylor (T. M.), M.A., Fellow of Gonville
and Caius College, Cambridge. A CON-
STITUTIONAL AND POLITICAL
HISTORY OF ROME. To the Reign of
Domitian. Cr. Zvo. 7s. 6d.

Teasdale-Buckell (Q. T.). THE COM-
PLETE SHOT. With 53 Illustrations.
Third Edition. Demy Zvo. xis. 6d. net.
A Colonial Edition is also published.

Tennyson (Alfred, Lord). EARLY
POEMS. Edited, with Notes and an
Introduction, by J. Churton Collins,
M.A. Cr. Zvo. 6s.

IN MEMORIAM, MAUD, AND THE
PRINCESS. Edited by J. Churton
Collins, M.A. Cr. Zvo. 6s.

See also Little Library.
Terry (C. S.). See Oxford Biographies.
Thackeray (W. M.). See Little Library.
Theobald (P. V.), M.A. INSECT LIFE.

Illustrated. Second Edition Revised. Cr.
Zvo. 2S. 6d.

ThibaudeaufA. C). BONAPARTE AND
THE CONSULATE. Translated and
Edited by G. K. Fortesque, LL.D. With
12 Illustrations. Demy Zvo. xos. 6d. net.

Thompson (A. H.). See Little Guides.
Thompson (A. P.). See Textbooks of

Technology.
Tileston(MaryW.). DAILY STRENGTH
FOR DAILY NEEDS. Fourteenth Edi-
tion. Medium i6mo. 2s. 6d. net. Also an
edition in superior binding, 6s.

Tompkins (H. W.), F.R.H.S. See Little
Books on Art and Little Guides.

Townley (Lady Susan). MY CHINESE
NOTE-BOOK With 16 Illustrations and
2 Maps. Third Ed. Demy Zvo. 10s.6d.net.
A Colonial Edition is also published.

Toynbee (Paget), M.A., D.Litt. IN THE
FOOTPRINTS OF DANTE. A Trea-
sury of Verse and Prose from the works of
Dante. Small Cr. Zvo. 4s. 6d. net.
See also Oxford Biographies and Dante.

Trench (Herbert). DEIRDRE WEDDED
AND OTHER POEMS. Second and
Revised Edition. Large Post Zvo. 6s.

NEW POEMS. Second Edition. Large
Post Zvo. 6s.

TreveIyan(G. M.), Fellow of Trinity College,
Cambridge. ENGLAND UNDER THE
STUARTS. With Maps and Plans. Third
Edition. Demy Zvo. xos. 6d. net.

Troatbeck (Q. E.). See Little Guides.
Tyler (E. A.), B.A., F.C.S. See Junior

School Books.

Tyrrell-Gill (Frances). See Little Books
on Art.

Vardon (Harry). THE COMPLETE
GOLFER. With 63 Illustration ;. Ninth
Edition. Demy Zvo. icy. 6d. net.
A Colonial Edition is also published.

Vaughan (Henry). See Little Library.
Vaughan (Herbert M.), B.A.(Oxon.). THE
LAST OF THE ROYAL STUARTS,HENRY STUART, CARDINAL,DUKE OF YORK. With 20 Illustrations.
Second Edition. Demy Zvo. s.os. 6d, net.

'

THE NAPLES RIVIERA. With 25 Illus-

trations in Colour by Maurice Greiffen-
hagen. Cr. Zvo. 6s.

Vernon (Hon. W. Warren), M.A. READ-
INGS ON THE INFERNO OF DANTE.
With an Introduction by the Rev. Dr.
Moore. In Two Volumes. SecondEdition.
Cr. Zvo. 1 5j. net.

READINGS ON THE PURGATORIO
OF D4NTE. With an Introduction by
the lata Dean Church. In Two Volumes.
Third Edition. Cr. Zvo. 15*. net.

Vincents. E.). THROUGH EAST
ANGLIA IN A MOTOR CAR. Witl.

16 Illustrations in Colour by Frank South-
gate, R.B.A., and a Map. Cr. Zvo. 6s.

Voegelin (A.), M.A. See Junior Examina-
tion Series.

Waddell(Col. L. A.), LL.D., C.B. LHASA
AND ITS MYSTERIES. With a Record
of the Expedition of 1903-1904. With 155
Illustrations and Maps. Third and
Cheaper Edition. Medium Zvo. js. 6d. net.

Wade (G. W.), D.D. OLD TESTAMENT
HISTORY. With Maps. Fifth Edition.

Cr. Zvo. 6s.

Wade(G. W.), D.D., and Wade (J. H.),
M.A. See Little Guides.

Wagner (Richard). RICHARD WAG-
NER'S MUSIC DRAMAS: Interpreta-

tions, embodying Wagner's own explana-
tions. By Alice Leighton Cleather
and Basil Crump. In Three Volumes.

Fcap Zvo. 2s. 6d. each.

Vol. l The Ring of the Nibelung.
Third Edition.

Vol. 11. Parsifal, Lohengrin, and
The Holy Grail.

Vol. hi. Tristan and Isolde.

Walkley (A. B.). DRAMA AND LIFE.
Cr. Zvo. 6s.

Wall (J. C). See Antiquary's Books.
Wallace-Hadrill (P.), Second Master at

Heme Bay College. REVISION NOTES
ON ENGLISH HISTORY. Cr. Zvo. is.

Walters (H. B.). See Little Books on Art
and Classics of Art.

Walton (F. W.). See School Histories.

Walton (Izaak) and Cotton (Charles).
See I.P.L.

Walton (Izaak). See Little Library.
Waterhouse (Elizabeth). WITH THE
SIMPLE-HEARTED: Little Homilies to

Women in Country Places. Second Edition.

Small Pott Zvo. 2.?. net.

See also Little Library.
Watt (Francis). See Henderson (T. F.).
Weatherhead (T. C), M.A. EXAMINA-
TION PAPERS IN HORACE. Cr. Zvo. 2s.

See also Junior Examination Series.

Webber (F. C). See Textbooks of Techno-

logy.
Weir (Archibald), M.A. AN INTRO-
DUCTION TO THE HISTORY OK
MODERN EUROPE. Cr. Zvo. 6s.

Wells (Sidney H.) See Textbooks ofScience.
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Wells(J.),M.AM Fellowand Tutor ofWadham
College. OXFORD AND OXFORD
LIFE. Third Edition. Cr .8w. ^.6^.

A SHORT HISTORY OF ROME. Eighth
Edition. With 3 Maps. Cr. 8z/tf. 3s. 6d.

See also Little Guides.

Wesley (John). See Library of Devotion.
Wheldon (F.W.). A LITTLE BROTHER
TO THE BIRDS. The life-story of St.

Francis retold for children. With 15 Illus-

trations, 7 of which are by A. H. Buck-
land. Large Cr. Svo. 6s.

Whlbley (C). See Henley (W. E.).

Whibley (L.), M.A., Fellow of Pembroke
College, Cambridge. GREEK OLIGAR-
CHIES : THEIR ORGANISATION
AND CHARACTER. Cr. Svo. 6s.

Whitaker (G. H.), M.A. See Churchman's
Bible.

White (Gilbert). See Standard Library.
Whitfield (E. E.), M.A. See Commercial

Series.

Whitehead (A. W.). GASPARDDE
COLIGNY, Admiral of France.
With Illustrations and Plans. Demy Svo.

12s. 6./. net.

Whiteley (R. Lloyd), F.I.C., Principal of
the Municipal Science School, West Brom-
wich. AN ELEMENTARY TEXT-
BOOK OF INORGANIC CHEMxSTRY.
Cr. Svo. is. 6d.

Whitley (Miss). See Dilke (Lady).
Whitling (Miss L.), late Staff Teacher ol

the National Training School of Cookery.
THE COMPLETE COOK. With 42
Illustrations. Demy Svo. -js. 6d. net.
A Colonial edition is also published.

Whitten (W.). See Smith (John Thomas).
Whyte(A. G.), B.Sc. See Books on Business.
Wilberforce (Wilfrid). See Little Books

on Art.
Wilde (Oscar). DE PROFUNDIS.

Eleventh Edition. Cr. Svo. 5s. net.
A Colonial Edition is also published.

THE WORKS.
A Uniform Edition. Demy Svo.

12s. 6d. net each volume.
THE DUCHESS OF PADUA : A Play.
POEMS.
INTENTIONS and THE SOUL OF MAN.
SALOME. A FLORENTINE TRA-
GEDY, and VERA; or, THE
NIHILISTS.

LADY WINDERMERE'S FAN: A Play
about a Good Woman.

A WOMAN OF NO IMPORTANCE:
A Play.

AN IDEAL HUSBAND : A Play.
THE IMPORTANCE OF BEING EAR-
NEST: A Trivial Comedy for Serious

People.
A HOUSE OF POMEGRANATES, THE
HAPPY PRINCE, and OTHER TALES.

LORD ARTHUR SAVILE'S CRIME and
OTHER PROSE PIECES.

DE PROFUNDIS.
Wiikins (W. H.), B.A. THE ALIEN
INVASION. Cr. Svo. 2s. 6d.

Williams (A.). PETROL PETER: or

Pretty Stories and Funny Pictures. Illus-

trated in Colour by A. W. Mills. Demy
\to. 3s. 6d. net.

Williamson (M. G.)., M.A. See Ancient
Cities.

Williamson (W.), B.A. See Junior Ex-
amination Series, Junior School Books, and
Beginner's Books.

Wilmot- Buxton (E. M.). MAKERS OF
EURGPE. Outlines of European History
for the Middle Forms of Schools. With 12

Maps. Ninth Edition. Cr. Svo. 3s. 6d.

THE ANCIENT WORLD. With Maps and
Illustrations. Cr. Svo. 3s. 6d.

A BOOK OF NOBLE WOMEN. With
16 Illustrations. Cr. Svo. 3s. 6d.

A HISTORY OF GREAT BRITAIN:
from the Coming of the Angles to
the Year 1870. With 20 Maps. Cr. Svo.

3-y. 6d.

See also Beginner's Books.

WiIson(Bishop.). See Library of Devotion.
Wilson (A. J.). See Books on Business.

Wilson (H. A.). See Books on Business.

Wilson (J. A.). See Simplified French
Texts.

Wilton (Richard), M.A. LYRA PAS-
TORALIS : Songs of Nature, Church, and
Home. Pott Svo. 2s. 6d.

Winbolt (S. E.), M.A. EXERCISES IN
LATIN ACCIDENCE. Cr. Svo. is. 6d.

LATIN HEXAMETER VERSE : An Aid
to Composition. Cr, Svo. 3s. 6d. Key,
5j. net.

Windle (B. C. A.), D.Sc.F.R.S., F.S.A. See

Antiquary's Books, Little Guides, Ancient

Cities, and School Histories.

Winterbotham (Canon), M.A., B.Sc,
LL.B. See Churchman's Library.

Wood (Sir Evelyn), F.-M., V.C., G.C.B.,
G.C.M.G. FROM MIDSHIPMAN TO
FIELD-MARSHAL. With Illustrations,
and 29 Maps. Fifth and Cheaper Edition.

Demy Svo. js. 6d. net.

A Colonial Edition is also published.
Wood (J. A. E.). See Textbooks of

Technology.
Wood (J. Hickory). DAN LENO. Illus-

trated. Third Edition. Cr. Svo. 6s.

A Colonial Edition is also published.
Wood (W. Birkbeck), M. A., late Scholar of

Worcester College, Oxford, and Edmonds
(Major J. E.), R.E., D.A.Q.-M.G. A
HISTORY OF THE CIVIL WAR IN
THE UNITED STATES. With an
Introduction by H. Spenser Wilkinson.
With 24 Maps and Plans. Second Edition.

Demy Svo. 12s. 6d. net.

Wordsworth (Christopher), M.A. See

Antiquary's Books.
Wordsworth (W.). THE POEMS OF.

With an Introduction and Notes by
Nowell C. Smith, late Fellow of New
College, Oxford. In Three Volumes.

Demy Svo. 15J. net.

POEMS BY WILLIAM WORDSWORTH.
Selected with an Introduction bySTOPFORD
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A. Brooke. With 40 Illustrations by E.
H. New, including a Frontispiece in

Photogravure. Cr. 8vo. js. 6d. net.

See also Little Library.
Wordsworth (W.) and Coleridge (S. T.).

See Little Library.
Wright (Arthur), D.D., Fellow of Queen's

College, Cambridge. See Churchman's
Library.

Wright (C. Gordon). See Dante.

Wright (J. C). TO-DAY. Thoughts on
Life for every day. Demy i6mo. is. 6d. net.

Wright (Sophie). GERMAN VOCABU-
LARIES FOR REPETITION. Fcap. 8vo
is. 6d.

Wyatt (Kate M.). See Gloag (M. R.).
Wylde(A. B.). MODERN ABYSSINIA.

With a Map and a Portrait. Demy 8vo.

15$. net.

Wyllie (M. A.). NORWAY AND ITS
FJORDS. With 16 Illustrations, in Colour
by W. L. Wyllte, R.A., and 17 other
Illustrations. Crown 8vo. 6s.

A Colonial Edition is also published.

Wyndham (George). See Shakespeare
(William).

Wyon(R.) and Prance (G.). THE LAND 1

OF THE BLACK MOUNTAIN. With
51 Illustrations. Cr. 8vo. 2s. 6d. net.

Yeats (W. B.). A BOOK OF IRISH
VERSE. Revised and Enlarged Edition.
Cr. 8vo. 3J. 6d.

Young (Filson). THE COMPLETE
MOTORIST. With 138 Illustrations.

New Edition {Seventh), with many addi-
tions. Demy. 8vo. 12s. 6d. net.
A Colonial Edition is also published.

THE JOY OF THE ROAD : An Apprecia-
tion of the Motor Car. With a Frontis-

piece in Photogravure. Small Demy 8vo.

5s. net.

