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persons per night, and produce a weekly total
of from 20s. 1o 2s. profit, the rent of thei
Louses at the same time being only from Js. 0
Gs. per week.

There is still one question worthy of con-
sideration. Does the wncertainty of dock
labour generate thieves and vagabonds, or do
the thieves and vagabonds erowd round the
docks so as to be able to gain a day’s work
when unable to thieve ? According to returns
of the metropolitan police foree, the value of
the property stolen in this district in the year
1848 was 20071, of which only 365/. were
recovered. The number of robberies was 521,
the average amount of each robbery being
3. 17s. 03d. The amount recovered averaged
14s. on each robbery.

ON THE TRANSIT OF GREAT BRITAIN
AND THE METROPOLIS.

As the entive transit system of Great Britain,
with all its railroads, turnpike-roads, canals,
and navigable rivers, converges on London, I
propose to make it the subject of the present
section, by way of introduction to my inquiry
into the condition of the metropolitan labourers
cormected therewith,

“There is a very great amount of labour
employed,” says Mr. Stewart Mill, “not only
in Dringing a product into existence, but in
rendering it, when in existence, accessible to
those for whose use it is intended. Many
important classes of labourers find their sole
employment in some functions of this kind.
There is the whole class of carriers by land
and water—waggoners, bargemen, sailors,
wharfimen, porters, railway oftficials, and the
like. Good roads,” continues the same emi-
nent authority, ¥ are equivalent to good tools,
and railways and canals are virtually a dimi-
nution of the cost of production of all things
sent to market by them.”

In order to give the public as comprehen-
sive an idea of this subject as possible, and to
show its vastness and importance to the com-
munity, I shall, before entering upon the
details of that part of it which more imme-
diately concerns me; viz. the transit from and
to the ditferent parts of the metropolis, and
the condition and earnings of the people con-
nected therewith—1I shall, I say, furnish an
account of the extent of the external and in-
ternal tramsit of this country generally. Of
the provisions for the internal transit I shall
speak in due course— first speaking of the
grand medium for carrying on the traffic of
Great Britain with the world, and showing
Tiow, within the eapital of an island which 1s
a mere speck on the map of the earth, is
centered and originated, planned and exe-
cuted, so vast a portion of the trade of all
aations. I shall confine my chservations to

THE MERCANTILE MATINE.

Tre number of vessels belonging to the
United Kingdom was, in 1825, nearly 25,000,
having an aggresate burden of npwards of
3000 tons, and being maunned by 180,000
hands. To give the reader, however, a more
vivid idea of the magnitude of the * mercantile
marine ” of this kingdom, it may be safely as.
serted, that in order to aceommodate the whole
of our merchant vessels, a dock of 15,000 square
acres would be necessary; or, in other words,
there would be required to float them an extent
of water sufficient to cover four times the area
of the city of London, while the whole popu-
lation of Birmingham would be needed to
man them. But, besides the 20,000 and odd
British, with their 180,000 men, that are thus
engaged in conveying the treasures of other
lands to our own, there are upwards of 13,000
foreign vessels, manned by 100,000 hands,
that annually visit the shores of this country.

Of the steam-vessels belonging to the
United Kingdom in 1848, there were 1100,
Their agaregate length was 125,283 feet; their
ageregate breadth, 19,748 feet; their aggre.
aate tonnage, 255,371 ; and their aggregate
of horse-power, 92,862. It may be adﬂed,
that they are collectively of such dimenslons,
that Ly placing them stem to stern, one after
the other, they would reach to a distance of
231 miles, or form one continuous line from
Dover to Calais; while, by placing them
abreast, or alongside each other, they would
occupy o space of 3% miles wide.

According to the calculations of Mr. G. I
Young, the eminent shipbuilder, the entire
value of the vessels belonging to the mer-
cantile marine of the British empive 15 up-
ward of 88,000,0001. sterling. The annual cost
of the provisions and wages of the seamen
employed in navigating them, 9,500,000L The
sum annually expended in the building and
outfitting of new ships, as well as the 1e-
pairing of the old ones, 1s 10,500,000/, while
the amount annually received for freight 1s
25.5001. .

The value of the merchandise thus m-
ported or exported has still to be set 1"01111i
3y this we learn not only the vast extent o
the international trade of Great Britain, but
the immense amount of property entrusted
annually to the merchant-seaman. It would{,
perhaps, hardly be credited, that the value ol
the articles which our mercantile marine 15
engaged in transporting to and {from thcj
shores of this kingdom, amounts to upwards
of one hundred million pounds sterling. 4

Such, then, is the extent of the extel'l?.
transit of this country. There is scareely @
corner of the earth that is not visited by 0w
vessels, and the special gifts and benefits cov-
ferred upon the most distant countries ﬂn}‘:
diffused and shared among even the humblest

the lutest returns and the Intest resulis.
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of the metropolis with this vast amount of
{rade, involving so many industrial interests,
1 shall conclude with stating, that the
returns prove that one-fourth of the entire
maritime commerce of this country is carried
on at the port of London.

As a sad contrast, however, to all this
splendour, I may here add, that the annual
loss of property in British shipping wrecked
or foundered at sea may be assumed as
amounting to nearly three million pounds
sterling per annum. The annual loss of life
occasioned Dby the wreck or foundering of
British vessels may-be fairly estimated at not
less than one thousand souls in each year;
so that it would appear, that the annnal loss
by shipwreck amongst the vessels belonging
‘to the United Kingdom 1is, on an average,
1 ship in every 42; and the annual loss of
property engaged therein 1. in every 427.;
while the average number of sailors drowned
amounts to 1 in every 203 persons engaged
in navigation.

I now come to speak of the means by
which the vast amount of wealth thus brought
to our shores is distributed throughout the
country. 1 have already said that there are
three different modes of internal ecommuni-
cation :—1, to convey the several articles coast-
wise from one port to another; 2, to earry them
inland from town to town; and 3, to remove
them from and to the different parts of the
same town. I shall deal first with the com-
munication along the coast.

In 1849, the coasting vessels employved in
the intercourse between Great Britain and
{reland made upwards of 26,000 voyages, and
the gross burden of the vessels thus engaged
ainounted to more than 3,500,000 tons. The
“coasters” engaged in the carrying trade
between the different ports of Great Britain
m 1849, made mno less than 255,000 voyages,
and possessed collectively a eapacity for ear-
ving upwards of 20,000,000 tons of goods.
Of the steam-vessels employed coastwise in
the United Kingdom, the number that en-
tered inwards, includin o their repeated voyages,
was 17,800, having an aggregate burden of up-
wards of 4,000,000 tons, while 14,500 and odd
steam-vessels, of not quite the same amount
of tonnage, were cleared outwnrds. This ex-
presses the entire amount of the coasting
trade in connexion with the several ports
of Great Britain. London, as I have before
shown, has four times the number of sailing
vessels, and ten times the amount of tonnage,
ever and above any port in the kingdom,
whilst of steam-impelled coasting vessels it

has but listle more than one-third, compared
with Liverpool.

TURNPIKE-R0ADS AND STAGE-COACHES.

FHE next b'rnnch of my subject that pre-
fents itself in due order is the means by

ports of the kingdom are carried to the in-
terior of the country. There are two means
of effecting this; that is to say, either by
land or water-carriage. Land-carriage con-
sists of transit by rail and transit by turnpike
roads ; the water-carriage of transit by canals
and navigable rivers, I shall begin with the
first-mentioned of these, viz. turnpike-roads,
and then proceed in due order to the others.

The turnpike-roads of England present a
perfect network of communieation, connecting
town with town, and hamlet with hamlet. It
was only within the present century, however,
that these important means of inecreasing
commeree and civilization were constructed
according to scientific data. Before that,
portions of what were known as the great
coaching roads were repaired with more than
usual eare: but until Mr. M:Adam’s system
was generally adopted, about forty years
back, all were more or less defective. It
would Dbe wearisome were I to add to the
number of familiar instances of the diffi-
culties and dilatoriness of travelling in the
old days, and to tell how the ancient “heavy
coaches” were merged in the * fast light
coaches,” which, in their turn, yielded to the
greater speed of the railways.

In 1818, according to the Government Re-
port on the turnpike-roads and the railways
of England and Wales, there existed-—

Miles.

In England and Wales, paved streets
and turnpike-roads to the extent of 19,723
Other public highways . . . 95,104
Total . . . 114,829

Other parlinmentary returns show, that in 1829
the length of only the turnpike-roads in Eng-
Innd and Wales was 20,875 miles, or upwards
of 1000 miles more than they (together with
the paved streets) extended to 10 years before.
In 1839, the length of the turnpike-roads and
paved streets throughout England and Wales
amounted fo 22,634 miles, while all other
highways were 96,993 miles long; making in
all, 119,527 miles of road. By this it appears,
that in the course of 20 years upwards of
4500 miles of highway had heen added to the
resources of the country. As these are the
Iatest returns on the subject, and it is probable
that, owing to the establishment of railways,
there has been no great addition since that
period to the aggresate extent of mileage
above given, it may be as well to set forth
the manner in which these facilities for inter-
communication were distributed among the
different parts of the country at that time.
The counties containing the greatest length of
turnpike-road, according to their size, were
Derby, Worcester, Flint, Gloucester, Somerset,
Monmouth, Stafford, Hereford, Southampton,
&e., which severally contained one mile of
turnpike-road to about each thousand statute

which the goods thus brought to the several

acres, the average for the entire country being
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nearly double that amount of acres to each
mile of road. Those counties, on the other
hand, which contained the shortest length of
turnpike-roads in relation to their size, were
Anglesey (in which there were only five miles
of road to 173,000 statute acres, being in the
proportion of one mile to 34,688 acres); then
Westmoreland, Suffollk, Essex, Norfolk, Pem.
broke, and Cumberland. The counties econ-
taining the greatest length of paved streets at
the above period were, first, Middlesex, where
there was one mile of street to every 77d
acres ; second, Suiffolk; third, Laneaster; fourth,
Warwick; fifth, Surrey; and sixth, Chester.
The average number of acres to each mile of
paved streeb was 12,734, and in the districts
above specified the number of acres to the
mile ranged from 3600 to 6900. Those coun-
ties, on the contrary, which contained the
shortest length of streets, were LRadnor and
Anglesey, in which there were no paved streets
whatever; Brecon, which has only one mile, and
Carnarvon which has only two; whereas Middle-
sox, the county of the capital, has as many as
232 miles of streets extending through it. The
cost of the repairs of the roads and streets in
the different counties is equally curious. In
JMerioneth, the rate of the expenditure is
125.113d.per mile; in Montgomery, 12.145.23d. ;
in Radnor, 17 18s. 1d.; in Brecon, 21. Gs. 63d.;
in Carnarvon, 27. 10s. 13d.; in Anglesey, 31. 8s.;
in Cardigan, 3. 3s. 01d.; whereas in Middlesex
the cost amounts to no less than 87/ 1s. 63d.
per mile; in Lancashire, the next most ex-
pensive county, it is 32/, 2s. Gd.; in the West
Riding of Yorkshire it comes to 23/. 4s. 3d.;
and in Swrey, the other metropolitan county,
to 191 1s. 11d.; the average for the whole
country being 10l 12s. 1id. per mile, or,
1,267,848. for the maintenance of 119,527
miles of public highways throughout England
and Wales.

These roads were used for a threefold pur-
pose—the conveyance of passengers, letters,
and soods. The passengers, letters, and pareels,
were conveyed chiefly by the mail and stage-
coaches, the goods by waggons and vans. Of
the number of passengers who travelled by the
mail and stage-coaches no return was evermade.
I am indebted, however, to Mr. Porter, for the
following calculation as to the number of stage-
coach travellers before their vehicles (to adopt
their own mode of expression) were run off
the roads by the steam-engine :—~

“TIn order to obtain some approximation to
the extent of travelling by means of stage-
coaches in England, a careful calculation has
been made upon the whole of the returns to
the Stamp Office, and the licenses for which
coaches were in operation at the end of the year
1834. The method followed in making the
application has been to aseertain the perform-
anee of each vehicle, supposing that perform-
ance to have been equal to the full amount
of the pernussion conveyed by the license,
reducing the power so given fo a number

equal to the number of miles which ona
passenger might be conveyed in the cousse of
the year. For example: a coach is licenseq
to convey 15 passengers daily from Londop
to Birmingham, o distance of 112 miles, 1y,
order to ascertain the possible performance of
this carriage during the year, if the numbey
of miles is multiplied by the number of jour.
neys, and that product multiplied again by
the number of passengers, we shall obtain, as
an element, a number equal to the number of
miles along which one person might have been
conveyed; viz. 112 x 303 x 15 = (13,200,
In this case the number of miles travelled is
40,880, along which distance 15 persons mioht
have been carried during the year: but for the
simplification of the ealeulation, the further
ealeulation is made, which shows that amount
of travelling to be equal to the conveyance of
one person through the, distance of 613,200
miles. Upon making this caleulation for the
whole number of stage-coaches that possessed
licenses at the end of the year 1834, it appears
that the means of conveyance thus provided
for travelling were equivalent to the conves-
ance during the year of one person for the
distance of 597,159,420 miles, or more than
six times Dbetween the earth and the sun.
Observation has shown, that the desvee in
which the public avail themselves of the
accommodation thus provided is in the pro-
portion of 9 to 15, or three-fifths of its utmost
extent. Following this proportion, the sum
of all the travelling Ly stage-coaches in Great
Britain may Dbe represented by 385,205,652
miles. We shall probably go the utmost
extent in assuming that not more than two
millions of persons travel in that manner. It
affords a good measure of the relative im-
portance of the metropolis to the remainder
of the country, that of the above number ol
597,159,420, the large proportion of 408,052,644
is the product of stage-coaches which are
licensed to run from London to various parts
of the kingdom.” )

In this calculation the stage-coach travelling
of Ireland is not included, nor is that of
Scotland, when confined to that kingdom;
but when part of the communieation is with
England it is included. Of course, only
public conveyances are spoken of: all the
travelling in private carriages, or post-chaises,
or hired gigs, is additional.

The number of stage-coachmen and guards
in 1839 were 2619; in 1840, 2507; in 184},
2239; in 1842, 2107 ; in 1843, 146.

The espenditure on account of these 108ds
in 1841 amounted to 1,551,000L.; the revenue
derived from them for the same year having
been 1,574,0001. .

A great change has been induced in tbe
character of the turnpike-roads of Engl’.mdj
The liveliness imparted to many of the lmea
of road by the scarlet coats of the drivers it
guards, and by the sound of the guard’s bugl.e‘
as it announced to ail the idlers of the country
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place that ¢ the London coach was coming in,”
these ihings exist nmo longer. Now, on very
few portions of the 1448 miles of the turnpike-
road in Yorkshire, or the 840 of Gloucester-
sliire, is a stage-coach-and-four to he scen:
and the great coaching inns by the wayside,
with the tribes of ostlers and helpers “ changing
horses” with a facility almost marvellous, have
become farmhouses or mere wayside taverns,

The greatest rate of speed attained by any
of the mail-coaches was eleven miles an hour,
including stoppages; that is, eleven miles not-
withstanding the delay incurred in changing
horses, which was the work of from one minute
to three, depending upon whether any pas-
senger was “taken up” or set down at that
stage (the word *station” is peculiar to rail-
ways). Ifthere wasmerely a change of horses,
about a prinute was consumed. The horses
were not unfrequently unsucecessful racehorses,
and they were generally of ““ good blood.” Some
would run daily on the same stages 8 and 10
vears., About 10& miles was an average rate
for the mail, and 81 to 9 miles for the stage-
coaches. They often advertised 10 miles an
hour, but that was only an advertisement.

So rapid, so systematic, and so commended
was the siyle of stage-coach travelling, that
some of the great coach proprietors dreaded
little from the competitive results of railway
iravelling. One of these proprietors on “the
Great North Road” used to say, “Railways are
just 2 bounce—all speculation. People will
find 1t out in time, and there’ll he more coach-
ing than ever ; railways can never answer!”

So punetual, too, were these earriages, that
one gentleman used to say he set his watch
hy the Glasgow mail, as ¢ she passed his door
by the roadside, at three minutes to ten.”

Nor is it only in the discontinuance of
stage-coaches that the roads of the Lingdom
have experienced a change in character. Until
the prevalence of railways, “posting” was
common. A wealthy person travelled to
London in his own carriage, which was drawn
by four horses, almost as quickly as by the
mail. The horses were changed at the several
stages; the ostler's ery of “first twrn out,”
summomng the stablemen and the postilions
with 2 readiness second only to that in the
case of the Passengers’ coaches. The horses,
however, were ridden by postilions in red or
light blue jackets, with white buttons, light-
coloured breeches, and brown top-boots, instead
of being driven four-in-hand. This was the

Total length of railway open on June 30, 1849, and persons employed

aristocratic style of travelling, and its indul
gence was costly. Tor a pair of good horses
Ts. Gd. a-mile was an average charge, and 3d.
a-mile had to he given in the compulsory
gratuities of those days to the postilion; 3s.
a-mile was the charge for four horses, but
sometimes rather less. Thus, supposing that
300 noblemen and gentlemen “posted” to
London on the opening of Parliament, each, as
was common, with two carriages-and-four, and
cach posting 200 miles, the aggregate expen-
(iture, without any sum for meals or for beds
—and to “sleep on the road” was common
when ladies were travelling—would e 35,0001.,
and to this add five per cent for the turnpike-
tolls, and the whole cost would be 56,7501, ; an
average of 73/. 10s. for each nobleman and
genddeman, with his family and the eustomary
members of his household. The calculation
refers merely to a portion of the members of
the iwo houses of legislature, and is wun-
questionably within the mark; for though
many travelled shorter distances and by
cheaper modes, many travelled 400 miles, and
with more carringes than three. No *Jlady”
condescended to enter a stage-coach at the
period concerning which I write. Ag the
same expense was incurred in returning to the
castle, hall, park, abbey, wood, or manor, the
annual outlay for this one puwrpose of merely
a fraction of the posters to London was 73,5007
It might not be extravagant to assert, that
more than five times this outlay was annually
incurred, including “ pairs” and ¢ fours,” or a
total of 367,500/. This mode of travelling I
believe is now almost wholly extinet, if indeed

now kept on the road for the purpose. Ihave
been informed that the late Duke of Northum-
berland was the last, or one of the last, who, in.
dislike or dread of railways, regularly “ posted”
to and from Alnwick Castle to London.

TeE RATrways.

TaHE next branch of the transit by land
appertains to the conveyance of persons and
goods per rail. The railways of the United
Kingdom open, in course of construction, or
authorised to be construeted, extend over
upwards of 12,000 miles, or four times the
distance across the Atlantic. The following is
the latest return on the subjeet, in a Report
printed by order of the House of Commons,.

the 22nd of March last:—

Persons
Miles. | Chains.{ employed.

thereon |, . . . . . . . . . .| 5447 | 102 55,968
Total length of railway in course of construction on June 30, 1849, : ’
T and persons employed thereon . . . . . .} 1504 20-.1.-)
ofal length of railway neither open nor in course of construciion I 103,846
pog g 0houne 80, 1840 C. ... .| s1s2 | 3sz)
otal length of railway authorised to be used for the conveyance of
passengers on June 30, 1849, and the total number of persens
employed thereon . . . . . .]12,088[ 70 | 150,78¢

it be not impossible, since there are no horses
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There are mow upwards of G000 miles of | 420,404 The mass of the o-ther railways haya . the railway proprictors, whose applications to | on the 30th of June, 1849, was 225 miles; 3
railroad open for trafiic in the three king- | been constructed, or authorised, and the Acts | parlinment were successful. Probably as large | that of the South - Eastern, 144 miles; and Rk
doms, 749 miles having been opened in the of Parhament authorising their censtruction  J|  ; amount was expended in opposition to the | that of the Eastern Counties, 309 miles. It

* course of the half-year following the date of | shelved, since the close of 1843, T find 10 ;e\';ll‘ﬂl bills, and in the fruitless advocacy of | is stated in Mr. Knight's “ British Almanac” i

the above return. At that date 111 miles of jofficial retwrns of the dates of the severl 1 ju companies. Thus above a million and |for the current year, that the *“London and
railroad were open for traffic, irrespective of | enactments. R
their several branches. 266 railways,including | The following statement, in averages of four
hranches, were authorised to be constructed, | years, shows the amount of the sums which,
Lut had not been commenced. Parliament authorised the various companies
The growth of railways was slow, and not | to raise from 1822 to 1845. Upwards of one.
gradual. They were unknown as modes of | half of the amouni of the aggregate suny
public conveyance before the present century, | expended in 1822-6G was spent on the
but roads on a similar principle, itvespective | Manchester and Liverpool Railway, 1,832,375,
of steam, were in use in the Northumberland | The cost of the Stockton and Darlington,
and Durham collieries, somewhere about the { (150,060..), is also included :
vear 1700. The rails were not made of iron

a-quarter of pounds sterling was spent as a pre- | North-Western is almost the only company
liminary outlay. which has ma;ntamed in 1849 the same divi-

Of the railway lines, the construction of the | dend even as in the preceding year, viz. seven.
Great Western, 1174 miles in length, was the { per cent. The Great Western, the ;L\hdlnnd,
most costly, entailing an expenditure of nearly | the Lancashire rand Yorkshire, the York and
eight millions ; the London and Birmingham, | Neweastle, the York and North Midland, the
112%L miles, cost G,073,114/.; the South-|Eastern Counties, the South- Eastern, the
Eastern, 66 miles, 4,306,478/, ; the Manches- | South-Western, Brighton, the Mancl_lester _an_d
tor and Leeds, 53 miles, 3,372,240L; the | Lincolnshire, all have suffered a decided dimi-
Teastern Counties, 31 miles, 2,821,790/, ; the | nution of dividend. These ten great com-
Glasgow, Paisley, Kilmarnock, and Ayr, 57% | panies, whose works up to the present time

but of wood, and, with a facility previously From 1822 to 1525 inclusive £451,405 miles, 1,071,234 ; an amount which was ex- | have cost over one hundred millions sterling,
unknown, a small eart, or a series of small carts, 5, 1826 ,, 1829 ” 816,840 ceede,d I;y tl’le outlay on only the 3% miles of | have on an average declared for the half year
was dragged alopg them by a pony or a horse, » 1830 ,, 1833 ” 5,157,136 the London and Blackwall, first opened, which | ending in the summer of 1840, a dividend o
to any given point where tl}e coal had to be 5 1834, 1837 " 10,850,431 cost 1,078,851% I ought to mention, that the | the regular non-guaranteed shares of between
deposited.  In the lead mines of the North » 1838, 1841, 3,614,428 lengtl;s in miles are those of the portions first | three and four per cent per annum. The

Riding of Yorkshire the same system was »y 1842 ,, 1845 20,595,128
adopted, the more rapidly and with the less
iatigue, to convey the ore to the mouth of the{ Of these years, 1845 presents the era when
mine. Some of these * tramways,” as they are | the rage for railway speculation was most
called, were and are amile and morein length; | strongly manifested, as in that year the legis-
and visitors who penetrate into the very bowels | lature sanctioned the raising, by new railway
of the mine are conveyed along those tramways | companies, of no less than 59,613,536/ mors
in earts, drawn generally by a pony, and driven [than the imperial taxes levied in the United
vy a boy (who has to duck his head every here | Kingdom, while in 1844 the amount so sane-
and there to avold collision) into the galleries tioned was 14,793,994/, The total sum to be
and open spaces where the miners are at work. |raised for railway purposes for the last twenty

In the year 1801, the first Act of Parliament { years of the above dates was 153,455,537l
a2uthorising the construction of a railway was | with a yearly average of 7,672,792{. Tor the
passed. This was the Swirey, between Wands- | four years preceding the yearly average was

opcned to the public in the respective lines,and | remaining companies, about sixty in 11111}11)91',.
first authorised by parliamentary enactments. | can hardly have reached an average of two
« Junetions,” “ continuations,” and the blend- | per cent per annum in the same halt year.”
ing of companies, have been subsequent mea-| The following Table gives the latest returns
sures, entailing, of course, proportionate outlay. | of railway traffic from 1845. Previous to that
The length of line of the Great Western, for | date no such returns were published in parlia-
instance, with its immediate branches, opencd | mentary papers :—

COMPARATIVE STATEMENT OF THE TRAFFIC ON ALL THE RAILWAYS IN
THE UNITED KINGDOM FOR THIE TFIVE YEARS ENDING JUNE 30, 1&43,
1846, 1847, 1848, 1849, TOGETHER WITH THE LENGTH OF RAILWAY OPLN
ON DECEMBER 31 AND JUXNE 30 IN EACH YEAIL.

worth and Croydon, nine miles in length, and | but 112,866/, Lensth o
constructed at a cost, in round numbers, of | The parliamentary expenses attending the open"on Total . . Receipts from Goods,
¢0,000L. In thefoliowing twenty years, sixteen |incorporation of sixteen of the principal railway June 30| Number of T“%ﬁ‘;ﬁﬁ‘fg;om Cattle, Parcels, ToTAL RECEIPTS.
such Acts were passed, authiorising the con- | companies were (683,498, or an average perrail- in cach| Passsengers. e Mails, &e.
struetion of 124% miles of railway, the cost of | way of 42,7187, 1t will be seen from the following year.
which was 9'?:1,9.321., or upwards of 7500/ | table, that the greatest amount thus exrpel‘lded Year ending | Miles. 2 s, d o . d £ s d.
a.m.lle. In 1822 no such %ct was passed. In |wason the incorporation of the Great Westemn, June 30, 1845| 2343 183,791,253 | 8.976.341 0 0 |2233378 0 0 6,200,714 0 0
1823, Parliament authorised the construc- | On that undertaking an outlay not much shor 1816| 2765 | 43.700.983 4’ﬁ05 015 1) oL 2'Q 10353 16 61| 7.5065.560 S 22
tion of the Stockton and Darlington; and {of 90,000/. was incurred, before a foot of sl 7 1847 '3:603 r)'l,-;a-)’.]_oﬂ -’ﬁ& Fg:) 3 6% 52500’@“ 10 64 1’-“1&),'885 4 7L

hat short railway, originated and completed | could be raised by the spade of the “navvy.” ? 0 Bl Dol Bt OO Sl et D nnes 6 ol
;111 i o Ay o atel e con 311% . cou } p » 1848 478 | 57,965.070 | 5,720,382 9 13 (4,213,169 14+ 53 9,933,552 3 7L