Young (T. M.). THE AMERICAN
COTTON INDUSTRY: A Study of
Work and Workers. Cr. 8vo. Cloth, 2s. 6d. ;

paper boards, is. 6d.

Zimmern (Antonia). WHAT DO WE
KNOW CONCERNING ELECTRI-
CITY ? Fcap. Zvo. is. 6d. net.

Ancient Cities

General Editor, B. C. A. WINDLE, D.Sc, F.R.S.

Cr. 8t'o. 4s. 6d. net.

Chester. By B. C. A. Windle, D.Sc. F.R.S.
Illustrated by E. H. New.

Shrewsbury. By T. Auden, M.A., F.S.A.
Illustrated by Katharine M. Roberts.

Canterbury. By J. C. Cox, LL.D., F.S.A.
Illustrated by B. C. Boulter.

Edinburgh. By M. G. Williamson, M.A.
Illustrated by Herbert Railton.

Lincoln. By E. Mansel Sympson, M.A.,
M.D. Illustrated by E. H. New.

Bristol. By Alfred Harvey, M.B. Illus-

trated by E. H. New.
Dublin. By S. A. O. Fitzpatrick. Illustrated

by W. C. Green.

The Antiquary's Books
General Editor, J. CHARLES COX, LL.D., F.S.A.

Demy Svo. Js. 6d. net.

English Monastic Life. By the Right
Rev. Abbot Gasquet, O.S.B. Illustrated.

Third Edition.

Remains of the Prehistoric Age in
England. By B. C. A. Windle, D.Sc,
F.R.S. With numerous Illustrations and
Plans.

Old Service Books of the English
Church. By Christopher Wordsworth,
M.A., and Henry Littlehales. With
Coloured and other Illustrations.

Celtic Art in Pagan and Christian
Times. By J. Romilly Allen, F.S.A.
With numerous Illustrations and Plans.

Archaeology and False Antiquities.
By R. Munro, LL.D. Illustrated.

Shrines of British Saints. By J. C. Wall.
With numerous Illustrations and Plans.

The Royal Forests of England. By J.
C. Cox, LL.D., F.S.A. Illustrated.

The Manor and Manorial Records.
By Nathaniel J. Hone. Illustrated.

English Seals. By J. -Harvey Bloom.
Illustrated.

The Bells of England. By Canon J. J.

Raven, D.D., F.S.A. With Illustrations.

Second Edition.
Parish Life in Mediaeval England. By

the Right Rev. Abbott Gasquet, O.S.B.
With many Illustrations. Second Edition.

The Domesday Inquest. By Adolphus
Ballard, B. A. ,

LL. B. With 27 1 llustrations.

The Brasses of England. By Herbert
W. Macklin, M.A. With many Illustrations.

Second Edition.
English Church Furniture. By J. C. Cox,

LL.D., F.S.A., and A. Harvey, M.B.
Second Edition.

Folk-Lore as an Historical Science. By
G. L. Gomme. With many Illustrations.

^English Costume. By George Clinch, F.G.S.
With many Illustrations.
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The Arden Shakespeare

Demy Svo. 2s. 6d. net each volume.

An edition of Shakespeare in single Plays. Edited with a full Introduction, Textual

Notes, and a Commentary at the foot of the page.

Hamlet. Edited by Edward Dowden.
Romeo and Juliet. Edited by Edward

Dowden.
King Lear. Edited by W. J. Craig.

Julius Caesar. Edited by M. Macmillan.
The Tempest. Edited by Moreton Luce.
Othello. Edited by H. C. Hart.
Titus Andronicus. Edited by H. B. Bail-

don.
Cymbeline. Edited by Edward Dowden.
The Merry Wives of Windsor. Edited by
H. C. Hart.

A Midsummer Night's Dream. Edited by
H. Cuningham.

King Henry V. Edited by H. A. Evans.
All's Well That Ends Well. Edited by
W. O. Brigstocke.

The Taming of the Shrew. Edited by
R. Warwick Bond.

Timon of Athens. Edited by K. Deighton.

Measure for Measure. Edited by H. C.
Hart.

Twelfth Night. Edited by Moreton Luce.
The Merchant of Venice. Edited by

C. Knox Pooler.
Troilus and Cressida. Edited by K.

Deighton.
The Two Gentlemen of Verona. Edited

by R. Warwick Bond.
Antony and Cleopatra. Edited by R. H.

Case.
Love's Labour's Lost. Edited by H. C.

Hart.
Pericles. Edited by K. Deighton.
King Richard hi. Edited by A. H.

Thompson.
The Life and Death of King John. Edited

by Ivor B. John.
The Comedy of Errors. Edited by Henry

Cuningham.

Easy French Rhymes. By Henri Blouet.

SecondEdition. Illustrated. Fcap.Zvo. is.

Easy Stories from English History. By
E. M. Wilmot-Buxton. Fourth Edition.

Cr. 8vo. is.

Stories from Roman History. By E. M.
Wilmot-Buxton Cr. 8vo. is. 6d.

A First History of Greece. By E. E. Firth.

Cr. 8vo. is. 6d.

The Beginner's Books

Edited by W. WILLIAMSON, B.A.

Easy Exercises in Arithmetic. Arranged
by W. S. Beard. Third Edition. Fca/>.
Zvo. Without Answers, is. With Answers.
is. 3d.

Easy Dictation and Spelling. By W.
Williamson, B.A. Sixth Ed. Fcap. 8vo. is.

An Easy Poetry Book. Selected and

arranged by W. Williamson, B.A. Second
Edition. Cr. 8vo. is.

Books on Business

Cr. 2>vo. 2s. 6d. net.

Ports and Docks. By Douglas Owen.
Railways. By E. R. McDermott.
The Stock Exchange. By Chas. Duguid.

Second Edition.
The Business of Insurance. By A. J.

Wilson.
The Electrical Industry : Lighting,

Traction, and Power. By A. G. Whyte,
B.Sc.

The Shipbuilding Industry : Its History,

Practice, Science, and Finance. By David

Pollock, M.I.N.A.
The Money Market. By F. Straker.

The Business Side of Agriculture. By
A. G. L. Rogers, M.A.

Law in Business. By H. A. Wilson.

The Brewing Industry. By Julian L.

Baker, F.I.C., F C.S. Illustrated.

The Automobile Industry. By G. de
Holden-Stone.

Mining and Mining Investments. By
'A. Moil.'

The Business of Advertising. By Clarence
G. Moran, Barrister-at-Law. Illustrated.

Trade Unions. By G. Drage.
Civil Engineering. By T. Claxton Fidler,

M.Inst. C.E. Illustrated.

The Iron Trade of Great Britain. By
J. Stephen Jeans. Illustrated.

Monopolies, Trusts, and Kartells. By
F. W. Hirst.

The Cotton Industry and Trade. By
Prof. S. J. Chapman, Dean of the Faculty
of Commerce in the University of Man-
chester. Illustrated.
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Byzantine Texts
Edited by J. B. BURY, M.A., Litt.D.

The Syriac Chronicle known as that of
Zachariah of Mitylene. Translated by
F. J. Hamilton, D.D., and E. W. Brooks.

Demy Zvo. 1 2s. 6d. net.

Evagrius. Edited by L. Bidez and L<km
Parmentier. Demy %vo. 10s. 6d. net.

The History of Psellus. Edited by C.
Sathas. Demy Zvo. 15^. net.

Ecthesis Chronica and Chronicon Athen-
arum. Edited by Professor S. P. Lambros.
Demy %vo. ys. 6d. net.

The Chronicle of Morea. Edited by John
Schmitt. DemySvo. 15s.net.

The Churchman's Bible

General Editor, J. H.

Fcap. 8vo. 1.

The Epistle of St. Paul the Apostle to
the Galatians. Explained by A. W.
Robinson, M. A. Second Edition.

Ecclesiastes. Explained by A. W. Streane,
D.D.

The Epistle of St. Paul the Apostle to
the Philippians. Explained by C. R. D.
Biggs, D.D. Second Edition.

The Epistle of St. James. Explained by
H. W. Fulford M.A.

BURN, B.D., F.R.S.E.

s. 6d. net each.

Isaiah. Explained by W. E. Barnes, D.D.
Two Volumes. With Map. 2s. net each.

The Epistle of St. Paul the Apostle to
the Ephesians. Explained by G. H. Whita-
ker, M.A.

The Gospel According to St. Mark.
Explained by J. C. Du Buisson, M.A.
2s. 6d. net.

The Epistle of Paul the Apostle to
the Colossians and Philemon. Ex-
plained by H. J. C. Knight. 2s. net.

The Churchman's Library
General Editor, J. H.

Crown 8vo.

The Beginnings of English Christianity.

By W. E. Collins, M.A. With Map.
The Kingdom of Heaven Here and Here-
after. By Canon Winterbotham, M.A.,
B.Sc.LL.B.

The Workmanship of the Prayer Book :

Its Literary and Liturgical Aspects. By J.

Dowden, D.D. Second Edition, Revised
and Enlarged.

BURN, B.D., F.R.S.E.

2s. 6d. each.

Evolution. By F. B. Jevons, M.A., Litt.D.

Some New Testament Problems. By
Arthur Wright, D.D. 6s.

The Churchman's Introduction to the
Old Testament. By A. M. Mackay, B. A.
Third Edition.

Comparative Theology. By J. A. Mac-
Culloch. 6s.

Classical Translations
Crown 8vo.

jEschylus The Oresteian Trilogy (Agamem-
non, Choephoroe, Eumenides). Translated

by Lewis Campbell, LL.D. 5s.

Cicero De Oratore I. Translated by E. N.
P. Moor, M.A. Second Edition. 3s. 6d.

Cicero The Speeches against Cataline and

Antony and for Murena and Milo. Trans-
lated by H. E. D. Blakiston, M.A. 5s.

Cicero De Natura Deorum. Translated by
F. Brooks, M.A. 3s. 6d.

Cicero De Officiis. Translated by G. B.

Gardiner, M.A. 2s. 6d.

Horace The Odes and Epodes. Translated

by A. D. Godley, M.A. 2s.

Lucian Six Dialogues Translated by S. T.

Irwin, M.A. 3$. 6d.

Sophocles Ajax and Electra. Translated by
E. D. Morshead, M.A. 2.?. 6d.

Tacitus Agricola and Germania. Trans-
lated by R. B. Townshend. 2s. 6d.

Juvenal Thirteen Satires. Translated by
S. G. Owen, M.A. 2s. 6d.

Classics of Art
Edited by Dr. J. H. W. LAING

The Art of the Greeks. By H. B. Walters.

With 112 Plates and 18 Illustrations in the

Text. Wide Royal Svo. 12s.6d.net.

Velazquez. By A. de Beruete. With 94
Plates. Wide Royal Zvo. 10s. 6d. net.
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British Commerce and Colonies from
Elizabeth to Victoria. By H. de B.

Gibbins, Litt.D., M.A. Third Edition. 2s.

Commercial Examination Papers. By H.
de B. Gibbins, Litt.D., M.A. is. 6d.

The Economics of Commerce, By H. de
B. Gibbins, Litt.D., M.A. Second Edition.
is. 6d.

A German Commercial Reader. By S. E.

Bally. Witb Vocabulary. 2s.

A Commercial Geography of the British
Empire. By L. W. Lyde, M.A. Sixth
Edition. 2s.

A Commercial Geography of Foreign
Nations. By F. C. Boon, B.A. 2s.

A Primer of Business. By S. Jackson,
M.A. Fourth Edition, is. 6d.

Commercial Series
Crown Svo.

A Short Commercial Arithmetic. By F.

G. Taylor, M.A. Fourth Edition, is. 6d.
French Commercial Correspondence. By

S. E. Bally. With Vocabulary. Third
Edition. 2s.

German Commercial Correspondence. By
S. E. Bally. With Vocabulary. Second
Edition. 2s. 6d.

A French Commercial Reader. By S. E.

Bally. With Vocabulary. SecondEdition. 2s.

Precis Writing and Office Correspond-
ence. By E. E. Whitfield, M.A. Second
Edition. 2s.

A Entrance Guide to Professions and
Business. By H. Jones, is. 6d.

The Principles of Book-keeping by Double
Entry. By J. E. B. M'Allen, M.A. 2s.

Commercial Law. By W. Douglas Edwards.
Second Edition. 2s.

The Connoisseur's Library
Wide Royal 8vo. 2$s. net.

Mezzotints. By Cyril Davenport. With 40
Plates in Photogravure.

Porcelain. By Edward Dillon. With 19
Plates in Colour, 20 in Collotype, and 5 in

Photogravure.
Miniatures. By Dudley Heath. With 9

Plates in Colour, 15 in Collotype, and 15 in

Photogravure.
Ivories. By A. Maskell. With 80 Plates in

Collotype and Photogravure.
English Furniture. By F. S. Robinson.

With 160 Plates in Collotype and one in

Photogravure. Second Edition.
English Coloured Books. By Martin

Hardie. With 28 Illustrations in Colour
and Collotype.

European Enamels. By Henry H. Cunyng.
hame, C.B. With 54 Plates in Collotype
and Half-tone and 4 Plates in Colour.

Goldsmiths' and Silversmiths' Work. By
Nelson Dawson. With many Plates in

Collotype and a Frontispiece in Photo-

gravure. Second Edition.

Glass. By Edward Dillon. With 37 Illus-

trations in Collotype and 12 in Colour.

Seals. By Walter de Gray Birch. With 52
Illustrations in Collotype and a Frontispiece
in Photogravure.

Jewellery. By H. Clifford Smith. With 50
Illustrations in Collotype, and 4 in Colour.

The Illustrated Pocket Library of Plain and Coloured Books
Fcap Svo. 3-r. 6d. net each volume.

COLOURED BOOKS
Old Coloured Books. By George Paston.

With 16 Coloured Plates. Fcap. Zvo. 2s. net.

The Life and Death of John Mytton, Esq.
By Nimrod. With 18 Coloured Plates by
Henry Aiken and T. J. Rawlins. Fourth
Edition.

The Life of a Sportsman. By Nimrod.
With 35 Coloured Plates by Henry Aiken.

Handley Cross. By R. S. Surtees. With
17 Coloured Plates and 100 Woodcuts in the
Text by John Leech. Second Edition.

Mr. Sponge's Sporting Tour. By R. S.

Surtees. With 13 Coloured Plates and 90
Woodcuts in the Text by John Leech.

Jorrocks' Jaunts and Jollities. By R. S.

Surtees. With 15 Coloured Plates by H.
Aiken. Second Edition.

Ask Mamma. By R. S. Surtees. With 13
Coloured Plates and 70 Woodcuts in the

Text by John Leech.

The Analysis of the Hunting Field. By
R. S. Surtees. With 7 Coloured Plates by
Henry Aiken, and 43 Illustrations on Wood.

The Tour of Dr. Syntax in Search of
the Picturesque. By William Combe.
With 30 Coloured Plates by T. Rowlandson.

The Tour of Doctor Syntax^ in Search
of Consolation. By William Combe.
With 24 Coloured Plates by T. Rowlandson.

The Third Tour of Doctor Syntax in

Search of a Wife. By William Combe.
With 24 Coloured Plates by T. Rowlandson.

The History of Johnny Quae Genus : the

Little Foundling of the late Dr. Syntax.
By the Author of ' The Three Tours.' With
24 Coloured Plates by Rowlandson.

The English Dance of Death, from the

Designs of T. Rowlandson, with Metrical
Illustrations by the Author of ' Doctor

Syntax.' Two Volumes.
This book contains 76 Coloured Plates.

[Continued.



26 Messrs. Metiiuen's Catalogue

Illustrated Pocket Library of Plain and Coloured Books continued.

The Dance of Life : A Poem. By the Author
of 'Doctor Syntax.' Illustrated with 26
Coloured Engravings by T. Rowlandson.

Life in London : or, the Day and Night
Scenes of Jerry Hawthorn, Esq., and his

Elegant Friend, Corinthian Tom. By
Pierce Egan. With 36 Coloured Plates by

j

I. R. and G. Cruikshank. With numerous
Designs on Wood.

Real Life in London : or, the Rambles
and Adventures of Bob Tallyho, Esq., and
his Cousin, The Hon. Tom Dashall. By an
Amateur (Pierce Egan). With 3T Coloured
Plates by Aiken and Rowlandson, etc.

Two Volumes.

The Life of an Actor. By Pierce Egan.
With 27 Coloured Plates by Theodore Lane,
and several Designs on Wood.

The Vicar of Wakefield. By Oliver Gold-
smith. With 24 Coloured Plates by T. Row-
landson.

The Military Adventures of Johnny
Newcome. By an Officer. With 15 Coloured
Plates by T. Rowlandson.

The National Sports of Great Britain.
With Descriptions and 50 Coloured Plates

by Henry Aiken.

The Adventures of a Post Captain. By
A Naval Officer. With 24 Coloured Plates -

by Mr. Williams.

Gamoma : or, the Art of Preserving Game ;

and an Improved Method of making Planta-
tions and Covers, explained and illustrated

by Lawrence Rawstorne, Esq. With 15
Coloured Plates by T. Rawlins.

An Academy for Grown Horsemen : Con-
taining the completest Instructions for

Walking, Trotting, Cantering, Galloping,
Stumbling, and Tumbling, lllustjated with

27 Coloured Plates, and adorned with a
Portrait of the Author. By Geoffrey
Gambado, Esq.

Real Life in Ireland, or, the Day and
Night Scenes of Brian Boru, Esq., and his

Elegant Friend, Sir Shawn O'Dogherty.
By a Real Paddy. With 19 Coloured Plates

by Heath, Marks, etc.

The Adventures of Johnny Newcome in

the Navy. By Alfred Burton. With 16

Coloured Plates by T. Rowlandson.
The Old English Squire : A Poem. By

John Careless, Esq. With 20 Coloured
Plates after the style of T. Rowlandson.

The English Spy. *Sy Bernard Black-
mantle. An original Work, Characteristic,

Satirical, Humorous, comprising scenes and
sketches in every Rank of S~-iety, being
Portraits of the Illustrious, Eminent, Eccen-

tric, and Notorious*. With 72 Coloured
Plates by R. Cruikshank, and many
Illustrations on wood. Two Volumes.

7s. net.

PLAIN BOOKS
The Grave : A Poem. By Robert Blair.

Illustrated by 12 Etchings executed by Louis
Schiavonetti from the original Inventions of

William Blake. With an Engraved Title Page
and a Portrait of Blake by T. Phillips, R. A.
The illustrations are reproduced in photo-

gravure.
Illustrations of the Book of Job. In-

vented and engraved by William Blake.
These famous Illustrations 21 in numbtr
are reproduced in photogravure.

^Esop's Fables. With 380 Woodcuts by
Thomas Bewick.

Windsor Castle. ByW. Harrison Ainsworth.
With 22 Plates and 87 Woodcuts in the Text

by George Cruikshank.

The Tower of London. By W. Harrison
Ainsworth. With 40 Plates and 58 Woodcuts
in the Text by Georse Cruikshank.

Frank Fairlegh. By #*. E. Smedley. With
30 Plates by George Cruikshank.

Handy Andy. By Samuel Lover. With 24
Illustrations by the AUtnor.

The Compleat Angler. By Izaak Walton
and Charles Cotton. With 14 Plates and 77
Woodcuts in the Text.

The Pickwick Papers. By Charles Dickens.
With the 43 Illustrations by Seymour and
Phiz, the two Buss Plates, and the 32 Con-

temporary Onwhyn Plates.

Junior Examination Series

Edited by A. M. M. STEDMAN, M.A. Fcap. 8vo. is.

Junior French Examination Papers. By
F. Jacob, M.A. Second Edition.

Junior English Examination Papers. By
W. Williamson, B.A.

Junior Arithmetic Examination Papers.
By W. S. Beard. Fourth Edition.

Junior Algebra Examination Papers. By
S. W Finn, M.A.

Junior Greek Examination Papers. By T.

C. Weatherhead, M.A. Key, 3*. 6d. net.

Junior Latin Examination Papers. ByC.
G. Bolting, B.A. Fifth Edition. Key,
3*. 6d. net.

Junior General Information Examina-
tion Papers. By W. S. Beard. Key,
3s. 6d. net.

Junior Geography Examination Papers.

By W. G. Baker, M.A.
Junior German Examination Papers. By

A. Voegelin, M.A.
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Methuen's Junior School-Books

Edited by O. D. INSKIP, LL.D
A Class-Book of Dictation Passages. By
W. Williamson, B.A. Fourteenth Edition.
Cr. 8vo. is. 6d.

The Gospel According to St. Matthew.
Edited by E. Wilton South, M.A. With
Three Maps. Cr. 8vo. is. 6d.

The Gospel Accordingto St. Mark. Edited

by A. E. Rubie, D.D. With Three Maps.
Cr. 8vo. is. 6d.

A Junior English Grammar. By W.William-

son, B.A. With numerous passages for parsing
andanalysis, and a chapter on Essay Writing.
Fourth Edition. Cr. 81/0. zs.

A Junior Chemistry. By E. A. Tyler, B.A.
,

F.C.S. With 78 Illustrations. Fourth Edi-
tion. Cr. 8vo. 2s. 6d.

The Acts of the Apostles. Edited by
A. E. Rubie, D.D. Cr. 8vo. 2s.

A Junior French Grammar. By L. A.
Sornet and M. J. Acatos. Second Edition.
Cr. 8vo. 2s.

Elementary Experimental Science. Phy-
sics by W. T. Clough, A.R.C.S. Chemistry
by A. E. Dunstan, B.Sc. With 2 Plates and

,
and W. WILLIAMSON, B.A.

154 Diagrams. Sixth Edition. Cr. Zvo.

2S. 6d.

A Junior Geometry. By Noel S. Lydon.
With 276 Diagrams. Sixth Edition. Cr.
8vO. 2S.

Elementary Experimental Chemistry.

By A. E. Dunstan, B. Sc. With 4 Plates and

109 Diagrams. Second Edition revised.

Cr. 8vo. 2s.

A Junior French Prose. By R. R. N.

Baron, M.A. ThirdEdition. Cr. 8vo. 2s.

The Gospel According to St. Luke. With
an Introduction and Notes by William

Williamson, B.A. With Three Maps. Cr.

8VO. 2S.

The First Book of Kings. Edited by A. E.

Rubie, D.D. With Maps. Cr. 8vo. 2s.

A Junior Greek History. By W. H.

Spragge, M.A. With 4 Illustrations and 5

Maps. Cr. 8vo. 2s. 6d.

A School Latin Grammar. By H. G. Ford,
M.A. Cr. 8vo. 2s. 6d.

A Junior Latin Prose. By H. N. Asman,
M.A., B.D. Cr. 8vo. 2s. 6d.

Leaders of Religion
Edited by H. C. BEECHING, M.A., Canon of Westminster. With Portraits.

Cr. Svo.

Cardinal Newman. By R. H. Hutton.

John Wesley. By J. H. Overton, M.A.
Bishop Wilberforce. By G. W. Daniell,

M.A.
Cardinal Manning. By A. W. Hutton, M.A.
Charles Simeon. By H. C. G. Moule, D.D.
John Knox. ByF. MacCunn. Second Edition.

John Howe. By R. F. Horton, D.D.
Thomas Ken. By F. A. Clarke, M.A.
George Fox, the Quaker. ByT. Hodgkin,
D. C. L. Third Edition.

John Keble. By Walter Lock, D.D.

2S. net.

Thomas Chalmers. By Mrs. Oliphant.
Lancelot Andrewes. By R. L. Ottley,

D. D. Second Edition.
Augustine of Canterbury. By E. L.

Cutts, D.D.
William Laud. By W. H. Hutton, M.A.

Third Edition.

John Donne. By Augustus Jessopp, D.D.
Thomas Cranmer. By A. J. Mason, D.D.
Bishop Latimer. By R. M. Carlyle and A.

J. Carlyle, M.A.
Bishop Butler. By W. A. Spooner, M.A.

The Library of Devotion

With Introductions and (where necessary) Notes.

Small Pott 8vo, cloth, 2s. ; leather , 2s. 6d. net.

The Confessions of St. Augustine. Edited

by C. Bigg, D.D. Sixth Edition.
The Imitation of

<
Christ : called also the

Ecclesiastical Music. Edited by C. Bigg,
D.D. Fifth Edition.

The Christian Year. Edited by Walter
Lock, D. D. Fourth Edition.

Lyra Innocentium. Edited by Walter

Lock, D.D. Second Edition.
The Temple. Edited by E. C. S. Gibson,
D . D. Second Edition.

A Book of Devotions. Edited by J. W.
Stanbridge. B.D. Second Edition.

A Serious Call to a Devout and Holy
Life. Edited by C. Bigg, D.D. Fourth Ed.

A Guide to Eternity. Edited by J. W.
Stanbridge, B.D.

Francis de

Knox-Little, M.A.
Edited by B. W.

The Inner Way. By J. Tauler. Edited by
A. W. Hutton, M.A.

On the Love of God. By St.

Sales. Edited by W.J.
The Psalms of David.

Randolph, D.D.
Lyra Apostolica. By Cardinal Newman

and others. Edited by Canon Scott Holland,

M.A., and Canon H. C. Beeching, M.A.

The Song of Songs. Edited by B. Blaxland,
M.A.

The Thoughts of Pascal. Edited by C.

S. Jerram, M.A.
A Manual of Consolation from the

Saints and Fathers. Edited by J. H.
Burn, B.D.

[Continued
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The Library of Devotion continued.

The Devotions of St. Anselm. Edited by
C. C. J. Webb, M.A.

Grace Abounding to the Chief of Sin-
ners. By John Bunyan. Edited by S. C.

Freer, M.A.
Bishop Wilson's Sacra Privata. Edited
by A. E. Burn, B. D.

Lyra Sacra : A Book of Sacred Verse.
Edited by Canon H. C. Beeching, M.A.
Second Edition, revised.

A DayBook from the Saints \nd Fathers.
Edited by J. H. Burn, B.D.

A Little Book of Heavenly Wisdom. A
Selection from the English Mystics. Edited

by E. C. Gregory.
Light, Life, and Love. A Selection from the
German Mystics. Edited byW.R.Inge, M.A.

An Introduction to The Devout Life.

By St. Francis de Sales. Translated and
Edited by T. Barns, M.A,

The Little Flowers of the Glorious
Messer St. Francis and of his
Friars. Done into English by W. Hey-
wood. With an Introduction by A. G.
Ferrers Howell.

Manchester al Mondo : a Contemplation
of Death and Immortality. By Henry
Montagu, Earl of Manchester. With an
Introduction by Elizabeth Waterhouse,
Editor of 'A Little Book of Life and
Death.'

The Spiritual Guide, which Disentangles
the Soul and brings it by the Inward Way
to the Fruition of Perfect Contemplation,
and the Rich Treasure of Internal Peace.
Written by Dr. Michael deMolinos, Priest.

Translated from the Italian copy, printed at

Venice, 1685. Edited with an Introduction

by Kathleen Lyttelton. And a Note by
Canon Scott Holland.

Devotions for Every Day of the Week
and the Great Festivals. By John
Wesley. Edited, with an Introduction by
Canon C. Bodington.

Preces Private. By Lancelot Andrewes,
Bishop of Winchester. Selections from the

Translation by Canon F. E. Brightman.
Edited, with an Introduction, by A. E.

Burn, D.D.

Little Books on Art
With many Illustrations. Demy \6mo. 2s. 6d. net.