ag { 14 \ £ X R hrd = =asn 5 =3 | R 4 095 5] { : KR
ithe wealthy Quakers of the neighbourhood, | Birmingham and Gloucester . . £22,0618 »  1840] 5447 [ 60,398,150 | (105,075 7 7§ | 5,004,025 18 11 | 11,200,001 6 G5
and opened on the 27th of December, 1823, | Bristol and Gloucester . . . 203% o ) g
steam-power was first used as a means | Bristol and Exeter . . . . 18,592 This o{ﬁcm} table shows a conveyance for | of miles travelled by the 60,398,159 passengers =y
«f propulsion and locomotion on a railway. | Rastern Connties . . ) .3 _17} the year ending June, 1849, of 60,398,159 | who availed themselves of railway facilities in N
Tt was some little time before this that grave | Great Western . ) . .. 801 passengers. 1t may Dbe as well to men- |theyearcited. Oflicial lists show that seventy- N
senators and learned journalists laughed to | Great North of England . . . 20,5% tion that every distinet trip is reckoned.|ecight railways comprise the extent of mileage
scorn Mr. Stephenson’s assertion, that steam | Grand Junetion . ) ) R} YRR Thus gel?tlemal_l travelling from and re- | given, but these railways vary in extent. The 1.
4 conld be made to do twenty miles an hour | Glasgow, Paisley, and Greenock . 23481 § t111:11111g to Greenwich daily, figures in the re- | shortest of them open for the conveyance of A%
on a railway” In the following ten years,|London and Birmingham . . . 72808 } ?“11’.1 3s 730 passengers. Of the number of | passengers is the Belfast and County Down, i
thirty railway bills were passed by the legis- | London and South-Western . . 4ld ' }m widuals who travel in the United Kingdom | which is only 4 miles 35 chains in length, and i
lature; and among these, in 1826, was the | Manchester and Leeds . . ] 4!),}(:!1 : 1 ]lﬂ\'e_ no information. Thousands of the|the number of passengers traveling on i% i
Liverpool and Manchester, which was opened | Midland Counties . . . . agqi0 | abouring elasses travel very rarvely, perhaps|81,441. The Midland and the London and i
an the 16th September, 1830—an opening ren- | North Midland . . . . . 41:’”}{ ’g hot 3}101'6 than once on some holiday trip in the | North-Western, on the other hand, are respect- §
dered as lamentable as it is memorable by the | Northern and Eastern ) . ) T-L,lf_lfl eourse of a twelvemonth. But assuming every [ively 465 and 477 miles in length, and their Ry
death of Mr. Huskisson. In 1834, seven rail- | Sheftield, Ashton, and Manchester . 3;,;'1:3 - on;(]al.to travel, and the population to be thirty | complement of passensers is respectively
way bills were passed; ten in 18353 twenty- [ South-Eastern . . . . RS %J“_‘ 101s, then we have two railway trips made | 2,252,984 and 2,750,413, The average length S
six in 1886; eleven in 1837; one in 1838: . 1.“ ev el_‘.s’ man, woman, and child in the king- | of the 78 railways is 70 miles, but as the stream
three in 1839 ; none again till 1843, and then{ Tt must be borne in mind that these farge (031111 cvery year. of travel flows more from intermediate station
only one-~the Northampton and Peterborough, | sums were all for parliamentary Cxl’eusesf .o h,e re are no data from which to deduce aj1o staton along the course of the line, than
which extends along 442 miles, and which cost | alone, and were merely the dishursements © viecisely accurate caleulation of the mumber | from one extremity to the other, it may be
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I_ _ :
b reasonable to compute that each individual | connexion, moreover, with the eoal and lead- s 2 © —
i passenger has travelled one-fourth of the entire | mining districts of South Durham and North o = =y & it
: distance, or 17% miles—a calculation confirmed | Yorkshire, the produce being conveyed to = “ = <2
by the amount paid by each individual, which | Stockton to be shipped. For the last year, the 4 — Ry
is something short of 2s., or rather more than | receipts from passengers were 8000/, and odg, -maw oy ~ ™ — 1 '!;
14. per mile. while for the conveyance of cattle, coal, &c., ~UID SRODUB[[DISITE - 3 = B i
Thus we may conclude that each passenger | no less than 62,000L. was paid. From their =N at — b
has journeyed 174 miles, and that the grand | passengers the Taff Vale, including the Aber. T & S Z BH R
hi [ i D N xr . O o~ ~ 1! 15
aggrecate of travel by all the railway passen- | dale Railway Company, derived, for the same <, e3 e RERE
cers of the kingdom will be 1,052,327,6323 peried, in round numbers, an incresse of — : — ¥l
miles, or nearly eleven times the distance | 6500, and from their “goods” conveyance, S -t 22 i1
between the earth and the sun every year. 45,9417, In npeither instance did the pas. "SI0V = s e o % '
The Government reiturns present some |sengers pay one-seventh as much as the 5 - - < Sril
curious results. The passengers by the second- | ¢ goods.” - _ ) @z ol
. - A o . ! . - ‘sraiviaivid i =
class carriages have beem more numerous| Inow present the reader with two “sum- = 5 3 ik
every year than those by any other class, and | maries” from returns made to Parliament, ] ~s1e3uas B @ = Sl
for the year last retmrned were more than The first relates to the number and deseription = -S9]{ pue s123I0g o = 3 : ;
three times the number of those who indulged | of persons employed on railways in the United é ; % = Z gty
in the comforts of first-class vehicles. _Not- Kingdom, and _the secopd to the number and 7 A .zga:f;mam[od B & X 5
withstanding nearly 1000 new miles of railway | character of railway accidents. o i — — ol
were opened for the public transit and traffic| Concerning the individuals employed upon sa0d00:03eD) = = iy
between June 1848-9, still the number of first- | the railways, the Table on the opposite page g = = :
class passengers decreased no fewer than |contains the latest official information. a ) = =
112,000 and odd, while those who resorted to| Of the railways in full operation, the Londen 8 uomganas A 2
the humbler accommmodation of the second | and North-Western employs the greatest num- oy S — —
. ~ . . . = yearg o =
class increased upwards of 170,000. The! ber of personms, in its long and Dbranching = pUE USLUSPIBNL) < o
numerical majority of the second-class pas- | extent of 477 miles, 353 chains, with 133 M - = =
sengers over the first was = stations. The total number employed is n i g’:&gg“;‘lq &% | 5
6194, and they are thus classified :— g wia - = — :
Year ending June, 1845 .. §,851,662 n - b I 2
’ " 1846 .. 10,770,712 Secretaries or managers . . . 8 Fp_j ' 5 = BRI
” ’ 1847 .. 12,126,574 Engineers . . e e .. & ] = b, Q -
N o 1848 .. 14,499,730 Superintendents . . . . . 40 iy UOUIRI0,] = 2 = S
. N 1849 .. 10,313,760 Storekeepers . . e e e .8 e = = = R :
Accountants or cashiers . . . 4 o "SHI9ID 8 2 3 RN B -
These figures afford some criterion as to the { Inspectors or timekeepers . . . 8 O = = Gl g
class or character of the travelling millions | Draughtsmen . . . . .1 o ‘uswsIYSnEIq = 3 3 R
who are the supporters of the railways. Cletks . . . . . . .05 Py - ~ <@ e
The official table presents another curious | Foremen T = — S S i
el > : A A o £ ¢ uonTI§ 2 | BREE
characteristic. The originators of railways, | Engine-drivers . . . .. 3 2 . i 3 . 4
prior to the era of the opening of the Man- | Assistant-dvivers or firemen . . . 3l8 ) = *sapdaasouLy, = = - CUhiEL
chester and Liverpool, depended for thelr| Guards or breaksmen . . . .- A put siopoadsuf = 7 e S ;
1% dividends fa*.r more upon the profits they might | Artificers . . . . . . 129{ a ——— p = - ~ ,
1 receive in the capacity of common ecarriers, | Switchmen . . . . . . OE-J % SJUTIUN0IDTY ] = @ i
;.i‘{:_ upon the conveyance_of manufactured good; Gat_ekeepers . . . . o .10 < - NEEl I
e minerals, or merchandise,than upon the transit | Policemen or watchmen . .o & ‘519099721015 = & g SEOLIRY 3
i of passengers. It was the property in canals | Porters or messengers . . . . 1450 E — ~ & e ;
:‘3 and in heavy carriage that would be depreci- | Platelayers . . . . . - = s uopUeILIedn - o o SENSLIEE -
EEh ated, it was believed, rather than that in the | Labourers . . . . o o 30 = prsiuLIeang > ) o e
| ‘gg.; stage-coaches. Even on the Manchester and < — = - [] "
% Tiverpool, the projectors did mot expect to| On the Midland there were employed 4805 :i ‘sTauSuy = = = R ;
i realise more than 20,000/ a-year by the con- | persons; on the Lancashire and Yorkshire, = - cedal :
veyance of passengers. The result shows the | 3971 ; Great Western, 2097 ; Eastern Counties; O "s18.InSEA T, &2 = o iy i
fallacy of these computations, as the receipts | 2939 ; Caledonian, 24090 ; York, Neweastle, and ~ - Al !
for passengers for the year ending June, 1849, | Berwick, 2781; London and South-Western, A CHd Iy =2 2 = ;‘ P 1
. : : . ast yuw o) ! 5 S |
exceeded the receipts from ¢ cattle, goods,|2118; London, Brighton, and South-Coast PuT S3ITIVIIRG — . xR e
parcels, and mails,” by 1,011,050 In districts, | 2053 ; York and North Midland, 1614; Notth } “888 : 285 . 9f£=eSfq ; ‘iifil S
however, which are at once agricultural and | British, 1535; and South - Eastern, 193 2272 . 2aTg: TgE P g, ( {l
mineral, the amount realised from passengers | Thus the twelve leading companies retain Per- cm gl W Re i S8HED .. SER
falls short of that derived from other sources. | manently in their service 39,735 men, Suppi- °38S 1 °9oZ . SmTSHE0 ! “Q T
Tiwo instances will suffice to show this: The |ing the means of maintenance, (reckoning that ‘ oo, B899 < BEogs o - i 4
Stockton and Darlington is in immediate con- | a family of three is supported by each man CEL83 28088 22gaETE ‘ é g i
nexion with the district where the famous [employed) to 122,940 individuals. Pursons : =S8z, EoZ, - .5 %‘-%‘i% %3 g i 4
short-horn cattle were first bred by Mr.|the same calculation, as 150,784 men WeIe LeEgg "eEg€3 “S5miz zZ o SR g
Collins, and where they are still bred in high | employed on all the railways “open and 1111}- 8 é'?s' g o e 5’8 & = 3 § g g 20 g ] SN ﬂ
perfection by eminent agriculturists. Itisinlopen,” we may conclude that 739,136 muk ST ST - SETT T 5 i;: 5 Y
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viduals were dependent, more or less, upon
railway trafiic for their subsistence.

‘T'he other summary to which I have alluded
35 one derived from a return which the House
of Commons ordered to be printed on the 8th
of April last. Itis relative to the railway ac-
cidents that occurred in the United King-
dom during the half-year ending the 31st De-
cember, 1849, and supplies the following
analysis :(—

« 54 passengers injured from causes beyond
their own control. )

11 passengerskilled and 10 injured, owing
to their own misconduct or want of
caution.

92 gservants of companies or of contractors
killed, and 3 injured, from causes be-
vond their own control.

(2 servants of companies or of contractors
killed, and 37 injured, owing to their
own misconduet or want of caution.

23 trespassers and other persons, neither
passengers nor servants of the com-
pany, killed, and 7 injured, by im-
properly crossing or standing on the
railway.

1 child killed and 1injured, by an engine
running off’ the rails and entering a
house.

2 suicide.

Total, 106 killed and 112 injured.

‘The total number of passengers eonveyed

during the half-year amounted to 34,924,169.”

The greatest number of accidents was on
the Laneashire and Yorkshire: 2,793,764 pas-
sengers were conveyed in the term speeified,
and 17 individuals were killed and 24 injurcd.
On the York, Neweastle, and Berwick, 15 were
killed and injured, 1,613,123 passengers hav-
ing been conveyed. On the Midlend, 2,658,003
having been the number of passengers, § per-
sons were killed and 7 injured. On the Great
Western, conveying 1,220,507% passengers,
2 individuals were killed and 1 injured. On
the London and Blackwsall, with1,200.51-£ pas-
sengers, there was 1 man killed and 16 in-
jured. The London and Greenwich supplied
the means of locomotion to 1,126,257 persons,
and none were killed and none were injured.
These deaths on the railway, for the half-year
cited above, are in the proportion of 100 to
to 34,924.469, or 1 person Lilled to every
329,476 ; and the 106 killed include 2 sulcides
and the deaths of 28 trespassers aund others.
The total number of persons who suffered
{rom accidents was 218, which is in the pro-
portion of 1 accident to every 160,203 persons
travelling ; and when the injuries arising from
this mode of conveyance are contrasted with
the loss of life by shipwreck, which, as before
stated, amounts to 11n every 203 individu:}ls,
the comparative safety of railway over marine
travelling must appear most extraordinary.

stage-coach travellers (which T eite under that
head) shows that my estimates are far from
extravagant.

IXLAND NAVIGATION.

THE next part of my subjeet is the “water.
earriage,” carried on Dby means of canals and
rivers. The means of inland navigation in
England and Wales are computed to comyprise
more than 4000 mmles, of which 2200 miles are
in navigable canals and 1800in navigable rivers,
In Ireland, such modes of communication ex.
tend about 500 miles, and in Scotland about 330,
As railways have been the growth of the present
half-century, so did canals owe tlieir increase, if
not their establishment, in_England, to the
half-century preceding —from 1750 to 1S00;
three-fourths of these now in existenee having
been established during that period. Tre
viously to the works perfected by the Duke of
Bridgewater and his famous and self-tanght
engineer, James Brindley, the efiorts made to
improve our means of water-iransit were
mainly confined to attcrapts to improve the
navigation of rivers. These attempts were
not attended with any great success. The
current of theriver was often too impetuous to
be restrained in the artificial channels pre-
pared for the desired Improvements, and the
forms and depths of the channels were gra-
dually changed by the current, so that labour
and cxpense were very heavily and continuously
entailed. Difficulties in the way of river navi-
aation,” says Mr. M‘Culloch, “scem to have
suggested the expedicney of abandoning the
channels of mostrivers, and of digging parallel
to them artificial channels, in which the water
may be kept at the proper level by means ot
locks. The Act passed by the legislature m
1755 for improving the navigation of Sankey
Brook on the Mersey, gave rise to a laterl
eanal of this description about 113 miles 1
lengih, which deserves to be mentioned as the

arliest eflort of the sort in England. But be-
fore this canal had been completed, the Duke
of Bridgewater and James Brindley had con-
ceived a plan of canalisation independent alto-
gether of natural channels, and intended to
afford the greatest facilities to commerce by
carrying canals across rivers and through
mountains, wherever it was practicable to con-
struet them.”

The difficuities which Drindley overcame
were considered insurmountable until he did
overcome them. In the construction of 8
canal from Worsley to Manchester 1t was ne-
cessmry to cross the river Irwell, where ibis
navigable at Barten. DBrindley proposed ig
accomplizhi this by carrving an aqueduct 7
feet above the surface of the Irwell. ’!T]ns was
considercd so extravagant a proposnmn.thaf
there was a pause, and o gentleman enuntl
for enginecring knowledge was consulted. 1:10
treated Drindley’s scheme as the scheme of 4
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eastles in the air, but never before heard where
one was to be erected. The duke, however,
had confidence in his engineer; and a success-
ful, serviceable, and profitable aqueduet, in-
stead of a castle in the air, was the speedy and
successful result. The suecess of Brindley's
plans and the spirited munificence of the Duke
of Bridgewater, who, that he might have ample
means to complete his projects, at one time
confined his mere personal expenses to 400/
a.year—laid the foundations of the large for-
tunes enjoyed by the Duke of Sutherland and
his brother the late Earl of Ellesmere.

The canals which have been commenced
and completed in the United Kingdom since
the year 1800 are 30 in number, and extend
5823 miles in length.

Mr. M‘Culloch gives a list of British eanals,

with the number of shareholders in the pro-
prietary of each, the amount and cost of
shares, ard the price on the 27th June, 1843.
The Erewash, with 231 shares, each 1002 re-
turned a dividend of 40/, each share being
then worth 675/, The Loughborough, with
only 70 1001, shares, the average cost of each
share having been 142/ 17s., had a dividend
of 80/, and a selling price per share of 14001/,
The Stroudwater, with 200 shares of 1504, ve-
turned a dividend of 24/., with a price in the
market of 490/, On the other hand, the 50/
shares of the Crinau were then selling at 21
The 50L shares of the North Walsham and
Dillon were of the same almost nominal value
in the market; and the shares of the Thames
and Medway, withan average cost of 307 4s.34.,
were worth but 1. Of the cost expended in
construction of the canals of England, I have
nomenns of giving a precise account; but the
iollowing calculation seems sufficiently aceurate
for my present purpose. Ifind that, ifin round
n_umbers the 250,000 shares of the 40 prin-
cipal eanals averaged an expenditure of 1001
per share—the resnlt would be 25,000,0001.,
and perhaps we may estimate the canals of the
United Kingdom to have cost 85,000,000Z, or
one-tenth as mueh as the railways.
. The foregoing inquiries present the follow-
ing gigantic results :—There are employed in
the yearly transit of Great Britain, abroad
and along ler own shores, 33,672 sailing-
vessels and 1110 steam-vessels, employing
236,000 seamen. Caleulating the value of
eﬂqh ship and ecargo as the value has been
estmated Dbefore Parliament, at 50001, we
have an agoregate value — sailing-vessels,
steamers, and their ecargoes ineluded — of
173,910,0007. Turther, supposing the yearly
wages of the seamen, including officers, to be
0L per head, the amount paid in wages would
be 4,720,0001.

'The railways nowin operation in the United
ngdom. extend 6000 miles, the cost of their
tonstruction (paid and to be paid) having been
estimated at upwards of $50,000,0000. TLast
year they supplied the means of rapid travel

versed above a billion of miles. Their receipts
for the year approached 11,250,000 of money,
and nearly three-quarters of a million of per-.
sons are dependent upon them for subsist-
ence.

The turnpike and other roads of Great Bri-
tain alone (independently of Ireland) present
a surface 120,000 miles in length, for the
various purposes of interchange, commerece,
and recreation. They are maintained by the
yearly expenditure of a million and a half.

Ior similar purposes the navigable canals
and riversof Great Britain and Ireland furnish
an extent of 4850 miles, formed at a cost of
probably 35,000,000/. Adding all these toge-
ther, we bave of turnpike-roads, railways, and
canals, no less than 130,000 and odd miles,
formed at an aggregate cost of upwards of
386,000,000 If we add tothis the 54,250,000!.
capital expended in the mereantile marine, we
have the gross total of more than 440,000,000
of money sunk in thé transit of the couniry.
If the number of miles traversed by the natives
of this country in the course of the year by
sea, road, rail, river, and eanal, were summed
up, it would reach to a distance greater than
to the remotest planet yet discovered.

LONDON WATERMEN, LIGHTERZEN,
AND STEAMBOAT-MEN.

Or all the great capitals, London has least
the appearance of antiquity, and the Thames
has a peculiarly modern aspect. It is no
longer the “silent highway,” for its silence is
continually broken by the clatter of steam-
boats. This change has materially affected
the position and diminished the number of
the London watermen, into whose condition
and earnings T am now about to examine.
The character of the transit on the river
has, moreover, undergone a great change,
apart from the alteration produced by the
use of steam-power. Until the more general
use of coaches, in the reign of Charles IT.,
the Thames supplied the only mode of con-
veyanee, except horseback, by which men
could avoid the fatizue of walking; and that
it was made largely available, all our older
London chroniclers show. Ifrom the termina-
tion of the wars of the Roses, until the end of
the 17th century, for about 200 years, all the
magnates of the metropolis, the Ling, the
members of the royal family, the great officers
of state, the Archbishop of Canterbury, the
noblemen whose mansions had sprung up
amidst trees and gardens on the north bank
of the Thames, the Lord Mayor, the City
authorities, the City Companies, and the Inns
of Court, all kept their own or their state
barges, rowed by their own servants, attired in
their respective liveries. In addition to the
river conveyances of these functionaries, pri-

to above (3,000,000 of passengers, who tra- !
No. 93

vate boats or barges were maintained by all
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" his time 49,000 watermen were employed

" nifest exaggeration, when we consider the
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whose wealth permitted, or whuse comvenience
required their use,in the same way as car-
riaces and horses are kept by them in our (}a)*.
The Thames, too, was then the principal
arena for the display of pageants. These
pageants, hiowever, are now reduced to one—
the Lord Mayor's show. Theremaming state
barges are but a few, viz. the Quee_n’s,.the
TLord Mayor's, and such as are maintained
by the City Companies, and even some of these
are rotting to decay. ,
ALr. Charles Knight saysin his “ London:"—
« Tn the time of Elizabeth and the first James,
and onward to very recent days, the north
bank of ithe Thames was studded with the
palaces of the nobles ; and each palace had its
landing-place, and its private retinue of barges
and wherries; and many a freight of the
brave and beautiful has been Dborne, amidst
song and merriment, from house to house,
to join the masque and the dance ; and
many a wily statesman, muﬁgd in his cloak,
has glided along unseen in his boat, to some
dark conference with his ambitious neichbour.
Upon the river itself, busy as it was, fleets of
swans were ever sailing; and they veptured
unmolested into that channel which is now
narrowed by vessels from every region.
Paulus Jovius, who died in 1552, deseribing
the Thames, says: ¢ This river abou'nds in
swans, swimming in flocks, the sight of whom,
and their noise, are vastly agreeable to the
fleets that meet them in their course.’ The only
relics of the palatial ¢landing-places’ above
alluded to, which is now to be seen,1s the fine
arch, or water-gate, the work of Imigo .Jones,
at the foot of Buckingham-street. This was
an adornment of the landing-place from York
House, once the town abode of the arch-
bishops of that see, but afterwards the pro-
perty of George Villiers, duke of Buckingham.
Tn front of this gate, or nearly so, the Hun-
gerford steam-boat piers arve now :stat-mned;
and in place of stately barges, directed by
half-a-dozen robust oarsmen, I1n gorgeous
liveries, approaching the palace, or lying
silently in wait there, we have halfpenny,
penny, twopenny, and other steam-l?oat,s;, hiss-
ing, spluttering, panting, and smoking. .
Moreover, in addition to the state and pri-
vate barges of the olden times, there were
multitudes of boais and watermen always on

Westminster had bLut one bridge —the cld
Tondon-bridge—which was commenced in
1176, completed in thirty-one years, and after
standing 625 years, was pulled down in 1832,
The want of bridges to keep pace with the
increase of the population caused the establish-
ment of numerous ferries. 1t has been com-
puted, that in 1760 the ferries across the
Thames, taking in its course from Richmond
to Greenwich, were twenty-five times as nu-
merous as they are at present. Westminster-
bridee was not finished until 1750; Blackfiars
was built in 1769 ; Battersea in 1771; Vaus-
hall in 1816; Waterloo in 1817 ; Southwark
in 1819 ; the present London-bridge in 1831;
and Hungerford in 1844.

Tge THAMES WATERMEX.

Tre character of the Thames watermen in
the last century was what might have heen
expected from slightly-informed, ox unin-
formed, and not unprosperous men. They
were hospitable and hearty one to another,
and to their neighbours on shore; cmwil to
such faves as were civil to them, especially if
they hoped for an extra sIXpence; but often
saucy, abusive, and even sarcastic.  Their
interchange of abuse with one another, as they
rode on the Thames, down to the commence-
ment of the present century, if ot 1ate1_~, was
remarkable for its slang. In this sort of con-
test their fares not unfrequently joined; and
even Dr. Johnson, when on the river, exercised
his powers of objurgation to overwlhelm some
astonished XLondoner in & passing boat.
During the greater part of the last centuwry
the Thames watermen twere employed i 2
service now unknown to them. They were
the carriers, when the tide and the }\'eaﬂler
availed, of the garden-stuff and the {ruit grovn
in the neighbourhood of the 1iver from \\’001:
wich and Hampton to the London markets.
The green and firmly-packed pyramids of cab-
bages that now load the waggons were then
piled in boats : and it was the same with frulF.
One of the most picturesque sights Sir Richard
Steele ever enjoyed was when he encountered%
at the early dawn of a summer’s day, « g fleet 0{
Richmond gardeners,” of which “ten Smilfro
apricot-boats” formed a prominent and lra-
grant part. Turnpike-roads and railways have

5 i v hich
hire. Stow, who was born in 1525 and | superseded this means of conveyance, wh

died at eighty years of age, says that in

on the Thames. This, however, is a ma-

could only be made available when the tide

served. -
The observances on the Thames cusioma?

in the olden time still continue, though on

. population of London at that time; still it is|a very reduced geale. The Queen has her

an over-estimate common to old chroniclers,

watermen, but they have only been employed

' : i ince her
by whom precise statistical knowledge was|as the rowers of her barge twice sin

unattainable.

aumber of these men at 40,000, shows)Majesty and Prince Albert visl

3 one - er
That Stow represents the|accession to the throne; once when

ted the

h . . 1: and again when Prn®
lainly that they were very numerous; and | Thames Tunnel; ag v
Ena; pf"oof of theg;- great number, down to the | Albert took water at Whitehall, anlcjll wise 10\;5 Lt
middle of the last century, is, that until one | to the city to open the Coal-exchange. &
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hundied years ago, the cities of Tondon and!sides the Queen's watermen, there are
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extant the dukes’ and lords’ watermen; the
Tord Mayor's and the City Companies’, as well
as those belonging to the Admiralty. The
above constitute what are called the privileged
watermen, having certain rights and emolu-
ments appertaining to them which do not fall
10 the lot of the class generally.

The Queen’s watermen are now only
eighteen in number. They have no payment
except when actually employed, and then they
have 10s. for such employment. They have,
however, a suit of clothes; a red jacket, with
the royal arms on the buttons, and dark
trousers, presented to them once every two
years. They have also the privileges of the
servants of the household, such as exemption
from taxes, &e. Dost of them are proprietors
of lighters, and are prosperous nien.

The privileges of the retainers of the nobles
in the Stuart days linger still among the lords’
and dukes' watermen, but only as a mere
shadow of a fading substance, "There are five
or six men now who wear a kind oflivery. I
heard of no particular fashion in this livery
being observed, either mow or within the
memory of the waterman. Their only privi-
lege is that they arve free from impressment.
In the war time these men were more than
{wenty-five times as numerous as they are at
present; in fact they ave dying out, and the
last ¢ dukes,” and the last ¢ lord’'s * privileged
watermen are now, as 1 was told, ¢ on their last
legs.”

The Lord Mayor's watermen are still un-
diminished in number, the complement being
thirty-six. Of these, eight are water-bailiffs,
who, in any procession, row in a boat before
the Lord Mayor's state-barge. The other
twenty-eight are the rowers of the chief magis-
trate’s barge on his aquatic excursions. They
are all free from impressment, and ave supplied
with a red jacket and dark trousers every two
years, the city arms being on the buttons.

One of these men told me that he had been
2 Lord Mayor's man for some years, and made
about eight journeys a-year, * swan-hopping
and such-like,” the show Dbeing, as he said, a
regular thing: 10s. a voyage was paid each man.
It was jolly work, my informant stated, some-
tumes, was swan-hopping, though it depended
on the Lord Mayor for the time being whether
it was joly or not. He had heard say, that
in the old times the Lord Mayor's bargemen
had spiced wine regularly when out. But now
they had no wine of any sort—but sometimes,
when a Tord Mayor pleased; and he did not
always please. My informant was a lighter-
man as well as a Lord Mayor’s waterman, and
was doing well.
. 1.-‘unon‘g other privileged classes are the

10g-grubbers ” (as they are called by the
other watermen), but their number is now
only four, These hog-grubbers ply only at
the Pelican stairs; they have been old saitlors
In the navy, and are licensed by the Trinity

Waterman's Company in that case being neces-
sary. “There was from forty to fifty of them,
sir,” said a waterman to me, “when I was a
lad, and I am not fifty-three, and fine old
fellows they were. But they're all going to
nothing now.”

The Admiralty watermen are another pri-
vileged class. 'They have asuit of clothes once
every two years, a dark-blue jacket and
trousers, with an anchor on the buttons.
They also wear badges, and are exempt from
impressment.  Their business is to row the
officials of the Admiralty when they visit
Deptford on Trinity Monday, and on all oe-
casions of business or recreation. They are
now about eighteen in number. They receive
no salary, but are paid per voyage at the same
rate as the Lord Mayor's watermen. There
was also a class known as “the navy water-
men,” who enjoyed the same privileges as the
others, but they are now extinet. Such of
the city companies as retain their barges have
also their own watermen, whose services are
rarely put into requisition above twice a-year.
The Stationers’ Company have lately relin-
quished keeping their barge.

The present number of Thames watermen
(privilezed and unprivileged) is, I sm in-
formed by an officer of the Waterman's Hall,
about 1600. The Occupation Abstract of 1841
aives the number of London boat, barge, and
watermen as 1654. The men themselves have
very loose notions as to their number. One
man computed it to me at 12,000; another at
14.000. This is evidently a traditional com-
putation, handed down from the days when
watermen were in greater requisition. To en-
title any one to ply for hire on the river, or to
work about for payment, it is provided by the
laws of the City that he shall have duly and
truly served a seven-years' apprenticeship to
 licensed waterman, and shall have taken up
his freedom at Waterman's Hall. I heard
many complaints of this regulation being in-
fringed. There were now, I was told, about
120 men, employed by the Custom-house and
in the Thames Police, who were not free water-
men, “ There's 2 good many from Rochester
way, sir,” one waterman said, “and down that
way. Theyve got in through the interest of
members of Parliament, and such-like, while
there’s many free watermen, that’s gone to
the expense of taking up their freedom, just
starving. But we are going to see about it,
and it's high time. Either give us back the
money we've paid for our rights, or let us have
our proper rights—that's what I say. Why,
only yesterday, there was two accidents on the
river, though no lives were lost. Both was
owing to unlicensed men.”

“1t’s neither this nor that,” sald an okl
waterman to me, alluding to the decrease in
their number and their earnings, “people may
talk as they like about what’s been the ruin of
us—it’s mnothing but new London Dridge.

house.  XNo apprenticeship or freedom of the

When my old father heard ﬂmfzthe old bridge
Z
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was to come down, ‘Bill,} says he, ¢it'll be up | Hammersmith, or Kew, and offgy to camy
with the watermen in no time. If the old | passengers acress for the price of the toll.
bridge had stood, how would all these steamers | Since the prevalence of steam-packets as a
have shot her? Some of them could never | means of locomotion along the Thames, the
have got throngh at all. At some tides, it was | “ stairs,” (if so they may be called), above
so hard to shoot London Bridge (to go clear bridge, are for the most part almost nominal
through the arches), that people wouldn't | stations for the watermen, At London Bridee
trust themselves to any but watermen. Now |stairs (Middlesex side), there now lie but
any fool might manage. London-bridge, sir, | three boats, while, before the steam ern, or
depend on it, has ruined us.”” rather before the removal of the old London

The places where the watermen now ply, Bridge, ten times that number of boats were
are, on the Middlesex shore, beginning from |to be * hailed ” there. At Waterloo and South.

labour, in the union. Half or more than one- | sey—a waterman’s was a jolly life, He earned
nalf of the Thames watermen, I am credibly | 13s. to 18s. a-day, and spent it accordingly.
informed, can read and write. They used to When I first started for myself, twenty-eight
drink quantities of beer, but now, from the | years ago, I made 12s. to lds. a-day, more
stress of altered circumstances, they are gene- | than I make in a week now, but that was i
rally temperate men. The watermen are before steamers. Many of us walermen saved i
nearly all mairied, and have families. Some | money then, but now we're starving. These '
of their wives work for the slop-tailors. They aood times lasted for me nine or ten years,
oli reside in the small streets near the river, | and in the middle of the good times I got
usually in single rooms, rented at from 1s. 6d. | married. I was justified, my earnings was
to 2s. a-week. At least three-fourths of the | good. But steamers came in, and we were s
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TLondon Bridge, down the river, Somers Quay,
Upper Custom-house Quay, Lower Custom-
house Quay, Tower Stairs, Irongate Stairs,
St. Katharine’s, Alderman’s Stairs, Hermitage
Stairs, Union Stairs, Wapping O0ld Stairs,
Wapping New Stairs, Execution Dock, Wap-
ping Dock, New Crane Stairs, Shadwell Dock
Stairs, King James's Stairs, Cold Stairs, Stone
Stairs, Hanover Stairs, Duke’s Shore, Lime-
house Hole, Chalk Stones, Masthouse, and
Horseferry. On the Swurrey side, beginning
from Greenwich, are Greenwich, Lower Water-
aate, Upper Water-gate, George's Stairs,
Deptford Stairs, Dog-and-Duck Stairs, Cuck-
old’s Point, Horseferry Road, Globe Stairs,
Kine-and-Queen Stairs, Surrey Canal Stairs,
Hanover Row, Church Stairs, Rotherhithe
Stairs, Prinee’s Stairs, Cherry Garden, Foun-
tain High Stairs, East Lane, Mill Stairs, Horse
and Groom New Stairs, George’s Stairs, Horse
and Groom Old Stairs, Pickle Herring Stairs,
Battle Bridge Stairs, and London Bridge
Stairs.

Above London Bridge, the watermen’s
stairs or stations on the Middlesex shore are,
London Bridge, All Hallows, Southwark
Bridee, Paul's Wharf, Blackfriars, Tox-under-
fi:e.3lill, Adelphi, Hungerford, Whitehall-
Stairs, Westminster Bridge, Horseferry, Vaux-
hall, and Hammersmith. On the opposite
shore are London Bridee, Horseshoe Alley,
Bankside, Southwark Bridge, Blackfriars
Hodges, Waterloo Bridge, Westminster Bridge,
Staneate Stajrs, Lambeth Stairs, Vauxhall
Bridge, Nine Elms, and the Red House, Bat-
tersea. Beyond, at P’utney, and on hoth sides
of the river up to Richmond, boats ave to be
hiad on hire, but the watermen who work them
are known to their London brethren as “up-
countiy watermen”—men who do not regn-
lazly ply for hire, and who are not in regular
attendance at the river side, though dnly
licensed. They convey passengers or luggage,
or packages of any kind adapted to the
Durden of a boat of a light draught of water.
When they are not employed, their boats are
kept chained to piles driven into the water's
edoe. These men oceasionally work in the
market gardens, or undertake any job within
their power ; but, though they are eivil and
honest, they are only partially employed either
ont or off the river, and are very poor. Some-
times, wlien no better employment is in pros-
pect, they stend at the toll-bridges of Putney,

wark bridges, a man stands near the toll-gate
offering a water conveyance no dearer than the
toll; but it is hopeless to make ihis proposition
when the tide is low, and these men,I am
assured, hardly make eightpence a-day when
offering this futile opposition. The stairs
above bridge most frequented by the water-
men, are at the Red House, Battersea, where
there are many visitors to witness or take
part in shooting-matches, or for dinner or
picnic parties.