Each volume consists of about 200 pages, and contains from 30 to 40 Illustrations,

including a Frontispiece in Photogravure.
Greek Art. H. B. Walters. Fourth Edition.
Bookplates. E.Almack.
Reynolds. J. Sime. Second Edition.
Romney. Georsye Paston.
Watts. R. E. D. Sketchley.
Leighton. Alice Corkran.

Velasquez. Wilfrid Wilberforce and A. R.
Gilbert.

Greuze and Boucher. Eliza F. Pollard.

Vandyck. M. G. Smallwood.
Turner. Frances Tyrrell-Gill.
DOrer. Jessie Allen.
Holbein. Mrs. G. Fortescue.

Burne-Jones. Fortunee de Lisle. Third
Edition.

Hoppner. H. P. K. Skipton.
Rembrandt. Mrs. E. A. Sharp.
Corot. Alice Pollard and Ethel Birnstingl.
Raphael. A. R. Dryhurst.
Millet. Netta Peacock.
Illuminated MSS. J. W. Bradley.
Christ in Art. Mrs. Henry Jenner.
Jewellery. Cyril Davenport.
Claude. E. Dillon.
The Arts of Japan. E. Dillon.

Enamels. Mrs. Nelson Dawson.
Miniatures. C. Davenport.
Constable. H. W. Tompkins.
Our Lady in Art. Mrs. H. L. Jenner.

The Little Galleries

Demy i6mo. 2s. 6d. net.

Each volume contains 20 plates in Photogravure, together with a short outline of

the life and work of the master to whom the book is devoted.

A Little Gallery of Reynolds.
A Little Gallery of Romney.
A Little Gallery of Hoppner.

A Little Gallery of Millais.
A Little Gallery of English Pouts.

The Little Guides
With many Illustrations by E. H. New and other artists, and from photographs.

Small Pott 8vo, clolh, 2s. 6d. net.; leather, 3s. 6d. net.

The main features of these Guides are (1) a handy and charming form
; (2) illus-

trationsfrom photographs and by well-known artists ; (3) good plans and maps (4) an
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adequate but compact presentation of everything that is interesting in the natural

features, history, archaeology, and architecture of the town or district treated.

Cambridge and its Colleges. By A.
Hamilton Thompson. Second Edition.

Oxford and its Colleges. By J. Wells,
M.A. Eighth Edition.

St. Paul's Cathedral. By George Clinch.

Westminster Abbey. By G. E. Troutbeck.
Second Edition.

The English Lakes. By F. G. Brabant, M.A.
The Malvern Country. By B. C. A.

Windle, D.Sc, F.R.S.
Shakespeare's Country. By B. C. A.

Windle, D. Sc. , F. R. S. Third Edition.

North Wales. By A. T. Story.
Buckinghamshire. By E. S. Roscoe.
Cheshire. By W. M. Gallichan.
Cornwall. By A. L. Salmon.
Derbyshire. By J. Charles Cox, LL.D.,

F.S.A.
Devon. By S. Baring-Gould.
Dorset. By Frank R. Heath. Second Ed.
Hampshire. By J. C- Cox, LL.D., F.S.A.

By H. W. Tompkins,

By G. Clinch.

Hertfordshire.
F.R.H.S.

The Isle of Wight.
Kent. By G. Clinch.
Kerry. By C. P. Crane.
Middlesex. By John B. Firth.
Norfolk. By W. A. Dutt.
Northamptonshire. By Wakeling Dry.
Oxfordshire. By F. G. Brabant, M.A.
Somerset. By G. W. and J. H. Wade.
Suffolk. By W. A. Dutt.
Surrey. By F. A. H. Lambert.
Sussex. By F. G. Brabant, M.A. Second
Edition.

The East Riding of Yorkshire.
Morris.

The North Riding of Yorkshire.
Morris.

Brittany. By S. Baring-Gould.
Normandy. By C. Scudamore.
Rome By C. G. Ellaby.
Sicily. By F. Hamilton Jackson.

By J.

By J

The Little Library
With Introductions, Notes, and Photogravure Frontispieces.

Small Pott Svo. Each Volume, cloth, is. 6d. net ; leather, 2s. 6d. net.

Anon. A LITTLE BOOK OF ENGLISH
|
Cralk (Mrs.). JOHN HALIFAX,

LYRICS. GENTLEMAN. Edited by Annie
Austen (Jane). PRIDE AND PREJU-
DICE. Edited by E.V.Lucas. Two Vols.

NORTHANGER ABBEY. Edited by E. V.
Lucas.

Bacon (Francis). THE ESSAYS OF LORD
BACON. Edited by Edward Wright.

Barham (R. H.). THE INGOLDSBY
LEGENDS. Edited by J. B. Atlay.
Two Volumes.

Barnett (Mrs. P. A.). A LITTLE BOOK
OF ENGLISH PROSE. Second Edit'nn.

Beckford (William). THE HISTORY
OF THE CALIiJH VATHEK. Edited
by E. Denison Ross.

Blake (William). SELECTIONS FROM
WILLIAM BLAKE. Edited by M.
Perugini.

Borrow (George). LAVENGRO. Edited
by F. Hindes Groome. Two Volumes.

THE ROMANY RYE. Edited by John
Sampson.

Browning (Robert). SELECTIONS
FROM THE EARLY POEMS OF
ROBERT BROWNING. Edited by W.
Hall Griffin, M.A.

Canning (George). SELECTIONS FROM
THE ANTI-JACOBIN: with George
Canning's additional Poems. Edited by
Lloyd Sanders.

Cowley (Abraham). THE ESSAYS OF
ABRAHAM COWLEY. Edited by H. C.
MlNCHIN.

Crabbe (George). SELECTIONS FROM
GEORGE CRABBE. Edited by A. C.
Deane.

Matheson. Two Volumes.
Crashaw (Richard). THE ENGLISH
POEMS OF RICHARD CRASHAW.
Edited by Edward Hutton.

Dante (Alighieri). THE INFERNO OF
DANTE. Translated by H. F. Cary.
Edited by Paget Toynbee, M.A., D.Litt.

THE PURGATUKIO OF DANTE. Trans-
lated by H. F. Cary. Edited by Paget
Toynbee, M.A., D.Litt.

THE PARADISO OF DANTE. Trans-
lated by H. F. Cary. Edited by Paget
Toynbee, M.A., D.Litt.

Darley (George). SELECTIONS FROM
THE POEivIS OF GEORGE DARLEY.
Edited by R. A. Streatfeild.

Deane (A. C). A LITTLE BOOK OF
LIGHT VERSE.

Dickens (Charles). CHRISTMAS BOOKS
Two Volumes.

Ferrier (Susan). MARRIAGE. Edited
by A. Goodrich - Freer and Lord
Iddesleigh. Two Volumes.

THE INHERITANCE. Two Volumes.
Gaskell(Mrs.). CRANFORD. Edited by

E. V. Lucas. Second Edition.
Hawthorne (Nathaniel). THE SCARLET
LETTER. Edited by Percy Dearmer.

Henderson (T. F.). A LITTLE BOOK
OF SCOTTISH VERSE.

Keats (John). POEMS. With an Intro-
duction by L. Binyon, and Notes by J.
Masefield.

Kinglake (A. W.). EOTHEN. With an
Introduction and Notes. Second Edition.

{Continued.
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The Little Library continued.

Lamb (Charles). ELIA, AND THE
LAST ESSAYS OF ELIA. Edited by
E. V. Lucas.

Locker (P.). LONDON LYRICS Edited

by A. D. Godley, M.A. A reprint of the
First Edition.

Longfellow (H. W.). SELECTIONS
FROM LONGFELLOW. Edited by
L. M. Faithfui.l.

Marvell (Andrew). THE POEMS OF
ANDREW MARVELL. Edited by E.
Wright.

Milton (John). THE MINOR POEMS
OF JOHN MILTON. Edited by H. C.

Beeching, M.A., Canon of Westminster.

Moir(D. M.). MANSIE WAUCH. Edited

by T. F. Henderson.
Nichols (J. B. B.). A LITTLE BOOK OF
ENGLISH SONNETS.

Rochefoucauld (La). THE MAXIMS OF
LA ROCHEFOUCAULD. Translated

by Dean Stanhope. Edited by G. H.
Powell.

Smith (Horace and James). RETECTED
ADDRESSES. Edited by A. D.* Godley,
M.A.

Sterne (Laurence). A SENTIMENTAL
JOURNEY. Edited by H. W. Paul.

Tennyson (Alfred, Lord). THE EARLY
POEMS OF ALFRED, LORD TENNY-
SON. Edited by J. Churton Collins, M. A.

IN xMEMORIAM. Edited by Canon
H. C. Beeching, M.A.

THE PRINCESS. Edited by Elizabeth
Wordsworth.

MAUD. Edited by Elizabeth Wordsworth.
Thackeray(W. M.). VANITY FAIR.

Edited by S. Gwynn. Three Volumes.
PENDENNIS. Edited by S. Gwynn.

Three Volumes.
ESMOND. Edited by S. Gwynn.
CHRISTMAS BOOKS. Edited bvS. Gwynn.
Vaughan (Henry). THE POEMS OF
HENRY VAUGHAN. Edited by Edward
Hutton.

Walton (Izaak). THE COMPLEAT
ANGLER. Edited by J. Buchan.

Waterhouse (Elizabeth). A LITTLE
BOOK OF LIFE AND DEATH. Edited

by. Eleventh Edition.
Wordsworth (W.). SELECTIONS FROM
WORDSWORTH. Edited by Nowell
C. Smith.

Wordsworth (W.) and Coleridge (S. T.).
LYRICAL BALLADS. Edited by Georg*
Sampson.

The Little Quarto Shakespeare
Edited by W. J. CRAIG. With Introductions and Notes

Pott l6mo. In 40 Volumes. Leather , price is. net each volutne.

Mahogany Revolving Book Case. 10s. net.

Miniature Library
Reprints in miniature of a few interesting books which have qualities of

humanity, devotion, or literary genius.

Euphranor: A Dialogue on Youth. By
Edward FitzGerald. From the edition pub-
lished by W. Pickering in 1851. Demy
2,imo. Leather, 2s. net.

Polonius : or Wise Saws and Modern In-

stances. By Edward FitzGerald. From
the edition published by W. Pickering in

1852. Demy $21110. Leather, 2s. net.

The RubAiyAt of Omar KhayyAm. By
Edward FitzGerald. From the 1st edition

of 1859, Fourth Edition. Leather, is. net.

The Life of Edward, Lord Herbert of
Cherbury. Written by himself. From the

edition printed at Strawberry Hill in the

year 1764. Demy -$21110. Leather, 2s. net.

The Visions of Dom Francisco Quevedo
Villegas, Knight of the Order of St.

James. Made English by R. L. From the
edition printed for H. Herringman, 1668.

Leather. 2s. net.

Poems. By Dora Greenwell. From the edi-

tion of 1848. Leather, 2s. net.

Oxford Biographies
Fcap. $vo. Each volume, cloth, is. 6d. net ; leather, 31. 6d. net.

Dante Alighieri. By Paget Toynbee, M.A.,
D.Litt. With 12 Illustrations. ThirdEdition.

Girolamo Savonarola. By E. L. S. Hors-

burgh, M.A. With 12 Illustrations. Second
Edition.

John Howard. By E. C. S. Gibson, D.D.,
Bishop of Gloucester. With 12 Illustrations.

Alfred Tennyson. By A. C. Benson, M.A.
With 9 Illustrations.

Sir Walter Raleigh. By I. A. Taylor.
With 12 Illustrations.

Erasmus.
_
By E. F. H. Capey. With 12

Illustrations.

Thk Young Pretender. By C. S. Terry.
With 12 Illustrations.

Robert Burns. By T. F. Henderson.
With 12 Illustrations.

Chatham. By A. S. M'Dowall. With 12

Illustrations.

Francis of Assisi. By Anna M. Stod-
dart. With 16 Illustrations.

Canning. By W. Alison Phillips. With 12

illustrations.

Beaconsfield. By Walter Sichel. With 12

Illustrations.

Johann Wolfgang Goethe. By H. G.

Atkins. With 16 Illustrations.

Francois Fenelon. By Viscount St Cyres.
With 12 Illustrations.
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School Examination Series

Edited by A. M. M. STEDMAN, M.A. Cr. Svo,

French Examination Papers. By A. M
M. Stedman, M.A. Fourteenth Edition.
Key. Sixth Edition. 6s.net.

Latin Examination Papers. ly A. M.
Stedman, M.A. Thirteenth Edition.
Key. Sixth Edition. 6s. net.

Greek Examination Papers. By A. M.
Stedman, M.A. Ninth Edition.
Key. Fourth Edition. 6s. net.

German Examination Papers. By R
Morich. Seventh Edition.
Key. Third Edition. 6s. net.

M.

M.

J.

2S. 6d.

History and Geography Examination
Papers. By C. H. Spence, M.A, Third
Edition.

Physics Examination Papers. By R. E.

Steel, M.A., F.C.S.

General Knowledge Examination
Papers. By A. M. M. Stedman, M.A.
Sixth Edition.
Key. Fourth Edition, ys. net.

Examination Papers in English History.
By J. Tait Plowden-Wardlaw, P.. A.

School Histories

Illustrated.

A School History of Warwickshire.
B. C. A. Windle, D.Sc, F.R.S.

A School History of Somerset.
Walter Raymond. Second Edition.

A School History of Lancashire.
W. E. Rhodes.

Crown Svo. Is. 6d.

By 1 A School History of Surrey.
Maiden, M.A.

By

By

By H. E.

A School History of Middlesex.
Plarr and F. W. Walton.

By V

Methuen's Simplified French Texts
Edited by T. R. N. CROFTS, M.A.

One Shilling each.

RL'Histoire d'une Tulipe. Adapted bvT,
N. Crofts, M.A. Second Edition.

Abdallah. Adapted by J. A. Wilson.
Le Docteur Matheus. Adapted by W. P.

Fuller.