Down the river, the Greenwich stairs are
the most numerously stocked with boats. Jr-
dinarily about thirty boats are to be engaged
there, but the business of the watermen is not
one-twentieth so much to convey passengers
as to board any sailing vessels beating up for
Tondon, and to inquire with an offer of their
services (many of them being pilots) if they
can be of any use, either aboard or ashore.

The number of *stairs” which may be con-
sidered as the recognised stations of watermen
plying for hire, are, as I have shown by the
foregoing enumeration, 75. The watermen
plying at these places, I am told, by the best-
informed men, average seventy a “ stairs.”
This gives 525 men and boats, but that, how-
ever, as we shall presently see, presents no
eriterion of the actual number of persons
authorised to act as watermen.

Near the stairs below bridge the watermen
stand looking out for customers, or they sit
on an adjacent form, protected from the wea-
ther, some smoking and some dozing. They
are weather-beaten, strong-looking men, and
most of them are of, or above, the wmiddle
age. Those who are not privileged work in
the same way as the privileged, wear a}l
kinds of dresses, but generally something 1
the natwre of a sailor's garb, such as 3
strong pilot-jacket and thin eanvas trousers.
‘The present race of watermen have, I am
assured, lost the saucipess {with occasional
smartness) that distinguished their prede-
cessors. They are mostly pafient, plodding
men, enduring poverty heroically, and shrink-
ing far more than many other classes from
any application for payish relief. * There 13
not a more independent lot that way 1
London,” said a waterman to me, and Got
knows it isn't for want of all the claims which
being poor can give us, that we don't apply 10
the workhouse.” Some, however, are 0ohgel

. : NV
to spend their old age, when incapable
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watermen have apprentices, and they nearly
all are sons or relatives of the watermen., F¥or
this I heard two reasons assigned. One was,
that lads whose childhood was passed among
bosats and cn the water contracted a taste for
a waterman’s life, and were unwilling to be
apprenticed to any other calling. The other
reason was, that the poverty of the watermen
compelled them to bring up their sons in this
manner, as the readiest mode of giving them
a trade; and many thus apprenticed become
seamen in the merchant service, and occa-
sionally in the royal navy, or get employment
as working-lightermen, or on board the river
steamers.

At each stairs there is what is called a
“turnway and causeway club,” to which the
men contribute each 2s. per quarter. One of
the regulations of these clubs is, that the
oldest men have the first turn on Monday,
and the next oldest on Tuesday, and so on,
through the several days of the week, until
Saturday, which is the apprentices’ day. The
fund raised by the 2s. subseription is for
keeping the causeway clean and in repair.
There is also a society in connexion with the
whole body of watermen, called the * Pro-
tection Suciety,” to proceed against any parties
who infringe upon their privileges. To this
society _they pay 1ld. per week each. The
Greenwich watermen ave engaged generally
as pilots to colliers, and other small crafts.

From one of the watermen, plying near the
Tower, I had the following statement :—

“1 have been a waterman eight-and-twenty
years. I served my seven years duly and
truly to my father. I had nothing but my
keep and clothes, and thats the vegular
custom. We must serve seven years to be
free of the river. It’s the same now in our
apprenticeship. No pay; and some masters
will neither wash, nor clothe, nor mend &
boy: and all that ought to be done by the
master, by rights. Times and masters 1s
harder than ever. After my time was out I
went to sea, and was pretty lucky in my
voyages. I was atsea in the merchant service
five years. When I came back I bought a
boat. My father helped me to start as a
waterman on the Thames, The boat cost
me twenty guiness, it would cairy eight fares.
It cost 21 15s. to be made an apprentice, and
about 4/ to have a license to start for myself.
:{n my father's time—from what I know when

was his apprentice, and what I've heard himn

wrecked. My father was in the River Fen-
cibles, which was a body of men that agreed
to volunteer to serve on board ships that went
on convoys in the war times. The watermen
was bound to supply so many men for that
and for the fleet. I can't call to mind the
vear, but the full number wasn’t supplied, and
there was a press. Some of my neighhouss,
watermen norw, was of the press-gang. hen
the press was on there was a terrible to do,
and all sorts of shifts among the watermen.
The young ones ran away to their mothers,
and kept in hiding. I was too young then,—
I was an apprentice, too,—to be pressed.
But a leutenant once put his hand on my
poll, and said, ¢ My fine red-headed fellow,
yowll be the very man for me when youre
old enough.’ Mine's a very bad trade—1
make from 10s. to 12s. a-week, and that's all
my wife and me has to live on. TI've mo
children—thank the Lord for it: for I see
that several of the watermen's children run
about without shoes or stockings. On Mon-
day I earned 1s. 9d., on Tuesday, Is. 7d., on
Wednesday, which was a very wet day, 1s,
and yesterday, Thursday, 1s. 6d., and up to
this day, Friday noon, I've earned nothing as
yet. We work Sundaysand all. My expenses
when I'm out isn’t much. MMy wife puts me
up a bit of meat, or bacon and bread, if we
have any in the house, and if T've carned any-
thing I eat it with half-a-pint of beer, or a
pint at times. Owrs is hard work, and we
requires support if we can only get it. IfI
bring no’ mezat with me to the stairs, I bring
some bread, and get half-a-pint of coflee with
it, which is 1d. We have to slave hard in
some weathers when we're at work, and indeed
were always either slaving or sitling quite
idle. Our principal customers are people that
want to go across in a hurry. At night—and
we take night work two and two about, two
dozen of us, in turn—we have double fares.
There’s very few country visitors take boats
now to see sichts upcen the river. The sweil
of the steamers frichtens them. Last Friday
a lady and gentleman engaged me for 2s. to
oo to the Thames Tunmnel, but a steamer
passed, and the lady said, ¢ Oh, look what a
surf! I don't like to venture;’ and so she
wouldn't, and I sat five hours after that before
I'd enmrned a farthing. I remember the firsf
steamer on the river; it was from Gravesend,
I think. It was good for us men at first, as
the passengers came aghore in boats. There
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was no steam-picrs then, but now the big
fureign steamers can come alongside, and
ladies and cattle and all can step ashore on
platforms. The good times is over, and we
are ready now to snap at one another for 34.,
when once we didn’t care about ls. We're
beaten by engines and steamings that nobody
can well understand, and wheels.”

“«Rare John Taylor,” the water-poct in the
days of James I.and Charles I., with whose
name I found most of the watermen familiar
(at least they had heard of him), complained
of the decay of his trade as a waterman, inas-
much as in his latter days “every Gill Turn-
tripe, Mistress Tumkins, Madame Polecat, my
Lady Trash, Froth the tapster, Bill the tailor,
Lavender the broker, Whiff the tobacco-seller,
with their companion trulls, must be coached.”
He complained that wheeled conveyances
ashore, although they msade the casements
shatter, totter, and clatter, were preferred to
boats, and were the ruin of the watermen.
And it is somewhat remarkable that the water-
men of our day complain of the same detri-
ment from wheeled conveyances on the water.

Tur LIGHETERMESN AND BARGEMEN.

Tarse ore also licensed watermen. The
London watermen ravely apply the texm
bargemen to any persons working on the
river; they confine the appellation to those
who work in the barges in the canals, and
who need not be free of the river, though
some of them are so, many of them being also
seamen or old men-of-war's men. The river
Kightermen (as the watermen style them all,
no matter what the craft) are, however, so
far a distinet class, that they convey goods
only, and not passengers: while the watermen
convey only passengers, or such light goods as
passengers may take with them in the way of
Juggage. The lighters arc the large boats
used to carry the goods which form the eargo
to the vessels in the river or the docks, or
from the vessels to the shore.. The barge is a
kind of larger lighter, built deeper and
stronger, and is confined principally to the
conveyance of coal. Two men are aenerally
employed in the management of a barge.
The lighters are adapted for the conveyance
of corn, timber, stone, groceries and general
merchandise: and the several vessels are
usually confined to sueh purposes—a corn
lizhter being seldom used, for Instance, to
carry sugar. The lighters and barges in
present use are built to carry from 0 to 120
tons, the greater weight heing that of the huge
coal barges. A lighter earrying fourteen tons
of merchandise costs, when new, 1200.—and
this is an average size and price. Some of
these lighters are the property of the men
who drive them, and who are a prosperous
class compared with the poor watermen. The
lichtermen cannot be said to apply for hire
in the way of the watermen, but they are

alwnys what they call “on the look out” If
a vessel arrives, some of them go on board
and offer their services to the captain in ease
he be concerned in having his cargo’ trans.
ported ashore; or they ascertain to what
merchant or grocer goods may be consigned,
and apply to them for employment in lighter-
ace, unless they know that some particular
lighterman is regularly employed by the con-
sicnee. There are no settled charges—each
tradesman has his regular scale, or drives his
own bareains for lighterage, as he does for the
supply of any other commodity. I heard no
complaints of underselling among the lightesr-
men, but the men who drive their own boats
themselves sometimes submit to very hard
bargains. Laden lighters, I was told on all
hands, ought not, in “anything like weather,”
to be worled by fewer than two men; but the
hard bargains I have spoken of induce some
working lightermen to attempt feats beyond
their strength, in driving a laden lighter
unassisted. Sometimes the watermen have to
put off to render assistance, when they scea
lighter unmanageable. Lighters can only
proceed with the tide, and arc often moored
in the middle of the river, waiting the turn of
the tide, more especially when their load con.
sists of heavy articles. The lighters, when not
employed, are moored alongshore, often close
to o watermaw's stairs. Most master-lighter-
men have offices by the waterside, and all have
places where “they may always be heard of.”
Many lightermen are capitalists, and employ a
number of hands. The ¢ London Post Ofice
Directory” gives the names of 17) master-
lichtermen. If a ship has to be laden or
unladen in a hurry, one of them is usually
employed, and he sets a series of lighters “on
the job,” so that there 1s no cessation in the
work. Most lightermen are occasionally em-
ployers; sometimes engaging watermen to
assist them, sometimes hiring a lighter, 1
addition to their own, from some lighterman.
A man employed occasionally by one of the
greater masters made the following state-
ment:—

“T work for MMr. ,and drive a lighter
that cost above 1007, mostly at merchandise.
T have 28s. a-week, and 2s, extra_every night
when there’s nightwork. I should be right
well off if that lasted all the year through, but
it don't. On 2 Saturday night, when weve
waited for ourmoney till ten or eleven perhaps,
master will say, ‘I have nothing for you on
Monday, but you can look in/’ Hell say that
to a dozen of us, and we may not have 8 job
11 the weel’s half over, or not one a ’l“
That's the mischief of our trade. I haven'
means to get a lighter of my own. thouch
can’t say I'm badly off, and I'm a single man;
and if T had a lighter I've mo conpesiod.
There's very few of the great lightermen that
one has a regular berth under. I suppose
make 1ds. or 15s. the year through, lamping it
all like.” .
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The lightermen who are employed in the
conveyance of goods chargeable with duty are
licensed by the Excise Cffice, as a check against
the conveyance of contraband articles. Both
the proprietors of the lighter and the persons
he employs must be licensed for this convey-
ance, the cost being bs. yearly. A licensed
man thus employed casually by the master-
Lighterman is known as a jobber, and has {s.
a~day; the average payment of the regular
labourers of the lighterman is 23s. a-week;
but some employers, whom I heard warmly
extolled as the old masters, give 30s. a-week.
Tn addition to this 23s. or 30s., as the case
may be, nightwork ensures 2s. or 2s. Gd. extra.
Thus the permanent labourers under the
lightermen appear to be fairly paid.

The master-lightermen, as I said before,
ave, according to the ** Post Office Divectory,’
175 in number. I am told that the number
may be taken (as the Directory gives only
those that have offices) at 200 at the least, and
that oY this number one half employ, on an
average, one man each. The proprietors of
the lighters who average ten hands in their
employ cannot be reckoned among men work-
ing on the river, except perhaps one-fourth of
their number, but of the other class all work
themselves. The annual number of actual
labourers in this department of metropolitan
industry will thus be 125 proprietors to 1100
non-proprietors, or 1225 in all, driving 1100
lighters at the least. The bargemen, who are
alxo employed, when convenience requires, as
lishtermen, are 100 or 500, driving more than
half that number of barges; but in these are
not included many coal barges, which are the
property of the coal-merchants having whaifs.
The number of London boat-bargemen and
lightermen given in the Occupation Abstract
of 1841 was 1503, which, allowing for the
increase of population, will be found to differ
but slightly from the numbers above given.

The lightermen differ little in character
from the watermen, but, as far as their better
civcumstances have permitted them, they
have more comfortable homes. I speak of the
working lichtermen, who are also proprietors;
and they can all, with very few exceptions, read
and write. They all reside near the river, and
generally near the Docks—the great majority
of them live on the Middlesex side. They
are a sober class of men, both the working
masters and the men they employ. A drunken
lighterman, I was told, would hardly be trusted
twice. The watermen and lightermen are
licensed by the by-laws of the City, passed
for the regulation of the freemen of the Com-
pany of Master, Wardens, and Commonalty
of Watermen and Lightermen of the River
Thames, their widows and apprentices, to row
or work boats, vessels, and other craft, in all
P-’ll‘l§ of the river, from New Windsor, Berks,
to Yantlet Creek (below Gravesend), Kent,
and in all docks, canals, ereeks, and harbours,
of or out of the said river, so far as the tide

flows therein. A rule of the corporation, in
1836, specifies the construction and dimen-
sions of the boats to be built, after that date,
for the use of the watermen. A wherry to
carry eight persons, was to be 20} feet in
lensth of keel, 4% feet breadth in the mud-
ships, and of the burden of 21 ewt. A skiff to
carry four persons was to be 14 feet length of
keel, 5 feet breadth in the midships, and 1 ton
burden. The necessity of improved construc-
tion in the watermen's boats, since the intro-
duction of steamers caused swells on the
river, was strongly insisted on by several of
the witnesses before Parliament, who produced
plans for improved craft, but the poverty of
the watermen has made the regulations of the
anthorities all but a dead letter. These river
labourers are unable to procure new boats, and
they pateh up the old eraft.

The census of 1841 gives the following
result as to the number of those employed in
boatwork in the metropolis :(—

Boat and barge-men and women . 2516
Lightermen . . : . . 1503
Watermen . . . . . 1654

55673

The boat and barge-men and women thus
enumerated are, I presume, those employed
on the canals which centre in the metropolis;
so that, deducting these from the 5673 la-
bourers above given, we have 3157, the total
number of boat, bargemen, lightermen, and
watermen, belong to the Thames.

STEAM NAVIGATION.

I msve now to speak of the last great
change in river transit—the introduction of
steam navigation on the river Thames. The
first steamboat used in river navigation, or,
indeed, in any navigation, was one built and
lnunched by Fulton, on the river Hudson,
New York, in 1807. It was not until eleven
years later, or in 1818, that the first English
river steamboat challenged the notice of the
citizens as she commenced her voyage on the
Thames, running daily from the Dundee
Arms, Wapping, to Gravesend and back.
She was called * Margery,” and was the pro-
perty of a company, who started her as an
experiment. She was about the burden of
the present Gravesend steamers, but she did
not possess covered paddle-wheels, being
propelled by uncovered wheels (which were
at the time compared to ducks’ feet,) pro-
jeeting from the extremity of the stern.
The splashing made by the strokes of the
wheels was oxtreme, and afferded a subject
for all the ridicule and wit the watermen
were masters- of. Oceasionally, too, the
steamer came into contact with a barge, and
broke one or more of her duck feet, which

might canse a deley of an hour or so (as it
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was worded to me) before a jury duck-foot
could Le fitted, and perhaps, before anothei
mile was done, there was another break and
another stoppage. These delays, which would
now be intolerable, were less regarded at that
period, when the average duration of a voyage
from Wapping to Gravesend by the © Margery ”
was about 53 hours, while at present, with
favouring wind and tide, the distance from
London-bridge to Gravesend, thirty-one miles
by water, is done in less than one hour and a
half, The fares by the first river steamer were
3s. for the best, and 2s. d. for the fore cabin.
Sailing.packets, et that time, ran from the
Dundee Arms to Gravesend, the fare being
1s. 6d.; and these vessels were sometimes a
day, and sometimes a day and a-half in ac-
complishing the distance. The first river

-

steamboat, after running less than three

months of the summer, was abandoned as a
failure. A favourite nickname, given by the
watermen and the river-side idlers to the un-
fortunate “ Margery” was “the Yankee Tor-
pedo.” About that time there had been an
explosion of an American steamer, named the
« Torpedo,” with loss of life, and the epithet,
doubtless, had an influence in deterring the
timid from venturing on a voyage down the
Thames in so dangerous a vessel. The con-
striuetion of the ¢ Margery” was, Ioreover,
greatly inferior to the steamers of the pre-
sent day, as when she shot off her steam
she frequently shot off boiling water along
with it. One waterman told me that he had
his right hand so scalded by the hot water,
as he was near the * Margery,” in his boat,
that it was disabled for a week.

In the following summer another steamer
was started by another company—the “ Old
Thames.” The * 0ld Thames” had paddle-
wheels, as in the present build, her speed
was better by about one mile in ten than
that of her predecessor, and her success was
greater. She ran the same route, at the
same prices, until the « Majestic,” the third
river steamer, was started in the same year
by a rival company, and the fares were reduced
10 2s. 6d. and 2s. The ¢ Majestic” ran from
the Tower to Gravesend. At this time, and
twenty years afterwards, the watermen had to
convey passengers in boats to and from the
steamers, as one of the watermen has stated
in the nairative I have given. This was an
additional source of employment to them,
and led to frequent quarrels among them as
1o their terms in conveying passengers and
luggage; and these quarrels led to frequent
complaints from the captains of the steamers,
owing to their passengers being snubject to an-
noyances and occasional extortions from the
watermen. In 1820, two smaller boats, the
“ Tavourite” and the * Sons of Commerce”
were started, and the distance was accom-
riished in half the time. Tt was not until
1830, however, that steam navigation became
at all general above bridge.

The increase of the river steamboats from
1820 is evinced by the following Table :—

Number of \
Years, River Steaniers, ofI;(‘:g]:g[;;
1820 4 o7
1830 20 2344
1825 43 8843

Thus we have an increase in the ten years
from 1820 to 1830 of 16 steamers; and in
the five years [rom 1830 to 1835, of 23 over
the number employed in 1830; and of 3y
over the number of 1820.

During the next thirty years—that is from
1820 to 1S50,—there was an increase of (3
steamers,

_The diminution in the time occupied by the
river steamboats in executing their voyages, is
quite as remarkable as the increase in their
numbers. In 1820, four boats performed 227
voyages ; or presuming that they ran, at that
period, 26 weeks in the year, 56§ voyages each,
or about two a-week., In 1830, following the
same caleulation, 20 steamers accomplished
2344 voyages, being 117 each, or between &
and 5 voyages a-week. In 1835, 43 steamers
made 8843 voyages, being 205 voyages each,
or about 8 a-week. During this time some of
the steamers going the longer distances, such
as to Richmond, Gravesend, &e. ran only
one, two, or three days in the week, which
accounts for the paucity of voyages compared
with the number of vessels.

In 1820, only 227 voyages were accomplishied
during the season of twenty-six wecks; in
1850, half that number of voyages were accom-
plished daily during a similar term, and during
the whole of that term the river steamboats
conveyed 27,955,200 passengers. The amount
expended in this mode of transit exceeds &
quarter of a million sterling, or upwards of
half-a-crown a-head for the entire metropolitan
population. '

The consequences of the increase of steam-
navigation commanded the attention of Par-
liament in the year 1831, when voluminous
evidence was taken before a Committee of the
House of Commons, but no legislative enact-
ments followed, the management of the steam
traffic, as well as that of all other river trafiic,
being left in the hands of the Navigation
Committee of the Corporation of London, of
the composition of which body I have already
spoken. “ Collisions have taken place,’ said
Sir Joln Hall, in 1836; “ barges, boats, and
eraft, have been swamped, and valuable pro-
perty destroyed, from the crowded and ner-
row space cf the passage through the Pools
and human life has, in seme instanees, also
fallen a sacrifice from such collisions, A&
in others, from the effect of the undulations
of the water produced by the action of the
paddle-wheeis of the steamboats, — ceuIn-
stances which have been aggravated by the
unnecessary veloeity with which some ©
those vessels have been ocensionally Pro-
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pelled.” The returns laid before Parliament
chow three deaths, in 1834, attributable to
oteam craft. In the year 1885, the number of
deaths from the same causes was 1o less
than ten. In all these cases inquests were
held. In 1834, the number of deaths, from
all causes, whether of accident or suicide on
the river, as investigated by the coroner, was
fifty-four; the deaths caused by steamboats
being one-eighteenth that number; while, in
1835, the deaths from all causes were forty-one,
+he steamboats having occasioned loss of life
to nearly one-fourth of that number.

To obviate the danger and risk to boats, it
was suggested to the committee that the
steamers should not be propelled beyond a
certain rate, and that an indicator should be
placed on board, which, by recording the num-
her of revolutions of the paddle-wheels, should
show the speed of the steam-vessel, while ex-
cessive speed, when thus detected, was to en-
tail punishment. It was shown, however,
that the number of times the wheel revolves
affords no criterion of the speed of the vessel,
as regards the space traversed in a given
period. Her speed is affected by depth of
water, weight of cargo, number of passengers,
by her superior or inferior construction and
handling, and most especially by her going
with or against the tide; while, in all these
circumstances of varying speed, as regards
rates of progress, the revolutions of the pad-
dle-whecls might, in every fifteen minutes,
vary little in number. The tide moves, ebb
and flow, on the average, three miles an hour.
Mr. Rowland, the harbour-master, has said,
touching the proper speed of steam-vessels on
the river :—* Four miles an hour through the
water against the tide, and seven with the
tide, would give ample speed for the steam-
boats. An opportunity would thus be afforded
of travelling over the ground against the tide
at the raie of about four miles an hour, and
with the tide they would positively pass over
the around at the rate of about seven miles.”
The rate at which the better class of river
steamers progress, when fairly in motion, is
now from eight to nine miles an hour.

Although no legislative enactments for the
better regulation of the river steam navigation
took place after the Report of the Committee,
accidents from the cause referred to are now
unfrequent. In the present year, I am in-
formed, there has been no loss of life on the
Thames occasioned by steamboats. This is
attributable to a2 better and clearer ‘ water
way” being kept, and to a greater efficiency on
the part of the eaptains and helmsmen of the
nver steam fleet.

It is common for people proceeding from
Londou-bridge to Gravesend to exclaim about
the “crowds of shipping!™” The fact is, how-
ever, that notwithstanding the great inerease
n the commerce and trafiic of the eapital, the
Thames is less ecrowded with shipping than it
was at the beginning of the century. M.

Banyon, clerk to the Waterman’s Company, i
his evidence before a Committee of the House
of Commons, described himself as a © practical
man twenty-two years before 1811.” He says,
“ There is a wonderful difference since my
time. I was on the river previous to.any
docks being made, when all the trade of the
country was laying out in the river, . . . .
The river was then so crowded that the tiers
used to overlap one another, and we used to
be obliged to bring up so as to prevent getting.
athwart hawse.” I mention this fact to show
that, without the relief afforded by the docks,.
steam navigation would be utterly imprue-
ticable.

The average tonnage of a steam-vessel, of a.
build adapted to run between London and
Greenwich, or Woolwich, is 70 or 80 tons:
one adapted to run to Gravesend or beyond is.
about 180 tons ; and those merely suitable for
plying between London-bridge and Westmin-
ster, 40 or 50 tons. What is the number of
persons, per ton, which may safely be cn-
trusted to the conveyance of steamboats,
authorities are not agreed upom. Mr. W.
Cunningham, the captain of a Weolwich
steamer, represented it to the committee as.
four or five to the ton, though he admits thui
five to the ton inconvenienced the passengers
by crowding them. The tonnage of Mr. Cun-
ningham’s vessel was 77 ; his average number
of passengers, “on extreme freights,” was.
200; yet he once carried 500 persons, thougl,.
Ly his own admission, 385 would involve
crowding.

The changes wrought in the appearance of’
the river, and in the condition of the water-
man, by the introduction of steamers, have
Leen rapid and marked. Not only since the
steam era have new boats and new companies.
oradually made their appearance, but new
piers have sprung up in the cowrse of the
Thames from Gravesend to Richmond. OF
these piers, that at Hungerford is the most.
remarkable, as it is erected fairly in the river:
and on a fine summer's day, when filled with
well-dressed persons, waiting * for their boat,”
it has & very anmimated appearance. A long.
wooden framework, which rises into a kind of”
staircase at high water, and is a sloping plat-
form at low water, connects the pier with
Hungerford-bridge. At Southwark and Vaux-
hall bridges the piers are constructed on the
abutments of an arch, and a stairease conducts.
the passenger to the bridge. On the north
side of the river are, three at London-bridge.
one at Southwark-bridge, at Pauls.wharf
(Blackfriars), Temple, Arundel-street, Water-
loo-bridge, Fox-under-the-hill, George-street,
Adelphi, Hungerford, Pimlico, Cadogan-pier..
Chelsea, Battersea-bridee, Hammersmith, and
Kew. On the other side ave, two at Ricli-
mond, one at Putney, Red House, Battersea:.
Nine Elnsg, Lambeth, Westminster-bridge.
and London-bridge. Below bridge, on the
Middlesex side, the piers are, the Tuuuel,
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Timehouse-hole, Brunswick, North YWoolwich,
and Purfleet. On the Surrey side there are
two piers at Gravesend, onc at Rosherville,
Trith, Woeolwich, East Greenwich, Greenwich,

and the Commercial-doeks, Rotherhithe.

The piermen at the pier belonging to the
Gravesend Diamond Company (the oldest

eompany now flourishing, as it was staxted n
June 1828), and to others of similar charac-
ter, are seven in number. At Hungerford,
however, there are eleven piermen; and
takine the steamboat-piers altogether, it may
be safely said there are four men to each
on an average, or 168 men to 42 such piers.
The piermen arve of three classes as regavds
the rates of remmuneration.

The piermaster, who is the general super-
intendent of the station, has 35s. a-week;
the others have 23s. and 21s. These men
are not confined to any one duty; as the
man who takes the tickets from the pas-
sengers one day may assist merely 1n moor-
ing, or in “ touting ” the next—though « good

touter is not often changed. The colour of

the tickets is changed daily, unless a colour
is “run out,” in which case another colour
must be substituted until a supply can be
obtained. The majority of the piermen have
been watermen, or seamen, Or in some way
connected with rtiver work. They are, for
the most part, married men, supporting fami.-
lies jn the Lest manner that their means
will admit.

Trom a gentleman connected with a Steam-
packet Company I had the pleasure of hearing
a very good character of these men, while by
the men themselves I was informed that they
were, as a body, fairly treated, never being dis-
missed without reasons assigned and due
ingquiry. The directors of such vessels as are
in the hands of companies meet weekly,
and among their general business they then
investizate any complaints by or against the
men, who are sometimes suspended as a
punishment, though such cases are unfrequent.

All the men employed on board the river-,
steamers are free watermen, excepting those |
working in the engineroom. In the winter:

some of them return to the avocation of water-
men—-hiring a boat by the month or week, if
they do not possess, as many do, boats of their
own. In the course of my inquiries among
the merchant seamen, I heard not a few con-
temptuous opinions expressed of the men on
board the river-craft. There is no doubt,
however, that the captein of a river steamer,
who is also the pilot, must have a quick and
correct eye to direct his vessel out of the crowd
of others ahout London-bridge, for instance,
without collision. The helmsman is fre-
guently the mate of the steamer— sometimes,
Lut rarely, one of the crew-—while sometimes
the captain himself relieves the mate at the
helm, and then the mate undertakes the
piloting of the vessel. During the season,

when a steam-boat is “made safe” for the!

' night, one of the crew usually sleeps on Vosrd
to protect whaé property may be kept there,
and to guard against fire. The crew ga on
board about two hours before the vessel
starts, to clean her thoroughly; the engineer
and his people must be in attendance about
that time to get the steam up; and the cap.
tain about half-an-hour or an hour before tle
boat leaves her mooring, to see that everything
is in order. ?

"The river-steamers generally commence run-
ning on Good Friday or Easter Monday, and
continue until the 1st of Oectober, or a little
later if the weather be fine. Iach steamer
emries a captain, a mate, and three men as
erew, with an engineer, a stoker, and a call-boy
—or eight hands altogether on board. The
number daily at worl on the river-steamers is
thus 552: so that including the piermen, the
clerks, and the *odd men,” between 700 and
$00 persons are employed in the steam naviga-
tion of the Thames. Calenlating each voyage
to average six miles, the extent of steam navi-
gation on the Thames, performed daily in the
season, is no less than 8250 miles. The
eaptains receive from 21 to 31 per week; the
mates, from 30s. to 33s.; the crew, 25s. each;
the eall-boy. 7s.; the engineer, from 21, to 3l;
and the stokers, 30s.

The class of persons travelling by these
steamboats is mixed, The wealthier not un-
frequently use them for their excursions up or
down the river; but the great support of the
boats is from the middle and working classes,
more especially such of the working class (in-
cluding the artisans) as reside in the suburbs,
and proceed by this means of conveyance to
their nccustomed places of business: in all, or
nearly all, the larger steamers, a band of
music adds to the enjoyment of the passengers;
but with this the directors of the vessel have
nothing to do beyond giving their consent o
gratuitous conveyance of the musicians who
go upon speculation, their remuneration being
what they ean collect from the passengers.

LONDON OMNIBUS DRIVERS AND
CONDUCTORS.

TrE subject of omnibus conveyance is one to
the importance of which the aspect of every
thoroughfare in London bears witness. Yet
the dweller in the Strand, or even in a greater
thoroughfare, Cheapside, can only form a par-
tial notion of the magnitude of this mode of
transit, for he has but a partial view of it; he
sces, as it were, only one of its details.