La Bouillie av Miel. Adapted by P. B.

Ingham.
Jean Valjean. Adapted by F. W. M. Draper.

La Chanson de Roland. Adapted by H.
Rieu, M.A. Second Edition.

Memoires de Cadichon. Adapted by J. F.

Rhoades.
L'Equipage de la Belle-Nivernaise.

Adapted by T. R. N. Crofts.

L'Histoire de Pierre et Camille.
Adapted by J. B. Patterson.

Methuen's Standard Library

Cloth, is. net; double volumes, is. 6d.net

The Meditations of Marcus Aurelius.
Translated by R. Graves.

Sense and Sensibility. Jane Austen.
Essays and Counsels and The Nkw

Atlantis. Francis Bacon, Lord
Verulam.

Religio Medici and Urn Burial. Sir

Thomas Browne. The text collated by
A. R. Waller.

The Pilgrim's Progress. John Bunyan.
Reflections on the French Revolution.

Edmund Burke.
The Poems and Songs of Robert Burns.

Double Volume.
The Analogy of Religion, Natural and

Revealed. Joseph Butler.

Miscellaneous Poems. T. Chatterton.
Tom Jones. Henry Fielding. Treble Vol.

Cranford. Mrs. Gaskell.
The History of the Decline and Fall of

the Roman Empire. E. Gibbon.
Text and Notes revised by J. B. Bury.
Seven double volumes.

The Case is Altered. Every Man in

His Humour. Every Man Out of His
Humour. Ben Jonson.

Paper, 6d. net; double volume, is. net.

The Poemsand Plays of Oliver Goldsmith.
Cynthia's Revels. Poetaster. Ben

Jonson.
The Poems of John Keats. Double volume.

The Text has been collated by E. de
Sehncourt.

On the Imitation of Christ. By Thomas
a Kempis. Translation byC. Bigg.

A Serious Call to a Devout and Holy
Life. W. Law.

Paradise Lost. John Milton.
Eikonoklastes and the Tenure of Kings

and Magistrates. John Milton.
Utopia and Poems. Sir Thomas More.
The Republic of Plato. Translated by

Sydenham and Taylor. Double Volume.
Translation revised by W. H. D. Rouse.

The Little Flowers of St. Francis.
Translated by W. Heywood.

The Works of William Shakespeare. In
10 volumes.

Principal Pofms, 1815-1818. Percy Bysshe
Shelley. With an Introduction by C. D.
Locock.

The Life of Nelson. Robert Southey.
The Natural Historyand Antiquities of

Selborne. Gilbert White
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Textbooks of Science
Edited by G. F. GOODCH1LD, M.A., B.Sc, and G. R. MILLS, M.A.

Fully Illustrated.

H. Wells.Practical Mechanics. S
Fourth Edition. Cr. 8vo. 3s. 6d.

Practical Chemistry. Part 1. W. French,
M.A. Cr. 8vo. Fourth Edition, is. 6d.

Practical Chemistry. Part 11. W. French
and T. H. Boardman. Cr. 8vo. xs. 6d.

Examples in Physics. By C. E. Jackson,
B.A. Cr. 8vo. zs. 6d.

Technical Arithmetic and Geometry.
By C. T. Millis, M.I.M.E. Cr. 8vo.

3s. 6d.

Plant Life, Studies in Garden and School.

By Horace F. Jones, F.CS. With 320
Diagrams. Cr. 8vo. 3s. 6d.

The Complete School Chemistry. By F.

M. Oldham, B.A. With 126 Illustrations.

Cr. 8vo. 4s. 6d.

Elementary Science for Pupil Teachers.
Physics Section. By W. T. Clough,

A.R.C.S. (Lond.), F.CS. Chemistry
Section. By A. E. Dunstan, B.Sc. (Lond.),
F.CS. With 2 Plates and 10 Diagrams.
Cr. 8vo. as.

*Examples in Elementary Mechanics,
Practical, Graphical, and Theoretical. By
W. J. Dobbs, M.A. With 51 Diagrams.
Cr. 8vo. 5s.

*Outlines of Physical Chemistry. By
George Senter, B.Sc. (Lond.), Ph.D. With
many Diagrams. Cr. 8vo. zs. 6d.

*An Organic Chemistry for Schools and
Technical Institutes. ByA. E. Dunstan,
B.Sc. (Lond.), F.CS. With many
Illustrations. Cr. 8vo. zs. 6d.

*First Year Physics. ByC E.Jackson,M.A.
With over 40 Illustrations and numerous
Examples. Cr. 8vo. is. 6d.

Textbooks of Technology
Edited by G. F. GOODCHILD, M. A., B.Sc, and G. R. MILLS, M.A.

Fully Illustrated,

How to Make a Dress. By J. A. E. Wood.
Fourth Edition. Cr. 8vo. xs. 6d.

Carpentry and Joinery. By F. C Webber.

Fifth Edition. Cr. 8vo. 3s. 6d.

Millinery, Theoretical and Practical.

By Clare Hill. Fourth Edition. Cr.Zvo. is.

Instruction in Cookery. A. P. Thomson.
is. 6d.

An Introduction to the Study of Tex-
tile Design. By Aldred F. Barker. Demy
8vo. ys. 6d.

By H. C. Grubb.

By A. C Horth.

Builders' Quantities.
Cr. 8vo. 4$. 6d.

Repousse Metal Work.
Cr. 8vo. zs. 6d.

Electric Light and Power: An Intro-
duction to the Study of Electrical Engineer-
ing. By E. E. Brooks, B.Sc. (Lond.).
and W. H. N. James, A.R.C.S., A.I.E.E.
Cr. 8710. 4s. 6d.

Engineering Workshop Practice. ByC C Allen. Cr 8vo. 3s. 6d.

Handbooks of Theology
The XXXIX. Articles of the Church of

England. Edited by E. C S. Gibson,
D.D. Sixth Edition. Demy 8vo. xzs. 6d.

An Introduction to the History of
Religion. By F. B. Jevons. M.A.,
Litt.D. Fourth Edition. Demy8vo. xos.6d.

The Doctrine of the Incarnation. By R.
L. Ottley, D.D. Fourth Edition revised.

Demy 8vo. xzs. 6d.

An Introduction to the History of the
Creeds. By A. E. Burn, D.D. Demy
8vo. xos. 6d.

The Philosophy of Religion in England
and America. By Alfred Caldecott, D.D.
Demy 8vo. xos. 6d.

A History of Early Christian Doctrine.
By J. F. Bethune-Baker, M.A. Demy 8vo.
xos. 6d.

The Westminster Commentaries
General Editor, WALTER LOCK, D.D., Warden of Keble College,
Dean Ireland's Professor of Exegesis in the University of Oxford.

The Book of Genesis. Edited with Intro-

duction and Notes by S. R. Driver, D.D.
Sixth Edition Demy 8vo. xos. 6d.

The Book of Job. Edited by E. C S. Gibson,
D. D. Second Edition. Demy 8vo. 6s.

The Acts of the Apostles. Edited by R.

B. Raokbam, M.A. Demy 8vo. Third
Edition, xos. 6d.

The First Epistle of Paul the Apostie

to the CoRiNTHrANS. Edited by H. L.
Goudge, M.A. Demy 8vo. 6s.

The Epistle of St. James. Edited with In-
troduction and Notes by R. J. Knowling,
D.D. Demy 8vo. 6s.

The Book of Ezekiel. Edited H. A. Red-
path, M.A., D.Litt. Demv 8vo. xos. 6d.

*A Commentary on Exodus. By A. H.
M'Neile, B.D. With a Map and 3 Plans.

DemyZvo. xos. 6d.
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Part II. Fiction
Adderley (Hon. and Rev. James). BE-
HOLD THE DAYS COME : A Fancy
in Christian Politics. Second Edition.
Cr. 8vo. v. 6d.

Albanesi (E. Maria). SUSANNAH AND
ONE OTHER. Fourth Edition. Cr.

THE "BLUNDER OF AN INNOCENT.
Second Edition. Cr. 8vo. 6s.

CAPRICIOUS CAROLINE. Second Edi-
tion. Cr. 8vo. 6s.

LOVE AND LOUISA. Second Edition.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

PETER, A PARASITE. Cr. 8vo. 6s.

THE BROWN EYES OF MARY. Third
Edition. Cr. 8vo. 6s.

I KNOW A MAIDEN. Third Edition.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

Austen (Jane). PRIDE AND PREJU-
DICE. Medium 8vo. 6d.

Bagot (Richard). A ROMAN MYSTERY.
Third Edition. Cr. 8vo. 6s. Also Medium
8vo. 6d.

THE PASSPORT. Fourth Edition. Cr.
8vo. 6s.

TEMPTATION. Fifth Edition. Cr. 8vo.
6s.

LOVE'S PROXY. A New Edition. Cr.8vo.
6s.

DONNA DIANA. Second Edition. Cr.
8vo. 6s.

CASTING OF NETS. Twelfth Edition. Cr.
8vo. 6s. Also Medium 8vo. 6d.

Balfour (Andrew). BY STROKE OF
SWORD. Medium 8vo. 6d.

Baring-Gould (S.). ARMINELL. Fifth
Edition. Cr. 8vo. 6s.

URITH. Fifth Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.
IN THE ROAR OF THE SEA. Seventh

Edition. Cr. 8vo. 6s.

Also Mediutn 8vo. 6d.
CHEAP JACK ZITA. Fourth Edition.

Cr. 8vo. 6s. Also Medium 8vo. 6d.
MARGERY OF QUETHER Third

Edition. Cr. 8vo. 6s.

THE QUEEN OF LOVE. Fifth Edition.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

JACQUETTA. Third Edition. Cr.8vo. 6s.

KITTY ALONE. Fifth Edition. Cr.8vo. 6s.

Also Medium 8vo. 6d.
NOEMI. Illustrated. Fourth Edition. Cr.

8vo. 6s. Also Medium 8vo. 6d.
THE BROOM-SQUIRE. Illustrated.

Fifth Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.
DARTMOOR IDYLLS. Cr. 8vo. 6s.

THE PENNYCOMEQUICKS. Third
Edition. Cr. 8vo. 6s.

GUAVAS THE TINNER. Illustrated.
Second Edition, Cr. 8vo. 6s.

BLADYS OF THE STEWPONEY. Illus-

trated. Second Edition. Cr. 8vo. 6s.

PABO THE PRIEST. Cr. 8vo. 6s.

WINEFRED. Illustrated. Second Edition.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

ROYAL GEORGIE. Illustrated. Cr. 8vo. 6s.

CHRIS OF ALL SORTS. Cr. 8vo. 6s.

INDEWISLAND. Second Ed. Cr.8vo. 6s.

THE FROBISHERS. Crown 8vo. 6s.

Also Medium 8vo. 6d.

DOMITIA. Illus. Second Ed. Cr. 8vo. 6s.

MRS. CURGENVEN OF CURGENVEN.
Crown 8vo. 6s.

LITTLE TU'PENNY. A New Edition.
Medium 8vo. 6d.

FURZE BLOOM. Medium 8vo. 6d.

Barnett (Edith A.). A WILDERNESS
WINNER. Second Edition. Cr. 8vo. 6s.

Barr (James). LAUGHING THROUGH
A WILDERNESS. Cr. 8vo. 6s.

Barr (Robert). IN THE MIDST OF
ALARMS. Third Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

THE COUNTESS TEKLA. Fourth
Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

THE MUTABLE MANY. Third Edition.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

THE TEMPESTUOUS PETTICOAT.
Illustrated. Third Edition. Cr. 8vo. 6s.

THE STRONG ARM. Second Edition.
Cr. 8vo. 6s.

JENNIE BAXTER JOURNALIST.
Medium 8vo. 6d.

Begbie (Harold). THE CURIOUS AND
DIVERTING ADVENTURES OF SIR
JOHN SPARROW; or, The Progress
of an Open Mind. With a Frontispiece.
Cr. 8vo. 6s.

Belloc(Hilaire), M.P. EMMANUEL BUR-
DEN, MERCHANT. With 36 Illustra-

tions by G. K. Chesterton. Second Ed.
Cr. 8vo. 6s.

Benson (E. F.) DODO : A Detail of the
Day. Fifteenth Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

THE VINTAGE. Medium 8vo. 6d.

Benson (Margaret). SUBJECT TO
VANITY. Cr. 8vo. 3s. 6d.

Birmingham (George A.). THE BAD
TIMES. Second Edition. Crown 8vo.

6s.

Bowles (G. Stewart). A GUN-ROOM
DITTY BOX. SecondEd. Cr.8vo. is.6d.

Bretherton (Ralph Harold). T H E
MILL. Cr. 8vo. 6s.

Bronte (Charlotte). SHIRLEY. Medium
8vo. 6d.

Burke (Barbara). BARBARA GOES TO
OXFORD. With 16 Illustrations. Third
Edition. Cr. 8vo. 6s.

Burton (J. Bloundelle). ACROSS THE
SALT SEAS. Medium 8vo. 6d.

Caffyn (Mrs.) ('Iota'). ANNE MAULE-
VERER. Medium 8vo. 6d.

Campbell (Mrs. Vere). F E R R I B Y.
Second Edition. Cr. 8vo. 6s.
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Capes (Bernard). THE EXTRAOR-
DINARY CONFESSIONS OF DIANA
PLEASE. Third Edition. Cr. Zvo. 6s.

A JAY OF ITALY. Fourth Ed. Cr. Zvo. 6s.

LOAVES AND FISHES. Second Edition.
Cr. Zvo. 6s.

A ROGUE'S TRAGEDY. Second Edition.

THE ^GREAT SKENE MYSTERY.
Second Edition. Cr. Zvo. 6s.

THE LAKE OF WINE. Medium Zvo. 6d.

Carey (Wymond). LOVE THE JUDGE.
Second Edition. C*. 8vo. 6s.

Castle (Agnes and Egerton). FLOWER
O' THE ORANGE, and Other Tales.

With a Frontispiece in Colour by A. H.
Buckland. Third Edition. Cr. 8vo. 6s.

Charlton (Randal). M A V E. Second
Edition. Cr. 8vo. 6s.

THE VIRGIN WIDOW. Cr. Zvo. 6s.

Chesney (Weatherby). THE TRAGEDY
OFTHE GREAT EMERALD Cr.Zvo. 6s.

THE MYSTERY OF A BUNGALOW.
Second Edition. Cr. 8vo. 6s.

Clifford (Mrs. W. K.). THE GETTING
WELL OF DOROTHY. Illustrated by
Gordon Browne. SecondEdition. Cr. Zvo.

is. 6d.

A FLASH OF SUMMER. Medium 8vo. 6d.

MRS. KEITH'S CRIME. Medium 8vo. 6d.

Conrad (Joseph). THE SECRET AGENT:
A Simple Tale. Fourth Ed. Cr. 8vo. 6s.

Corbett (Julian). A BUSINESS IN
GREAT WATERS. Medium 8vo. 6d.

Corelli (Marie). A ROMANCE OF TWO
WORLDS. Twenty-Ninth Ed. Cr.8vo. 6s.

VENDETTA. Twenty-SixthEd. Cr. 8vo. 6s.

THELMA. Thirty-Eighth Ed. Cr.8vo. 6s.

ARDATH: THE STORY OF A DEAD
SELF. Eighteenth Edition. Cr. 8vo. 6s.

THE SOUL OF LILITH. Fifteenth Edi-
tion. Cr. Zvo. 6s.

WORMWOOD. Sixteenth Ed. Cr.8vo. 6s.

BARABBAS: A DREAM OF THE
WORLD'S TRAGEDY. Forty-Third
Edition. Cr. 8vo. 6s.

THE SORROWS OF SATAN. Fifty-Third
Edition. Cr. Zvo. 6s.

THE MASTER CHRISTIAN. Eleventh
Edition, i-j^th Thousand. Cr. 8vo. 6s.

TEMPORAL POWER: A STUDY IN
SUPREMACY, isoth Thousand. Cr.8-vo.6s

GOD'S GOOD MAN : A SIMPLE LOVE
STORY. Twelfth Edition. 147th Thou-
sand. Cr. 8vo. 6s.

THE MIGHTY ATOM. Twenty-Seventh
Edition. Cr. 8vo. 6s.

BOY : a Sketch. Tentn Edition. Cr. Zvo. 6s.

CAMEOS. Twelfth Edition. Cr. 8vo. 6s.

Cotes (Mrs. Everard). See Sara Jeannette
Duncan.

Cotte ell (Constance). THE VIRGIN
AND THE SCALES. Illustrated. Second
Edition. Cr. 8vo. 6s.

Crockett (S. R.), Author of 'The Raiders,'
etc. LOCHINVAR. Illustrated. Third
Edition. Cr. 8vo. 6s.

THE STANDARD BEARER. Cr. 8vo. 6s.

Croker (B. M.). THE OLD CANTON-
MENT. Cr. Zvo. 6s.

JOHANNA. Second Edition. Cr.8vo. 6s.

Also Medium Zvo. 6d.

THE HAPPY VALLEY. Third Edition.
Cr. Zvo. 6s.

A NINE DAYS' WONDER. Third
Edition. Cr. Zvo. 6s.

PEGGY OF THE BARTONS. Seventh
Ed. Cr. Zvo. 6s. Also Medium Zvo. 6d.

ANGEL. Fourth Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

A STATE SECRET. Third Edition. Cr.

Zvo. 3s. 6d. Also Medium Zvo. 6d.

Crosbie (Mary). DISCIPLES. Second Ed.
Cr. Zvo. 6s.

Cuthell (Edith E.). ONLY A GUARD-
ROOM DOG. Illustrated by W. Parkin-
son. Crown Zvo. 3s. 6d.

Dawson (Warrington). THE SCAR.
Second Edition. Cr. 8vo. 6s.

THE SCOURGE Cr. Zvo. 6s.

Deakin (Dorothea). THE YOUNG
COLUMBINE. With a Frontispiece by
Lewis Baumer. Cr. Zvo. 6s.

Deane (Mary). THE OTHER PAWN.
Cr. Zvo. 6s.

Doyle (A. Conan). ROUND THE RED
LAMP. Tenth Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

Dumas (Alexandre). See page 39.

Duncan (Sara Jeannette) (Mrs. Everard

Cotes). THOSE DELIGHTFUL
AMERICANS. Medium Zvo. 6d.

A VOYAGE OF CONSOLATION. Illus-

trated. ThirdEdition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

Eliot (George). THE MILL ON THE
FLOSS. Medium Zvo. 6d.

Ersklne (Mrs. Steuart). THE MAGIC
PLUMES. Cr. Zvo. 6s.

Fenn (G. Manville). SYD BELTON ; or,

The Boy who would not go to Sea. Illus-

trated by Gordon Browne. Second Ed.
Cr. Zvo. 3s. 6d.

Findlater(J. H.). THE GREEN GRAVES
OF BALGOWRIE. Fifth Edition.
Cr. Zvo. 6s. Also Medium Zvo. 6d.

THE LADDER TO THE STARS. Second
Edition. Cr. Zvo. 6s.

Findlater (Mary). A NARROW WAY.
Third Edition. Cr. Zvo.. 6s.

OVER THE HILLS. Cr. Zvo. 6s.

THE ROSE OF JOY. Third Edition.
Cr. Zvo. 6s.

A BLIND BIRD'S NEST. With 8 Illus-

trations. Second Edition. Cr. Zvo. 6s.

Fitzpatrick (K.) THE WEANS AT
RUWALLAN. Illustrated. Second Edi-
tion. Cr. Zvo. 6s.

Francis (M. E.). (Mrs. Francis Blun-
dell). STEPPING WESTWARD.
Second Edition. Cr. Zvo. 6s.

MARGERY O' THE MILL. Third
Edition. Cr. Zvo. 6s.

Fraser (Mrs. Hugh). THE SLAKING
OF THE SWORD. Second Edition.
Cr. Zvo. 6s.
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IN THE SHADOW OF THE LORD.
Third Edition. Crown Zvo. 6s.

Fry (B. and C.B.). A MOTHER'S SON.
Fifth Edition. Cr. Zvo. 6s.

Fuller-Maitland (Ella). BLANCHE
ESMEAD. Second Edition. Cr. Zvo. 6s.

Gallon (Tom). RICKERBY'S FOLLY.
Medium Zvo. 6d.

Gaskell (Mrs.). CRANFORD. Medium
Zvo. 6d.

MARY BARTON. Medium Zvo. 6d.
NORTH AND SOUTH. Medium Zvo. 6d.

Gates (Eleanor). THE PLOW-WOMAN.

Gerard (Dorothea). HOLY MATRI-
MONY. Medium 8vo. 6d.

MADE OF MONEY. Cr. 8vo. 6s.

Also Medium 8vo. 6d.
THE IMPROBABLE IDYL. Third

Edition. Cr. 8vo. 6s.

THE BRIDGE OF LIFE. Cr. 8vo. 6s.

THE CONQUEST OF LONDON. Medium
8vo. 6d.

Gissing (George). THE TOWN TRA-
VELLER. Second Edition. Cr.Zvo. 6s.

Also Medium 8vo. 6d.
THE CROWN OF LIFE. Cr. 8vo. 6s.

Also Medium 8vo. 6d.
Glanville (Ernest). THE INCA'S TREA-
SURE. Illustrated. Cr. 8zio. 3s. 6d.

Also Medium 8vo. 6d.
THE KLOOF BRIDE. Illustrated. Cr.Zvo.

3-r. 6d. Also Medium 8vo. 6d.

Gleig (Charles). BUNTER'S CRUISE.
Illustrated. Cr. 8vo. 3s. 6d.

Also Medium 8vo. 6d.
Grimm (The Brothers). GRIMM'S FAIRY
TALES. Illustrated. Medium 8vo. 6d.

Hamilton (M.). THE FIRST CLAIM.
Second Edition. Cr. 8vo. 6s.

Harraden (Beatrice). IN VARYING
MOODS. Fourteenth Edition. Cr.8vo. 6s.

THE SCHOLAR'S DAUGHTER. Fourth
Edition. Cr. 8vo. 6s.

HILDA STRAFFORD and THE REMIT-
TANCE MAN. Twelfth Ed. Cr. 8vo.
6s.

Harrod (F.) (Frances Forbes Robertson).
THE TAMING OF THE BRUTE. Cr.
8vo. 6s.

Herbertson (Agnes G.). PATIENCE
DEAN. Cr. 8vo. 6s.

Hichens (Robert). THE PROPHET OF
BERKELE V SQUARE. Second Edition.
Cr. 8vo. 6s.

TONGUES OF CONSCIENCE. Third
Edition. Cr. 8vo. 6s.

FELIX. Fifth Edition. Cr.Zvo. 6s.

THE WOMAN WITH THE FAN. Sixth
Edition. Cr. 8vo. 6s.

BYEWAYS. Cr. 8vo. 6s.

THE GARDEN OF ALLAH. Sixteenth
Edition. Cr. 8vo. 6s.

THE BLACK SPANIEL. Cr. 8vo. 6s.

THE CALL OF THE BLOOD. Seventh
Edition. Cr. 8vo. 6s.

Hope (Anthony). THE GOD IN THE
CAR. Tenth Edition. Cr. 8vo. 6s.

A CHANGE OF AIR. Sixth Ed. Cr.Zvo. 6s.

Also Medium 8vo. 6d.

A MAN OF MARK. Fifth Ed. Cr. Zvo. 6s.

Also Medium Zvo. 6d.
THE CHRONICLES OF COUNT AN-
TONIO. Sixth Edition. Cr.Zvo. 6s.

Also Medium Zvo. 6d.

PHROSO. Illustrated by H. R. Millar.
Seventh Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

SIMON DALE. Illustrated. Seventh Edition.
Cr. Zvo. 6s.

THE KING'S MIRROR. Fourth Edition.
Cr. Zvo. 6s.

QUISANTE. Fourth Edition. Cr. Zvo. 6s.

THE DOLLY DIALOGUES. Cr. 8vo. 6s.

Also Medium Zvo. 6d.

A SERVANT OF THE PUBLIC. Illus-

trated. Fourth Edition. Cr. Zvo. 6s.

TALES OF TWO PEOPLE. With a Fron-

tispiece by A. H. Buckland. Third Ed.
Cr. Zvo. 6s.

Hope (Graham). THE LADY OF LYTE.
Second Edition. Cr. Zvo. 6s.

Hornung (E. W.). DEAD MEN TELL
NO TALES. Medium Zvo. 6d.

Housman (Clemence). THE LIFE OF
SIR AGLOVALE DEGALIS. Cr.Zvo. 6s.

Hueffer (Ford Madox). AN ENGLISH
GIRL: A Romance. Second Edition.
Cr. Zvo. 6s.

Hutten (Baroness von). THE HALO.
Fifth Edition. Cr. Zvo. 6s.

Hyne (C. J. Cutcliffe). MR. HOR-
ROCKS, PURSER. Fourth Edition.
Cr. Zvo. 6s.

PRINCE RUPERT, THE BUCCANEER.
Illustrated. Third Edition. Cr. Zvo, 6s.

Ingraham (J. H.). THE THRONE OF
DAVID. Medium 8vo. 6d.

Jacobs (W. W.). MANY CARGOES.
Thirtieth Edition. Cr. 8vo. 3s. 6d.

SEA URCHINS. Fifteenth Edition.. Cr.
8vo. is. 6d.

A MASTER OF CRAFT. Illustrated byWill
Owen. Eighth Edition. Cr. Zvo. 3s. 6d.

LIGHT FREIGHTS. Illustrated by Will
Owen and Others. Seventh Edition. Cr.
Zvo. 3s. 6d.

THE SKIPPER'S-WOOING. Ninth Edi-
tion. Cr. Zvo. 3s. 6d.

AT SUNWICH PORT. Illustrated by
Will Owen. Ninth Edition. Cr.Zvo. js.6d.

DIALSTONE LANE. Illustrated by Will
Owen. Seventh Edition. Cr. Zvo. 3s. 6d.

ODD CRAFT. Illustrated by Will Owen.
Seventh Edition. Cr. Zvo. 3s. 6d.

THE LADY OF THE BARGE. Eighth
Edition. Cr. Zvo. 3s. 6d.

James (Henry). THE SOFT SIDE. Second
Edition. Cr. Zvo. 6s.

THE BETTER SORT. Cr. Zvo. 6s.

THE AMBASSADORS. Second Edition.
Cr. Zvo. 6s.

THE GOLDEN BOWL. Third Edition.
Cr. Zvo. 6s.

Keays (H. A. Mitchell). HE THAT
EATETH BREAD WITH ME. Cr.Zvo. 6s.
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Kesiter(Vau8rhan). THE FORTUNES OF
THE LANDRAYS. Illustrated. Cr.%vo. 6s.

Lawless (Hon. Emily). WITH ESSEX
IN IRELAND. Cr. 8w. 6s.

Le Queux (William). THE HUNCH-
BACK OF WESTMINSTER. ThirdEd.
Cr. 8z>o. 6s.

Also Medium 8z>o. 6d.
THE CROOKED WAY. Second Edition.

Cr. 8vo. 6s.

THE CLOSED BOOK. Third Ed. Cr.8w.6s.
THE VALLEY OF THE SHADOW.

Illustrated. Third Edition. Cr. 8vo. 6s.

BEHIND THE THRONE. Third Edition.
Cr. 8vo. 6s.

Levett-Yeats (S. K.). ORRAIN. Second
Edition. Cr. 8vo. 6s.

THE TRAITOR'S WAY. Medium 8z>o. 6d.