The routes of the several ommibuses i
manifold. Widely apart as ave their starting-
points, it will be seen how their courses tend
to common centres, and how generaily what
may be called the great trunik-lines of the
streets are resorted to.

The principal routes lie north and south,

Ve ey an,

e wvr it e A

.

LONDON LABOUR AND THE LONDON POOR. 347

enst and west, through the central parts of | from Barnsbury-pask, Ly the Post-ofice and

Tondon, to and from the extreme suburbs.
the majority of them commenee running at
eight in the morning, and continue till twelve
af night, succeeding each other during the
pusy part of the day every five minutes. DMost
of them have two charges —:d. for part of the
distanee, and Gd. for the whole distance.

The omnibuses proceeding on the northern
and southern routes are principally the fol-
lowing :—

The Atlases run from the Eyre Arms, St.
Jolin’s Wood, by way of Baker-strect, Oxford-
strect, Regent-street, Charing-cross, Westmin-
ster-bridge and road, and past the Elephant
and Castle, by the Walworth-road, to Camber-
well.gate.  Some turn off from the Elephant
(asall the omnibus people call it) and go down
the New Kentroad to the Dover railway-
station ; while others run the same route, but
to and from the Nightingale, Lisson-grove,
instead of the Eyre Arms. The Waterloos
sourney from the York and Albany, Regent’s-
park, by way of Albany-stieet, Portland-road,

lesent-street, and so over Waterloo-bridge, by

the Waterloo, London, and Walworth-roads, to
Camberwell-gate. The Waterloo Association
have also a branch to Holloway, wid the
Camden Villas. There sare likewise others
which run from the terminus of the South-
Western Railway in the Waterloo-road, wvid
Stamford-street, to the railway termini on the
Swirey side of London-bridge, and thence to
that of the Eastern Counties in Shoreditch.

The Hungerford-markets pursue the route
from Camden Town along Tottenham Court-
road, &¢. to Hungerford ; and many run from
this spot to Paddington.

The Kentish Town run from the Eastern
Counties station, and from Whitechapel to
Kentish Town, by way of Tottenham Court-
road, &e.

The Hampsteads observe the like course to
Camden Town, and then run straight on to
Hampstead.

The King's-crosses run from Kennington-
gate by the Blackfriar's-road and bridge, Ileet-
street, Chancery-lane, Gray's-inn-lane, and the
New-road, to Euston-square, while some go on
to Camden Town.

The Great Northerns, the latest route
started, travel from the railway terminus,
Maiden-lane, King's-cross, to the Bank and
the railway-stations, both in the city and
across the Thames; also to Paddington, and
some to Kennington,

The Favourites' route is from Westminster
Abbey, along the Strand, Chancery-lane,
Gray's-inn-lane, and Coldbath-fields. to the
x\ngel, Islington, and thence to Holloway:
while some of them run down Fleet-street, and
$0 past the General Post-office, and thence by
the City-road to the Angel and to Holloway.
]'lgliﬁlFavountes also run from Holloway to the

The Islington and Kenningion line is

Blackfriars-bridge, to Kennington-gate.

The Camberwells go from Gracechurch-
street, over London-bridge, to Camberwell,
while a very few start from the west end of
the town, and some two or three from Fleet-
street; the former crossing Westminster and
the latter Blackfriars-bridge, while some Nel-
sons run from Oxford-street to Camberwell or
to Brixton.

The Brixtons and Claphams go, some {rom
the Regent-cireus, Oxford-street, by way of
Regent-street, over Westminster-bridge ; and
some from Gracechurch-street, over London-
bridge, to Brixton or Clapham, as the case
may be.

'I'he Paragons observe the same route, and
some of these conveyances go over Blackfriar's-
bridee to Brixten.

The Carshaltons follow the track of the
Mitchams, Tootings, and Claphams, and go
over London-bridge to the Bank.

The Paddingtons go from the Royal Oak,
Westhourne-Green, and from the Pine-apple-
aate by way of Oxford-street and Holborn to
the Bank, the London-bridge, Eastern Coun-
ties, or Blackwall railway termini; while some
reach the same destination by the route of the
New-road, City-road, and Finsbury. These
routes are also pursued by the vehicles lettered
« New-road Conveyance Association,” and
« T,ondon Conveyance Company ;” while some
of the vehicles belonging to the same pio-
prietors run to Notting-hill, and some have
branehes to St. John’s Wood and elsewhere.

The Wellingtons and Marlboroughs pursue
the same track as the Paddingtons, but some
of them diverze to St. John's Wood.

The Kensall-greens go from the Regent-
circus, Oxford-street, to the Cemetery.

The course of the Bayswaters is from Bays-
water vid Oxford-street, Regent-street, and the
Strand, to the Bank.

The Bayswaters and Kensingtons run from
the Bank »id Finsbury, and then by the City-
road and New-road, down Portland-road, and
by Oxford-street and Piccadilly to Bayswater
and Kensington.

The Hammersmith and Kensingtons con-
vey their passengers from Fammersmith, by
way of Kensington, Knightshridge, Piccadilly,
&e. to the Bank.

The Richmond and Hampton Courts, from
St. Paul's-churchyard to the two places in-
dieated. . .

‘The Putneys and DBromptons run from
Putney-bridee zid Brompton, &e. to the Bank
and the London-bridge railway station.

The Chelseas proceed from the Man in the
Moon to the Bank, Mile-end-road, and City
rajlway stations.

The Chelsea and Islingtons observe the
route from Sloane-square to the Angel, Isling-
ton, travelling along Piecadilly, Regent-street,
Portland-road, and the New-road.

The Royal Blues go from Pimlico wvid
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Grosvenor-gate, Piccadilly, the Strand, &e. to
the Blackwull railway station.

The direction of the Pimlicos is through
Westminster, Whitehall, Strand, &e. to White.
chapel.

The Marquess of Westminsters follow the
route from the Vauxhall-bridge vid Millbank,
VWestminster Abbey, the Strand, &e.to the Bank.

The Deptfords go from Gracechurch-street,
and over London-bridge, and some from
Charing-cross, over Westminster-bridge, to
Deptford.

The route of the Nelsons is from Charing-
cross, over Westminster-bridge, and by the
New and Old Kent-roads to Deptford, Green-
wich, and Woolwich; some go from Grace-
church-street, over London-bridge.

The Shoreditches pursue the direetion of
Chelsea, Ticcadilly, the Strand, &e. to Shore-
ditch, their starting-place being Battersea-
bridge.

The Hackneys and Claptons run from Ox-
ford-street to Clapton-square.

Barber's run from the Banlk, and some from
Oxford-street, to Clapton.

The Blackwalls run some from Sloane-street
to the Docks, and the Bow and Stratfords
irom diffevent parts of the West-end to their
respective destinations.

I have enumerated these several conveyances
from the information of persons connected
vith the trade, using the terms they used,
which better distinguish the respective routes
than the names lettered on the carriages, which
would but puzzle the reader, the principal
appellation giving no intimation of ‘the des-
tination of the omnibus.

The routes above specified are pursued by
a series of vehicles belonging to one company
or to one firm, or one individual, the number
of their vehicles varying from twelve to fifty.
One omnibus, however, continues to run from
the Bank to I'inchley, and one {from the Angel
to Hampton Court.

The total number of omnibuses traversing
the streets of London is about 3000, paying
duty including mileage, averaging 91 per month
each, or 324,000/ per annum. The number
of conductors and drivers is about 7000 (in-
cluding a thousand “ odd men,”—a term that
will be explained hereafter), paying annually
5s. each for their licenses, or 1750l collec-
tively. The receipts of each vehicle vary from
2. to 4l per day. Estimating the whole 3000
at 5., it follows that the entire sum expended
annually in omnibus hire by the people of
London amounts to no less than 3,285,000%.,
which 1s 1more than 80s. a-head for every man,
woman, and child, in the metropolis. The
average jowrney as regards length of each
omnibus is six miles, and that distance is in
some cases travelled twelve times a-.day by
each omnibus, or, as it is called, “six there
and six back.” Some perform the journey
only ten times a-day (each omuibus), and
some, but a minority, a less number of times.

Now taking the average as between forty-fiva
and fifty miles a-day, travelled by each ompy;.
bus, and that I am assured on the best
authority is within the mark, while sixty mileg
a-day might exceed it, and computing the
omnibuses running daily at 3000, ve find “g
travel,” as it was worded to me, upwards of
140,000 miles a-day, or a yearly travel of more
than 50,000,000 of miles : an extent that 4.
most defies a parallel among any distances
popularly familiar. And that this estimate in
no way exceeds the truth is proved by the sum
annually paid to the Excise for « milenge,”
which, as before stated, amounts on an average
to 9. each “Dbus,” per month, or, collectively,
to 324,000/, per annum, and this at 1}d. pér
mile (the rate of duty charged) gives 51,840,000
miles as the distance travelled by the entire
number of omnibuses every year.

On each of its journeys experienced persons
have assured me an omnibus carries on the
average fifteen persons. Nearly all aro licensed
to carry twenty-two (thirteen inside and nine
out), and that number perhaps is sometimes
exceeded, while fifteen is a fair computation;
for as every omnibus has now the two fares,
3d. and 6d., or, as the busmen eall them,
“long uns and short uns,” there are two sets
of passengers, and the number of fifteen
through the whole distance on each journey
of the omnibus is, as T have said, a fair com-
putation: for sometimes the vehicle is almost
empty, as a set-off to its being crammed at
other times. This computation shows the
daily “travel,” reckoning ten journeys a-day,
of 450,000 passengers. Thus we might be
led to believe that about one-fourth the entire
population of the metropolis and its suburbs,
men, women, and children, the inmates of
hospitals, gaols, and workhouses, paupers,
peers, and their families all ineluded, were
daily travelling in omnibuses. But it must
be borne in mind, that as most omnibus
travellers use that convenient mode of con-
veyance at least twice a-day, we may compute
the number of individuals at 225,000, or, al-
lowing three journeys as an average daily
travel, at 150,000. Calculating the payment

of each passenger at 41d., and so allowing for’

the set-off of the “ short uns” to the *long
uns,” we have a daily receipt for omnibus
fares of 8,4891., a weekly receipt of 58,0731,
and o yearly receipt of 2,003,6507.; which 1t
will be seen is several thousands less than
the former estimate: so that it may be safely
assured, that at least three millions of money
is annually expended on omnibus fares 10
London.

The extent of individual travel performed
by some of the omnibus drivers is enormous.
One man told me that he had driven his
“Dbus " seventy-two miles (twelve stages of six
miles) every day for six years, with the ex-
ception of twelve miles less every second
Sunday, so that this man had driven 12 Si¥

years 179,608 miles.
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Or1cIN oF OJNIBUSES.

This vast extent of ommibus transit has
been the growth of twenty years, as it was not
antil the 4th July, 1829, that M. Shillibeer,
now the proprietor of the patent mourning
conches, started the first ommnibus. Some
works of authority as books of reference,
have represented that My, Shillibeer's first
omnibus ran from Charing-cross to Green-
wich, and that the charge for outside and
inside places was the same. Such was not
the case; the first omnibus, or rather, the
first pair of those vehicles (for Mr. Shillibeer
started two), ran from the Bank to the York-
shire Stingo. Neither could the charze out
and in be the same, as there were no outside
passengers. Mr. Shillibeer was a naval officer,
and in his youth stepped from a midshipman’s
duties into the business of a coach-builder,

- i
he learning that business from the late Mr.

Hatchett, of Long Acre. Mr. Shillibeer then
established himself in Paris as a builder of
English carriages, & demand for which had
sprung up after the peace, when the cwrent
of English travel was directed strongly to
Trance. In this speculation Mr. Shillibeer
was eminently successful. He built carringes
for Prince Polignac, and others of the most
influential men under the dynasty of the elder
branch of the Bourbons, and had a bazaar for
the sale of his vehicles. He was thus oceu-
pied in Paris in 1819, when M. Lafitte first
started the omnibuses which are now so
common and so well managed in the Irench
capital. Lafitte was the banker (afterwards
the minister) of Louis Philippe, and the most
active man in establishing the Messageries
Loyales. Tive or six years after the omni-
buses had been sueccessfully introduced into
Paris, Mr. Shillibeer was employed by M.
Lafitte to build iwo in a superior style. In
executing this order, Mr. Shillibeer thought
that so comfortable and economical 2 mode of
conveyance might be advantsgeously intro-
duced in London. He aceordingly disposed
of his Parisian establishment, and ecame to
London, and started his omnibus as I have
narrated. In order that the introduction might
have every chance of success, and have the
full prestige of respectability, Mr. Shillibeer
brought over with him from Paris two youths,
both the sons of British naval officers; and
these young gentlemen were for a few weeks
his “conduetors.” They were smartly dressed
I “blue cloth and togs,” to use the words of
my informant, after the fashion of Lafitte’s con-
ductors, each dress costing 5. Their address-
Ing any foreign passenger in French, and the
French style of the affuir, gave rise to an
opinion that Mr. Shillibeer was a Frenchman,
and that the English were indebted to a fo-
reigner for the improvement of their vehicular
transit, whereas Mr. Shillibeer had served in
the British navy, and was born in Tottenham-

court-rond. His speculation was particularly
and at once suceessful. His two vehicles
carried each twenty-two, and were filled every
journey. The form was that of the present
omnibus, but larger and roomier, as the
twenty-two were all accommodated inside, no-
body being outside but the driver. Three
horses yoked abreast were used to draw these
earriages.

There were for many days, until the novelty
wore off, erowds assembled to see the ommi-
buses start, and many Iadies and gentlemen
took their places in them to the Yorkshire
Stingo, in order that they might have the
pleasure of riding back agsin. The fare was
one shilling for the whole and sixpence for
half the distance, and each ommnibus made
twelve journeys to and fro every day. Thus
Mr. Shillibeer established a diversity of fares,
regulated by distance; a regulation which was
afterwards in a great measure abandoned by
omnibus proprietors, and then re-established
on our present threepenny and sixpenny pay-
ments, the *“long uns” and the *short uns.”
Mr. Shillibeer's receipts were 100/ a-week.
At first he provided a few books, chiefly maga-
zines, for the perusal of his customers; but
this peripatetic library was discontinued, for
the customers (I give the words of my in-
formant) “boned the books” When the
young - gentlemen conductors retired from
their posts, they were succeeded by persons
hired by Mr. Shillibeer, and liberally paid,
who were attived in a sort of velvet livery.
Many weeks had not clapsed before My. Shilli-
beer found a falling oft in his receipts, althongh
he ascertained that there was no falling off in
the public support of his omnibuses. He ob-
tained information, however, that the persons
in his employrobbed him of atleast 20/, a-week,
retaining that sum out of the receipts of the two
omnibuses, and that they had boasted of their
cleverness and their Inerative situations at a
champagne supper at the Yorkshire Stingo.
This necessitated a change, which Mr. Shilli-
beer effected, in his men, but without prose-
cuting the offenders, and still it seemed that
defaleations continned. That they eontinued
was soon shown, and in ¢ a striking manner,”
as I was told. As an experiment, M.
Shillibeer expended 300/ in the consiruction
of a machine fitted to the steps of an omnibus
which should record the number of passen-
gers as they trod on a plate in entering and
leaving the vebicle, arranged on a similar
principle to the tell-tales in use on our toll-
bridges. The inventor, Mr. , now of
Woolwich, himself worked the omnibus con-
taining it for a fortnight, and it supplied a
correet index of the number of passengers:
but at the fortnight’s end, one evening after
dark, the inventor was hustled aside while
waiting at the Yorkshire Stinge, and in a
minute or two the machine was smashed by
gsome unknown men with sledge-hammers.
Mr. Shillibeer then had recourse to the ute
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of such clocks as were used in the French
omnibuses as a check. It was publicly notitied
that it was the business of the conduetor to
move the hand of the clock a given distance
when a passenger entered the vehicle, but
this plan did not succeed. It is common in
France for a passenger to inform the pro-
prietor of any neglect on the part of his
servant, but Alr. Shillibeer never received any
such intimation in London.

In the meantime My, Shillibeer’s success
continued, for he insured punctuality and
civility; and the cheapness, cleanliness, and
smartness of his ommnibuses, were in most
advantageous contrast with the high charges,
dirt, dinginess, and rudeness of the drivers
of many of the ¢ short stages,”  The
short - stace proprietors were loud in their
railings against what they were pleased to
describe as o French innovation. In the
course of from six to nine months Mr. Shilli-
beer had twelve ommnibuses at work. The
new omnibuses ran from the Bank to Tad-
dington, both by the route of Holborn and
Oxford-street, as well as by Finsbury and the
New-road. Mr. Shillibeer feels convineed,
that had he started fifty omnibuses instead of
two in the first instance, a fortune might have
been realised. In 1831-2, his omnibuses
became general in the great street thorcugh-
fares ; and as the short stages were run off
the road, the proprietors started omnibuses in
opposition to Mr. Shillibeer. The first omni-
buses, however, started after Mr. Shillibeer's
were not in opposition. They were the Cale-
donians, and were the property of Alr. Shilli-
beer's brother-in-law. The third started, which
were two-horse vehicles, were foolishly enrough
called ¢ Les Dames Blanches;” but as the
name gave rise to much low wit in éguivoques
it was sbandoned. The original omnibuses
were called ¢ Shillibeers” on the panels, from
the name of their originator; and the name is
still prevalent on those conveyances in New
York, which affords us another proof that not
in his own country is a benefactor honoured,
until perhaps his death makes honour as
little worth as an epitaph.

The opposition omnibuses, however, con-

lis.” Two sessions after, Mr, Alderman Wogd
Lrought in a Lill for the better regulation of

omuibuses, which was also passed, and one of

the provisions of the bill was that the dvivers
and conductors of omnibuses should 1;'0
licensed. The ofiice of Registrar of Licensos
was promised by a noble lord in office to My
Shillibeer (as T am informed on good autho.
rity), but the appointment was given to the
present Commissioner of the City Police, and
the office next to the principal was offered to
Ay, Shillibeer, which that gentleman declined
to accept. The reason assigned for not ap.
pointing him to the registrarship was that he
was connected with ommnibuses. At the be-
oinning of 1834, M. Shillibeer abandoned his
metropolitan trade, and began running omni.
buses from London to Greenwich and Wool-
wich, employing 20 carriages and 120 horses;
but the increase of steamers and the opening
of the Greenwich Railway in 1835 affected his
trade so materially, that Mr. Shillibeer fell
into arrear with his payments to the Stamp
Office, and seizures of his property and re-
seizures after money was paid, entailed such
heavy expenses, and such a hindrance to Mr.
Shillibeer's business, that his failure ensued.

I have been thus somewhat full in my
detail of My, Shillibeer’s career, as his proce-
dures are, in truth, the history of the transit
of the metropolis as regards omnibuses. I
conclude this. portion of the subject with the
following extracts from a parliamentary paper,
“ Supplement to the Votes and Proceedings,
Veneris, 7° die Julii, 1843,” containing the
petition of George Shillibeer.

« That in 1840, and after several years
of incessant application, the Lords of ihe
Treasury caused Mr. Gordon, their then
finaneial secretary, to enquire into your peti-
tioner's case; and so fully satisfied was tha
aentleman with the hardships and eruel wrongs
which the department of Stamps and Taxes
had inflicted upon your petitioner, that he
(Mr. Gordon) promised, on behalf of the
Tords of the Treasury, early redress should
be granted to your petitioner, gither by &
Government appointment adequate to the loss
he had sustained, or pecuniary compensaton
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of Receiver-General of County Cowts (testi-
moninls of your petitioner's fitness being at
the Treasury), the bill for establishing which
was then in progress through Parliament.

¢ That shortly after your petitioner’s claims
had been admitted, and redress promised by
ihe Lords of the Treasury, Mr. Gordon re-
sisned his situation of secretary, and on the
Gth May, 1541, your petitioner again saw AMr.
Gordon, who assured your petitioner that but
for the fact of the miscellaneous estimates
being made up and passed for that year, your
petitioner’s name should have been placed in
them for a grant of 5000/, further observing
that vour petitioner’s was a case of very great
havdship and injustice, and asswing your
petitioner that he (A Gordon) would not
quit the Treasury without stating to his sue-
cessor that your petiticuer’s case was one of
peculiar severity, and deserved immediate at-
tention and redress.”

And so the matter remains virtually at an end.

I will now give the regulations and statistics
of the French omnibuses, which T am enable:d
to do through the kindness of a gentleman to
whom I am indebted for much valuable infor-
mation.

As the regulations of the I'rench publie
conveyances (des voilures faisant le transporl
en commun) ave generally considered to have
worked admirably well, T present a digest of
them. 'The earlier enactments provide for the
numbering of the conveyances and for the
licensing of all conneected with them.

The laws which provide the regulations are
of the following dates: I enumerate them to
show how closely the French Government has
attended to the management of hired vehicles.
Dec. 14, 1789; Aug. 14, 1790; 9 Vendemiaire,
An VI. (Sep. 30, 1797); 11 TFrimaire, An
VIL (Deec. 1, 1798) ; 12 Jlessidor, An VIil.
(July 1, 1800; 3 DBrumaire, An IX. (Oct.
29, 1800); Dee. 30, 1818; July 22, 18529;
Aug. 1, 1829; Darch 29, 183G; Sep. 15,
1338, and Jan. 3, 1846. The 471st, 474th,
479th, and 484th Articles of the Penal Code
also relate to this subject.

The principal regulations now in force are
the following :—

have left his serviee; it must be given up
within twenty-four hours at the prefecture
(chief ofiice) of police, and the date of the
man’s entering and leaving his employ must
be inseribed by his late master on the back ot
the document, Proprictors mustkeep a registex
of the names and abodes of their drivers and
conductors, and of their numbers as entered
in the books of the prefecture; also a daily
entry of the numbers of the vehicles in use, as
engraved on the plates affixed to them, end a
record of the conduet of the men to whem
they have been entrusted. No proprietor to be
allowed to employ a driver or conductor whose
permit through ill-conduet or any cause has
heen withdrawn. In case of the contravention
of this regulation by any one, the plying (/e
cireulation) of his ecarriage is to be stopped,
either temporarily or definitely. No cariage
shall be entrusted to either driver or con-
duetor, if either be in a state of evident un-
cleanliness (malpropreté). No horse known to
be vicious, diseased, or incapable of work, 1s to
Le employed.

'The conductors are to maintain order in
their vehicles, and to observe that the passen-
gers place themselves so as not to inecom-
mode one another. They are not to take
more persons than they are authorised to
convey, which number must be notified in the
interior and on the exterior of the omnibus.
They are also forbidden to admit individuals
who may be drunk, or clad in a manner {o
disgust or annoy the other passengers ; neither
must they admit dogs, or suffer persons who
may drink, sing, or smoke to remain in the
carriages; neither must they carry parcels
which, from their size, or the nature of their
contents, may incommode the passengers.
Conduetors must not give the coachman the
word to go on until each passenger leaving the
omnibus shall have quitted the footstep, or
until each passenger entering the omnibus
shall have been seated. Every person S0
entering is to be asked where he wishes to be
set down. All property left in the omnibus
to be conveyed to the prefecture of police. Tt
is, moreover, the conductor’s business to Light
the carringe lamps after night-fall.
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The drivers, before they can be allowed
to exercise their profession, must produce
tostimonials as to their possessing the ne-
cessary skill. They are not 10 gallop their
horses under any ecircumstances whatever.
They are required, moreover, 10 drive slowly,
or ot a walk (ar pas), in the markets and in the
narroyw streets where only two' earriages can
pass abreast, at the descent of the bridges,
and in all parts of the public ways where

for the injustice which, upon a thoroughin- | The proprietors of ail public eonveyances
vestigation of the faets, Mr. Gordon assured  j (for hire) shall be numbered, licensed, and
your petitioner he had fully established, to the § find such security as shall be satisfactory te
satisfaction of the Lords of the Treasury. ! the authorities, Every proprietor. before he

“ That in proof of the sincerity of M. can change the loeality of his establishment.
Gordon, lie, in his then official capacity of is bound to give forty-eight houss’ notice of
secretary to the said Lords of her Majesty’s his intention to remove. The sale of such
Treasury, applied,in April 1841, to the then establishments can only bLe cffected by un-
heads of two Government departments, Viz dertakers (entreprenenrs), duly authorised
the Marquess of Normanby and the Right for the purpose; and the privilege of the

tinued to inecrease as more and more short
stages were abandoned; and one oppositionist
called his ommibuses * Shillibeers,” so that the
real and the sham Shillibeers were known in
the streets. The opposition became fiercer.
The “ busses,” as they came to be called in 2
vear or two, crossed each other and raced or
drove their poles recklessly into the back of
cne another; and accidents and squabbles
and loitering grew so frequent, and the time
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of the police magistrates was so much occupied | Hon. Henry Labouchere, to appoint your pe- undertakor s not transferable, either wholly | there may be a stoppage or a rapid slope. ;
with “ omnibus business,” that in 1832 the| titioner ¢Inspector General of Public‘CﬂI' or partially, without the sanction of the | Wherever the width of the streets permits it, A {I
matter was mentioned in Parliament as a nui- | riages,’ or some appointment in the TRailway authorities. The proprictors eannot employ | the omnibus must be driven at least three feet T ¢
sance requiring a remedy, and in 1833 a Bill| department at the Board of Trade; Dut these any conductors, drivers, or porters, but such | from the houses, where there is no footpath 3 ! i
was brought in by the Government and passed | applieations Leing unsuccessful, Mr, Gordon as Dave a license or permit (permis de con- | (irotloir - and where there is a footpath. two feet f’t‘ i
for the * Regulation of Omnibuses (as well &s | applied and obtained for your petitionet the duire, &c). Neither can a master retain or!{romit. They must, as much as possible, keep 1R f’

. ;

other conveyances) in and near the metropo- ! promise of one of the twepty-five appointments transfer any such permit if the holder of it ' ihe wheels of their vehicle out of the gutters.
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‘No driver er conductor can exercise his
profession under the age of eighteen; and be-
fore being authorised to do so, he must show
that his morals and trustworthiness are such
as to justify his appointment. (The ordon-
aance then provides for the licensing, at the
.cost of 70¢., of these officers, by the police, in
the way I have already deseribed.) They are
qnot permitted to smoke while at their work,
nor to iake oft their coats, even during the
suliriest weather. The omnibuses are to pull
up on the right-hand side of the street; but if
zhere be any hindrance, then on the left.

The foregoing regulations (the infractiong of
which are punishable through the ordingry
tribunals) do not materially differ from those
of our own country, though they may be mors
stringently enforced. The other provisions
however, are materially different. 'I'he Frenc);
Government fixes the amount of fare, re.
scribes the precise route to be observed and
the time to be kept, and limits the number of
omnibuses. On the 12th August, 1816, they
were 387 in number, running along 36 lincs,
which are classed under the head of 12 routes

(entreprises), in the following order :—

Routes. No.of Linos. | ardooes. | £ e Tovomn,

1 Omunibus Orléanaises o - =
and Diligentes.. .. } 13 151 . 1 to 151
2 Dames réunies .... S 21) 152 to 180
5 Trieyles ..c........ 1 11 181 to 191
4 Favorites.......... 4 47 192 to 238
5 Béarnaises ........ R/ 19 239 to 257
6 Citadines.......... 2 13 2458 to 270
7 Batignolles—zazelles 2 19 271 to 289
S Hirondelles........ 2 3 290 to 319
9 Parisiennes........ 3 HH 520 to 352
10 Constantines ...... 1 12 353 to 364
11 Execellentes........ 2 15 365 to 379
12 GauloiseS.......... 1 8 080 to 387

30 387

In order to prevent the inconvenience of
ioo rigidly defined routes, a system of inter-
communication has been established. At a
given point (Dureaw des correspondances), a
passenger may always be transferred to another
omnibus, the conduetor giving him a free
ticket; and so may reach his destination, or
the nearest.point to it, from any of the start-
ing-places. This system now exists, but very
partially, on some of the London lines.

The number conveyed by a Parisian omni-
bus is fixed at 16; each vehicle is to be drawn
by two horses, and is to unite “all the con-
ditions of solidity, commodiousness, and ele-
gance that may be desirable.” In order to
ensure these conditions, the French Govern-
ment directs in what manner every omnibus
shall be built. Those built prior to the pro-
mulgation of the ordonnance (Aug. 12, 1846),
regulating the construction of these vehicles,
are still allowed to be “in circulation;” but
after the 1st of January, 1852, no omnibus not
constructed in exact accordance with the de-
tails laid down will be allowed “ to circulate.”
‘I'he height of the omnibus is fixed, as well as
the length and the width; the circumference
of the wheels, the adjustment of the springs,
the hanging of the body, the formation of the
ventilators, the lining and cushioning of the
interior, the dimensions of the footsteps, and

the disposition of the Iamps, which are thres
in number.

The arrangements, where a footpath is not
known in the strects of Paris, and a gutter i3
in existence, are tolerably significant of dis.
tinetions between the streets of the Irench
and English ecapitals.

T shall now pass to the consideration of the
English vehicles as they are at present cob-
ducted.

Oax1nUus PROPRIETORS.

Thor ¢ labourers ” immediately connected
with the trade in omnibuses are the proprie-
tors, drivers, conductors, and time-keepers.
Those less immediately but still in conncxion
with the trade are the “ odd men” and the
horsekeepers. .

The emdier history of omnibus proprietors
presents but a series of struggles and ruinous
lawsnits, one proprietor with another, und
many were ruined ; and then several opposet%
companies or individuals coalesced or agrf-‘(%d]:
and these proprietaries now present a nnltetn '
and, I believe, a prosperous body. They pos-
sess in reality a monopely in omnibus colll-
veyance ; but I am assured it wonld not be
easy under any other plan to serve the public

! better. All the proprietors of ommibuscs mey
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be said to be in union, as they act systemati-
cally and by arrangement, one proprietary with
another. Their profits are, of course, ap-
portioned, like those of other joint-stock com-
panies, according to the number of shares
held by individual members. On each route
one member of the proprietary is appointed
(+ divected *) Dy his co-proprietors. 'The di-
rectory may be classed as the “ executive de-
partment” of the body. The director can
displace a driver on a week’s notice : but by
some directors, who pride themselves on deal-
ing summarily, it seems that the week’s notice
is now and then dispensed with. The con-
ductor he can displace at a day’s notice. The
“odd men” sometimes supply the places of
the officials so discharged until a meeting of
the proprietary, held monthly for the most
part, when new officers are appointed ; there
being always an abundance of applicants, who
send or carry in testimonials of their fitness
from persons known to the proprietors, or
known to reside on the line of the route. The
divector may indeed appoint either driver or
conductor at his discretion, if he see good
reason to do so. The driver, however, is
generally appointed and paid by the proprie-
tor, while the conduetor is more particularly
the servant of the association. The proprie-
taries have so far a monopoly of the road, that
they allow no new ommibuses to lLe started
uponit. Ifaspeculatorshould bebold enough
to start new conveyances, the pre-existing pro-
prietaries put & greater number of conveyances
or the route, so that none are well filled;
and one of the old proprietaries’ vehicles im-
mediately precedes the omnibus of the specu-
Iator, and another immediately follows it; and
thus three vehicles are on the ground, which
may yield only customers for one: hence, as
the wliole number on the rouie has been
largely increased, not one omnibus is well
filled, and the speculator mustin all probability
be ruined, while the associated proprietors
suffer but a temporary loss. So well is this
now understood, that no one seems to think
of embarking his meney in the omnibus trade
unless he “buys his times,” that is to say,
unless he arranges by purchase; and a “new
man” will often pay 400/, or 500L for his
“times,” to have the privilege of running lis
vehicles on a given route, and at given periods ;
1n other words, for the privilege of becoming a
recognised proprietor.

The proprietors pay their servants fairly, as
& general rule; while, as a universal rule,
they rigidly exact sobriety, punctuality, and
cleanhn_ess. Their great diffieulty, all of them
toncur 1n stating, is to ensure honesty. Every
Proprictor insists upon the excessive difficulty
of trusting men with uncounted money, if the
men feel there is no efficient check to ensure
to their employers a knowledge of the exact
Amount of their daily receipts. Several plans
have been resorted to in order to obtain the

‘desired check. Mr. Shillibeer’s I have already

No. 94,

given. One plan now in praetice is to engage
a well-dressed woman, sometimes sccompanied
Ly a child, and she travels by the ommnibus;
and immediately on leaving it, fills up a paper
for the proprietor, showing the number of
insides and outs, of short and long fares.
This method, however, does not ensure a
thorough aceuracy. Itis difiicult for a woman,
who must take such a place in the vehicle as
she can get, to ascertain the precise number of
outsides and their respective fares. So diffi-
cult, that I am assured such a person has
returned a smaller number than was actunally
conveyed. One gentleman who was formerly
an omnibus proprietor, told me he employed a
“ladylike,” and, as lhe believed, trusty woman,
as a “check;” but by some means the con-
ductors found out the calling of the *lady-
like ” woman, treated her, and she made very
favourable returns for the conduciors. An-
other lady was observed by a conductor, who
bears an excellent character, and who men-
tioned the ecircumstance to me, to carry a
small bag, from which, whenever a passenger
got out, she drew, not verv deftly it would
seem, & bean, and placed it in one glove, as
ladies earry their sixpences for the fare, or a
pea, and placed it in the other. This process,
the conductor felt assuved, was “a check;”
that the beans indicated the “long uns,” and
the peas the “short uns:” so, wien the
unhappy woman desired to be put down at the
bottom of Cheapside on a winiry evening, he
contrived to land her in the very thickest of
the mud, handing her out with great polite-
ness. 1 may here observe, before I enter
upon the subject, that the men who have
maintsined a character for integrity regard
the checks with great bitterness, as they
naturally feel more annoyed at being sus-
pected than men who may be dishonestly in-
clined. Another conductor once found a me-
morandum-book in his omnibus, in which were
regularly entered the **longs” and “shorts.”
One proprietor told me he had once em-
ployed religious men as conductors; ‘but,”
said he, * they grew into thieves. A Method-
ist parson engaged one of his sons to me—
it's a good while ago—and was quite indig-
nant that T ever made any question about the
young man’s honesty, as he was strictly and
religiously brought up; but he tmrned out one
of the worst of the whole batch of them.”
One check resorted to, as a conductor informed
me, was found out by them. A lady entered
the omnibus carrying a brown.paper parcel,
loosely tied, and making a tear on the edge of
the paper for every “short” passenger, and a
deeper tear for every “long.” This difficulty
in finding a check where an indefinite amount
of money passes through a man's hands—and
I am by no means disposed to undervalne the
difficultv—has led to a summary course of
procedure, not unattended by serious -evils.
It appears that men are now discharged sud-
denly, at a moment’s notice, and with no
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reason assigned. If a reason be demanded,
the answer is, * You are not wanted any
lonwer.” Probably, the discharge is on ac-
count of the man’s honesty being suspected.
But whether the suspicion be well founded or
anfounded, the consequences are equally
serious to the individual discharged; foritis
a rule observed by the proprietors not to em-
ploy any man discharged from another line.
He will not be employed, I am assured, if he
can produce a good character; and even if the
s 'hus he worked” had been discontinued as
no longer required on that route. New men,
who are considered unconnected with all versed
in omnibus tricks, are appointed; and this
course, it was intimated to me very strongly,
was agreeable to the proprietors for two
reasons— as widely extending their patron-
age, and as always placing at their command
a laree body of unemployed men, Whose.s.er-
vices can at any time be called into requisition
at reduced wages, should ¢ slop-drivers ” he
desirable. It is mnext to impossible, I was
further assured, for a man discharged from an
omnibus to obtain other employ. If the
direcior goes so far as to admit that he has
nothing to allege against the man’s character,
he wiil vet give no reason for his discharge;
and an inquirer naturally imputes the with-
holding of a reason to the mercy of the di-
rector.

Quxints DRIVEERS.

THE driver is paid by the week. His re-
muneration is 34s. a-week on most of the
lines. On others he receives 21s. and his box
—that is, the allowance of a fare each journey
for a seat outside, if a seat be so occupied.
Tn fine weather this box plan is more remune-
~ rative to the driver than the fixed payment of
S4s.: but in wet weather he may receive
nothing from the box. The average then the
year through is only 34s. a-week; or, perhaps,
rather more, as on some days in sultry weather
the driver may make 6s., “if the 'bus do twelve
journeys,” from his box.
The omnibus drivers have been butchers,
farmers, horsebreakers, cheesemongers, old
 stage-coachmen, broken-down gentlemen, turi-
men, gentlemen’s servants, grooms, and a very
,small sprinkling of mechanics. Nearly all
can read and write, the exception being de-
scribed to me as a singularity; but there are
such exceptions, and all must have produced
good characters before their appomntment.
The majority of them are married men with
families; their residences being in all parts,
and on both sides of the Thames. I did not
hear of any of the wives of coachmen in regular
employ working for the slop-tailors. “We
can keep our wives too respecteble for that,”
one of them said, in answer to my Inquiry.
Their children, too, are generally sent to
school ; frequently to the national schools.

being almost literally spent on the coach-box,
The most of them must enter *the yard" gt
a quarter to eight in the morning, and must
see that the horses and carriages are in a
proper condition for work; and at half-past
eight they start on their long days labour,
They perform (I speak of the most frequented
lines), twelve journeys during the day, and
are so engaged until a quarter-past eleven at
night. Some are on their box till past mid.
night. During these howrs of labour they
have twelve “stops;” half of ten and half of
fifteen minutes’ duration. They generally
breakfast at home, or at a cofiee-shop, if un-
married men, before they start; and dine ot
the inn, where the omnibus almost invariably
stops, at one or other of its destinations. 1f
the driver be distant from his home at his
dinner hour, or be unmarried, he arranges to
dine at the public-house; if near, his wife, or
one of his children, brings him Lis dinner in
o covered basin, some of them being provided
with hot-water plates to keep the contents
properly warm, and that is usually eafen at
the public-houss, with a pint of beer for the
accompanying beverage. The relish with
which 2 man who has been employed several
hours in the open air enjoys his dinner can
easily be understood. But if his dinner is
brought to him on one of his shorter trips, he
often hears the ecry before he has completed
his meal, “ Time’s up!” and he carries the
remains of his repast to be consumed at lis
next resting-place. His tea, if brought to him
by his family, he often drinks within the om-
nibus, if there be an opportunity. Some cavry
their dinners with them, and eat them cold.
All these men live “well ;” that is, they have
sufficient dinners of animal food every day,
with beer. They are strong and healthy men,
for their calling requives both strength and
health, FEach driver, (as well as the time-
lkeeper and conductor), is licensed, at & yeatly
cost to him of 5s. TFrom a diiver I had the
following statement :—

“T have been a driver fourteen years. I
was brought up as a builder, but had friends
that was using horses, and I sometimes as-
sisted them in driving and grooming when I
was out of work. I got to like that sort of
work, and thought it would be better than my
own business if I could get to be connected
with a ’bus; and I had friends, and first got
employed as a time-keeper; but I've been 2
driver for fourteen years. I'm now paid by
the week, and not by the bos. Ii's 2 faif
payment, but we must live well. It’s hard
work is mine; for I never have any rest but 2
few minutes, except every other Suqda)", and
then only two hours; that’s the time of 8
journey there and back, IfI wasto ask leave
to go to church, and then go to work agail,
linow what answer there would be—¢You ¢l
go to church as often as you like, and we can
get & man who doesn’t want to go_there.

Their work is esceedingly hard, their lives

The cattle I drive are equal to gentlemen's

i e £ 1% - .t
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carringe-horses. One T've driven five years,
and I believe she was worked five years before
I drove her. It’s very hard work for the
horses, but I don't know that they are over-
worked in 'busses. The starting after stopping
is the hardest work for them; it’s such a
terrible strain. I've felt for the poor things
on a wet night, with a 'bus full of big people.
I think that it’s a pity that anybody uses a
bearing rein. There’s not many uses it now,
It bears up a horse’s head, and he ean only go
on pulling, pulling up a hill, one way. Take
off his bearing rein, and he'll relieve the strain
on him by bearing down his head, and flinging
his weight on the collar to help him pull. If
a men had to carry a weight up a hill on his
back, how would he like to have his head tied
back? Perhaps you may have noticed Mz,
——'s horses pull the 'bus up Holborn Hill.
They're tightly borne up; but then they are
very fine animals, fat and fine: there’s no
such cattle, perhaps, in a London ‘bus—least-
ways there’s none better—and they're borne
up for show. Now, a jib-horse won't goin a
bearing rein, and will without it. I've seen
that myself; so what can be the use of it?
It’s just teasing the poor things for a sort of
fashion, I must keep exact time at every
place where a time-keeper’s stationed. Not a
minute’s excused—there’s a fine for the least
delay, XY can't say that it’s often leajed ; but
still we arve liable to it. If I've been blocked,
I must make up for the block by galloping;
and if I'm seen to gallop, and anybody tells
our people, I'm called over the coals. I must
drive as quick with a thunder-rain pelting in
my face, and the roads in o muddle, and the
horses starting — I can't call it shying, I have
‘em too well in hand,—at every flash, just as
quick as if it was a fine hard voad, and fine
weather. It’s not easy to drive a 'bus; but I
can drive, and must diive, to an inch: yes,
sir, to half M inch. I know if I can get my
horses' heads through a space, I ean get my

splinter-bar through. I drive by my pole,

making it my centre. If T keep it fair in the

centre, a carriage must follow, unless it’s

Shppery weather, and then there’s no caleu-

leting, I saw the first *bus start in 1829, I
hem:d the first 'bus called a Punch-and-Judy

carnage, ‘cause you could see the peeple inside

without a frame, The shape was about the

same as it is now, but bigger and heavier. A
’bus changes horses four or five times a-day,
according to the distance. There’s no eruelty
to the horses, not a bit, it wouldn't be allowed.

I faney that’busses now pay the proprietors

well. The duty was 24d. a-mile, and now it’s

Lid. Some companies save twelve guineas

a-week by the doing away of toll-gates. The

‘stablishing the threepennies—the short uns

~—has put money in their pockets. I'm an

unmarried man. A ‘bus driver never has

time to look out for a wife. Every horse in

our stables has one day's rest in every four;

QOarxevs CoNDUCTORS,

THE conductor, who is vulgarly known a.
the “cad,” standson a small projection at the
end of the omnibus; and it is his office to
admit and set down every passenger, and to
receive the amount of fare, for which amount
he is, of course, responsible to his employers.
He is paid 4s. a-day, which he is allowed to
stop out of the monies he receives, He fills
up a waybill each jouwrney, with the number of
passengers. I find thatnearly all classes have
given a quota of their number to the list of
conductors, Amongthem are grocers, drapers,
shopmen, barmen, printers, tailors, shoe-
makers, clerks, joiners, saddlers, coach-build-
ers, porters, town-travellers, carriers, and fish-
mongers. Unlike the drivers, the majority of
the conductors are unmarried men; but, per-
haps, only a mere majority. As a matter of
necessity, every conductor must be able to
read and write. They are discharged more
frequently than the drivers; but they require
good characters before their appointment.
From one of them, a very intelligent man, I
had the following statement :—

“I am 35 or 36, and have been a conductor
for sixz years. DBefore that I was a lawyer's
clerk, and then a picture-dealer; but didn't
aet on, though I maintained a good character.
I'm a conductor now, but wouldn't be long
behind a *bus if it wasn't from necessity. It's
hard to get anything else to do that you can
keep a wife and family on, for people won’t
have you from off a’bus. The worst part of
my business is its uncertainty, I may be dis-
charged any day, and not know for what. If
I did, and I was aceused unjustly, I might
bring my action; but it’s merely, ¢ You're not
wanted.” I think T've done better as a con-
duetor in hot weather, or fine weather, than in
wet; though I've got a good journey when if’s
come on showery, as people was starting for or
starting from the City., I had one master,
who, ‘when his ’bus came in full in the wet,
used to say, ‘This is prime. Them’s God
Almighty’s customers; he sent them. DI've
heard him say so many a time. We get far
more ladies and children, too, on o fine day;
they go more a-shopping then, and of an
evening they go more to public places. I pay
over my money every night. It runs from
40s. to 41 4s., or a little more on exiraordinary
occasions. 1 have taken more money sinca
the short uns were established. One day
before that I took only 18s. There’s three
riders and more mnow, where there was two
formerly at the higher rate. I never get to a
public place, whether it’s a chapel or a play-
house, unless, indeed, I get a holiday, and that
is once in two years. I've asked for a day's
holiday and been refused. I was told I might
take 2 week’s holiday, if X liked, or as long as I
lived. I'm quite ignorant of what's passing in

but it’s no rest for the driver.”

the world, my time’s so taken up. 'We only
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Lknow what's going on from hearing people
talk in the 'bus. I never care to read the
paper now, though I used to like it. If I have
two minutes to spave, I'd rather take a nap
than anything else. e know no more politics
than the backwoodsmen of America, because
we haven’t time to care aboutit. I've faullen
asleep on my step as the 'bus was going on,
and almost fallen off. I have often to put up
with insolence from vulgar fellows, who think
it fun to chaff a cad, as they eall it. There'’s
1o help for it. Our masters won't listen to
complaints : 1f we are not satisfied we can go.
Conductors are a sober set of men., We must
be sober. Tt takes every farthing of our wages
io live well enough, and keep a wife and
family. I never knew but one teetotaller on
the road, He’s gone off it now, and he looked
as if he was going off altogether. The other
day a teetotaller on the ’'bus saw me take a
drink of beer, and he began to talk to me
about its being wrong; but I drove him mad
with arcument, and the passengers took part
with me. Ilive one and a half mile off the
place Istart from., In summer I sometimes
Lreakfast before I start. In winter, I never
see my three children, only as they're in bed ;
and I never hear their veices, if they don’t
wake up early. If they cry at night it don'’t
disturb me; I sleep so heavy after fifteen
hours’ work out in the air. My wife doesn’t
do anything but mind the family, and that’s
plenty to do with young children. 1My busi-
ness is so uncertamn. Why, I knew a con-
duector who found he had paid 6d. short—he
had left it in a corner of his pocket; and he
handed it over next morning, and was dis-
charged for that—he was reckoned a fool.
"They say the sharper the man the betier the
’busman. There's a great deal in understand-
ing the business, in keeping a sharp look-out
for people’s hailing, and in working the time
properly. If the conductor’s slow the driver
can't get along; and if the driver isn't up to
the mark the conductor’s bothered. Ive
always kept time except once, and that was in
such a fog, that I had to walk by the horses’
heads with a link, and could hardly see my
hand that held the link; and after all I lost
my 'bus, but it was all safe and right in the
end. We're licensed now In Scotland-yard.
Theyre far civiller there than in Laneaster-
place. I hope, too, they’ll be more particular
in grantinglicenses. Theyused to grant them
day after day, and I believe made no inquiry.
It'll be better now. I've never been fined: if
I had T should have to pay it out of my own
pocket. 1f you plead guilty it’s 5s. If not,
and it’s very hard to prove that you did display
your badge properly if the City policeman—
there’s always one on the look-out for us—
swears you didn't, and summons you for that:
or, if you plead not guilty, beeause you weren't
guilty, you may pay 1l. 1 don't know of the
checks now ; but I know there are such people.
A man was discharged the other day because

he was accused of having returned three oyt
of thirteen short. He offered to make onth L
was correct ; but it was of no use—he went.”

Oxax1pus TIMEKEEPERS,

AxoTrHER class employed in the omnijhyg
trade are the timekecpers. On some routes
there are five of these men, on others four,
The timekeeper's duty is to start the omnibys
at the exact moment appointed by the pro-
prietors, and to report any delay or irregularity
n the airival of the vehicle, His hours are
the same as those of the drivers and cop-
ductors, but as he is stationary his work is
not so fatiguing. His remuneration is gene-
rally 21s. 2 week, but on some stations more,
He must never leave the spot. A timekeeper
on Kennington Common has 28s. a week. e
is employed 16 hours daily, and lias a box to
shelter him from the weather when it is foul.
He has to keep time for forty 'busses, The
men who may be seen in the great thorough-
fares noting every ommibus that passes, are
not timekeepers; they are employed by Govern-
ment, so that no omnibus may run on the line
without paying the duty.

A timekeeper made the following statement
to me:—

“1 was a grocer’s assistant, but was out of
place and had a friend who got me a time-
keeper's office. I have 21s. a week. Mine's
not hard work, but it's very tiring. You hardly
ever have a moment to call your own. If we
only had our Sundays, like other working-
nmen, it would be a grand relief. It would be
very easy to get an odd man to work every
other Sunday, but masters care nothing alout
Sundays. Some *busses do stop running from
11 to 1, but plenty keep running. Sometimes
L am so tived of a night that I dare hardly
sit down, for fear I should fall asleep and lose
my own time, and that would be to lose my
place. I think timekeepers continue longer
in their places than the others. We have
nothing to do with money-taking. I'm &
single man, and get all my meals atthe —
Inn. Idress myown dinners in the tap-room.
I have my tea brought to me from o coflee-
shop. I can’t be said to have any home—just
a bed to sleep in, as I'm never ten minutes
awale in the house where I lodge.”

The “odd men” are, as their name imports,
the men who are employed oceasionally, or, as
they term it, “ get odd jobs.” 'Lhese form &
considerable portion of the unemployed. Ifa
driver be ill, or absent to attend a summons,
or on any temporary oceasion, the odd man1s
called upon to do the work. For this the odd
man receives 10d. a journey, to and fro. One
of them gave me the*following account:—
“ 1 was brought up to a stable life, and had to
shift for myself when I was 17, as my parents
died then. It's nine years ago. For twoor
three years, till this few months, I drove a'bus.
I was discharged with a week's notice, and
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don't know for what—it's no use asking for o
reason : I wasn't wanted. I've been put to
shifts since then, and almost everything's
pledged that could be pledged. 1 had a de-
cent. stock of clothes, but they're all at my
mele's.  Last week I earned 3s. 4d., the week
before 1s. 8d., but this week I shall do better,
say Bs. I have to pay 1s. Gd. a week for my
eurret. Jm’ a single man, and have nothing
it a bed left in it now. T did live in a better
place. If I didn't get a bite and sup now and
then with some of my old mates I think I

pmished if he ply for hire while his vehicle is
moving.

According to the Occupation Abstract of
1841, the number of « Coachmewn, Coach-
guards, and Postboys” in Great Britain at
that time was 14,469, of whom 13,015 were
located in England, 1123 in Seotland, 205 in
Wales, and only 188 in the whole of tha
British Isles. The returns for the metropolis
were as follows :—

Coach, eab, and omnibus owners . ¢50

couldn't live at all. 1Mine's a wretched life,}] Coachmen, coach and omnibus

and 2 very bad trade.” guards, and posthoys . . 5428
Grooms and ostlers - . . 2780

Hacexpy-CoAscHE AND CABMNEN, - Horse-dealers and trainers ., 246

I nave how described the earnings and con- Total . . . 9104

ditions of the drivers and conductors of!
the London ommnibuses, and I proceed, inj In 1831 the number of ¥ coachowners
due order, to treat of the Metropolitan Hack- drivevs, grooms, &e.,” was only 1322, and thé
ney-coach and Cabmen. In ofiicial language, | « horse-dealers, stable, hackney-coac’h or fly-
an omnibus is “a Metropolitan Stage-carriage,” keepers,” 655, or 2047 in all; so that as,sumiﬁ"
and a “cab” a * Metropolitan Hackney” one: | these returns to be correct. it follows that this
the legal distinction being that the stage- | class must have increased 7}‘027, or more than
earriages pursue a given route, and the pas- | quadrupled itself in ten years.

sengers are mixed, while the fare is fixed by| The returns since ihe above-mentioned
the proprietor; whereas the hackney-carriage periods, however, show a still more rapid ex-
plies for hire at an appointed “stand,” carries { tension of the elass. Yor these T am acain
no one but the party hiring it, and the fave for | indebted to the courtesy of the Commissioners
sn doing is regulated by law. Itis an offence | of Police, for whose consideration and assist-
for the omnibus to stand still and ply for hire, | ance I have acain to tender my warmest
whereas the dviver of the cab is liable to be | thanks. C

4 RETGRN OF THE NUMBER OF PERSONS LICENSED AS HACKN:Z7-DRIVERS,
STAGE-DRIVERS, CONDUCTORS, AND WATERMEN,
FROM THE YEARS 1845 TO 1850.

r . ’
H Year. lH:mkney Drivers.{ Stage Drivers | Conductors. Watermen, Totai.
—_— : |
1843 4,627 1,740 1,854 371 8,592
1814 1997 1,833 1.961 300 9.111
1845 5.199 1,825 1,930 363 9,317
1846 5,356 1,865 2,091 304 9,626
1847 5,109 1,530 2,009 : 342 9,290
]f-‘.-LB 5,231 1,736 2,017 302 9,836
o) 5,487 1,781 2,026 R7H 0,619
1850% 5,114 1,463 1,484 552 8,418
Totals, . 41,050 14,023 17,532 2,599 73,804

By this it will be seen that the drivers and
eonductors of the metropolitan stage and
h:}ckney carriages were in 1849 no less than
619, whereas in 1841, including coachmen of
all kinds, guards and postboys, there were
only 5128 in the metropolis ; so that within
the last ten years the class, at the very least,

cabs. as well as the decline and fall of the
London -hackney-coaches.

Nearly all the writers on the subject state
that hackney-coaches were first established in
London in 1625 ; that they were not then sta.
tioned in the streets, but at the prinecipal inns,
and that their number grew ty be considerable

~J

must have more than doubled itself, after the Restoration. There scems to be no

doubt that these conveyanees were first kept
at the inns, and sent out when required—as
4 SHALL now proceed to give an account of po#-chmses were, and aie still, in country
the rise and progress of the London hackney. | L°WNS- It may very well be doubted, however,

*~{ whether the year 1625 hus been correctly fixed
upon as that in which hackney-carriages were

HackXEY-CoACHES AXD CADs.

* From 1st May to 4th September, inclusive.

L, e T sy ——— s TRt

el TP, < - TR LT B o |1 Lol Ky VTS EHT T IS TR SO NI 1,

._
e i A SRR AT M s mskb Lo B, T L L
ANT sges o
—




3538 LONDON LABOUR AND THE LONDON POOR.

established in London. It is so asserted in
Macpherson’s ¢ Annals of Commerce,” but 1t is
thus loosely and vaguely stated : © Our histori-
ographers of the city of London relate that it
was in this year (1625) that hackney-coaches
first began to ply in London streets, or rather
at the inns, to be called for as they are wanted ;
and they were, at this time, only twenty in
number.” One of the City * historiographers,”
however, if so he may be called, makes a very
different statement. John Taylor, the water-
man and the water-poet, says in 1623 (two
years before the era usually assigned), “1 do
not inveigh acainst any coaches that belong to
persons of worth and quality, but only against
the caterpillar swarm of hirelings. They have
undone my poor trade, whereof I am a mem-
ber; and though I look for no reformation,
vet I expect the benefit of an old proverb,
: Give the losers leave to speak.” . . . This in-
fernal swarm of tradespellers (hackney-coach-
men) have so overrun the land that we can
get 1o living upon the water; for I dare truly
affirm thatin every day in any term, especially
if the Court be at Whitehall, they do rob us of
our livings, and carry 500 fares daily from us.”

Of the establishment of hackney-coach
“gtands,” we have a more precise account.
The Rev. Mr. Garrard, writing to Lord Stafford
in 1638, says, ** Here is one Captain Baily, he
hath been a sea-captain butnow lives on land,
about this city, where he tries experiments.
‘He hath erected, according to his ability,
some four hackney-coaches, put his men in
livery, and appointed them to stand at the
Maypole in the Strand, giving them instrue-
tions at what rate to carry men into several
parts of the town, where all day they may be
hiad. Other hackney-men, seeing this way,
they flocked to the same place, and perform
the journeys at the same rate. So that some-
times there is twenty of them together, which
disperse up and down, that they and others
are to be had everywhere, as watermen are to
be had at the water-side. Everybody is much
pleased with it.” The site of the Maypole
that once ¢ o'erlooked the Strand,” is now oc-
cupied by St. Mary’s church.

There were after this many regulations
passed for the better management of hackney-
coaches. In 1G52 their number was ordered
to be limited to 200; in 1G54, to 300; in 1661,
to 400; in 1694, to 700. These limitations,
however, seem to have been but little re-
garded. Garrard, writing in 1638, says, “ Here
is a proclamation coming forth about the
reformation of hackney-coaches, and ordering
of other coaches about London. One thou-
sand nine hundred was the number of hack-
ney-coaches of London, bare lean jades, un-
worthy to be seen in so brave a city, or to
stand about a king's court.” As within the
last twenty-seven years, when cabs and omni-
buses were unknown, the number of hackney-
carriages was strictly limited to 1200, it seems
tittle likely that nearly two centuries earlier

there should have been so many as 1900, I
is probable that “glass” and * hackney-
coaches” had been confounded somehow in
the enumeration.

It was not until the ninth year of Queen
Anne’s reign that an Act was passed appoint-

ing Commissioners for the licensing and su- .

perintending of hackney-coachmen. Trior to
that they seem to have been regulated and
licensed by the magistracy. The Act of Anne
authorised the number of hackney-coaches to
be inereased to 800, but not until the expira-
tion of the existing licensesin 1715, In1771
there was again an additional number of
hackney-coach licenses granted—1000; which
was made 1200 in 1799. In the lastmen-
tioned year a duty was for the first time
placed on hired carriages of all deseriptions,
It was at first 3s. a-week, but that sum was
not long after raised to 10s. a-week, to be paid
in advance; while the license was raised from
2], 10s. to 5l. The duties upon all hackney-
carriages is still maintained at the advanced
rate.

The hackney-carriages, when their number
became considerable after the Restoration,
were necessarily small, though drawn by two
horses. The narrowness of the streets before
the great fire, and the wretched condition of
the pavement, rendered the use of large and
commodious vehicles impossible. Davenant
says of hackney-carriages, “* They are unusually
hung, and so narrow that I took them for
sedans on wheels.” The hackney-coachman
then rode one of his horses, postilion-fashion ;
but when the streets were widened, he drove
from his seat on the box. In the latter days
of London hackney-coaches they were large
enough without being commodious. They
were nearly all noblemen’s and gentlemen’s
disused family coaches, which had been handed
over to the conchmaker when a new carriage
was made. But it was not long that these
coaches retained the comfort and cleanliness
that might distinguish them when first intro-
duced into the stand. The horses were, as in
the Rev. Mr. Garrard’s time, sorry jades, some-
times eripples, and the harness looked as frail
as the carriages. The exceptions to this de-
seription were few, for the hackney-coachmen
possessed a monopoly and thoughtit unchange-
able. They were of the same class of men—
nearly all gentlemen’s servants or their sons.
The obtaining of a license for a hackney-coach
was generally done through interest. 1t was
one way in which many peers and members
of Parliament provided for any favourite ser-
vant, or for the servant of a friend. These
« patrons,” whether peers or commoners, Were
not uncommonly called lords;” a man wis
said to be sure of a license if he had “a great
lord for his friend.”

The “takings” of the London haelney-
coachmen, as I have asceriained from some
who were members of the body, were 107 10s.
a-week the year through, the months of May,

Van
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June, and July, being the best, when their
earnings were from 151, to 181 a-week. Out
of this three horses had to bLe maintained.
During the war times the quality of oats which
are now 18s. a quarter were 60s., while hay
and the other articles of the horses’ consump-
tion were proportionately dear. The expense
of repair to the coach or harness was but

¥ tifting, as they were generally done by the

hackney-man himself, or by some hanger-on
at the public-houses frequented by the fra-
ternity.

Of the personal expenditure of hackney-
coachmen when “out for the day” I had the
following statement from one of them:—* We
spent regular 7s. a-day when we was out. It
was before coffee-shops and new-fangled ways
came in as the regular thing that I'm speaking
of: breakfast 1s.,good tea and good bread-and-
butter, as much as you liked always, with a
glass of rum in the last cup for the ‘lacing’ of
ft—always rum, gin weren’t so much run after
then. Dinner was ls. 6d., a cut off some good
joint; beer was included at some places and
1ot at others. Any extras to follow was extras
topay. Two glasses of rum-and-water after
dinner 1s., pipes found, and most of us carried
our ownt ‘bacey-boxes. Tea thesame as break-
fast, and ¢laced’ ditto. Supper the same as
dinner, or 64. less; and the rest to make up
the 7s. went for odd glasses of ale, or stout, or
¢ short’—but ¢ short' (neat spirits) was far less
drunk then than now—when we was waiting,
or to treat a friend, or suchlike. We did
some good in those days, sir. Take day end
night, and 1200 of us was out, and perhaps
every man spent his 7s., and that's 1200 times
75> Tollowing out this ealculation we have
4201 per day (and night), 20401 a-week, and
152,850L a-year for hackney-coachmen’s per-
sonal expenses, merely as regards their board.