Linton(E. Lynn). THE TRUE HISTORY
OF JOSHUA DAVIDSON. Medium
8z>o. 6d.

London (Jack). WHITE FANG. With a

Frontispiece by Charles Rivingston
Bull. Sixth Edition. Cr. 8vo. 6s.

Lucas (E. V.). LISTENER'S LURE : An
Oblique Narration. Fourth Edition. Cr.
8vo. 6s.

Lyall (Edna). DERRICK VAUGHAN,
NOVELIST. 42W Thousand. Cr. 8vo.

3s. 6d. Also Medium 8vo. 6d.
Maartens (Maarten). THE NEW RELI-
GION : A Modern Novel. Third Edi-
tion. Cr. 8vo. 6s.

M'Carthy (Justin H.). THE LADY OF
LOYALTY HOUSE. Illustrated. Third
Edition. Cr. 8vo. 6s.

THE DRYAD. SecondEdition. Cr. 8vo. 6s.

THE DUKE'S MOTTO. Third Edition.
Cr. 8vo. 6s.

Macdonald (Ronald). A HUMAN
TRINITY. SecondEdition. Cr. 8vo. 6s.

Macnaughtan (S.). THE FORTUNE OF
CHRISTINA M'NAB. Fourth Edition.
Cr. 8vo. 6s.

Malet (Lucas). COLONEL ENDERBY'S
WIFE. Fourth Edition. Cr. 8vo. 6s.

A COUNSEL OF PERFECTION. New
Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.
THE WAGES OF SIN. 'Fifteenth Edition.

Cr. 8vo. 6s.

THE CARISSIMA. Fifth Ed. Cr.8vo. 6s.

Also Medium 8vo. 6d.
THE GATELESS BARRIER. Fifth Edi-

tion. Cr. 8vo. 6s.

THE HISTORY OF SIR RICHARD
CALMADY. Seventh Edition. Cr.8z>o. 6s.

Mann (Mrs. M. E.). OLIVIA'S SUMMER.
Second Edition. Cr. 8vo. 6s.

A LOST ESTATE. A New Ed. Cr. 8ro. 6s.

Also Medium 8vo. 6d.

THE PARISH OF HILBY. A New Edition.
Cr. 8vo. 6s.

THE PARISH NURSE. Fourth Edition.
Cr. 8vo. 6s.

GRAN'MA'S JANE. Cr. 8vo. 6s.

MRS. PETER HOWARD. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

A WINTER'S TALE. A New Edition.
Cr. 8vo. 6s.

ONE ANOTHER'S BURDENS. A New
Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

ROSE AT HONEYPOT. Third Ed. Cr.
8vo. 6s.

THERE WAS ONCE A PRINCE. Illus.

trated by M. B. Mann. Cr. 8vo. 3s. 6d.

WHEN ARNOLD COMES HOME. Illus-

trated by M. B. Mann. Cr. 8vo. 3s. 6d.

THE EGLAMORE PORTRAITS. Third
Edition. Cr. 8vo. 6s.

THE MEMORIES OF RONALD LOVE.

THE SHEEP AND THE GOATS. Third
Edition. Cr. 8vo. 6s.

A SHEAF OF CORN. Second Edition.
Cr. 8vo. 6s.

THE CEDAR STAR. Medium 8vo. 6d.

Marchmont (A. W.). MISER HOAD-
LEYS SECRET. Medium 8vo. 6d.

A MOMENT'S ERROR. Medium 8vo. 6d.

Marriott (Charles). GENEVRA. Second
Edition. Cr. 8vo. 6s.

Marryat (Captain). PETER SIMPLE
Medium 8z>o. 6d.

JACOB FAITHFUL. Medium 8vo. 6d.

Marsh (Richard). THE TWICKENHAM
PEERAGE. Second Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

THE MARQUIS OF PUTNEY. Second
Edition. Cr. 8z>o. 6s.

IN THE SERVICE OF LOVE. Third.
Edition. Cr. 8vo. 6s.

THE GIRL AND THE MIRACLE.
Third Edition. Cr. 8vo. 6s.

THE COWARD BEHIND THE CUR-
TAIN. Cr. 8vo. 6s.

A METAMORPHOSIS. Medium 8vo. 6d.

THE GODDESS. Medium 8vo. 6d.

THE JOSS. Medium 8vo. 6d.

Marshall (Archibald). MANY JUNES.
Second Edition. Cr. 8vo. 6s.

Mason (A. E. W.). CLEMENTINA.
Illustrated. Second Edition. Cr. 8vo. 6s.

Also Medium 8vo. 6d.

Mathers (Helen). HONEY. Fourth Ed.
Cr. 8vo. 6s. Also Medium 8vo. 6d.

GRIFF OF GRIFFITHSCOURT. Cr. 8vo.

6s. Also Medium 8vo. 6d.

THE FERRYMAN Second Edition. Cr.

8vo. 6s.

TALLY-HO! Fourth Edition. Cr.8vo. 6s.

SAM'S SWEETHEART. Medium 8vo. 6d.

Maxwell (W. B.). VIVIEN. Ninth Edi-
tion. Cr. 8z>o. 6s.

THE RAGGED MESSENGER. Third
Edition. Cr. 8vo. 6s.

FABULOUS FANCIES. Cr. 8vo. 6s.

THE GUARDED FLAME. Seventh Edi-
tion. Cr. 8vo. 6s.

ODD LENGTHS. SecondEd. Cr. 8vo. 6s.

THE COUNTESS OF MAYBURY : Be-
tween You and I. Being the Intimate
Conversations of the Right Hon. the

Countess of Maybury. Feurth Edition.
Cr. 8vo. 6s.
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Meade (L. T.). DRIFT. Second Edition.

Cr. Zvo. 6s. Also Medium Zvo. 6d.

RESURGAM, Cr. Zvo. 6s.

VICTORY. Cr. Zvo. 6s.

A GIRL OF THE PEOPLE. Illustrated

by R. Barnet. Second Ed. Cr. Zvo. y. 6d.

HEPSY GIPSY. Illustrated by E. Hopkins.
Crow Zvo. 2S. 6d.

THE HONOURABLE MISS : A Story ok
an Old-fashioned Town. Illustrated by
E. Hopkins. Second Edition. Crown
Zvo. 3-r. 6d.

Melton (R.). CiESAR'S WIFE. Second
Edition. Cr. Zvo. 6s.

Meredith (Ellis). HEART OF MY
HEART. Cr. Zvo. 6s.

Miller C Esther). LIVING LIES. Third
Edition. Cr. Zvo. 6s.

Mitford (Bertram). THE SIGN OF THE
SPIDER. Illustrated. Sixth Edition.

Cr. Zvo. 2s - 6d. Also Medium Zvo. 6d.

IN THE WHIRL OF THE RISING.
Third Edition. Cr. Zvo. 6s.

THE RED DERELICT. Second Edition.

Cr. Zvo. 6s.

Molesworth (Mrs.). THE RED GRANGE.
Illustrated by Gordon Browne. Second
Ec.uion. Cr. Zvo. y. 6d.

Montgomery (K. L.). COLONEL KATE.
Third Edition. Cr. Zvo. 6s.

Montresor (P.F.). THE ALIEN. Third
Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

Morrison (Arthur). TALES OF MEAN
STREET^. Seventh Edition. Cr. Zvo. 6s.

A CHILD OF THE JAGO. Fifth Edition.

Cr. Zvo. 6s.

CUNNING MURRELL. Cr. Zvo. 6s.

THE HOLE IN THE WALL. Fourth Edi-
tion. Cr. Zvo. 6s. Also Medium Zvo. 6d.

DIVERS VANITIES. Cr. Zvo. 6s.

Nesbit(E.). (Mrs. H. Bland). THE RED
HOUSE. Illustrated. Fourth Edition.
Cr. Zvo. 6s. Also Medium Zvo. 6d.

Norris (W. E.), HARRY AND URSULA:
A Story with two Sides to it. Second
Edition. Cr. Zvo. 6s.

HIS GRACE. Medium Zvo. 6d.

GILES INGILBY. Medium Zvo. 6d.

THE CREDIT OF THE COUNTY.
Medium Zvo. 6d.

LORD LEONARD THE LUCKLESS.
Medium Zvo. 6d.

MATTHEW AUSTIN. Medium Zvo. 6d.

CLARISSA FURIOSA. Medium Zvo. 6d.

Oliphant (Mrs.). THE LADY'S WALK.
Medium Zvo. 6d.

SIR ROBERT'S FORTUNE. Medium
Zvo. 6d.

THE PRODIGALS. Medium Zvo. 6d.

THE TWO MARYS. Medium Zvo. 6d.

OUivant (Alfred). OWD BOB, THE
GREY DOG OF KENMUIR. With a

Frontispiece. Eleventh Edition. Cr.
Zvo. 6s.

Oppenheim (E. Phillips). MASTER OF
MEN. Fourth Edition. Cr. Zvo. 6s.

Also Medium. Zvo. 6d.

Oxenham (John). A WEAVER OF WEBS.
With 8 Illustrations by Maurice Greif-
fenhagen. Second Edition. Cr. Zvo. 6s.

THE GATE OF THE DESERT. With
a Frontispiece in Photogravure by Harold
Copping. Fifth Edition. Cr. Zvo. 6s.

PROFIT AND LOSS. With a Frontispiece
in photogravure by Harold Copping.
Fourth Edition. Cr. Zvo. 6s.

THE LONG ROAD. With a Frontispiece
in Photogravure by Harold Copping.
Fourth Edition. Cr. Zvo. 6s.

Pain (Barry). LINDLEY KAYS. Third
Edition. Cr. Zvo. 6s.

Parker (Gilbert). PIERRE AND HIS
PEOPLE. Sixth Edition. Cr. Zvo. 6s.

MRS. FALCHION. Fifth Edition. Cr.Zvo.
6s.

THE TRANSLATION OF A SAVAGE.
Third Edition. Cr. Zvo. 6s.

THE TRAIL OF THE SWORD. Illus-

trated. Ninth Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

WHEN VALMOND CAME TO PONTIAC :

The Story of a Lost Napoleon. Sixth
Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.
AN ADVENTURER OF THE NORTH.
The Last Adventures of 'Pretty Pierre.'

Fourth Edition. Cr. Zvo. 6s.

THE SEATS OF THE MIGHTY. Illus-

trated. Fifteenth Edition. Cr. Zvo. 6s.

THE BATTLE OF THE STRONG: a
Romance of Two Kingdoms. Illustrated.

Sixth Edition. Cr. Zvo. 6s.

THE POMP OF THE LAVILETTES.
Third Edition. Cr. Zvo. is. 6d.

Also Medium Zvo. 6d.

Pemberton (Max). THE FOOTSTEPS
OF A THRONE. Illustrated. Third
Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

I CROWN THEE KING. With Illustra-

tions by Frank Dadd and A. Forrestier.

Cr. Zvo. 6s.

Also Medium Zvo. 6d.

Phillpotts (Eden). LYING PROPHETS.
Third Edition. Cr. Zvo. 6s.

CHILDREN OF THE MIST. Fifth Edi-
tion. Cr. Zvo. 6s.

Also Medium. Zvo. 6d.

THE HUMAN BOY. With a Frontispiece.
Sixth Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

SONS OF THE MORNING. Second
Edition. Cr. Zvo. 6s.

THE RIVER. Third Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

THE AMERICAN PRISONER. Fourth
Edition. Cr. Zvo. 6s.

THE SECRET WOMAN. Fourth Edition.
Cr. Zvo. 6s.

KNOCK AT A VENTURE. With a Frontis-

piece. Third Edition. Cr. Zvo. 6s.

THE PORTREEVE. Fourth Ed. Cr.Zvo. 6s.

THE POACHER'S WIFE. Second Edition.
Cr. Zvo. 6s.

Also Medium Zvo. 6d.
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THE STRIKING HOURS. SecondEdition.
Crown Zvo. 6s.

THE FOLK AFIELD. Crown Zvo. 6s.

Pickthall (Marmaduke). SAID THE
FISHERMAN. Seventh Ed. Cr.Zvo. 6s.

BRENDLE. Second Edition. Cr.Zvo. 6s.

THE HOUSE OF ISLAM. Third Edi-
tion. Cr. Zvo. 6s.

' '

(A. T. Quiller Couch). THE WHITE
WOLF. Second Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

THE MAYOR OF TROY. Fourth Edition.
Cr. Zvo. 6s.

MERRY-GARDEN AND OTHER
STORIES. Cr. Zvo. 6s.

MAJOR VIGOUREUX. Third Edition.
Cr. Zvo. 6s.

Rawson (Maud Stepney). THE EN-
CHANTED GARDEN. Fourth Edition.
Cr. Zvo. 6s.

Rhys (Grace). THE WOOING OF
SHEILA. Second Edition. Cr. Zvo. 6s.

Ridge (W. Pett). LOST PROPERTY.
Second Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

ERB. Second Edition. Cr. Zvo. 6s.

A SON OF THE STATE. Second Edition.
Cr. Zvo. j,s. 6d. Also Medium Zvo. 6d.

A BREAKER OF LAWS. A New Edition.
Cr. Zvo. -\s. 6d.

MRS. GALER'S BUSINESS. Illustrated.

Second Edition. Cr. Zvo. 6s.

SECRETARY TO BAYNE, M.P. Cr. Zvo.

3*. 6d.

THE WICKHAMSES. Fourth Edition.
Cr. Zvo. 6s.

NAME OF GARLAND. Third Edition.
Cr. Zvo. 6s.

GEORGE and THE GENERAL. Medium
Zvo. 6d.

Ritchie (Mrs. David G.). MAN AND
THE CASSOCK. Second Edition.
Crmvn Zvo. 6s.

Roberts (C. G. D.). THE HEART OF
THE ANCIENT WOOD. Cr. Zvo. 3 *. 6d.

Robins (Elizabeth). THE CONVERT.
Third Edition. Cr. Zvo. 6s.