The old hackney-coachmen seem to have
been a self-indulgent, improvident, rather
than a vicious class; neither do they seem to
have been a drunken class. They acted as
ignorant men would naturally act who found
themselves in the enjoyment of a good income,
with the protection of 2 legal monopoly. They
had the sole right of conveyance within the
bills of mortality, and as that important dis-
trict comprised all the places of public resort,
and contained the great mass of the population,
they may be said to have had a monopoly of
the metropolis. Even when the cabs were
first established these men exhibited no fear
of their earnings being affected. * But,” said
an intelligent man, who had been a hackney-
coachman in his younger days, and who man-
aged to avoid the general ruin of his brethren,
“but when the cabs got to the 100 then they
found it out. The cabs wasall in gentlemen’s
hands at first. I know that. Some of them
was government-clerks too: they had their
foremen, to be sure, but they was the real pro-
prietors, the gentlemen was; fhey got the

100 cabs was earning money fast, and people
couldn’t get them fast enough, and how some
hundreds of hackney-coachmen was waiting
and starving till the trade was thrown open,
and then the hackney-conchmen was clean
beat down. They fell off by degrees. I'm
sure I hardly know what became of most of
them, but I do know that a many of them
died in the workhouses. 'They hadn’t nothing
aforehand. They dropped away gradual, You
see they weren't allowed to “transfer their
plates and licenses io a cab, or they'd have
done it—plenty would. They were a far
Letter set of men than there's on the cabs
now. There was none of your fancy-men,
that’s in with women of the town, among the
old hackney-coachmen. If you remember
what they was, sir, yowll say they hadn’t the
cut of it.”

The hackney-coachmen drove very deliber.
ately, ravely exceeding five, and still mors
rarely achieving six miles an hour, unless in-
cited by the hope or the promise of an extra
fare. These men resided very commonly in
mews, and many of them I am assured had
comfortable homes, and were hospitable fel-
lows in their way, smoking their pipes with
one snother when “off the stones,” treating
their poorer neighbours to a glass, and talking
over the price of oats, hay, and horses, as well
as the product of the past season, Or the pro-
mise of the next. The majority of them could
heither read nor write, or very imperfectly,
and, as is not uncommon with uninformed
men who had thriven tolerably well without
education; they cared little about providing
education for their children, Polities they
cared nothing about, but they prided them-
selves on being “ Jobhn-Bull Englishmen.”
For public smusements they seem to have
cared nothing. *Qur business,” said one of
them, ©was with the ouiside of play-houses.
I never saw a play in my life.”

D -
men, with old horses and old coaches, might

be seen at street stands, but each year saw
their numbers reduced, and now there is not
one; -that is to say, not one in the streets,
though there are four hackney-coaches at the
railway-stations.

One of the old fraternity of hackney-coach-
men, who had, since the decline of his class,
prospered by devoting his exertions to another
department of business, gave me the following
account:—

« )My father,” said he, “was an hackney-
conchman before me, and gave me what was
then reckoned a good education. T could write
middling and could read the newspaper. I've
driven my father's coach for him when I was
fourteen. When I was old enough, seventeen
T think Iwas, I had ahackney-coach and horses
of my own, provided for me by my father, and
so was started in the world. The first time

licenses. Well, it's easy to understand how

I plied with my own coach was when Sir

As my informant said, “they dropped away
eradual.” Eight or ten years ago a few old -
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Franeis Burdett was sent to the Tower from
his house in Piccadilly. Sir I'raneis was all
the go then. I heard a hackney-coachman
say he would be glad to drive him for nothing.
The hackney-coachmen didn’t like Pitt. I've
heard my father and his mates say many a
tinie ‘D n Pitt!” that was for doubling of
the duty on hackney-carriages. A, the old
times was the rackety times! I've often
langhed and said that I could say what perhaps
nobody, or almest nobody in England ean say
now, that I'd been driven by aking., He grew
to be a king afterwards, George IV. Onenight
you see, s1r, I was called off the stand, and told
to take up at the British Coffee-house in
Cockspur Street. I was a lad then, and when
I pulled up at the door, the waiterran out and
said, ‘You jump down and get inside, the
Prince is a-going to drive hisself’ I didn't
much like the notion on it, but I didn’t exactly
know what to do, and was getting off my seat
to see if the waiter had put anything inside,
for he let down the glass, and just as I was
aetting down, and had my foot on the wheel,
out came the Prince of ¥Wales, and four or five
rattlebrained fellows like himself. I think
Alajor Hanger was one, but I had hardly time
i0 see them, for the Priee evipped me by the
ankle and the waistband of my breeches, and
Lifred me off the wheel and flung me right
mto the coach, through the window, and it
was opzned, as it appened Iuckily, I was
little then, but he must have been a strong
man. He didn't seem so very drunk either.
The Prince wasn't such 2 bad driver. Indeed,
he drove very well for a prince, but he didn’t
take the corners or the crossingscareful enough
for a resular jarvey. ell, sir, the Prince
drove that night to a house in King Street,
Saint James’s. There was another gentleman
on the box with him. It was a gaming-house
he went to that night, but I have driven him
to other sorts of houses in that there neigh-
bourhood. He hadn’t no pride to such as
me, hadn't the Prince of Wales. Then one
season I used to drive Lord Barrymore in his

rounds to the brothels—twice or thrice a-week

sometimes. He used always to take his own

vine with him. After waiting till near day-

light, or till daylight, I've carried my Iord,

girls and all—fine dressed-up madams—io

Billingsgate, and there I've left them to break-

fast at some queer place, or to slang with the

fishwives. What times them was, to be sure!

One night T drove Lord Barrymore to Mother
Cummins’s in Lisle Street, and when she saw
who it was she swore out of the window that
she wouldn’t let him in—he and some such
rackety fellows had broken so many things

the last time they were there, and had dis-
graced her, as she called it, to the neighhour-
hood. So my lord said, ¢ Xnock at the door,
tiger; and knock till they openit” He knocked
and knocked till every drop of water in the
house was emptied over us, out of the windows,
but my lord didn't like to be beaten, so he

stayed and stayed, but Mother Cunming
wouldn’t give way, and at last he went home,
A wet opera-night was the chance for us when
Madame—I forget her name— Catalini?—
yes, I think that was it, was performips,
Many atime I've heard it sung out—*¢ A guinga
to Portman Square’—and I've had it myself,
At the time I'm speaking of hackney-coaehmen
took 30s. a-day, all the year round. Why, I
myself have taken 162 and 18/, a-week throus]
O
May, June, and July. But then you see, sir,
we had a monopoly. It was in the old Tory
times. Ournumber waslimited to 12C0. And
no stage-carriage could then take up or set
down on the stones, not within the bills as it
was called—that’s the bills of mortality, three
miles round the Royal Exchange, if T remem-
ber right. It's a monopoly that shouldn't
have been allowed, I know that, but there was
grand earnings under it; no glass-coaches
could take people to the play then. Glass
coaches is what's now called flies. They
couldn’t set down in the mortality, it was fine
and imprisonment to do it. We hadn't sucl:
good horses in our coaches then, as is now in
the streets, certainly not. It was war-time,
and horses was bought np for the cavalry, and
1‘{.'.5; ﬂ)e \}'mﬂ: Of 1101‘30.3 ﬁ;r ﬂ)e army, and fm-
the mails and stages arlerards, thats the
reason ofsuch good horses beingin the 'busses
and eabs. We drove always moblemen or
gentlemen's old earriages, family coaches they
was sometimes called, There was mostly
arms and coronets on them. We got them of
the coachmakers in TLong Acre, who took the
noblemen’s old carriages, when they made
new. The Duke of complained once
that his old cariage, with his arms painted
beautiful on the panels, was plying in the
streets at 1s. a mile; his arms ought not to be
degraded that way, he said, so the coach-
maker had the coach new painted. When the
cabs first came in we didn’t think much about
it; we thought, that is, most of us did, that
things was to go on in the old way for ever;
but it was found out in time that it was not.
When the clarences, the cabs that earry four,
come in, they cooked the hackney-coschmen
n no time.”

IxTropucTION OF CaBS,

For the introduction of hackney-calriolets (
word which it now seems almost pedantic to
use) we are indebted — as for the introduction
of the omnibuses-—to the example of the
Parisians. 1In 1813 there were 1150 cabriolcis
de place upon the hackney-stands of Paris: in
1823, ten years later, there were twelve upon
the hackney-stands of London, but the vested
right of the hackney-coachmen was an ob-
stacle. Messrs. Pradshaw and Rotch, how-
ever, did manage in 1823 to obtain licenses
for twelve cabriolets, starting them at 8d. 8
mile. The number was subsequently -

creased to 30, aud then to 100, and in less
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than nine years after the first eab plied in the
streets of London ail restriction as to their
pumber was abolished.

The form of eab first in use was that of a
hooded chaise, the leather head or hood being
raized or lowered at pleasure. In wet, windy
wenther, however, it was found, when raised,
to present so great a resistance to the progress
of the horse that the head was abandoned.
In these cabs the driver sat inside, the vehicle
being made large enough to hold two persons
and the eabman. The next kind had a ‘de-
tached seat for the driver alongside his fare,
On the third sort the driver occupied the roof,
the door opening at the back. These were
called * Dack-door cabs.” The * covered
cab,” carrying two inside with the driver on
a vox in fromt, was next introduced, and it was
a safer conveyance, having four wheels— the
preceding cabs had but two. The clarences,
earrying four inside, came next; and almost
at the same time with them the Hansom’s,
which are always called * showfulls” by the
cabmen, “Showfull,” in slang, means coun-
terfeit, and the ¢ showtull” cabs are an in-
fringement on Hansom'’s patent. There are
now no eabs in use hut the two last-mentioned.
A clarence huilt In the best manner costs
from L0/ to 50/, a good horse to draw it is
worth 18/, 45 a0l _and _1‘.118 harmess -_U 10s. to
al, This is the fair price of the carriaze and
hamness when new, and from a good shop.
But second-hand cabs and harness are sold
and re-sold, and are repaired or fitted up by
Jjobbing coachmalkers. Nearly all the greater
cab proprietors employ a coachbuilder on their
premises. A cab-horse has been purchased
in Smithfield for 40s.

Some of the eabmen have their own horse
and vehicle, while othiers, and the great ma-
Jority, rent a cab and horse from the pro-
prietor, and pay him so much a day or night,
having for their remuneration all they can
obtain for the amount of rent. The rent
requived by the most respectable masters is
1zs.in the season— out of the season, the best
masters expect the drivers to bring home
about 9s. a-day. For this sum two good
horses are found to cach cab. Some of the
ﬁab proprietors, especially a class known as

tontractors,” or * Westminster masters,” of
vhom a large number arve J ews, make the
men hiring their cabs “sign” for 16s. a-day
In the season, and 12s. out of it. This system
15 called signing instend of agreeing, or any
smznl.ar term, because the 6th & 7th Vietoria
Provides that no sum shall be recovered from
drivers “on aceount of the earnings of any
hackney.carviage, unless under an agreement
I writing, signed in presence of a competent
Wiiness,” The steadiest and most trusty men
m the cabdriving trade, however, refuse to
Sign {for a stipulated sum, as in case of their
0ot earning so much they may be compelled
Ummarily, and with the penalties of fine and
"Bprisonment, to pay that stipulated sum. I

was informed by a highly respectable ead pro-
prietor, that in the season 12s. 6d. a-day would
be a fair sum to sign for, and 9s., or even less,
out of the season. In this iy informant can-
not be mistaken, for he has practical experience
of cab-driving, he himself often driving on an
emergency. “There are plenty, however, who
will sign for 16s., and the consequence of this
branch of the contract system is, that the me:

so contracting resort to any means to make
their guninea. They diive swell-mobsmen,
they are conneected with women of the town,
they pick up and prey upon drunken fellows,
in collusion with these women, and resort to
any knavery to make up the necessary sum.
On this subject I give below the statement of
an experienced proprietor.

CHanArcreRr oF CADDRIVERS.

Axoxg the present cabdrivers are to be
found. as I learned from trustworthy persons,
quondam greengrocers, costermongers, jewel-
lers, clerks, broken-down gentlemen, especially
turf gentlemen, carpenters, joiners, saddlers,
coach-builders, grooms, stable-helpers, foot-
men, shopkeepers, pickpockets, swell-mobs.
men, honsebreakers, innkeepers, musicians,
musical -instrument makers, ostlers, some good
SC]J.OlﬁI‘S, o gOO(]. num].)ex_' O'P 131‘01‘{?11-(10\\'11
pawnbrokers, several ex-policemen, draper’s as-
sistants, barmen, scene-shifters, on¢ baronet,
and as my informant expressed it, “*such an
uncommon sight of folks that it would be un-
common hard to say what they was.” Of the
truthfulness of the list of callings said to have
contributed to swell the numbers of the ecab-
men there can be no doubt, but I am not so
sure of “the baronet.” I was told his name,
but I met with no one who could positively
say that he knew Sir V C as a cab-
driver. This baronet seems a tradition among
them. Others tell me that the party alluded
to is merely nicknamed the Baron, owing to
his being a person of good birth, and having
had a college education. The “flashiest” cab-
man, as he is termed, is the son of a fashion-
able master-tailor. He is known among cab-
drivers as the * Numpareil,” and drives one of
the Hansom cabs. I am informed on ex-
cellent authority, a tenth, or, to speak beyvond
the possibility of cavil, a twelfth of the whole
number of cabdrivers are ¢ faney men.” These
fellows are known in the cab trade by a very
aross appellation. ‘They are the men who
live with women of the town, and are sup-
ported, wholly or partially, on the wages of
the women’s prostitution.

These are the fellows who, for the most
part, are ready to pay the highest price for
the hire of their cabs. One swell-mobsman, I
was told, had risen from “signing” for ecabs
to become a cab proprietor, but was now a
prisoner in France for picking pockets.

The worse class of cabmen which, as T have
before said, are but a twelith of the whole,
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live in Granby Street, St. Andrew’s Place, and
similar localities of the Waterloo Road; in
Union Street, Pearl Row, &e., of the Boroungh
Road; in Princes Street, and others, of the
T.ondon Road: in some unpaved streets that
streteh from the New Kent Road to Lock's
Fields; in the worst parts of Westminster, in
the vicinity of Drury Lane, Whitechapel, and
of Lisson Grove, and wherever low depravity
flourishes. “To get on a cab,” I was told,
and that is the regular phrase, “is the am-
bition of more loose fellows than for anything
else, as it's reckoned both an 1dle life and an
exciting one.” Whetstone Park is full of cab-
men, but not wholly of the fancy-man class.
The better sort of cabmen usually reside in
the neighbourhood of the cab-proprietors’
yards, which are in all directions. Some of
the best of these men are, or rather have been
mechanies, and have left a sedentary employ-
ment, which affected their health, for the open
air of the cab business. Others of the best
description have been connected with country
inns, but the majority of them are London
men. They are most of them married, and
bringing up families decently on earnings of
from 13s. to 25s. a-week. Some few of their
wives work with their needles for the tailors.

Some of the cab-yards ave situated in what
were old inn-yards, or the stable-yards attached
to great houses, when great houses flourished
in parts of the town that are now accounted
vulgar. One of those I saw in a very curious
place. I was informed that the yard was once
Oliver Cromwell’s stable-yard; it is now a
receptacle for cabs. There are now two long
ranges of wooden erections, black with age,
each carriage-house opening with large folding-
doors, fastened in front with padlocks, bolts,
and hasps. In the old carriage-houses are
the modern cabs, and mixed with them are
superannuated cabs, and the disjoinied or
worn-out bodies and wheels of cabs. Above
one range of the buildings, the red-tiled roofs
of which project a yard and more beyond the
exterior, are apartments oceupied bythe stable-
keepers and others. Nasturtiums with their
light green leaves and bright orange flowers
were trained along light trellis-work in front of
the windovws, and presented a striking contrast
to the dinginess around.

Of the cabdrivers there are several classes,
according to the times at which they are em-
ployed. These are known in the trade by the
names of the “ long-day men,” ¢ the morning-
men,” the #long-night men,” and the “short-
night men,” and ¢ the bucks.” The long-day
man is the driver who is supposed to be driving
his cab the whole day. He usually fetches
his cab out between 9 and 10 in the morning,
and returns at 4 or 3, or even 7 or &, the next
morning ; indeed it is no matter at what hour
he comes in so long as he brings the money
that he signs for; the Jong-day men are
mostly employed for the contractors, though
some of the respectable masters work their

cabs with long-day men, but then they leave
the yard between 8 and 9 and are expected to
return between 12 and 1, These drivers when
working for the contractors sign for 10s. a-day
in the season, as before stated, and 12s, out of
the season; and when employed hy the ye-
spectable masters, they are expected to bring
home lds. or 9s., according to the season oli‘
the year, The long-day men are the parties
who mostly employ the * bucks,” or unlicensed
drivers. They are mostly out with their cabs
from 16 to 20 hours, so that their work becomes
more than they can constantly endure, and
they are consequently glad to avail themselves
of the services of a buck for some hours at the
end of the day, or rather night. The morning
man generally goes out about 7 in the morning
and returns to the yard at G in the evening,
Those who contract sign to bring home from
10s. to 11s. per day in the season, and Ts. for
the rest of the year, while those working for
the better class of masters are expected to
aive the proprietor 8s. a-day, and 9s. or Gs. ac-
cording to the time of the year. The morning
man has only one horse found him, whereas
the long-day man has two, and returns to the
vard to change horses between three and six
in the afternoon. The long-night man goes
out at G in the evening and returns at 10 in
the morning. He signs when working for
contractors for 7s. or 8s. per night, at the best
{ime of the year, aud 3s. or Gs. at the bad.
The rent required by the good masters differs
scarcely from these sums. He has only one
horse found him. The short-night man fetches
his cab out at 6 in the evening and returns at
6 in the morning, bringing with him Gs. in the
season and 4s. or ds.out of it. The contractors
employ scarcely any short-night men, while
the better masters have but few long-day or
long-night men working for them. Itis only
such persons as the Westminster masters who
like the horses or the men to be out so many
hours together, and they, as my informant
said, “don't care what becomes of either, 50
long as the day’s money is brought fo them.”
The bucks are unlicensed eabdrivers, who are.
employed by those who have a license to take
charge of the cab while the regular drivers are
at their meals or enjoying themselves. These
bucks are generally cabmen who have been
deprived of their license through bad conduct,
and who now pick up & living by “rubbing up”
(that is, pplishing the brsss of the cabs) on the
rank, and “giving out buck” as it is calle

amongst the men. They usually loiter about
the watering-houses (the public-houses) of the
cab-stands, and pass most of their time In the
tap-rooms. They are mostly of intemperate
habits, being generally “confirmed sots.” Very
few of them are married men. They have
been fancy-men in their prime, but, to use the
words of one of the craft, *got turned up-

They seldom sleep in a bed. Some few have
a bedroom in some obscure part of the tovl
but the most of them loll about and doze IR
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{he tap-rooms by day, and sleep in the cabs by
picht. When the watering-houses close they
yesort to the night coffee-shops, and pass'the
ime there till they are wanted as bucks.
When they take a job for a man they have no
regular agreement with the driver, but the
rule is that they shall do the best they can.

" 1f they take 2s. they give the driver one and

keep the other for themselves. If 1s. Gd. they
usually keep only GA4.  The Westminster men
have generally got their regular bucks, and
ihese mostly take to the cab with the second
horse and do all the night-work, At three or
four in the morning they meet the diiver at
some appointed stand or watering-place. Bur-
leigh Street in the Strand, or Palace Yard, arc
the favourite places of rendezvous of the West-
minster men, and then they hand over to the
long-day man “ the stuff” as they eall it. The
regular driver has no check upon these men,
but unless they do well they mever employ
them again. For “rubbing up” the cabs on
the stand these bucks generally get Cd.in the
season, and for this they are expected to dish-
clout the whole of the panels, clean the glasses,
and polish the harness and brasses, the eab-
driver having to do these things himself or
having to pay for it. Some of the bucks in
the season will make from 2s. to 2s. Gd. a-day
by rubbing up alone, and it is difficalt to say
what they make by driving. They are the
most extortionate of all cab-drivers. For a
shilling fare they will generally demand Rs.
and for a 3s. fare they will get 8s. or Gs., ac-
cording to the character of the party driven.
Having no licenses, they do mnot care what
they charge. If the number of the cab is
taken, and the regular driver of it summoned,
the party overcharged is unable to swear that
the regular driver was the individual who de-
frauded him, and so the case is dismissed. It
is supposed that the bucks make quite as
much money as the drivers, for they are not at
all particular as to how they get their money.
The great majority, indeed 99 out of 100, have
beenin prison, and many more than onece, and
they consequently do not care about revisiting
geol. It is caleulated that there are af least
800 or 1000 bucks, hanging about the London
cab-stands, and these are mostly regular
thieves. If they cateh any person asleep or
drunk in a cab, they are sure to have a dive
into his pockets ; nor are they particular if the
party belong to their own class, for I am as-
sured that they steal from one another while
dozing in the cabs or tap-rooms. Very few of
ﬂ_le respectable masters work their cabs at
night, except those who do so merely because
they have not stable-room for the whole of
their horses and vehicles at the same time.
Some of the cabdrivers are the owners of

- the vehicles they drive. It is supposed that

out of the 5000 drivers in London, at least
2000, or very nearly half, are small masters,
and they are amongst the most respectable
wen of the ranks. Of the other half of the

cabdrivers about 1500 are long-day men,
and about 150 long-night men (there are
only a few yards, and they are principally
at Islington, that employ long-night men). Of
the morning-men and the short-night men
there are, as near as L can learn, about 500
belonging to each class, in addition to the
small masters.

THE WATERMEN.

TrEe Waterman is an important officer at the
cab-stand. He is indeed the master of the
rank. At some of the larger stands, such as
that at the London and Birmingham Railway
terminus, there are four watermen, two being
always on duty day and night, fifteen hours
by day and nine by night, the day-waterman
becoming the night-waterman the following
week. On the smaller stands two men do this
work, chenging their day and night labour n
the same way. The waterman must see that
there is no “fouling” in the rank, that there
is no straggling or crowding, but that each
cab maintains its proper place. He is also
bound to Leep the best order he can among
the cabmen, and to restrain any ill-usage of
the horses. The waterman’s remuneration
consists in the receipt of 1d. from every cab-
man who joins his rank, for which the cab-
man is supplied with water for his horse,
and 1d. for every cabman who is hired off the
rank. There are now 350 odd watermen, and
they must be known as trusty men, a rigid
inquiry being instituted, and unexceptional
references demanded before an appointment
to the office takes place. At some stands the
supply of water costs these officers 4/. a-year,
at others the trustees of the waterworks, or
the parishes, supply it gratuitously. All the
watermen, I am informed, on good authority,
have been connected with the working part of
it. They must all be able to read and write,
for as one of them said to me, “ We're expected
to understand Acts of Parliament.” They are
generally strong, big-boned, red-faced men,
civil and honest, married (with very few excep-
tions), and bringing up families. They are
great readers of mnewspapers, and in these
they devote themselves first of all to the police
reports.

One of the body said, “I have been a good

many years a waterman, but was brought up

a coachbuilder in a London firm. I then got
into the cab-trade, and am now a waterman.

I make my 24s. a-week the year through : but
there’s stands to my kmowledge where the water-
man doesn’t makemore than half as much; and
that for a man that's expected to berespectable.

He can give his children a good schooling—
can’t he, sir ?7—on 12s, a-week, and the best of
keep, to be sure. Why, my comings-in—it's a
hard fight for me to do as much. I have
eight children, siv, I pay 16/. a year for three
tidy rooms in a mews—that's rather more
than Gs. a-week ; but I have the carriage place
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they could take a man and his wife and two
children, and more, two miles for 1s., or four
miles for 2s., about what the ’busses would
charge four persons for those distances: and
the persons could go from door to door as
cheap ; or, if not quite so cheap, they'd save it
in not having their clothes spoiled by the
weather, and go far more comfortably than in
a bus full of wet people and dripping um-
brellas. T know most cabmen don't like to
hear of this plan; and why? Because, by the
present system they reckon upon getting a

: e ; —— 5" .

¥ B

Iy t: ]

114
561 LONDON LABOUR AND THE LONDON POOR LONDON LABOUR AND THE LONDON POOR. 335 nas
Lelow, and that brings me in a little.  €ix of | and eabmen must drink it out of quart pots— Jon't want cheaper eabs. "B.l}S:SES don:t atl alfl out the fgul plt{tes, fut?(}i tléer? “;ast a few 5121_.1(% lgr ik
my children don’t earn a halfpenny now. Ay | no other way. It makes some of them maq answer the purpose; fo% 1:llt it's a }‘ (:t (la “ff g}%}l%es ¥ Uu? t lSem y rf ]’ chu 1fs ln 1{;{11;1 Ctin’ LlEl
eldest danghter, she’s 17, earns 6d. a-day from | drunk, and makes them drive like mad; for almost every one has to wa ¢ SOme way o lus| diiterent now. ouppose % 4a Iﬂ -m:l dP: "} RS
a slop-tailor. I hate to see her work, work, | they might be halt drunk to besin with "bus, and some way to the house he's gOlfl.‘:‘Il %0 my place hflea t;l\??flglflll 00111'531(1‘:10‘1 L1 tj JHE e
work away, poor lass! but it's a help, and it | Thank God, no man can say he’s seen me ir. Sunday visitors partlclﬂ:ul.yf ; and they (}Ee slulzposelll lﬂﬂ.,l{)lhtel > W ou1 mjplptlt is:)lm: : 31 18
wets them bits of clothes. Another boy earns | capable from liquor for four-and-twenty vears, | the wet least of all. Now, i cabs ran at Gd., ¢ a)] m:r( ! 00 :1 If’m" ] 1111.11, :ﬁ“ , say " 1 ‘i 0; (LR
{id. a-day from a coach-builder, and lives with | There’s no racketier place in the world than | nothing, but 1t's known what he’s up to. In ¢ :

i
day or two comes Mister No. 2, he's
Mister No. I's friend; and hell look i
about and say, ¢ Oh, Mister , I see you've }: F
ot so-and-so—it's a foul plate. T'll call o !
you for 2s. in a day or two. He calls sure
enough; and he ealls for the same money,
perhaps, every three months. Some pays
him 5s. a-vear regular; and if he only gets
that on 1000 plates, he makes a good living of
it—only 230/ a-year, 5. a-week, that's all. !
In course Mister No. 1 has nothing to !

me. Another daughter would try her hand at
shirtmaking, and got work from a shirtmaker
near Tabernacle Square; and in four days and
a half she made five bodies, and they came to
1s. 101d.; and out of that she had to pay 73d.
for her thread and that, and so there was
is. 3d. for her hard work ; but they gave satis-
faction, her employer said, as if that was a
-grand comfort to her mother and me. But I
soon put a stop to that. Isaid, ¢ Come, come,
11 keep you at home, and manage somehow

the Market, Houses open all night, and
peoplz going there after Vauxhall and them
places, After a masyuerade at Vauxhall I've
seen cabmen drinking with lords and gentle.
men—but such lords get fewer every day;
and cockney tars that was handy with their fists
wanting to fight Highlanders that wasn't; and
the girls in all sorts of dresses here and there
and everywhere among them, the paint off and
their dresses torn. Sometimes ecabmen as-
saults us. My mates have been twice whipped

.
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or anyhow, rather than you shall pull your |lately. I haven't, because I know hov fo shilling a-mile; and they almost always do d'o_ }Vlt}l 3[1ste1\T Ol\oﬁh,, ‘not 1_1{3. 11;:,1 alw a';.s’ |
eyes out of your head for 33d. a-day, and less; | humour their liquor. I give them fair play; get it for an 8d. fare, and for’longel dlstm}ces 3I1§t01‘ \_} 0.1 2 jg at E. \113@5 , ane 111\?0\ e._1) :
50 it’s no more shirts.” Why, sir, the last time | and more than that, perhaps, as I get my oft enough. Dut it wouldn't be so easy to| Mister ~o. 1. Subal alister NO. =

bread was dear—!847, was it?—1 paid 19s.
and 20s. a-week for bread : it's now about half
what it was then ; rather more, though. But
there’s one thing's a grand thing for poor men,
and that’s such prime and such cheap fish.
"The railways have done that. In Tottenham-
court-road my wife can buy good soles, as
many pans for Gd. of a night, as would have
been 3s. Gd. before railways. That’s a great
duxury for a poor man like me, that’s fonder
of fish than meat. They are a queer set we
dave to do with in the ranks, The *pounceys,’
(the closs I have alluded to as faney-men,
called ¢ pounceys’ by my present informant),
are far the worst. They sometimes iry to hilk
me, and it’s always hard to get your dues from
<ontractors. That's the men what sign for
heavy figures. Credit them once, and you're
never paid—mnever. None signs for so much
as the pounceys. They'd sign for 18s. Why,
if a pouncey’s girl, or a girl he knows, seems
in luek, as they call it—that is, if she picks
2p 2 genileman, partickler if he's drunk, the
pouncey —I've seen it many a time—jumps
out of the ranks, for he keeps a look-out
dor the spoil, and he drives to her. 1It's the
pounceys, too, that mostly go gagging where
the givls walk. It's such a set we have to
deal with. Only yesterday an out-and-out

overcharee when there's a fixed coin a-mile
for the fare. It would be one, two, three,
four, five, or as many sixpences as miles.
Now it's 1s. 4. for two miles, and that's 1s. Gd.
—1s. 84. for over two miles, and that means
25—of course cabmen don't carry change
unless for an even sum ; 2s. 44, for over three
miles and a half, and that’s 2s. Gd. if not 3s,,
and so on. The odd coppers make cabmen
like the present way.”

Inow give a statement concerning “foul

ain't paid, then Mister No. 1 looks in, and
lets you know there may be a hearing about
the foul plate; and so he goes on.”

This same Mister No. 1,1 am informed !
by another cab proprietor, is employed by the g
Exeise to see after the duty, which has to be :
paid every month. Should the proprietor be
behind with the 10s. a-week, the informer is
furnished with a warrant for the month’s
noney ; and this he requires a fee of from 10s..
to 1. (according to the circumstances of the
plates” and informers, It may, however, be | proprietor), to hold over for a short time. Ti
necessary to state first, that every eab pro- |is difficult to estimate how many fees are ob-
prietor must be licensed, at a cost to him of | tained in this way every month; but I am
5., and that he must afiix o plate, with his | assured that they must amount to something
number, &e., to his cab, to show that he is | econsiderable in the course of the year. _
duly licensed : while every driver and water-| It is proper that I should add that my in-
man is licensed at a cost to each of 3s. a-year, | formants in this and other matters refer to
and is bound to wear a metal ticket showing | the systems with which they had been long
his number. The law then provides, that in | familiar. The new regulations when I was en-
case of unavoidable mecessity, which must be { gaged in this inquiry, had been so recently in
proved to the satisfaction of the magistrate, a | force, that the cab proprietors said they could
proprietor may be allowed to employ an un- | not yet judge of their effect; but it was believed
licensed person for twenty-four hours; with |that they would be beneficial. An expemenced‘
this exception, every unlicensed person acting | man complained to me that ghe clashing of the
as driver, and every licensed person lending | magistrates’ decisions, especially when the po-
lis license, or permitting any other person to ] lice were mixed up with the complaints against
use or wear his ticket, is to be fined 5.  The | cabmen, was an evil. My informant also pointed
same provision applies to any proprietor | out a clause in the 2d and 3d Vietoria, cap. 71,

living out of them. Any customer ean pick
his own eab; but if I'm told to eall one, or
none’s plcked, the first on the rank, that's the
rule, gets the fare. Itake my meals at a coffee-
shop ; and my mate takes a turn for me when
I'm at dinner, and so do I forhim. My coftee-
shop cuts up 1501bs. a-meat a-day, chiefly for
cabmen. A dinner is G1d. without beer : meat
dd., bread 1d., vegetables 14., and waiter id.;
at least I give him a halfpenny., At ——s
public-house I can dine capitally for 81d., and
thatincludes a pint of beer. On Sundays there's
a dessert of puddings, and then it's 1s. A
waterman’s berth when it's one of the best isn't
so good, I faney, as a privileged cabman’s.”
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STUGGESTIONS FOR REGULATING THE TRADE.

I suarr now conclude with some statements of
sundry evils conpecied with the cab business,
under the old and also under the new system,
and shall then offer suggestions for their
rectification.

One cab proprietor, after espressing his
opinion that the new police arrangements for
the regulation of the trade would be 2 decided
improvement, suggested it would be an excel-
lent plan to make policemen of the watermen;
for then, ne said, the cabmen thieves would be
reluctant to approach the ranks. He also
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pouncey called me such names about nothing. |

Why, 1t's shocking for any female that may be
passing.  Aye, and of a busy night in the
Market (Haymarket), when it's an opera-
night and a play-night, the Fentlemen’s coach-
men’s as bad for had langunage as the cabmen ;
and some gentlemen’s very clever at that sort
of language, too. It's not as it was in Lord
's days. Swells now think as mueh of
one thilling as they did of twenty then. But
ihere’s some swells left still. One young
swell brings four quarts of gin out of a publie-
house in 2 pail, and the cabmen must drink it
out of pint pots. He's quite master of had
Tanguage if they don't drink fairly. Another

gave me the following statement of what he
considered would be greater improvements.
“XI think,” he said, “it would do well for
those in the cab-trade if licenses were made
10/ instead of 5i., with a regulation that 5l
should be returned to any one on bringing his
plates in previous to leaving the trade, and 50
not wanting his license any longer. This
would, I believe, be a check to any illegal
transfer, as men wouldn't be so ready to hand
over their plates to other parties when thf:_:r'
disposed of their eabs, if they were sure of .
in a regular and legal way. I would also,” he
siid, “reduce the duty from 10s. a-week t0 95

swell gets a gallon of gin always from Carter's,

and that would allow eabs to ply for (4. g-mile.
As everything is cheaper, I wonder people
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“lending his license,” but with a penalty of
10l I now give the statement :—

“You see, sir, if a man wants to dispose of
lig cab, why he must dispose of it as a cab.
Well, if it ain't answered for him, he’ll get
somebody or other willing to try it on. And
the new hand will say, ¢T1l give you so much,
and work your plates for you ; and so he does
vhen a Dhargain’s made. Well, this thing’s
gone on till there's 1000 or 1200 © foul plates’
m the trade; and then government says,
‘What a lot of foul plates! There must be a
theck to this’ And a nice check they found.
Mister —— (continued my informant, laying
8 peculiar emphasis on the mister), the in-
former, was set to work, and he soon ferrcted

enacting that magistrates should meet once &
quarter, each furnishing a report of his pro-
ceedings as respects the “Act for regulating
the Police Courts in the Metropolis.” Such &
meeting, and a comparison of the reports, might
tend to auniformity in decisions; but the clause,
I am told, is a dead letter, ne such meeting
taking place. Another cab proprietor said it
would be a great improvement if an authorised
officer of the police, or a government officer,
had the fixing of plates on carriages, together
with the inspection and superintendence of
them afterwards. These plates, it was further
snggested to me, should be metallic seals, and
easily perceptible inside or out. Some of the
cab proprietors complain of the stands in
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Oxford-street (the best in all London, they
say), being removed to out-of-the-way places.

Among the matters I heard complained of,
that of privileged cabs was much dwelt upon.
These are the cabs which are privileged to
stand within a railway terminus, waiting to be
hired on the arrival of the trains. For this
privilege 2s. a-week is paid by the cabmen to
some of the railway companies, and as much
as Js. a-week toothers. The cabmen complain
of this as a monopoly established to their dis-
advantage, and with no benefit to the public,
but merely to the railway companies; for there
are cab-stands adjacent to 2all the railway
stations, at which the public would be supplied
with conveyances in the ordinary way. The
horses in the ecabs at the railway stations ave,
I am informed, amongst the hardest-worked of
any in London; the following case being put
to me :—** Suppose a man takes a fare of four
persons and heavy Inggage from the Great
Western Terminus to Mile End, which is near
upon seven miles, he must then hurry back
again all the way, because he plies only at the
railway. Now, if he didn’t, he would go tothe
nighest cab-stand, and his horse would be far
sooncr relieved. Then, perhaps, he gets
another fare to ¥Finshury, and must hurry
back again; and then another below Bromp-
ton; and he may live at Whitechapel, and
have to go home after all; so that his poor
horse gets ¢ bashed’ to bits.”

Another cab proprietor furnished me with
the following statement in writing of his per-
sonal experience and observation concerning
the working of the 23d clause in the Hackney
Carriage Act, or that concerning the signing
Lefore alluded to. A master is in want of
drivers. A, B, and C apply. The only ques-
tions asked are, ¢ Are you a driver? here
is your license ? 'Well! here, sign this paper;
my money is so much’ In very few large
establishments is more caution used as to
real character of the driver than this; the
effect of which is, that a man with a really
good character has no better claim to employ-
ment than one of the worst. Then, as to the
feeling of a man who has placed himself under
such a contract. ‘I must get my money, he
says, * I will do anything to obtain it; and as
a gaol hangs over my head, what matters
about my breaking the law? and so every
unfair trick is resorted to: and.the means
used are ‘gagging,” that is to say, driving
about and loitering in the thoroughfares for
jobs. It is known that some men very seldom
put on the ranks at all, Some masters have
told their drivers not to go on the stand, as
they well know that the money is not to be
obtained by what is termed ¢ rankingit’ Now,
ihe effect of thisis, that the thoroughfares are
troubled with empty cabs. It has also this
effect: it canses great cruelty and overdriving
to the horses; and drivers under such eir-
cumstances frequently agree to go for very

i term i, take it out by insulting and bullying
their customers. It may be said that the lay
: in foree 1s suflicient to counteract this; Lutj
may not be known that a great many pro-
tection-clubs exist, by contributions from cab.
men, and which clubs are, in fact, premiums
for brealing the law; for by them a map is
borne harmless of the consequences of beine
fined. Now, these clubs exist sometimes gt
public-houses, but in many cases in the pro-
prietors’yards, the proprietorsthemselves beine
treasurers, and so becoming agents to indues
their servants to infringe the law, for the pur-
pose of obtaining for themselves a large return,
The moral econsequence of all this is, that mep
being dealt withand made tosuffer as criminals
that is to say, being sent to gaol to experiencé
the same treatment, save indignity, as convicted
felons, and all this for what they after all be-
lieve to be a debt, a simple contract between
man and man; the consequence, I repeat, is,
that the driver having served his time, as it is
called, in prison, returns to the frade a de-
araded character and a far worse man, Be it
observed, also, that the fact of 2 diiver having
been imprisoned is mo barrier to his being
employed again if he will but sign—that’s the
test.”

AccouxT oF CRiae AnMoNGST CABMEN.

I 5AvE now but to add a comparative state-
ment of the criminality of the London coach
and cabmen in relation to .that of other
callings.

The metropolitan criminal returns show us
that crime among this class has been on the
decline since 1840, Tn that year the number
talken into custody by the London police was
1319 ; from which time until 1843 there was &
aradual decrease, when the number of coach
and cabmen taken into custody was 820.
After this the numbers fluctuated slightly;
till, in 1848, there were 972 individuals arrested
for various infractions of the law.

For the chief offences given in the police
retwrns, I find, upon taking the average for
the last ten years, that the criminality of the
London coach and eabmen stands as follovws:
For murder there has been annually 1 indi-
vidual in every 29,710 of this body taken into
custody ; for manslaughter, 1 in every 2829;
for rape, 1 in 8488; for common assaulis, 1 i
10; for simple larceny, 1 in 92; for wilful
damage, 1 in 285; for uttering counterfglt
coin, 1 in 612; for drunkenness, 1 in 46; for
vagrancy, 1 in 278; for the whole of the
offences mentioned in the retwrns, 11n every?
of their number. On comparing these results
with the criminality of other classes, We arive
at the following conclusions :—The tendency
of the metropolitan coach and cabmen for
murder is less than that of the weavers (Who
appear to have ihe greatest propensity of all
classes to commit this crime), as well 28

much less than the fare, and then, as-they

sallors (who are the next criminal in this
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respect), and labourers, sawyers, and carpen-
ters. On the other hand, however, the coach
and cabmen would seem to be more inclined
to this species of atrocity than the turners,
conchmakers, shoemakers, and tailors ; the
liter, according to the metropolitan police
returns for the last ten years, being the least
murderous of all classes. For manslaughter,
the coach and cabmen have a stronger predis-
position than any other class that I have yet
estimated. The average erime in this respect
for ten years is 1 in 20,000 individuals of the
entire population of London ; whereas the ave.
rage for the same period among the London
coach and ecabmen has been as high as1in every
2800 of their trade. In rape they rank less
criminal than the labourers, carpenters, and
weavers, but still much higher than the general
average, and considerably above the tailors,
sawyers, turners, shoemakers, or coachmalkers.
In the matter of common assaults they stand
the highest of all; even the labourers being
less pugnacious than they. Their honesty
seems, nevertheless, to be greater than common
report gives them credit for; they being, ac-
cording to the same returns, less disposed to
commit simple larceny than either labourers,
sailors, or weavers, though far more dishonest
than the generality of the London population.
Nor ave they so intemperate as, from the
nature of their calling, we should be led to
imagine. The sgilors (who seem to form the
most drunken of all trades, there being 1 in
every 13 of that body arrested for this offence),
and the labourers {who come next), are both
much more addicted to intoxication than the
coach and eabmen ; although the latter class
appear to be nearly twice as intemperate as
the rest of the people, the general average
being 1 drunkard in every 81 of the entire
residents of the metropolis, and 1 in every 46
of the London coach and cabmen. Hence it
may be said, that the great vices of the class
at present under consideration are a tendency
to manslaughter and assault.

The cause of this predisposition to violence
against the person on the part of the London
‘coach and cabmen I leave others to explain.

CARMEN AND PORTERS.

Having dealt with the social condition of the
conductors and drivers of the London omni-
buses and cabs, I now, in due order, proceed
to treat of ‘the number, state, and income of
the men connected with the job and glass-
‘coaches, as well as the flies for the conveyance
of persons, and the waggons, carts, vans, drays,
&c,, for the conveyance of goods from one part
of the metropolis to another ; also of the por-
ters engaged in conveyance by hand.

The metropolitan carriages, engaged in the
tonveyance of passengers are of two classes,—
ticketed and unticketed; that is to say, those
vho ply for passengers in the public streets,

carry a plate inseribed with a eeriain number,
by which the drivers and owners of them may
be readily known, Whereas those who do not
ply in public, but are let out at certain yards
or stables, have no badge affixed to them, and
are, in many ecases, scarcely distinguishable
from private vehicles. "The ticketed carriages
include the stage and hackney-coaches, or, In
modern parlance, the ’‘busses and cabs of
Tondon. The unticketed carriages, on the
other hand, comprise the glass-coaches and
flies that, for a small premium, may be con-
verted into one’s own carriage for the time
being, DBut besides these there is another
large class of hired conveyances, such as the
job-carriages, which differ from the glass-
coaches principally in the length of time for
which they are engaged. The term of lease
for the glass-coach rarely exceeds a day;
while the fly is often taken by the hour; the

.job-earriage, however, is more commonly en-

gaged by the month, and not unfrequently by

the year. Hence thelatter class of conveyances

may be said to partake of the attributes of both

public and private carriages. They are public,

in so far as they are let to hire for a certain

term ; and private, inasmuch as they are ofien .
used by the same pariy, and by them only, for

several years.

The tradesmen who supply carriage-horses
(and occasionally carriages) by the day, week,
month, or year, to all requiring such temporary
or eontinuous accommodation, ave termed job-
masters, of whom, according to the Post-office
Directory, there are 154 located in London;
51 being also eab proprietors, and 28 the
owners of omnibuses. They boast, and
doubtlessly with perfect truth, thai in their
stables are the major part of thefinest carriage
horses in the world. The powerful animals
which are seen to dash proudly along the
streets, a pair of them drawing a large carriage
with the most manifest ease, ave, in nine
cases out of ten, not the property of the noble-
man whose silver erest may adorn the glittering
harness, but of the job-master. One of those
masters has now 400 horses, some of which
ave worth 120 guineas, and the value is not
less than 60/, per horse, or 24,000/ in all.
The premises of some of the job-masters are
remarkable for their extent, their ventilation,
and their scrupulous cleanliness. All those
in a large way of business have establishments
in the country as well es in town, and at the
latter arve received the horses that sre lame,
that require rest, or that ave turned out to
arass. The young horses that arve Dbrought
up from the country fairs, or have been pur-
chased of the country breeders (for job-masters
or their agents attend at Horncastle, North-
allerton, and all the great horse-fairs in York-
shire and Lincolnshire), are generally conducted
in the first instance to the country establish-
ment of the town master, which may be at
Barnet or any place of a like distance. These -

agents have what is called the pick of the
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market, not unfrequently visiting the premises
of the country horse dealer and there com-
pleting purchases without subjecting the
farmer (for country horse-breeders and dealers
are nearly all farmers) to the trouble and
expense of sending his cattle to the fair; and
it is thus that the London dealers secure the
best stock in the kingdom. TUntil within
twenty or thirty years ago some of the wealthier
of the nobility or gentry, as I have previously
intimated, would vie with each other during
the London season in the display of theirmost
perfect Cleveland bays, or other deseription of
carriage-horses. The animals were at that
period walked to London under the care of the
coachman and his subordinates, the family
travelling post to town. Such a procedure
is now never resorted to. Very few noblemen
at present bring their carriage-horses to town,
even if within a short railway distance; they
nearly all job, as it is invariably called: that is,
they hire carriage-horses by the month at
from twenty ® thirty guineas a pair, the job-
master keeping the animals by sending the
quantity of provender to his customer’s pre-
mises, and they are groomed by his own
servants. “ Why sir,” said a job-master to me,
¢ everybody jobs now. A few bishops do, and
lords, and dukes, and yudges. Lord D—— jobs,
and lots of parsons and physicians ; yes lots,
sir. The royal family job, all but the Queen
herself. The Duchess of Kent jobs. Thelate
Duke of C—— jobbed, and no doubt the
present duke will. The Queen Dowager
jobbed regularly. It's a cheaper and beiter
plan for those that must have good horses and
handsome carriages. 1 dare say allthe gentle-
men in the Albany job, for I know a many
that do, By jobbing, rich people can always
secure the best horses in the world.,” I may add,
that any of the masters of whom I have spoken
will job a cmriage duly emblazoned (if ordered
to provide one) ; he will job harness, too, with
ilie proper armorial bearings about it, and job
coachmen and grooms as well. For the use of
2 first-class carriage 80 guiness a year is paid.
A brougham with one horse and a driver is
jobbed at 16s. a-day. But these vehicles are
usually supplied by jobbing coach-masters :
but the jobbing in carriages is not so common
as in horses, gentlemen preferring to have
their own chariots or broughams, while the
jobbing in servants is confined principally to
bachelors or gentlemen keeping no establish-
ments, :

The job trade I am assured has inereased
fivefold since the gencral establishment of
railways. In this trade there is no “slop”
supply. Iven the smaller masters supply
horses worth the money; for to furnish bad
horses would be at once to lose custom.
“Gentlemen aretoogood judges ofhorse-flesh,”
a small job-master said to me, “to put up with
poor cattle, even though they may wear slop
coats themselves, and rig their servants out in
slop liveries, Nothing shows a gentleman

more than his horse; and they cant got
first-rate horses in the country as they can iy
London, because theyre bought up for (he
nmetropolis.”

The men employed in the job-masters’ yards
do not live in the yards, except a few of the
higher servants, to whom can be entrusted il
care of the premises and of the costly animals
kept there. Nearly all the men in these yards
!mve been brought up as grooms, and must,
in stable phraseology, “ know a horse well.”
None of them in the better yards receive less
than 20s. a-week in wages ; nor will any master
permit his horses to be abused in any manner.
Cruelty to a horse is certain dismissal if
detected, and is now, I am glad to be informed
on good authority, very rare I may here
mention the rather amusing reply of a rough
old groom out of place to my remark that
Mr. ~—— would not allow any of his horses to
be in any way abused. ¢ Adbused!” said my
respondent, confining the meaning of the word
to one signification : “ Abused! you mayn't so
much as swear at them.” Another rough-
spoken person, who was for a time a foreman
to a job-master, told me that le had never, or
rarely, any difficulty in making a bargain with
gentlemen who were judges of horses; “but,”
said he, “ladics who set up for judges are
dreadful hard to please, and talk dreadful
nonsense. What do they know about the
points of a hiorse ? But of all of 'em, a is
the worst to please in a horse or a carriage;
she is the very devil, siz.”

The people employed by the job-masters
are strong, healthy-looking men, with no lack
of grey hairs—always a good sign among them.
Their amusements, I am told, are confined to
an odd visit to the play, more especially to
Astley's, and to skittle-playing. Tliese enjoy-
ments, however, are rare, as the groom cannot
leave his labours for a day and then return toit
as a mechanic may. Horses must be tended
day and night, Sunday and work-day, so that
it is only “ by leave” that they can enjoy any
recreation. Nearly all of them, however, take
great interest in horse-races, steeple-chases,
and trotting-matches, Many of them dalble
in the Derby and St. Leger lotteries, and some
“ make a book,” risking from two or three half-
crowns to 4/., and sometimes more than they
can pay. These parties, however, helong as
much to the class of servants as they do 0
the labourers engaged in connexion with the
transit of the metropolis, ]

I am informed that each of the 150 job-
masters resident in London may be said to
employ six or seven men in their yards or
stables, some having at least double that
number in their service, and others, aga,
only two or three; the latter, however, 1s the
exception rather than the yule. According o
this estimate there must be from 900 to 1000
individuals erfzaged in the job business of
London. Their number is made up of stablc:-
men, washers, ostlers, job-coachmen, and glass-
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coachmen.or flymen, besides a few grooms for
ihe job cabriolets. The stableman attends
only to the horses in the stables, and gets
95, 6d. a-day, or 17s. Gd. a-week, standing wages.
The washer has from 18s. to 11 a-week, and is
employed to clean the carriages only in the
best yards, for those of a second-rate character
the stableman washes the carriages himself.
The ostler attends to the yard, and seldom or
never works in the stables. He answers all
the rings at the yard bell, and takes the horses
and gigs, &e. round to the door. He 1s, as it
were, the foreman or superintendent of the
establishment. He usually receives 1. 1s. a-
week standing wages at the best yards, while
at those of & lower character only 15s.1s given.
The job-coachman is distinet from the glass-
coachman or flyman. “He often goes away
from the yard on a job,” to use the words of
my informant, * for three or six months at a
stretch.” He is paid by the job-master, and
gets 30s. a-week standing wages. He has to
drive and attend to his horses in the stable.
Theglass-coachman or flyman goes out merely
by the day or by the hour. He gets 9s. a-week
from the job-master, and whatever the cus-
tomers think proper to give him. Some
persons give Gd. an hour to the glass-coachman,
and others ds. a-day for a pair of horses, and
from 3s. to 3s. 6d- a-day for one horse. A glass
coaeh, it may be as well to observe, is 2 carriage
and pair hired by the day, and a fly a one-
horse earriage hired in a similar manner,
The job-coachman and the glass-coachman
have for the most part been gentlemen’s
servants, and have come to the yard while
seeking for another situation. They are
mostly married men, having generally wedded
either the housemaid, nurse, or cook, in some
family in which they have lived. ¢ The
lady's maid,” to quote from my informant,
“is a touch above them. The cooks are in
general the ‘conchman’s favourite, in regard
gt' getting a little bit of lunch out of
er.”

The job-coachman’s is usually a much better
berth than that of the glass-coachman or fly-
man. The gentlefolks who engage the glass-
coaches and flies are, I am told, very near, and
the flies still nearer than the glass-coaches.
The fly people, as the customers were termed
to me, generally live about Gower-street and
Burton-crescent, Woburn - place, Tavistock -
square, Upper Baker-street, and other “shabby-
genteel” districts. The great majority of the
persons using flies, however, livein the suburbs,
and are mostly citizens and lawyers. The
chief occasions for the engagement of a fly are
Visits to the theatre, opera, or parties at nighf,
or else when the wives of the above-named
gentry are going out a-shopping; and then the
direetions, I am told, are generally to draw
two or three doors away from the shops, so
that the shopmen may not see them drive up
1 a emriage and charge accordingly. A
number of flies are engaged to emry the re-

No. 95,

ligious gentry in the suburbs to Exeter Hail
during the May meetings; and it is they, L am
assured, who are celebrated for over-crowding
the vehicles. “Bless you,” said one man
whom I saw, “them folks never think there
can be too many behind a hoss—six is nothing
for them,—~—and it is them who is the meanest
of all to the coachman; for he mever, by no
chance, receives a glass at their door.” The

great treat of the glass-coachman or fiyman, .

however, is a wedding ; then they mostly lock
for Hs; “ but,” said my informant, “ brides and
bridegrooms is getting so stingy that now
they seldom gets more than three,” Formerly,
I am assured, they used to get a glass of wine
to drink the health of the happy pair; but
now the wine has declined to gin, * and even
this,” said one man to me, “we has to bow
and scrape for before we gits it out of 'em.”
There is but little call for glass-coaches com-
pared with flies now. Sinece the introduction
of the broughams and clarences, the glass-
coaches have been almost all put on one side,
and they are now seldom used for anything
but taking a party with a quantity of luggage
from the suburbs to the railway. They were
continued at weddings till a short time back,
but now the people don't like them. ¢ They
have got out of date,” said a filyman; “ besides,
a clarence or brougham, even with a pair of
horses, is one-third cheaper.” There are no
glass-coaches now kept in the yards, if they
are wanted they are hired atthe coachmaker’s.
Take one job-master with another, ¥ am in-
formed that they keep on an average six flies
each, so that the total number of hack clarences
and broughams in the metropolis may be said
to be mear upon 1000. Postboys are almost
entirely discontinued. The majority of them,
T am told, have become cabmen. The number
of job-horses kept for chance-work in the
metropolis may be estimated at about 1000,in
addition to the cab and omnibus horses, many
of which frequently go out in flies. One lady
omnibus proprietor at Islington keeps, I am
told, a large number of flies, and so do many
of the large cab-proprietors.

According to the Government returns, the
total number of carriages throughout Great
Britain, in 1848, was 149,000 and odd, which
is in the proportion of 1 carriage to every
33 males of the entire population above twenty
years of age. Of these carringes upwards of
07,000 were charged with duty, and yielded
g revenue of more than 434,000.. while 52,000
were exempt from taxation. Those charged
with duty consisted of 67,000 four-wheeled
carriages, (of which 26,000 were private con-
veyances, and 41,000 let to hire,) and 30,000
two-wheeled earriages, of which 24,500 were
for private use, and 5,500 for the use of the
public:—

The 41,000 four-wheeled cariages let to
hire were subdivided in round numbers as
follows :-—
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Tour-wheeled carriages, let to hire with-
out horses. . . 900

Pony-phaetons, &c. drawn by a pair 2,000

Broughams, flies, &c. drawn by one
horse . . . . . . 30,000
Hearses . . . . . . 1,700
Post-chaises . . . . 5,550
Carriers’ conveyances . 1,250
41,000

Of the 52,000 carriages exempt from taxa-
tion there was the following distribution :—

Private pony-phaetons . . . 7,000
Ditto pony-chaises . . . . 4,500
Chaise-carts . . . . . 89,000

Conveyances for paupers and crimi-
nals . . . . . . 1,500
52,000

The owners of four-wheeled private car-
riages were, it appears from the same returns,
20,739 : of whom,

16,349 persons kept 1 carriage.

3,685 - 2 .
495 » 3 5
1146 39 4 eT)
a8 1 9 Y
19 » 6

6 ” 7T,

11 ' 8 anri upwards.

Now the total number of persons returned
as of independent means, at the time of
taking the last eensus, was 500,000 and odd:
of these very nearly 490,000 were twenty years
of age and upwards. Hence it would appear
that only 1 person in every 23 of those who
ave independent keep their carriage.

Such are the statistics of carriages, both
public and private, of Great Britain. What
proportion of the vehicles above enumerated
belong to the metropolis I have no means of
ascertaining with any accuracy.

The number of horses throughout the coun-
try is equally curious. In 1847 there were
no less than 800,000 horses in Great Britan,
which is in the proportion of five horses to
each carriage, and of one horse to every six
males of the entire population of twenty years
of age and upwards. Of these 800,000 horses,
upwards of 320,000 were charged with duty,
while nearly 500,000 were exempt from it.
Among the 320,000 horses charged with duty
were comprised —

Private riding and carriage-horses . 143,000
Draught-horses used in trade . . 147,000
Ponies . . . . . 22,000
Butchers' horses . . . . 4,750

Job horses . . . . 1,750
Race-horses . . . . . 1,500
320,000

Horses used in husbandry . 380,500

» Dbelonging to small farmers . 61,000
, belonging to poor clergymen . 1230
» belonging to poor traders 10,500
» belonging to volunteers 13,000
,, used iz uniaxed carriages . 15,000

., used by waggoners for their
own riding . . . 2000
., used by bailiffs, shepherds, &e. 1,060
,, nsed by masters, ditto . . 3,700
., used by market-gardeners . 2,000

., in conveying paupers and cri-
minals . . . . 250
» Lept for sale . . . 7,000
s, kept for breeding . . . 4,500
Colts not used . . 5 . . 16,000
Post-horses . . . . . 8,500
Stage-coach horses . . . . 9,600
TLondon hackney-coach horses . . 3,600
466,000

The owners of the 140,000 private riding
and carriage-horses were 100,000 in number,
and of these,

78,335 persons kept . . . 1
7,358 ” . . . . 2
4,080 " . . .« 3
1,624 ’ . . . 4

622 " . . . .0
380 » . . . . 06
328 ” . . . Tto8
81 2 . .« e . 9
107 . . . 10 to 12
54 ’ . . 13 to 106
6 » . . . .17

8 » . . . 18

6 » . . . .19
67 " . . . .20

And upwards.

From this it will appear, that two persons
in every seven of those who are of indepen-
dent means keep a riding or carriage-horse.
The increase and decrease in the mumber of
carriages and horses, within the last ten years,
is a remarkable sign of the times. Since 1840,
the number of all kinds of horses throughout
Great Britain has decreased 43,000. Dut
while some have declined, others have 1n-
creased in number. Of private riding and
carriage-horses (where only one 1S kept)
there has been 8 decrease of 12,000, and of
ponies, 700. Stage-coach horses have declined
4000 ; post-horses, 2500 ; horses used in hus-
bandry, 57,000; breeding mares, 1300 ; colts,
7000; and horses kept for sale, 500. The
London hackney-coach horses, on the other
hand, have increased in the same Space of
time no less than 2000, and so have the
draught-horses used in trade, to the extenf
of 17,000; while those kept by small farmers
are 13,000 more, and the race-horses 400
more, than they were in 1840.

Of carriages, those having wo wheels, and
drawn by one horse (gigs, &ec.), have de-

The horses not charged with duty were in

round dumbers as under:—

creased 15,000, and the post-chaises 7005
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whereas the four-wheel carmages, drawn by one |

horse, and let to hire (broughams, clarences,

&e.), have inereased GO0OQ, the pony-phaetons ;

3000, pony-chaises 2000, und the chaise-carts
19,000. '

The total revenue derived from the transit
of this country, by means of carringes and
horses, amounted in 1848 to wupwards of
1,190,000/, This sum is made up of the fol-
lowing items:—

Duty on carriages . £431.33
.,  horses . . . 599,041
., horses let to hire . 155,721
., stage-carringes . . 06,218
, hackney-coaches . REI2
Licenses to let horses to hire 6,968
,, Stage-coaches . . 0,606
, hackney-carriages . 439
£1,127,249

Trom the foregoing accounts, then, it would
appear, that the number of carriages and
horses for the use of the public throughout
Great Britain, two years ago, was as follows:

Job carriages . . . . . 900

Broughams, clarences, flies, &e.

drawvn by one herse . 30,000
Pony-phaetons and pair . . 2,000
Post-chaises . . . . 5,500

Total carriages letto hire . 38,000
Job horses . . . . . 1,750
Post horses . . . 8,500
Stage-coach horses . . 9,600
London hackney-coach horses . 8,600

Total horses for public carriages 23,450

Tae CARRYING TRADE.

Tee next part of the subject that presents
itself is the conveyance of goods from one
part of the metropolis to another. This, as
I have before said, is chiefly effected by vans,
waggons, carts, dvays, &ec. It has already
been shown that the number of carriers’ wag-
gons, throughout Great Britain, in 1848, was
1,250, while the carviers’ carts were no less

~than 17,000 odd, or very mnearly 8000 in all.