Rosenkrantz (Baron Palle). THE
MAGISTRATE'S OWN CASE. Cr.
Zvo. 6s.

Russell (W. Clark). MY DANISH
SWEETHEART. Illustrated. Fifth
Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

HIS ISLAND PRINCESS. Illustrated.

Second Edition. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

ABANDONED. Second Edition. Cr.Zvo. 6s.

Also Medium Zvo. 6d.

MASTER ROCKAFELLAR'S VOYAGE.
Illustrated by Gordon Browne. Third
Edition. Cr. Zvo. $s. 6d.

A MARRIAGE AT SEA. Medium Zvo. 6d.

Ryan (Marah Ellis). FOR THE SOUL
OF RAFAEL. Cr. Zvo. 6s.

Sergeant (Adeline). THE MYSTERY
OF THE MOAT. Second Edition. Cr.
Zvo. 6s.

THE PASSION OF PAUL MARIL
LIER. Crown Zvo. 6s.

THE QUEST OF GEOFFREY
D A R R E L L. Cr. Zvo. 6s.

THE COMING OF THE RANDOLPHS.
Cr. Zvo. 6s.

THE PROGRESS OF RACHAEL. CM
Zvo. 6s.

BARBARAS MONEY. Cr. Zvo. 6s.

Also Medium Zvo. 6d.

THE MASTER OF BEECHWOOD.
Medium Zvo. 6d.

THE YELLOW DIAMOND. Second Ed.
j

Cr. Zvo. 6s. Also Medium Zvo. 6d.

THE LOVE THAT OVERCAME. Medium
Zvo. 6d.

Shannon (W. P.). THE MESS DECK.J
Cr. Zvo. 3s. 6d.

Shelley(Bertha). ENDERBY. Third Ed.
Cr. Zvo. 6s.

Sidgwick (Mrs. Alfred). THE KINS-j
MAN. With 8 Illustrations by C. E.
Brock. Third Edition. Cr.Zvo. 6s.

Smith (Dorothy V. Horace). MISS!
MONA. Cr. Zvo. 3s. 6d.

Sonnichsen (Albert). DEEP-SEA VAGA-
BONDS. Cr. Zvo. 6s.

Sunbury (George). THE HA'PENNY
MILLIONAIRE. Cr. Zvo. 3s. 6d.

Surtees (R. S.). HANDLEY CROSS.
Illustrated. Medium Zvo. 6d.

MR. SPONGE'S SPORTING TOUR.
Illustrated. Medium Zvo. 6d.

ASK MAMMA. Illus. Medium Zvo. 6d.

Urquhart (M.), A TRAGEDY IN COM-
MONPLACE. Second Ed. Cr. Zvo. 6s.

Vorst (Mario Van). THE SENTIMEN-
TAL ADVENTURES OF JIMMY BUL-
STRODE. Cr. Zvo. 6s.

Waineman (Paul). THE BAY OF
LILACS: A Romance from Finland.
Second Edition. Cr. Zvo. 6s.

THE SONG OF THE FOREST. Cr. Zvo.

6s.

VValford (Mrs. L. B.). MR, SMITH.
Medium Zvo. 6d.

THE BABY'S GRANDMOTHER.
Medium Zvo. 6d.

COUSINS. Medium Zvo. 6d.

Wallace (General Lew). BEN-HUR.
Medium Zvo. 6d.

THE FAIR GOD. Medium Zvo. 6d.

Waltz (E. C). THE ANCIENT LAND-
MARK : A Kentucky Romance. Cr. Zvo.
6s.

Watson (H. B. Marriott). CAPTAIN
FORTUNE. Third Edition. Cr. Zvo. 6s.

TWISTED EGLANTINE. With 8 IUus-
trations by Frank Craig. Third Edition. *

Cr. Zvo. 6s.

THE HIGH TOBY : Being further Chapters
in the

__

Life and Fortunes of Dick Ryder,
otherwise Galloping Dick, sometime Gentle-*)
man of the Road. With a Frontispiece by
Claude Shepperson. Third Edition.
Cr. Zvo. 6s.

A MIDSUMMER DAY'S DREAM. I

Third Edition. Crown Zvo. 6s.
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THE PRIVATEERS. With 8 Illustrations

by Cyrus Cuneo. Second Edition. Cr.

8vo. 6s.

A POPPY SHOW : Being Divers and
Diverse Tales. Cr. 8vo. 6s.

THE ADVENTURERS. Medium 8vo. 6d.

Weekes(A. B.). THE PRISONERS OF
WAR. Medium 8vo. 6d.

Wells (H. G.). THE SEA LADY. Cr.
8vo. 6s. Also Medium 8vo. 6d.

Weytnan (Stanley). UNDER THE RED
ROBE. With Illustrations byR. C. Wood-
ville. Twenty-First Edition. Cr. 8vo. 6s.

White (Percy). THE SYSTEM. Third
Edition. Cr. 8vo. 6s.

A PASSIONATE PILGRIM. Medium
8vo. 6d.

Williams (Margery). THE BAR. Cr.
8vo. 6s.

Williamson (Mrs. C. N.). THE AD-
VENTURE OF PRINCESS SYLVIA.
Second Edition. Cr. 8vo. 6s.

THE WOMAN WHO DARED. Cr. 8vo.
6s.

THE SEA COULD TELL. Second Edition.
Cr. 8vo. 6s.

THE CASTLE OF THE SHADOWS.
Third Edition. Cr. 8vo. 6s.

PAPA. Cr. 8vo. 6s.

Williamson (C. N. and A. M.). THE
LIGHTNING CONDUCTOR: The
Strange Adventures of a Motor Car. With
16 I llustrations. Seventeenth Edition. Cr.
8vo. 6s.

THE PRINCESS PASSES: A Romance
of a Motor. With 16 Illustrations. Ninth
Edition. Cr. 8vo. 6s.

MY FRIEND THE CHAUFFEUR. With
16 Illustrations. Ninth Edit. Cr. 8vo. 6s.

LADY BETTY ACROSS THE WATER.
Tenth Edition. Cr. 8vo. 6s.

THE CAR OF DESTINY AND ITS
ERRAND IN SPAIN. With 17 Illus-

trations. Fourth Edition. Cr. 8vo. 6s.

THE BOTOR CHAPERON. With a Fron-

tispiece in Colour by A. H. Buckland, 16

other Illustrations, and a Map. Fifth Edi-
tion. Cr. 8vo. 6s.

SCARLET RUNNER. With a Frontispiece
in Colour by A. H. Buckland, and 8 other
Illustrations. Third Ed. Cr. 8vo. 6s.

Wyllarde (Dolf). THE PATHWAY OF
THE PIONEER (Nous Autres). Fourth
Edition. Cr. 8vo. 6s.

Yeldham (C. C). DURHAM'S FARM.
Cr. 8vo. 6s.

Books for Boys and Girls

Illustrated. Crown Svo. 3^. 6d.

The Getting Well of Dorothy. By Mrs.
W. K. Clifford. Second Edition.

Only a Guard-Room
Cuthell.

Dog. By Edith E.

By W.Master Rockafellar's Voyage.
Clark Russell. Third Edition.

Syd Belton : Or, the Boy who would not go
to Sea. By G. Manville Fenn. SecondEd.

The Red Grange. By Mrs. Molesworth.
A Girl C- the People. By L. T. Meade.

Second j. dition.

Hepsy Gipsy. By L. T. Mewi. 2*. 6d.

The HoirouRACLi*. Miss. By 1* T. Meade.
Second Edition.

There was once a Prince. By Mrs. M. E.
Mann.

When Arnold comes Home. By Mrs. M. E.
Mann.

The Novels of Alexandre Dumas
Medium 8vo. Price 6d. Double Volumes, is.

COMPLETE LIST ON APPLICATION.

Methuen's Sixpenny Books
Medium %vo.

Albanesi (E. Maria). LOVE AND
LOUISA.

I KNOW A MAIDEN.
Austen (J.). PRIDE AND PREJUDICE.
Bagot (Richard). A ROMAN MYSTERY.
CASTING OF NETS.
Balfour (Andrew). BY STROKE OF
SWORD.

Barlng^Gould (S.). FURZE BLOOM.
CHEAP JACK ZITA.
KITTY ALONE.
URITH.
THE BROOM SQUIRE.
IN THE ROAR OF THE SEA.
NOFMI.
A BOOK OF FAIRY TALES. Illustrated.

LITTLE TU'PENNY.
WINEFRED.
THE FROBISHERS.
THE QUEEN OF LOVE.
Barr (Robert). JENNIE BAXTER.
IN THE MIDST OF ALARMS.
THE COUNTESS TEKLA.
THE MUTABLE MANY.
Benson (E. F.). DODO.
THE VINTAGE.
Bronte (Charlotte). SHIRLEY.
Brownell (C. L.). THE HEART OF
JAPAN.

Burton (J. Bloundelle). ACROSS THE
SALT SEAS.

Caffyn (Mrs.).

'
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Capes (Bernard). THE LAKE OF
WINE.

Clifford (Mrs. W. K.). A FLASH OF
SUMMER.

MRS. KEITH'S CRIME.
Corbett (Julian). A BUSINESS IN
GREAT WATERS.

Croker (Mrs. B. M.). ANGEL.
A STATE SECRET.
PEHGY OF THE BARTONS.
JOHANNA.
Dante (Allghieri). THE DIVINE
COMEDY (Cary).

Doyle (A. Conan). ROUND THE RED
LAMP.

Duncan (Sara Jeannette). A VOYAGE
OF CONSOLATION.

THOSE DELIGHTFUL AMERICANS.
Eliot (George). THE MILL ON THE
FLOSS.

Findlater (Jane H.). THE GREEN
GRAVES OF BALGOWRIE.

Gallon (Tom). RICKERBY'S FOLLY.
Gaskell(Mrs.). CRANFORD.
MARY BARTON.
NORTH AND SOUTH.
Gerard (Dorothea). HOLY MATRI-
MONY.

THE CONQUEST OF LONDON.
MADE OF MONEY.
Gissing(G). THE TOWN TRAVELLER.
THE CROWN OF LIFE.
Glanville (Ernest). THE INCA'S
TREASURE.

THE KLOOF BRIDE.
Gleig (Charles). BUNTER'S CRUISE.
Grimm (The Brothers). GRIMM'S
FAIRY TALES.

Hope (Anthony). A MAN OF MARK.
A CHANGE OF AIR.
THE CHRONICLES OF COUNT
ANTONIO.

PHROSO.
THE DOLLY DIALOGUES.
Hornung (E. W.). DEAD MEN TELL
NO TALES.

Ingraham (J. H.). THE THRONE OF
DAVID.

Le Queux (W.). THE HUNCHBACK OF
WESTMINSTER.

Levett-Yeats (S. K.). THE TRAITOR'S
WAY.

Linton (E. Lynn). THE TRUE HIS-
TORY OF JOSHUA DAVIDSON.

Lyall(Edna). DERRICK VAUGHAN.
Malet (Lucas). THE CARISSIMA.
A COUNSEL OF PERFECTION.
Mann (Mrs.). MRS. PETER HOWARD.
A LOST ESTATE.
THE CEDAR STAR.
ONE ANOTHER'S BURDENS.
Marchmont (A. W.). MISER HOAD-
LEY'S SECRET.

A MOMENT'S ERROR.
Marryat (Captain). PETER SIMPLE.
JACOB FAITHFUL.

Marsh (Richard). A METAMORPHOSIS.
THE TWICKENHAM PEERAGE.
THE GODDESS.
THE JOSS.
Mason (A. E. W.). CLEMENTINA.
Mathers (Helen). HONEY.
GRIFF OF GRIFFITHSCOURT
SAM'S SWEETHEART.
Meade (Mrs. L. T.). DRIFT.
Mitford (Bertram). THE SIGN OF THE

cpy T~)Tr"R

Montresor'(F. P.). THE ALIEN.
Morrison (Arthur). THE HOLE IN
THE WALL.

Nesbit (E.) THE RED HOUSE.
Norris(W. E.). HIS GRACE.
GILES INGILBY.
THE CREDIT OF THE COUNTY.
LORD LEONARD THE LUCKLESS.MATTHEW AUSTIN.
CLARISSA FURIOSA.
Oliphant (Mrs.). THE LADY'S WALK.
SIR ROBERTS FORTUNE.
THE PRODIGALS.
THE TWO MARYS.
Oppenheim (E. P.). MASTER OF MEN.
Parker (Gilbert). THE POMP OF THE
LAVILETTFS

WHEN VALMOND CAME TO PONTIAC.
THE TRAIL OF THE SWORD.
Pemberton (Max). THE FOOTSTEPS
OF A THRONE.

I CROWN THEE KING.
Phillpotts (Eden). THE HUMAN BOY.
CHILDREN OF THE MIST.
THE POACHER'S WIFE.
THE RIVER.

(A. T. Quiller Couch). THE
HITE WOLF.

Ridge (W. Pett). A SON OF THE STATE.
LOST PROPERTY.
GEORGE and THE GENERAL.
Russell (W. Clark). ABANDONED.
A MARRIAGE AT SEA.
MY DANISH SWEETHEART.
HIS ISLAND PRINCESS.
Sergeant (Adeline). THE MASTER OF
BEECHWOOD.

BARBARA'S MONEY.
THE YELLOW DIAMOND.
THE LOVE THAT OVERCAME.
Surtees (R. S.). HANDLEY CROSS.
MR. SPONGE'S SPORTING TOUR.
ASK MAMMA.
WaIford(Mrs. L. B.). MR. SMITH.
COUSINS.
THE BABY'S GRANDMOTHER.
Wallace (General Lew). BEN-HUR.
THE FAIR GOD.
Watson (H. B. Marriott). THE ADVEN-
TURERS.

Weekes (A. B.). PRISONERS OF WAR.
Wells (H. G.). THE SEA LADY.
White (Percy). A PASSIONATE
PILGRIM.
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