This was 800 more than they were in 1640.

Of the number of horses engaged in the
“ carrying trade,” or rather that particular
branch of it which concerns the removal of
goods, there ave no returns, unless it be that
there were 2000 horses under 13 hands high
ridden by the waggoners of this kingdom.

The number of carriers, carters, and wag-
goners throughout Great Britain, at the time
of taking the last census, was 34,296, of whom
25,411 were located in England, 7802 in Scot-
land, 940 in Wales, and 148 in the British
Isles. Of the 34,296 carriers, carters, and

* waggoners, throughout Great Britain, in 1841,

30,972 were males of 20 years of age and up-

" wards, while, in 1831, the number was only

18,859, or upwards of 10,000 less; so that

between these two periods the trade must
Liave inecreased at the rate of 1000 per annuri
nt least.
next returns will show quite as large a de-
crease in the trade, owing to the conveyance
of gzoods having been mainly transferred from
the road to the rail sinee the last-mentioned
period. The number of cairiers, carters, and
waggoners engaged in the metropolis in 1541
was 3899, of whom 3667 were males of twenty
years of age and upwards. In 1831 there
were but 871 individuals of the same age
pursuing the same oceupation; and I am
assured, that owing to the increased facilities
for the conveyance of goods from the country
to London, the trade has inereased at even
a greater rate since the last enumeration of
the people. The London carriers, carters,
and wagzoners, may safely be said to be now
nearer 8000 than 4000 in number.

Tue LoxpoN CARIEN

Are of two kinds, public and private. The
private carmen approximate so closely to
the character of servants, that I purpose

! dealing at present more particularly with
“the public conveyers of goods from one

part of the metropolis to another. The me-
tropolitan public master-carmen are 207 in
number, of whom fifteen are licensed to ply
on the stands in the c¢ity. The carmen here
enumerated must be considered more in the
light of the owners of vans and other vehicles
for the removing of goods than working men.
It is trne that some drive their own vehicles;
but many are large proprietors, and belong to
the class of employers rather than operatives.

I shall begin my account of the London
carmen with those appertaining to the unli-
censed class, or those not resident in the city.
The modern spring van is, as it were, the
landau, or travelling carviage of the working
classes. These carriages came into general
use between twenty and thirty years ago, but
were then chiefly employed by the great car-
riers for the more rapid delivery of the lighter
hales of goods, especially of drapery and glass
goods and of parcels. They came into more
general use for the removal of furniture in
1830, or thereabouts; and a year or two after
were fitted up for the conveyance of pleasure-
parties. The van is usually painted yellow,
but some are a light brown or a dark blue
picked out with red. They are fourteen feet
in length on the average, and four and a half
feet in breadth, and usually made so as, by the
adjustment, of the shafts, to be suitable for the
employment of one, two, three, or four horses,
—the third horse, when three are used, being
voked in advance of the pair in the shafts.
The seats are generally removable, and are
ranged along the sides of the vehicle, across
the top, and at the two corners at the end, as
the extremity of the van firom the horses is

called, the entrance being at the end, usually
2B 2

I am informed, however, that the -
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by means of iron steps, and through a kind of
gate which is secured by a strong latch. The
driver sits on a box in front, and on some vans
seems perched fearfully high. Awooden frame-
work surmounts the body of the carriage, and
over it is spread an awning, sometimes of
strong chintz patterned, sometimes of plain
whity-brown calico—the side portions being
made to draw like curtains, so as to admit the
air and exclude the sun and rain at pleasure.
If there be a man in attendance besides the
driver, he usually sits at the end of the vehicle
close to the gate, or rides on the step or on a
projection fixed behind. A new van costs from
501, to 801.- The average price of a good van-
horse is from 162.to 187. The harness, new and
good, costs from 5. to 51, 10s. for two horses.
"The furniture-van of the latter end of the week
is the pleasure-van of the Sunday, Monday,
and Tuesday—those being the days devoted
to excursions, unless in the case of a club or
society making their “ annual excursion,” and
then any day of the week is selected except
Sunday ; but Sunday on the whole is the prin-
cipal day. The removal of the seats and of the
apparatus for the awning converts the pleasure
into the furniture-van. The uses to which
the same vehicle is put are thus many a time
sadly in contrast. On the Saturday the van
may have been used to convey to the brokers
or the auctioneers the furniture seized in some
wretched man’s dwelling, leaving behind bare
walls and o wailing family; and on the Sunday
it rings with the merriment of pleasure-seekers,
who IToudly proclaim that they have left their
cares behind them.

The owners usually, perhaps, I might say
always, unite some other calling along with
the business of van-proprietorship; they are
for the most part greengrocers, hay and corn-
dealers, brokers, beershop-keepers, chandlers,
rag - and - bottle shopkeepers, or dairymen.
Five-sixths of them, however, are greengrocers,
or connected with that trade. Itis nof un-
usual for these persons to announce that,
besides their immediate calling of a green-
grocer, they keep a furniture-van, go pleasure-
excursions, beat carpets (if in the suburbs),
and attend evening parties. Many of them
have been gentlemen’s servants. They are
nearly all married men or widowers with fami-
lies, and are as a body not unprosperous.
Their tastes are inexpensive, though some
drink pretty freely; and their early rising
. necessitates carly going to bed, so there is
little evening expenditure. I am told their
chief enjoyments are a visit to Astley’s, and to
the neighbouring horse-races. Their enjoy-
ment of the turf, however, is generally made
conducive to their profits, as they convey vans
full to Hampton, Egham, and Epsom races.
A few van-men, however, go rather farther in
turf-business, and bet a little ; but these, I am
assured, are the exceptions. The excursions
are more frequently to Hampton Court than
to any otherplace. The other favourite resorts

are High Beach, Epping Forest, and Rye
House, Hertfordshire. Windsor is but ocea-
sionally visited; and the shorter distances,
such as Richmond, are hardly ever visited in
pleasure-vans. Indeed the superior cheapness
of the railway or the steamboat has confined
the pleasure-excursions I am speaking of to
the longer distances, and to places not so easily
accessible by other means.

The van will hold from twenty to thirty
grown persons.  Twenty, you see, sir,” I was
told, “is a very comfortable number, not reck-
oning a few little 'uns over; but thirty, oh,
thirty’s quite the other way.” The usual charge
per head for “a comfortable conveyance to
Hampton Court and back,” including all charges
connected with the conveyance, is 2s. (children
going for nothing, unless they are too bLig
for knees, and then sometimes half price).
Instead of 2s. perhaps the weekly-payment
speculator receives 2s. 6d. or 2s.3d.; and if he
can engage a low-priced van he may lear 9d.
or 1s. per head, or about 14 in all. On this
subject and on that of under-selling, as it was
described to me, I give the statement of a very
intellizgent man, a prosperous van-proprietor,
who had the excellent characteristic of being
proud of the kindly treatment, good feeding,
and continued care of his horses, which are
among the best employed in vans.

The bebaviour of these excursionists is,
from the concurrent testimony of the many
van-proprietors and drivers whom I saw, most
exemplary, and perhaps I shall best show this
by at once giving the following statement from
a very trustworthy man :—

“T have been in the van-trade for twenty
years, and have gone excursions for sisteen
vears. Hampton Court has the call for excur-
sions in vans, because of free-trade in the
palace : there's nothing to pay for admission.
A party makes up an excursion, and one of
them bargains with me, say for 2. Tt shouldn’s
be a farthing less with such cattle as mine,
and everything in agreement with it. Since
T've known the trade, vans have increased
greatly. I should say there's five now where
there was one sixteen years ago, and more.
There's a recommendable and a respec’gable
behaviour amongst those that goes excursions.
But now on an excursion there’s hardly any
drunkenness, or if there is, it's through the
accident of a bad stomach, or something that
way. The excursionists generally carry &
fiddler with them, sometimes a trumpeter, of
else some of them is master of an instrnment
as goes down. They generally sings, 00,
such songs as; ¢ There's a Good Time coming,
and, ‘The Brave 0ld Oak’ Sometimes
nigger-thing, but not so often. They cay
always, I think, their own eatables and drink-
ables ; and they take them on the grass very
often. Last Whit-Monday I counted fifty vans
at Hampton, and didn’t see anybody drunk
there. Ireckoned them earlyish, and perhaps
ten came after, at least; and every van would
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have twenty and more.” Sixty vams would, at
this moderate computation, convey 1200 per-
sons. % They walk through the Palace at Hamp-
ton, and sometimes dunce on the grass after
that, but not for long. If soon tires, dancing
on the grass. A school often goes, or a club,
or a society, or any party. I generally do
Hampton Court in three howurs with two
horses. I reckon it's fourteen miles, or near
that, from my place, IfI go to High Beach
there's the swings for the young ones, and the
other merry-makings. At Rye House it's
country enjoyment—mere looking about the
real counfry. The Derby day’s a great van.
day. I'm sure I couldn't gness to one hundred
—not, perhaps, to twice that—how many plea-
sure-vans go to the Derby. It's extra charge
—31, 10s. for the van to Epsom and back.
It's a long distance ; but the Derby hasa won-
derful draw. I've taken all sorts of excursions,
but it's working-people that's our great sup-
port. They often smoke as they come back,
though it’s against my rules. They often
takes a barrel of beer with them.”

1tis not easy to ascertain the number of vans
used for pleasure-excursions, but the follow-
ing is the best information to be obtained on
the subject. There isnot more than one-sixth
of the greengrocers who have their own vans:
some keep two vans and carts, besides two or
three trucks ; others, three vens and earts and
trueks. These vans, carts, and trucks are
principally used in the private transactions of
their business. Sometimes they are employed
in the removal of furniture. The number of
;'ans employed in the metropolis 1s as fol-
OWS :—

Those kept by greengrocers, about 450
By others for excursions . . 1060

Total 1450

The season for the excursion trips com-
mences on Whit-Monday, and continues till
the latter end of September.

Table showing the average number of plea-
sure-vans hired each week throughout the

_ Season, and the decrease since railway ex-

cursions.

Beforethe Sincethe

Railway.  Railway,

Excur- Excur-

siontrips. siontrips.
Hampton Court, Sunday . 80 10
" Monday . 80 30
” Tuesday . 20 10
Rye House, weekly . . 85 12
High Beach ,, . . 40 20
2325 82

From this it appears that before the railway
tnps there were 225 pleasure-excursions by
vans every week during five months of the year
{or 4500 such excursions in the course of the
twelve months), and only 1640 since that time.

This is exclusive of those to Epsom-races, at
which there were nearly 200 more.

When employed in the removal of furniturz
the average weight carried by these vans is
about two tons, and they usually obtain about
two loads on an average per week, The party
engaged to take charge of the vanis generally
a man employed by the owner, in the capacity
of a servant. The average weekly salary of
these servants is about 18s, Some van-pro-
prietors will employ one man, and some as
many as nine or ten. These men look after
the horses and stables of their employers. A
van proprietor takes out a post-horse license,
which is 7s. Gd. a-year; and for excursions he
is also obliged to take out a stage-carriage
license for each van that goes out with plea-
sure-parties. Such license costs 3/ 3s. per
year; and besides this they have to pay to the
excise 14d per mile for each excursion.they
take. The van-horses number about three to
each van, so that for the whole 1450 vans as
many as 4350 horses are kept.

Calculating the pleasure-excursions by van
in the course of the year at from 1500 to 2000
—and that twenty persons is the complement
carried on each oceasion—ive have a pleasure-
excursion party of between 30,000 and 40,000
persons annually: and supposing that each
excursionist spends 3s. (d,, the sum spent
every year by the working-classes in pleasure-
excursions by spring-vans alone will amount
to very nearly 70001

The above account relates only to the con-
veyance of persons by means of the London
vans. Concerning the removal of goods by the
same means, I obtained the following informa.
tion from the most trustworthy and experienced
members of the trade.

“ The charge for the use of spring-vans for
the conveyance of furniture and other damage-
able commodities is 1s. 6d. an hour, when one
man is employed assisting in packing, unpack-
ing, conveying the furniture into its place of
destination, and sometimes helping. to fix it.
If two men are employed in this labour, 2s. an
hour is the charge. If the furniture is con-
veyed a considerable distance the carman’s
employer may at his option pay 6d. a mile in-
stead of 1s. 6d. an hour, but the engagement
by the hour ensues in nine cases out of ten.”

The conveyance of people on pleasure ex-
cursions and the removal of furniture con-
stitute the prineipal business of the west-end
and suburb carmen. The city carmen, how-
ever, constitute a distinet class. They are the
licensed carmen, and none others are allowed
by the city authorities to take up in the pre-
cincts of the city of London, though any one
can put down therein; that is to say, the un-
licensed carman may convey a houseful of fur-
niture from the Strand to Fleet-street, but he
may not legally carry an empty box from Fleet-
street to the Strand. The city carmen, as L have
said, must be licensed, and the law sanctions
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¢t By order of Quarter Sessions, held at
Guildhall, Midsummer, 49th George IIL., all
goods, wares, and merchandise whatsoever,
weighing 14 cwt. or under, shall be deemed
half a load ; and from 14 cwt. to 26 cwt. shall
be deemed a load; from any part of the city
of London the rates for earrying thereof shall
be as follow. For any place within and to the
extension of half a mile, for half a Joad and
under, 2s. 7d.; above half a load and not
exceeding o load, 4s. 2d.; from half 2 mile to
a mile, for half a load or under, 3s. 4d.; for
above half aload and not exceeding a load,
5s. 2d.; a mile, to one m:le and a half;, for half
a load or under, 4s. 2d. ; for above half a load
and not exceeding 2 load, 5s. 11d.; and so on,
according to distance.”

The other distances and weights are in
relative proportion. These regulations, how-
ever, are altogether disregarded; as are those
which limit the eartage for hire within the
city to the carmen licensed by the city, who
must be freemen of the Carmen’s Company,
the only company in London whose members
ave all of the irade incorporated. Instead of
the prices I have cited, the matter is now one
of bargain. Average charges are ls. Gd. an
hour for vans, and ls. for earts, or ds. and
4s. Gd. per ton from the West India Docks to
any part of the city; and in like proportion
from the other docks and localities, The
infringers of the city carmen’s privileges are
sometimes called pirates; but within these
three or four years no strenuous attempts
have been made to check them, One carman
told me that he had complained to the City
Chamberlain, who told him to punish the
offenders; but as it was left to individual
efforts nothing was done, and the privileges,
except as regards standings, are almost or
altogether a dead letter. IFourteen years ago
it eost 100%. to become free of the Carmen’s
Company. Ten years ago it cost 827 odd;
and within these five years the cost has been
reduced to 117. The ecarmen who resort to
the stands pay 3s. yearly for that privilege.
The others arve not required to do so; but
every year they have to register the names of
their servants, with a bond of security, who
are employed on goods “ under bond;” and
it is customary on these occasions to give the
toll-keeper 5s., which is equal to a renewal of
the license. Until ten years ago there were
only 400 of these conveyances licensed in the
city. The figures called * carroons” ran from 1
to 400; and were sold by their possessors, on a
disposal of their property and privilege, as if
freehold property, being worth about 1001
a ecarroon. No compensation was accorded
when the restriction as to numbers was abo-
lished. The principal standings are in Cole-
man-street, Bread-street, Bishopsgate-street,
Dowgate-hill, Thames-street, and St. Mary
Ase. The charges do not differ from those
I have given; but some of the employers
of these cmrmen drive very hard bargains.

A car of the best build costs from G60I. to 70.
The best horses cost 40/, ; the average price
being 207, at the least. The wages of the
carmen’s servants vary from 106s. to 21s. j.
week, under the best masters; and from 12s,
to 14s. under the inferior. These men are
for the most part from the country.

TaE PoRTERS, &¢.

I xow approach the only remaining part of
this subject, viz. the conveyance of goods and
commumications by means of the porters, mes-
sengers, and errand-boys of the metropolis.
The number of individuals belonging to this
class tihroughout Great DBritain in 1841
amounted to 27,552, of whom 24,002 were
located in England; 3,296 in Scotland; 113
in Wales; and 51 in the British isles. Of
the 27,500 porters, messengers, and errand.
boys in Great Britain, very nearly one-fifth, or
4,965, were lads under 20 years of age. The
number of individuals engaged in the same
occupation in the metropolis was, in 1841, no
less than 13,103, or very nearly half the num-
ber of porters, &e. throughout Great Britain.
Of this number 2,726, or more than a fifth of
the elass, may be considered to represent the
errand-boys, these being lads under 20 years
of age.

At present, however, I purpose dealing
solely with the public porters of the me-
tropolis. Those belonging to private in-
dividuals appear to partake (as I said of the
carmen’s assistants) more of the character
of servants paid out of the profits of the trade
than labourers whose wages form an integral
portion of the prime cost of a commodity.

The metropolitan porters are, like the ear-
men, of two classes; the ticketed, and un-
ticketed. T shall begin with the former.

The privileged porters of the city of Lon-
don were at one period, and until within these
twenty years, a numerous, important,and to-
lerably prosperous class. Prescriptive right,
and the laws and by-laws of the corporation
of the city of London, have given to them the
sole privilege of porterage of every descrip-
tion, provided it be carried on in the precinets
of the city. The only exception to this ex-
clusive right is, that any freeman may employ
his own servants in the porterage of his ovi
goods, and even that has been disputed.
The first mention of the privileged portersis
in the early part of the 16th century.

Tt is almost impossible to classify the espe-
cial functions of the different classes of por-
ters: for they seem to have become especial
functions through custom and prescriplive
right, and they are not defined precisely 11
any legitimate or municipal enactment. Even
at the present time, what constitutes the busl-
ness of a fellowship-porter, what of a ticket-
porter, and on what an unprivileged porter
(kmown as a foreigner, because a non-freemany

may be emoployed, are matters of dispute.
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A reference to city enactments, and the aid
of a highly intelligent member of the {rater-
nity of ticket-porters, enables me to give the
following account, which is the more interest-
ing, as it relates to a class of labourers whose
pumbers, with the exception of the fellowship-
porters, have been limited since 1838, and
who must necessarily die out from want of
renewal. In the earliest common council
enactments (June 27,1606) on the subject of
porterage, the distinctions given, or rather
intimated incidentally, are—* Tackle-house
porter, porter-packer of the gooddes of Eng-
lish merchantsgstreete-porter, or porter to the
packer for the said citie for strangers’ goods.”
As regards the term ticket.porter, not men-
tioned in this enumeration, I have to observe
that all porters are necessarily ticket-porters,
which means that they can produce a ticket
or a document, showing that they are duly
qualified, and have been ‘ admitted and al-
lowed to use the feate of a porter,” by being
freemen of the city and members of a porter's
company or fellowship. In some of the older
city documents tackle and ticket-porters are
mentioned as if constituting one elass; and
they did constitute one class when their la-
bour was identiecal, as to a great extent it was.
In 1712 they are mentioned or indicated as
one body, although the first clause of the
common council enactment sets out that seve-
ral controversies and quarrels have lately
arisen between the tackle-house porters and
the ticket-porters touching the labour or work
{0 them respectively belonging, notwithstand-
ing the several acts of this court heretofore
made. As these acts were vague and con-
tradictory, the controversies were a natural
consequence.

The tackle-porters were employed in the
weighing of goods for any purpose of shipping,
duty, or sale, which was formerly carried on
in public in the city. But there was a city
oficer known as the master-weigher, styled
“ Mr, Weigher,” in the old acts, and the pro-
fits of the weighing thus carried on publicly
mn the city went to the hospitals. In 1607 it
was enacted (I give the old orthography, with
s many contractions), ¢ that ne p'son or
P'sons usinge the feate of a portier, or being
8 forreynor, inholder, wharfinger, or Leye-
keeper, where any merchaunts’ gooddes are
to bee landed or laidd, or such-like, shall at
any time after the making and publishing of
this acte, have, use, keepe, or use within the
said citie or I'l’ties thereof, any manner
triangle, with beams, scales, and weightes, or
any other balance, in any sorte, to weigh any
the goods, wares, or merchandize, of any mer-
chant or merchants, p'son or p'sons whatso-
ever, within the said citie or lib’ties thereof,
whereby the proffyte cominge and growinge to
the hospitals of the said eytie, by weighinge at
the yron beams or at the great beame at the
“‘glgh-huuse, or the proffytes of the Mr.
Weigher and porters of the same weigh-

house, may in anywise be impeached, hin-
dered, or diminished.” 'The privilege of
“ weighinge” {fell gradually into desuetude;
but there is no record of the precise periods.
However, a vestige of it still remains; as I
shall show in my account of the markets, as
it properly comes under that head. There
were 24 tackle-porters appointed; each of the
12 great city companies appointing two.
These 12 companies are — the Mercers’,
Grocers’, Drapers’, Fishmongers’, Gold-
smiths’, Skinners’, Ironmongers’, Vintners’,
and Clothworkers’. The 24 appointed porters
were known, it appears, as “ maister-porters ;”
but as it was impossible that they could do
all the work required, they called to them the
aid of © fellowes,” freemen of the city, and
members of their society, who in time seem
to have been known simply as ticket-porters.
If a sufficiency of these fellows, or ticket-
porters, could not be made available on any
emercency, the maisters could employ any
““ foreign porter not free of this eyltie, using
the feate of a porter-packer of the goods of
English merchants, or the feate of a streete-
porter, at the tyme of the making of this acte
(1607), and which at this present is com-
memorante in the same citye or suburbes
thereof, charged with familye, or, being a
single man, bringing a good certificate in the
wryting, under the handes of the churchwar-
dens of the parish where he is resident, or
other substantiall neighbours, to the number
of fower, of his good conversacon and de-
meanor.” This employment, however, was
not to be to the prejudice of the privileged
porters; and that the employment of foreigners
was resorted to jealously, and only through
actual necessity, is sufficiently shown by the
whole tenor of the enactments on the subject.
The very act which I have just cited, as per-
mitting the employment of foreigners, con-
tains a complaint in its preamble that the
toleration of these men caused many * of
badd and lewde condition daylie to resorte
from the most parte of this realme to the said
cytie, suburbs and places adjoining, procuring
themselves small habytacons, namely, one
chamber-roome for a poor foreignere and his
familye in a small cottage, with some other
as poore as himself, to the great increase and
pestringe of this cyttie with poor people;
many of them provinge shifters, lyvinge by
cozeninge, stealinge and imbeazellinge men's
goods, as opportunity may serve them.” A
somewhat curious precedent as regards the
character of the dwellings, being in “ one
chamber-roome,” &e., for the abodes of the
workmen, for the slop-tailors and others in
our day, as I have shown in my previous
letters.

The ticket-porters in 1846 are described as
3000 persons and upwards, which suffictently
shows their importance; and in 1712 a Com-

mon Council enactment provides that they
shall have and enjoy the work or labour of
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unshipping, landing, carrying and housing of
piteh, tar, soap, ashes, clapboards, wainsecot,
fir-poles, masts, deals, oars, chests, tables,
flax and hemp, brought hither from Dantzie,
Melvyn, or any other part or place of the
countries commonly called the east countries.
Also of the imports from Ireland, * from any
of the plantations belonging to Great Britain,
and of all manner of coast-goods, (except
lead).” The tackle-house porters were, by
the same enactment, to ““have and enjoy the
work and labour of the shipping and all goods
imported and belonging to the South Sea
Company, or to the Company of Merchants
trading to the East Indies, and of all other
goods and merchandizes coming from other
ports mot before menticned. The functions
of the tackle-house and ticket-porters are by
this regulation in 1712 made identical as to
labour, with merely the distinction as to the
place frem which the goods were received:
and as the number of tackle-house porters
was properly 24, with them must be included,
I presume, all such ticket-porters, but not to
the full number; nor is it likely that they will
be renewed in case of death. The tackle-
house porters that arve still in existence, I was
told, are gentlemen. One is a wharfinger,
and claims and enjoys the monopoly of labour
on his own wharf, “ The tackle-house porters,
or most of them, were labourers within these
twenty years,” The tackle-house and ticket-
porters still enjoy, by law, the right to man
the work, wherever porterage is required ; or,
in other words, to execute the labour them-
selves, or o engage men to do it, no maiter
whether the work relate to shipping, to the
markets, or to mere street-porterage, such as
the conveyance of parcels for hire by men's
labour. The number of the ticket-porters
was, 20 years ago, about 600. At that time
to become free of the company, which has no
hall but assembles at Guildhall, cost upwards
of 401, but soon afterwards the expense was re-
duced to 6L. 3s.4d. By aresolution of the Com-
mon Council, no new ticket-porters have been
appointed since 1838, Previously to becoming
a ticket-porter 2 man must have taken up his
freedom, no matter in what character, and
must produce certificates of good character

and security of two freemen, householders of!!
good credit, each in 100/, so that the owner of.'

any articles entrusted to the ticket-porter
may be indemnified in case of loss. The
ticket - porters are not the mere labourers
people generally imagine they are, but are,
or were, {for their number does now not
exceed 100, decayed tradesmen, who resorted
to this means of livelihood when others had
failed. They are also the sons of ticket-
porters. Any freeman of the city, by becoming
a member of the Tackle-House and Ticket-
Porters’ Company, was entitled to act as a
ticket-porter. They are still recognised at the
markets and the wharfs, but their privileges
are constantly, and more and more infringed.

From a highly intelligent member of theip
body I had the following statement :—

* It may be true, or it may not, that ticket.
porters are not wanted now; but 15 or 1§
years ago a committee of-the Common Council,
the Market Committee I believe it was, resolved
that the ticket-porters ought to be upheld, and
that 50L should Le awarded to us; bui we
never got it, it was stopped by some after-
resolution. Put it this way, sir. To get
bread for myself and my children I became
a ticket-porter, having incwrred great expense
m taking up my freedom and all that. Well,
for this expense I enjoyed certain privileges,
and enjoy them still to some extent; but that's
only because I'm well known, and have had
great experience in porterage, and quickness,
as it is as mueh art as strength. But, sup-
posing that railways have changed the whole
business of the times, are the privileges I have
secured with my own money, and under the
sanction of all the old laws of the city, to be
taken from me? If the privileges, though
they may not be many, of the rich city com-
panies are not to be touched, why are mine?
Every day they are infringed. A railway-
waggon, for instance, carries a load of meat to
Newgate Market. Ticket-porters have the
undoubted right to unload the meat and carry
1t to 1ts place of sale; but the railway servants
do that, thoush only freemen employ their
own servants in porterage, and that only with
their own goods, or goods they are concerned
in. I faney that railway companies are not
freemen, and don't carry their own property
to market for sale. If we complain to the
authorities, we are recommended to take the
law of the offenders, and we can only take 1t
of the person committing the actual offence.
And so we may sue a beggar, whom his em-
ployers may send down their line an hour
after to Hull or Halifax, as the saying is. If
we are of no further use, don't sacrifice, but
compensate us, and let us make the best of it,
though we are none of us s0 young as we were;
some are very old, and none are under 40,
because no new members have been made for
some years. If a man’s house be a hindrance
to public business, he must be paid a proper
price for it before it can be removed, and so0
ought we. The Palace Court people were
compensated, and ought not we, who work
hard for an honest living, and have bought
the right to work in our portering, according
to the laws of the city, that secure the gold-
smiths in their right of assaying, and all the
rich companies in possession of their lands
and possessions? and so it ought to be with
our labour.” .

The porter-packers have been unknown 1n
the business of the city for some years; their
avoeation “in the packinge and shippinge of
strangers’ gooddes,” having barely survived
the expiring of the East India Companys
charter in 1834.

The street porters, or men who occupy, oI
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rather did oceupy (for they are not now
always to be found there,) the principal bu-
siness parts of the city, are of course ticket-
porters, and by the law hove exclusive right
of all porterage by hire from * aliens or
foreigners” in the streets, (a freeman may
employ his own servant), even to the carrying
of a parcel of the burden of which any one
may wish to relieve himself. They usually,
but not always, wear white aprons, and display
their tickets as badges. They do not confine
themselves to the streets, but resort to the
wharfs in the fruit or any busy season, and to
the meat and fish-markets, whenever’ they
think there is the chance of a job, and the
preference, as is not unfrequently the case,
likely to fall to them, for they are known
to be trusty and experienced men. This
shifting of labour from one place to another
renders it impossible to give the number of
ticket-porters working in any particular lo-
cality.

The felowship-porters seem to have sprung
inte existence in consequence of the misunder-
standings of the tackle and ticket-porters, and
in this way, fellowships, or gangs of porters,
were confined, or confined themselves, to the
porterage of coal, corn, malt and indeed, all
erain, salt, fruit, and wet fish (conceded to
them after many disputes by the ticket-porters
of Billingsgate), and their privilezes are not
infringed to any such extent as those of the
ticket-porters.

The payments of ticket-porters were settled
in 1799,

To or from any of the quays, wharfs, stairs,
lanes, or alleys at the waterside, between the
Tower and London Bridge to any part of
Lower Thames-street, Beer-lane, Water-lane,
Haurp-lane, St. Dunstan’s-hill, St. Mary-hill,
Love-lane, Botolph-lane, Pudding-lane, and
Tish-street-hill :

For any load or parcel by knot or hand —

Not exceeding % cwt. . 0s. 44.
2 1, . .0 6
”» r ., . .09
2, . .10

2

For the like weights, and not exceeding
Poplar, Bow -church, Bishop Bonner's Farm,
Kingsland - turnpike, Highbury-place, (01d)
Paneras-church, Portman-square, Grosvenor-
square, Hyde-park-corner, Buckingham-gate,
Westminster Infirmary, Tothill-fields Bride-
well, Strutton-ground, Horseferry, Vauxhail,
Walworth-turnpike, and places of the like
distance—

Not exceeding ¥ ewt. . . 25 9d.
R 1 ,, . .3 3
» 13 ,, . .3 9
" 2 . .5 0

I cite these regulations to show the distances
to which porters were sent half a century ago,
and the charges. These charges, however,
were not always paid, as the persons employ-
ing parties often made bargains with them,
and some twenty years ago the legalised
charges were reduced 1d. in every 8d. The
street-porters complain that any one may now,
or at all events does now, ply for hire in the
city, and get higher prices than them.

All ticket-porters pay 8s. yearly towards the
funds of their society, which is called quarter-
age. Out of this a few small pensions are
granted to old women, the widows of ticket-
porters.

The difference of the functions of the ticket
and fellowship-porters seems to be this—that
the ticket-porters carry dry goods, or those
classed by weight or bulk, the fellowship-

porters carry measured goods.
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